


Rmlphig cavity f ixings 
support you through

thick and thin
anchorage forRawlplug Cavity Fixing devices provide • , .

metal thread screws in thick, thin, hollow or friable rnaterials where 
it is difficult or impossible to use conventional fixings. A siniple 
trial will convince you that these devices meet a very prevalent 
need in the world of diverse proprietary building materials today.

a secure

RAWLNUTSRAWLPLUG TOGGLES
adaptable and useful device for 

secure fixings to materials of varying 
'^^Fthicimess up to iThey are particularly suitable for 
gUss, sheet metal, plastics, plywood, asbestos and 

building materials. As the screw is tightened the Rawlnut is dra^ 
up into a solid collar on the reverse side of the material completely 
locking the hole, making it air and watertight.

All-metal fixings; 
particularly useful for 

walls and ceilings of lath and 
plaster, or where building 

boards or ceiling panels are mounted 
with a cavity behind them. 

The toggle operates cither by spring 
mechanism or the pull of gravity and 

provides the locking device 
the reverse side of the material.

Three sizes of each 
^000^ type are available with 

1/8", 3/16'or 
1/4'metal thread

screws.

RAWL ANCHORS
on This device makes a

h^tTply^dr?sbestos, insulating board, hardboard 
board. Screws can be inserted and withdrawn at wiU. An ideal^ 
is in providing fixing points in-situ in 
prefabricated building sections. There 

three sizes for 1/8', 3/*^ 
metal thread screws.

CL
W*

are

...I iiTEBiTiiRPTO- THFRAWLPLUSCO LTO..RAWLPLUGHOUSE.147LONOONRO.
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Letters
The Dow Chemical Company
Sir, The Dow Chemical Company are the manu­
facturers of Napalm as you will see if you care to read 
the ‘stop-il’ leaflet. Architects strive for the creation 
of a better environment nof its destruction. I further 
consider that, apart from the moral issue, advertise­
ments of this character in a professional magazine are 
an affront to the intelligence of its readers. I have 
therefore cancelled my order for your magazine.

YOU WOULDN’T SEND A 
MINI TO TOW A 
3 TON TRUCK
WHY USE THE WRONG CHECK 
ON YOUR DOOR?

Roy Hunt

Sir, Dow makes Napalm. Dow's success in the past 
few years has been a direct result of its massive out­
put of this, perhaps the most evil of weapons of war 

Thus surely it would not be too much of a loss if 
your consciences get the better of your desire for 
advertising revenue. It may be an obtuse argument 
but the money you receive from Dow most probably 
is calculable m lives ended or just tortured by this all 
consuming inflammable glue. FORSON’S MAKE DOOR CHECKS 

AND CLOSERS TO MEET ALL 
SITUATIONS AND REQUIREMENTS

Martin Ha//, London

The prob/em of privacy in the year 2000 [AD 5/68, p,204) 
Sir. I find the reported views of Professor Kalven 
regarding privacy very odd.

A feeling of privacy has nothing to do with being or 
not being observed. Being observed by a cow or by a 
baby will not disturb privacy.

It is a possibility of being confronted, however 
indirectly, with somebody’s interpretation of our 
action that we find disturbing.

In this respect it is not the totalitarian government 
which is the biggest enemy, but religion and the 
family.

The fact that you are not able to say to God: 'It is 
none of Thy business, it is my private affair' places an 
unbearable burden on the faithful.

For those who were r?ot ir>cHned to choose sainthood 
the problem was solved by the privacy of a sin and a 
reunion on confession in the Catholic Church. Re­
formed churches failed to solve the problem producing 
alternatives of a hypocritically puritanical behaviour

hypocritical religion with a tolerant behaviour.
In our private sins the God's ever-present company 

is not invited, it is often conveniently forgotten, and 
He is relegated to a role of a Peeping Tom, Provided 

can trust Him that He will not throw our action 
unexpectedly back into our face, we can live on with a 
mild sense of shame and guilt constantly disturbing 
our privacy.

In case of family the company is not that constant 
but more disturbing, since their compassion and 
ability to forgive and forget is far from ideal, and you 
may be sure that your very private behaviour will be 
commented on; after all they care about you.

Of course you can always find an absolute privacy 
in your bathroom and your lavatory, but this somewhat 
limits the range of your private activities.

It appears to me that we live in a society where 
activities are so strongly divided into private and 
public and, except for love-making, few of the worth­
while activities are private that we have very little to

For doors up to 112 lbs :
A choice of models in 
CHAMPION and LANCER ranges.

For doors over 112 lbs and 
up to 130 lbs:
A choice of models in the LANCER 
range fitted with a stronger 
spring, and the FAVORITor

we For doors from 130 lbs to 200 lbs: 
Choose from the TWIN POWER 
Lancer range.

SEND FOR BROCHURE 
OF COMPLETE RANGE 
OF DOOR CLOSING 
EQUIPMENT

lose.
Of course some people may prefer to be bullied by 

members of their families, neighbours, pillars of 
society and commercial interests rather than by a 
state. A question of personal taste—to me it matters 

J. Nekanda-Trepka—Ma.'i 1968

Sfb 30
SPECIFY 100%
BRITISH PRODUCTS OFlittle.

FORSONTwilight areas {AD 6/68, p.253)
Sir, It was interesting to read Mr. Theo Crosby’s note.

The basic rules for improving environment need to be 
plugged. They are essential and indivisible. Never­
theless architects and planners tend to alienate 
themselves from people by the use of such godlike 
phrases—‘Mix people from different social classes'— 
'Mix the races'.

Surely the aim is to 'provide conditions to enable 
people of different social classes and races to mix'. 
Perhaps Mr. Crosby would be prepared to accept this 
amendment.

DESIGN AND ENGINEERING CO. LTD.
COMMERCE WAY ■ LANCING ■ SUSSEX 

Telephone: Lancing 2835/6

S. A. G. Cook Camden Borough Architect
AD Page 3/Codc 2



Ace® Asbestolux® Bombolo Cisterns® 
Colorbestos® Glasal ® Malmex ® Rocksil ® 
Seel® Unilux® Union Pitch Fibre Pipes® 
Universal Asbestos Cement® Univinyl® 
Uxbridge Flint Brick^®!

Cape Universal makes its mark-it links a wide,versatile and integrated range of products 
and component systems to a new name and force in the construction industry

Cape Universal Building Products Limited, Exchange Road, Watford, Herts. Watford 34551 
A member of The Cape Asbestos group of companies

Cape Universal



Is the sun your problem?

Now therms a new 
glass to start 

window revolution

Pilkington New Spectrafloat
conditions, like any transparent glass, 
it will not combat direct glare 
from the sun.

View: Perception of the view is 
little affected. The eye quickly adopts 
to the colour of the gloss.

Double Glazing and Toughening:
If advice is needed on any processing, 
including Double Glazing and 
Toughening, your Pilkington 
representative should be consulted.

For further information:
If you have a project where you 
might consider the use of Spectrafloat, 
the Pilkington Technicol Advisory 
Service is equipped to give the 
specialist advice necessary, and con 
be consulted through your nearest 
Pilkington area office or representative 
who will supply technicol literature
and show you IpiLKIXGr^j 
samples on request. I

Properties: Pilkington intend to 
market eventually o ronge of 
Spectrofloot glasses, with different 
transmission choracteristics and 
colours. Initially one glass is being 
made: Spectrofloot 50,67 (Bronzel 
“50% light and 67% total solor 
heat transmission.

Light: As the obove figures show, 
Spectrafloat will reduce the amount 
of natural light reoching the interiorof 
o building, but not os significantly 
os the figures might oppear to indicate. 
Thus, assuming ordinary clear floot 
glass provides natural illuminotion 
in o room up to 20 ft. from the window, 
the use of Spectrafloat SO’67 only 
reduces this distonce to 16 ft.
There will, of course, be a need to 
pay speciol ottention to the design of 
ortificial lighting.

Glare: Spectrofloot will remper sky 
glore and ground-reflected glare, 
giving more comfortable infernal visual

To the architect and designer 
Pilkington Spectrofloot may well prove 
to be the most important glass 
development of the post-war yeors. 
The Pilkington development of Float 
glass revolutionised glossmaking. 
Now, Spectrofloot, a development of 
the Float process, provides the 
beginning of a mojor change in 
window design.

It is a gloss which reduces the 
transmission of solor heat. It is a gloss 
which cuts down sky and ground- 
reflected glare. It has o subtle colour 
effect, tike Float, it has a permanent 
flre-Hnished surface. And it costs very 
little more thon clear Float gloss.

In air-conditioned buildings it will 
reduce both the capital and running 
costs of the oir-conditioning plant.
In buildings without air-conditioning,
Spectrafloot will moke a
real contribution to environment.

Pilkington Brothers Limited, St. Helens, Lancashire and area offices throughout the country.
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Shanks pony ?
Bidet is French for a small horse. Right? 
A pony is a small horse. Agreed? 
Ergo: Shanks pony-as shown here.
All of which gets us nowhere.

The real point of this ad 
(and our other ads) is to re-intro- \ 
duce to you our man in the field. \l 
His job is to help you. To help you ^ 

buy Shanks.

And if it’s not the right piece for the Job 
he’ll advise you on a great many alter­

natives. Other designs, cheaper 
designs, more expensive designs. 
In new colours, in standard col­

ours and with any of many choices 
in fittings.

The same goes for every other 
piece of sanitary ware. From the vast 

Shanks range, you, and he, can find the 
answer to every bath-room problem from 

bed-sitter to ocean-going liner.
Just a call from you and he’ll be there. 

Even if it means coming on foot.

He has the facts-and the costs - 
at his fingertips.

Take for instance the shapely bidet 
featured here. If you want it he’ll make sure that 
you get it. At the time and in the quantity you si)ecify.

Call in the man from Shanks
ca
i
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What’s gone up in Borough High Street?
Read all about the scheme that makes superb 

use of Redland V bricks and Calculons 
for calculated loadbearing brickwork. A SPECIAL 

STUDY gIves details of the structural 
calculations involved In the design of the 

thirteen storey block, one of the U.K.'s tallest 
buildings constructed in loadbearing brickwork. 

Write for publication Nos. LBS and LB8/1.
CliMt: Tkt Ltndon So'Hgh of Sovllmirlt Aichiticl RoniM Hir#y M9E, B Aich. ARIBA, Kirfy. Cochfsni & Pirtnirs, londsfl W.C.1. Quacmi)' Survivors. OS Oipmmini, lonUon Borough of Southward 

Consulting Enginocrs' Jeniiini i Ponir. Uideo W.C 1. Gincril CoRiraciors: Willion Williit (Camraotors) Limftid. London SW4.

Redland Bricks Ltd.,

RedlandQrsylands. Horsham. Sussex. Tel, Horsham 2341 
Lorvdan Showroom; Redland House, 42 Kingsway, W.C.2. 
Northern Area Sales Office;
EllarHl Road, Leeds 11. Yorkshire. Tel; Leeds 75206

AD Ptfe 7/Code 6



AO Pace 8 Co4« 7



'Vmknow^diat 
you can do with 

stmctuiral 
h(41ow sections?
Ask Stewans and Lloyds. You’ll only find out two things by 
keeping flowers in a piece of SHS. It’s beautiful and function­
al. But you’ll miss the most imponant point about these new 
shapes in steel. They’re incredibly versatile. Down on the 
farm, they’re finding new uses for SHS all the time. They 
go into ploughs, seed drills, diggers - almost everything a 
tractor can pull. In these applications, their torsional resis­
tance is vital, so is the ease of fabrication SHS affords. In 
farm buildings, from gates and fencing to dutch barns and

cow parlours, SHS are saving weight and cost. Want to know 
why? Because SHS combine light weight with high strength, 
can be prefabricated, easily welded and quickly erected on 
site.

If you’re not the farming type, try SHS for space structures, 
industrial buildings, pipe bridges, balustrading, staircases, 
road bridges, fencing and mechanical handling equipment.

Why not send for a booklet or two on Stew'arts and Lloyds 
fastest growing product?

Stewarts and I.Ioyds Limited Lloyd House 2 Colmore Circus Ringway Birmingham 4 Telephone: 021-236 3300 
SicKks of SHS arc held in S & L warehouses, by leading stockholders throughout the United Kingdom and in 87 countries overseas.

SHS-new shapes in steel from Stewarts and Lloyds
British Steel CorporationNorthern and Tubes Group

683
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wardrobe units with the built-in look. Quite uniquefor ContractBeautifully designed
furnishing. A flexible furnishing system that can be adapted for the smallest of bedrooms 
or the largest of contracts. The wardrobe units can be erected in multiples, each unit being 
22" wide, 24' deep and T 6' high. Interior fittings— shelves, shoe racks, drawers, hanging 
rails, may be arranged for any storage requirement. The units are beautifully designed, 
superbly made in a choice ofthreefinishes, and can be delivered and erected on site to your 
instructions. A beautiful range of individual pieces with linking wall boards can be used to 
achieve unified schemes. If you would like to know more about OPUS 22 write to;—
THE STAG CABINET COMPANY LIMITED, HAYDN ROAD, NOTTINGHAM. TELEPHONE NOTTINGHAM 62121

1
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ThisisaGliksten 
Mark 12 door
You can buy doors, 
that are cheaper 
and look it

■ • •

The Gllksten Mark 12 flush door looks 
beautiful in West African Cedar veneer. 
You can find doors that cost just a little 
less, but they don't have the Mark 12's 
looks and lasting quality. Mark 12 doors 
have built-in salesmanship. They create 
an air of elegance that impresses the 
prospective buyer and helps to sway a 
sale. It makes that little extra cost a good 
investment. When required, Mark 12 
doors can be matched In pairs, or in sets. 
The Gllksten Mark 12 Door and the 
famous "Sllkstone" door (the best door 
in the world for painting) can also be 
supplied as complete Glikfit door units, 
with hardwood threshold, "Yale" 
latch and rustproof butts.
Both these finishes are Incorporated 
In Glikfotd—a space-saving 
system providing the most economical 
and efficient form of closure for built-in 
cupboards and wardrobes. These doors 
glide easily on spring-loaded pivots, and 
run in an overhead track designed to 
eliminate the need for a bottom track 
without loss of rigidity.

GLIKSTEN
Fill in and send coupon below 
for full details of the doors 
in the Gliksten range:
GLIKSTEN DOORS LIMITED
LEADS ROAD - HULL ' TEL: HULL (0HU2) 71291/7

A company of (he Gliksten Group

PItase strtd full rfjfa/V* of all tfit doors In Iht Glihslen rangt

NAME

ADDRESS

AD Pi|e 11,Code 10
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If these Bolton Shutter Doors 
and on... well, that’s theh
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eem to go on.. .and on 
uccess story!

I. Welded mild steel suspension bracket.
3. Holton patent, totally-enclosed box-

type top track.
3. Mild steel cover plate for the exclusion 

of draught.
4. Mild steel end panels,
5. i6's gauge (1.63 mm.) mild steel 

shutter leaves, Sherardised against 
corrosion.

6. Non-ferrous hinging strip.
7. Rigid front to accommodate locking 

arrangement.
8. Steel pickets on which the door is 

built.
9. Self-cleaning bottom track, built up 

from rolled steel channels.
10. Mild steel suinp-box with hinged lid 

to facilitate cleaning out.
II. Shutter leaves rolled round J* (3.3 

mm.) diameter wire reinforcement 
to give great vertical strength.

All over the world Bolton Shutter Doors are continually 
proving their superiority on all counts. They could be the 
answer to your closure problem, too —get the full story 
now under ref. A.D. 724.

1. Electrically operated Bolton Shutter Doors at W.&A. Gilbcy 
Ltd., Harlow.

2. Iktlton Shutter Doors installed in Blackburn \Vholesalc 
Market.

3. An installation of Bolton Shutter Doors on B.E.A. Freight 
Sheds, N. Ireland..

4. A factory installation of Bolton photo-cell controlled Shutter 
Doors.

5. Electrically operated Bolton Shutter Doors at Shoreditch 
Fire Station.
Architects: .Architect to the Greater Loudon Council. Hiilx^rt 
Bennett, F.R.LB.A.

BOLTON^ The Biggest name in DoorsCO isrcD

Bolton Lancs Telephone Bolton 25241 (7 lines)
Branches in London, Birmingham. Glasgow and throughout the country

Q B6.724



LLOYDS BANK ' CANNON STREET LOUNGE ■ CEILING-DECIFON ■ WALL8-SYLVATONE F BURMA TEAK ' Architect: A. V. BANKS, FRIBA

SYLVA'IONE panels are made of fine UKCIFON the quality Acoustic Ceiling 

Panel. It is both incombustible and inexpensive, a light­

weight panel weighing only 10 oz. per square foot, 

elegant and efficient without ugly holes, fissures or slits, 

and has a washable microporous surface with hard 

bevelled edges—hence clean butt joints. These fine 

qualities and a sludy of official DECIKON absorption 

test figures are the reasons why Architects are confident 

in specifying DECIFON sound absorbing panels.

hardwoods. They are patented by Applied Acoustics 
who are the sole distributors, and owners of the 
Registered Trade Mark.
The slats are shaped to form ‘Helmholtz Resonators\ 
that is to say slits and tubes in which the sound waves 
are trapped, as in the case of our WOODACOUSTIC 
Panels.
We can supply these Panels in any sections, any timbers 
of the Architect-Designers’ choice.

SYLVATONE: Sound absorbing panels made from fine hardwoods 
DECIFON: A quality acoustic panel. Inorganic; cannot warp, twist or rot

Further photographs in colour of SYLV ATONE and DECIFON interiors can 
be seen in our Brochure. Write or telephone for it with samples to:

APPLIED ACOUSTICS
8 Manchester Square London W1 Tel. 01-935 8351

AD Pa<e M/Code 13



The colour-it-yourself carpet
range, we have 223 standard Wilton designs.

If your problem Is a special one, our studio will design a 
carpet for you, even for a comparatively small quantity. Want 
to know more about the Firth Contract Service? Then write to: 
Contracts Manager, Firth Carpets Limited,
Clifton Mills, Brighouse, Yorkshire.
We provide the pattems-you choose the colours JSL

If these colours don't appeal to you-well, change them!
Colour it yourself... colour it the way you like it from any 

of Firth's range of a hundred standard colours.
There are sixteen different designs to choose from in 

Firth's Oxford range and they’re all available In four qualities.
So colour it yourself-choose a design-select the colour 

combinations-and you’re away. In addition to the Oxford

AD Pa(« IS/Cod* 14
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(A)TnstrongCEILING SYSTEMS BY

AHW5TR0^G CORK COMPANY LIMITED
CEILING SYSTEMS DEPT. WOOOGRANGE HOUSE, WOODGRANGE AVENUE. KENTON. MIDDX. TEL£PHONE:01-907 0151 

,47.59 Miktn til M/n»tone, Minaboard, Tta»»Hon*. Cui/t/onlone
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m Sf EEl f MT PROVIDES ITS Oini 
PROTEGTIVE COATING

GOR-TEN* is a low alloy 
high tensile structural steel 
which offers high resistance 
to corrosion in industrial 
atmospheres.
Its superior resistance to

COR-TEN has a yieid point 
about Is times that of mild 
steel allowing considerable 
weight saving in many types 
of mobile equipment which 
gives the double advantage of

reduced deadload and increas­
ed payload. It also allows a 
reduction in thickness which, 
in safety margin, is more 
than compensated by the in­
creased corrosion resistance.

corrosion is due to the 
formation of a more dense, 
more adherent and more 
protective oxide coating than 
is obtained in mild steel or 
coppcr/bearing steel.

Ask for details of COR-TEN for your particular application.

Colvilles Division
SCOTTISH AND NORTHWEST GROUP, 
BRITISH STEEL CORPORATION.
Colville House,
120, Bothwell Street, Glasgow, C.2.

COR- TEN is made under licence from United States Steel.

AO Page 17/Code 16



PLA wanted more than just 
a conventional coloured aluminium to 
go on their canteen.

So they chose Kalcolor*.
The Port of London Author­
ity wanted a high class 
finish on the fascia of their 
new canteen at Tilbury. One 
that would keep its good 
looks for years and years.
That's why their architect 
specified Kalcolor* alumin­
ium, by James Booth.
Kalcolor aluminium has 
colour built right into the 
aluminium. Aunique process 
gives Kalcolor aluminium 
unrivalled protection from corrosion and abrasion 
coupled with excellent resistance to colour fading:

gives a durability of appear­
ance that traditional meth­
ods can't match. Comes in 
five colours: gold, amber, 
light amber, statuary 
bronze and black. Kalcolor 
aluminium is available 
in sheets or many extruded 
shapes — from which any 
architectural components 
can be produced. This is why 
so many of today's signifi­
cant new buildings use 

Kalcolor aluminium. It will still look good long 
after other materials look tawdry and tarnished.

JAMES BOOTH ^[LDJD^DKlDtyjRii]James Booth Aluminium Limited. Kitts Green. Birmingham 33. Telephone: 021-783 4020. 
• Licensed trade mark of Kaiser Aluminum & Chemical Corporation.

Canteen wan erected under ihs supervision of the Authority's Director of Engineering. Mr, O. A. Wilson C.B.E.. M.EngC.Rng.. M.I.C.E.

Dept AD92

AO Page l8;Code 17



Brickwork 
for the

ll Prince..

Public house, Portsmouth. Architects: W. H. Saunders & Son

... Black, Edward the, 1330-1376. Rides again Portsmouth 1968 
thanks to Eldridge, Pope & Co Ltd, brewers. And to a few thousand 
loadbearing clay bricks cunningly deployed to form a single bar 
arranged on three levels. Edward would have admired the strategy. 
We do. Read all about it in the September issue of the Brick Bulletin.

Brick - like beer - is backed by centuries of experience, and will 
endure for centuries to come. It remains unsurpassed for economy, 
quality and reliability...

... can you afford to use anything else!
The National Federation of Clay Industries 
Drayton House, 30 Gordon Street, London, WCi

AD Pa(e 19/Cod* 18



POLYPROPYLENE ARMCHAIR Designed by Robin Day follows in character his internationally successful 
Polypropylene Side Chair Programme. The charcoal, flame red, navy blue and light grey plastic shell Is in itself 
superbly comfortable, but snap-on or fixed upholstery is also available. Tough inexpensive and good looking, 
these chairs with their various base designs are ideal for Offices, Restaurants, Reception Areas or Homes. Prices 
from only £6 retail. Write or ring for full details and prices Hille of London Showrooms: 41 Albemarle St 
London W1 01 -493 9576 50 Sackville Street Manchester 1 061 -Cen 6929 24 Albert Street Birmingham 4 
021-Mid 7378 25a South West Thistle St Lane Edinburgh 031-225 6234 9/11 St Stephen's Street Bristol 
0272 26528 Hille Geneva SA 4 Grande Rue Geneva Factory 132 St Albans Rd Watford Herts
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Ruberoid precision plastic plumbing systems

rain watersoil waste4-lncli system in pvc with a highly 
efTectivc seal of neoprene with a D- 
rlng |)rofile which fits snugly into a

ABS plastic which withstaiuls up to 
9 5’'^C. System is in i | in. i | in. and

True 4-inch half round gutteringwilli 
a How capacity as liigh as 36.4 gallons

4 pifx

moulded socket groove. All sockets 
on pipes and fittings are injection 
moultlod and will not distort under 
normal working temperatures.

2 in. bores. Depth of entry marks en­
sure speed and accuracy in <letermin- 
ing pipe assemblies. Readily connects 
to Soil System,

per minute. Simple silt britige com­
pletely eliminates leakage at gutter 
joints yet allows normal e.xpansioii 
and contraction.

Ruberoid Full details from

The Ruberoid Company ltd., 48 VX Commonwealth House, 1 New Oxford Street, Loudon WG1

AD Fife 21/Codc 20



CLASSIFIED ADVERTISEMENTS
Final date for Classified Advertisements for October is September 14RATES: 11- PER WORD. MINIMUM 201- BOX NOS. 1/6 EXTRA 

Write enclosing your remittance to; The Publications Department. ARCHITECTURAL DESIGN, 26 BLOOMSBURY WAY, LONDON WC1

The post will be tenable for three years In the first 
Instance, beginning as early as possible in the term which 
begins on 8th October, 1968.

Salary: within the range £1,47O£2,630 per annum, 
according to age, qualifications and experience.

Applications, stating age. qualifications and experience, 
together with the names of three referees, should be 
received not later than 30th September, 1968, by the 
Registrar, The University, P.O. Box 147, Liverpool, from 
whom further particulars may be obtained.
Please quote Ref :RV/622/AD

SITUATIONS VACANT

CANTERBURY EDUCATION AUTHORITY 
College of Art 

School of Architecture
Applications are invited for appointment as Lecturer 
Grade II for Design and Construction, and to act as 
Assistant Year Master—Intermediate level. Salary in 
accordance with the scale, namely £1,725-f-£55 to £2,280 
per annum.Further particulars and application forms may be 
obtained from the Principal, College of Art, St. Peter’s 
Lane, Canterbury.
N. POLMEAR, Chief Education Officer 
78 London Road, Canterbury AD Competition 9/68

What, where, when, whom? 
Answer
name of building or construction .......

address   ______ _____——.............

date of construction .........................

designer (if any) ..................

Name of competitor .......................
Address ............................... .........

UNIVERSITY OF LIVERPOOL 
School of Architecture

Applications are invited for the post of Lecturer or Assistant 
Lecturer in the School of Architecture. Applicants should 
be under 35 and fully qualified architects. Preference will 
be given to those who show an interest in teaching and 
research in the field of structural design or mathematical 
applications to design method.

Prospective buyers are attracted by Bradstone's 
dignified appearance, which is virtually in­
distinguishable from matured natural stone. 
You'll find that reputations are built in Bradstone 
as readily as houses. Bradstone adds appreciably 
to the selling value of a property without 
significantly increasing material costs. Further­
more, your builder will be certain of delivery on 
schedule.
Cast by a perfected moulding technique, 
Bradstone offers a choice of finish — tooled or 
rough-hewn — in a full range of sizes, profiles 
and stone colours. In every random delivery 
there are subtle variations in shade that lend 
authenticity to the completed building. 
Incorporate Bradstone In your future housing 
designs. It is widely favoured as a feature for 
chimney stacks and gable ends. Send the 
coupon for full details today.

Bradstone
Adds sales appeal to 

your designs ^

r Brac^SHPlease send delivered 
prices and a 
Bradstone colour 
catalogue to CAST STONE
Name
Address

Site
Telephone No.

I Bradstone Department 5/9/1 
" Edwin H. Bradley Er Sons Limited, 
^^windon, Wilts. Telephone 5B51
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What
Where
When
Whom
The first correct answer to this month's problem 
picture opened in our office on the 20th of this month 
will be rewarded with a £5 prize.
Entry form page AD 18- Mark envelopes Compeiition.

Brian Richards
Guest editor of the feature on MOBILITY (pages 403 
to 436) is seen hero riding a cycle which was an early 
prototype for the Wuppertal monorail.
Photo: S«n4n Lousadi

There was one correct answer to the August quiz. The 
building shown was Grauman's Chinese Theatre, 6925 
Hollywood, built In 1927 by Meyer and Holler. It is 
one of 146 intriguing ifluatrations taken from the 
catalogue of David Gebhard and Hariette Von Breton's 
exhibition Architecture in California 1668-1968, held at 
the Art Galleries, University of California, Santa 
Barbara, earlier this year.
Winner: Margaret Richardson

Project Awards 1969 juror
On the yellow PA form inserted after page 442 we 
have inadvertently given the wrong first name for 
one ofthe jurors, Mr. Stanley Woolf, ARICS, AIHM, 
Principal Development Officer in the GLC’s Housing 
Department. We apologise for any trouble which 
may have been caused by this mistake.

Traffic-free stepped back office blocks, ingeniously designed to 
permit no sunlight to penetrate. Lord Holford first pro­
posed that these be residential buildings, which might 
have helped them to turn the City info something more 
than a 9-to-5 environment. But the City Is the abode of 
Mammon. So offices they are to be. St Paul's is to be 
yet more determinedly isolated from a living city.

The area already redeveloped around St Paul's 
should have acted as an awful warning. There Is little 
enough life or movement in the area as it is. The 
plazas of the Paternoster development are so deftly 
cut off from the area surrounding St Paul's that they are 
rarely visited. The shops are unlet(below).The only time 
they are frequented is on a sunny day, and then only 
at lunchtime. Yet the pattern of segregation has been 
remorselessly pursued. The traffic will now be taken 
off Ludgate Hill (apart from service trucks and cere­
monial processions) so that a further tract will be laid 
waste. Surely someone, someday will realize that 
town dwellers have come to need the traffic around 
them as a feature of their urbanity.

St Paul's precinct has been redeveloped, largely in 
accordance with the recommendations of Lord Holford. 
The results are not distinguished. To the east is a med­
ley of Insipid building, to the north is the Paternoster 
development, a series of rectangular blocks inter­
spersed with windswept and little used plazas; to the 
west is a controversially obstructive, building. The 
area to the south-west, lying along Ludgate Hill and 
over Carter Lane, Is now the subject of a new proposal. 
Ludgate Hill is to be restricted to pedestrians. The 
main volume of traffic that now swirls around the 
south side of the cathedral is to be diverted to a new 
route, decked over, lying roughly on the line of Carter 
Lane. This route will incorporate parking bays for 
the private motorist, and more important, bays for no 
less than thirty coaches. Above are to be two ranges of

Next month:
The October issue is 
to be a bumper 
number. The main 
attractions vriU be 
James Stirling's com­
pleted Cambridge 
History Faculty and 
project for a hostel for 
Queen’s College, 
Oxford. The Smith- 
sons also present a 
new Oxford hostel, 
that for St Hilda’s. In 
addition, we offer an 
appraisal by Michael 
L^ey of the new 
Hayward Art Gallery 
and that by Powell 
and Moya for Christ 
Chtirch, Oxford.
A Ltxidon hostel and 
bathroom tower by 
Farrell and Grimshaw 
is featured; and Peter 
Cook writes on the 
latest Russian 
visionaries.
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HTMLS Of MUUIONS TD CimTAM VMUING
Archit«cls: T. P. BenneH 6 Son in association with Kenneth Klarsoy ARI8A Group 
architects ^or the Bank Sreland. Contractors; McLaughlin 6 Harvey Limited. Siainlea* ate^iabiicators: Culford Art Metal Company Limited.

'Silver Fox' Mullions 
aesthetic and practical 

to a high degree
The new Bank of Ireland building in Belfast is a 
first class example of how stainless steel adds to 
the overall effectiveness of the design. The 
stainless steel mullions blend easily with the 
older building beside the Bank, and for sheer 
practicality the equally-spaced lipped channels 
of the mullions take the wheels of the window 
cleaner's cradle, thus making hisjob much safer. 
When it comes to maintenance, all that stainless

steel needs is an occasional wash down and it 
will look like new. Please write to the Marketing 
Department for information on the application of 
stainless steel to architecture.

£ oompann limlt^od ^
STOCKSBRIDQE • SHEFFIELD 
Tha malcars of 'Silver Fox' Steirleit Steel 
British Steel Corporatior>—Midland Group 19611967

AD Page 23/Co<l« 23



Moving with the times
BeU Aorosyslems' Rocket Bett (AD 11/67, p. 527) could 
stay in the air for only 21 seconds; its successor, the 
Jet Flying Bell evidently has longer staying power, as it 
is recommended for use in riot control, rescue opera­
tions and traffic surveillance, though its actual per­
formance is not specified.

The Jet Belt is powered by a small bypass turbo-iel 
engine, with low fuel consumption. Strapped to the 
back, it is controlled by motor-cycle-type handgrips,
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Drive or driven? High-speed, small-scale rail systems for longer dis­
tance travel but medium capacity (FTL).

All these systems, except the last, have been around 
as ideas, for some time, and some are under develop­
ment. However, this study Is the first official one of its 
kind to bring them all together and assess their 
economic potential and practicality. A high degree of 
use is assumed (from 40 per cent upwards in the 
journey to work) which may be optimistic without 
restraints being placed on car usage. Drawings show 
clearly how a range of such systems could be inte­
grated together (above) and into a new or existing 
City. Multi-cored cities, with low-density residential 
areas are accepted as a likely future pattern, but it is 
suggested that easy mobility within them should be 
available to everyone, car-owning or not.

The Report emphasizes effectively that a new rar\ge 
of transport hardware, designed specifically to meet 
actual needs should, and could be developed. Only in 
the time-lag is it pessimistic, for if such systems are 
truly practicable—and only live experiment can show 
this—then planning decisions being made now could 
allow room for their integration as soon as they become 
operational.

Brian Richards

A programme of research into methods of solving the 
whole problem of urban transport, sponsored by the 
US Department of Housing and Urban Development 
(HUD) is now being presented to Congress as a 
summary report, Tomorrow's transportation: new 
systems for the urban future, with a recommendation 
that one billion dollars be made available for further 
research and development in the next five years.

Certain institutions investigated innovations, which 
could be applied with advantage to existing systems, 
such as methods of giving buses priority to other road 
users. Stanford Research Institute studied new systems 
of transport which, if development were started now, 
could be operating in 5-15 years’ time. Their study 
recommends five basic systems of hardware: (1) 
Conveyor systems for short trips within major activity 
centres (MAC). (2) Small cars for short-term hire (PAS). 
(S) Dial-a-bus systems, both for use in residential areas. 
(4) The auto-taxi system (see p. 440), which could 
develop into a dual-mode Starrear system (NET). (5)

giving various degrees of thrust and deflection to the 
nozzles. Operators can fly backward, forward and 
sideways, rotate on a vertical axis or hover. A radio 
communicatiens system is built Into the belt.
Self Aerotftlems, Auffelo, New fork

For Cazenave, manufacturers of motor-scooters, Roger 
Tallon has designed a new minimal car La Bulle, into

Underground
Washington
Mock-up of the beisic station design, by Harry Weese 
and Associates, for the new Metro system to be built 
in Washington. The graphics are by Unimark. 
ioeiuiUM ISf) IM8

Milan
The first of the Metro stations designed for the Milan 
network by Franco Albini and Franca Helg. Graphics 
(some of which are reminiscent of those at London 
Airport) are by Bob Noorda. 
forum Jin.'Fob. 1948

Awhich you can be indiscriminately bundled, to be 
trundled around towns at e reasonable speed, powered 
by an electric motor.
For Maurice Barthalon, designer of one of the French 
hovertrains, Urba IV (being developed at the Ecole 
Centrale Lyonnaise) Roger Tallon has designed a

ybgue (Frtneo), July-Autuit 1948

VICTORIA LINE
Thor* it on OKhibiVnn »t L,on4on’* Ootlsn Contre until tho 
boflnninj <A Octabor, showing tho planning, design and construc­
tion of London's now undorground raiiwa)r1in*.

EiOHT MBA ARCHITECTURE AWARDS i948
Nor(h>*as( rogionsJ airport, Woolsington (York* Rosenberg

Wardall). Grant & Reckitt Hall, The Lawns, Cottingham (Gillespio 
Kidd & Coia). Wallas*)' Grammar School, Wirral; and Churchill 
Collage. Cambridga {both Richard Shappard, Robson and Partners), 
(^vendish and Anciscer Halls of Rasidance {Williamson, Faulknar 
Brown & Partnars). Andovar Town Davalopmene, Araa II (GLO 
Architect's Department). St Paul's Cathedral Ch^r School 
(Architects' Co-Partnership). Edinburgh Univ*rsil)r Librarr 
{Sir Eiasil Spence, Glover & Ferguson).

monocoque car, which should reduce its weight to 
betweert 40 and 70 per cent of that of the equivalent 
railway carriage. Dtsign 33S
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Bond Worth is seen in 
the best pubs

... such as the Earl Haig, Watney's fine new house 
at Hounslow. The carpet, a Bond Worth Wilton in 
Parthenon' quality,was specially designed for this 

distinctive bar, with colours to blend with the 
decor. Bond Worth make carpets in many grades 
to suit projects ranging from halls of residence to

hotels, restaurants, theatres and ships, and our 
design staff are always ready to discuss specific 
requirements in decor. With all these resources 
our springs of inspiration never run dry. So tell us 
your needs. You can be sure we can provide the 
right carpet.

)•r I contract carpetsWORTH<
♦

V V I- V V S' •f'-fftW V«' istoi
To BOND WORTH (CONTRACT CARPETS) LIMITED 
LEE HOUSE. LONDON WALL, LONDON, E.C2.
Please send me your Contract Carpeting Brochure

Name...................................................................................... .

anywhere, anytime 
you can find yourself 

walking on 
Bond Worth carpet Firm

Status

Address
AD/9/68
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environmental control media—pills, sprays and eye- 
glasses. Dennis Crompton moderated the perfected 
Archigram-show only slightly—a three-screen slide 
and movie presentation of the group's drawings.

Computer graphics
Roy Landau
The first International Symposium in Britain on 
Computer Graphics was heid in July at Brunei Uni­
versity, organized by the Computer Science depart­
ment.

Over the past five years a new computer graphic 
potential has been developing. It began in the ^^IT's 
Lincoln laboratories with Ivan Sutherland's thesis. 
'Sketchpad' in which a computer could accept inform­
ation directly from a user through drawings on a 
cathode ray tube. The drawings could bo made and 
manipulated at the cathode ray lube terminal.

But to be able to 'feed-ln' and 'retrieve' information 
through visual displays has opened up new computer 
possibilities ranging from general purpose visual 
displays of words and numbers (examinable with 
greater spead and efficiency and less effort than a 
paper tape printed with the equivaler^t information) 
through to complex graphic projections, 3-dimensional 
graphics and now current experiments with holo­
graphy.

The scope of graphic applications is increasing as 
disciplines recognize the new possibilities and as the 
techniques come within economic range. Two US 
contributors, C. Machover (Information Displays Inc) 
and S. Matsa (IBM), discussed their applications and 
features. Current applications include computer-aided 
design, aircraft and automotive engineering, manage­
ment information, hospital records, library reference 
matter, process control, computer-aided education, 
pattern recognition, construction layouts, etc. Forms 
of display now produced commercially (in Britain and 
the US) can be classified as: (1) passive output 
displays (printers, plotters, drafting machines); 
(2) interactive input/output consoles (generally based 
on cathode ray tube displays). Displays can be 'Alpha­
numeric (characters only) or fully graphic. The latter 
allow for drawing points and vectors, and some units 
are capable of rotating the display in three-dimensional 
space. Displays can be small screen (more usual) or 
large screen (costly).

Techniques for producing more economical graphic 
systems were discussed by Murray Ruben (Digital 
Equipment Corporation). Factors such as length of 
transmission path, size of bandwidth, local or central 
information storage, are determining new hardware 
which within ‘a few years' should cut computer 
graphic display systems to 2S per cent of their current 
cost. The problem of the running cost of cwnputer 
time in an architectural application, was raised by 
P. E. Walter (West Sussex County Council). The County 
Department recognizes that as 'a lot of design time 
is thinking time', at the present stage in their computer 
programme they find it necessary that 'a reasonably 
hardened plan shape must be produced by the 
designer before the display unit is used'.

Developments are fulfilling Norbert Wiener's pre­
diction that the computer is a tool which possesses 
characteristics enabling it best to handle problems of 
a highly particular and precise form, whereas the 
human is a more Imprecise operator with different 
capacities, especially those for scanning, theorizing 
and generalization. These two areas are comple­
mentary, so that the greater thecapacityforinterchange 
between man and machine the more satisfactory will 
be the end product.

Kd.n Holl*ln Dtnis Com^tOi>« Hisha Black &nd Rtyntr Banham at 
As^n. fhM Berko.

Nuts and bolts at Aspen
Hans Ho/feln
It was the 18th International Design Conference in 
Aspen and, as things go which have happened eight­
een times before much has been said already or was 
said for the eighteenth time. But Aspen is a beautiful 
place and the people are friendly, and it would be 
worthwhile to visit even if you had to discuss the best 
way to polish shoes—so why not discuss design.

Design is important, and to find out more about the 
state of design, its definitions, intentions and prob­
lems—on this and the other side of the Atlantic— 
Reyner Banham was made programme chairman. He 
set out by buying a Western outfit complete with 
cowboy hat and by saying (in his introductory speech):

'What was in my mind when / began to put together 
this programme was something that I have noticed in 
many of the conferences / have attended: that much of 
the most stimulating and enlightening interchange 
took place not on the platform but in other places, 
outside the published programme when conferees 
informally discussed the business of their profession.

'If politics is the art of the possible, so is design, 
perhaps to an even greater degree. Designers, architects 
and plar\ners are, in a phrase current in England at the 
moment, among the world's proud doers; their pride is in 
getting things to happen, their pleasure is in seeing 
business done. To me as an academic and /ourna//sf, 
their professional discussions were always fascinating— 
but also baffling, because designers themselves seemed 
to be vaguely ashamed of them. Rather that they ought 
to be talking about something else. The subjects, the 
topics which design conferences are officially called 
together to discuss are never "how to gel it done" or 
"how to make it happen", but "why aren't we worrying 
more about the state of the world" or "the impending 
doom of Western civilization''.

'Recently, I have noticed the beginnings of a swing 
against this trend, A number of people told me that they 
hoped this Aspen conference would be more down to 
earth. This chimed in well with my own desire to hear 
good professionat talk up here on the platform.'

In a brilliant terminal discourse, Jlvan Tabiblan 
summed it all up—the dialetic approach versus the 
pragmatic. Roughly, this dividing line could also be 
drawn between America and Europe, or more to the 
point between the Anglo-Saxon and the Latin-Continen­
tal world; but it was also established at the talks and 
the conference that more common trends united 
these continents than set them apart. Dividing lines 
run rather between generations or establishmentarians 
and newcomers.

David Gebhard pinpointed specific characteristics of 
today's design attitudes, by defining some background 
imagery and thoughts serving as guidelines to (US) 
design as Buck Rogers, Streamlining, Flying Saucers, 
Batman and Superman, etc., resulting In an obsession 
with symbols, with little thought to broader social 
consequences. The fact Is packaging is more important 
than function. Dick Latham and Misha Black (attacked 
by the students in the seminars as members of the 
Establishment) tried to itemize designers—With-it 
men, In-men, Technic-men, Out-men, Exit-men.

Other contributors were Irving Grossman (Canada), 
Eisenman (NYC) and John Allpass (Denmark)—who 
made some of the most sensible and sensitive remarks 
of the conference—and Francois Daliegrel (Montreal), 
who baffled some of the audience with a beautiful 
disorganized presentation of his work, like cars which 
do not run, superscale toys, 'le drug’ and pictures 
of himself. The present author gave a marathon- 
performance, showing a range of work from early 
projects, the aluminium candle-shop, to his latest

Hardy
Whilst other students have been rioting for Ihe right to 
participate under the heavy glare of world publicity, 
students from Bournemouth College of Art have been 
pulling off a quiet takeover. Theirs is a classic example 
of how students can design and execute from start to 
finish, a live project when given the chance.

The Thomas Hardy Festival Committee decided to 
allow the students at the School of Architecture to 
compete in the design of an exhibition building. The 
committee chose the entry by Malt Andrews and John 
Lambon and gave them free reign. Their building 
shown here, was the main structure contair>ing other 
interpretations of Hardy from other college depart- 

Photo George BasUier Bryantments.

HfG, Ulm
The Independence and continued existence of the 
Hochschule fiir Gestaitung, Ulm, are in danger be­
cause of lack of finance. The Bundestag has cut the 
200,000 DM subsidy and the Landtag of Baden- 
WOrttemburg has not been prepared to make good 
this loss. The Geschwister Scholl-Siftung has thus 
decided to dissolve itself as from 30th September, 
1968, and to give notice to the staff.

The Minister of Culture of Baden-Wurttemberg has 
spoken in favour of the continuance of the HfG, but the 
Landtag has recommended an amalgamation of the 
HfG and the Ulm School of Engineering. This sugges­
tion has been rejected both by the staff and students 
of the HfG.

In this critical situation, people, organizations and 
firms have united to further the work of the HfG and to 
support it financially. On 26th March, 1968, they formed 
the 5oc/efy for the Furtherance of the HfG, Ulm.

Anyone wishing to support this organization is asked 
to write to Ihe
Gesellschaft zur Fdrderung der Hochschule fiir 
Gestaitung Ulm e.V.
1 Vorsitzender
Prof. Lothar Gdtz, Universitaf Stuttgart 
7000 Stuttgart, Keplerstrasse 11,

Grand Prix
In a fantasia of finance, promotion and prestige the 
newly elected mayor of Cannes, M. Bonhomme, has 
lent his support to an organization—Grand Prix Inter­
national d'Urbanisme et d’Architeclure (in part 
government financed, but in greater part financed by 
industry)—that aims to instigate a grand competition 
in two stages and in two parts. The organizers want a 
new architecture; they want both a new industrialized 
architectural system and a design tor rebuilding a 
town centre. Selected competitors (lucky chaps) will 
be invited to Cannes next March to discus their pro­
jects. The judges Invited to make the awards—ranging 
from Mies van der Rohe to Oscar Niemeyer (their 
acceptances are iK>t yet announced)—give one little 
confidence that anything new or rarefied in the way of 
architecture will result from the enterprise.
Enquiries 48 Sit Avtnui KKbtr, F75-Ptrii IS« tppllcAtiont for 
•ntry to compttitlon b«for« Stpttmbtr 30th.

The art of computers, 
or computer art
David Usbe^ne
Soontr or ltt«r avpinr tcFentlfk tnterpris* comet to t fork in the 
road. Scitfltites mutt then decide whkh of two patht to foUow. The 
dilemma that must be feced is: how shall vre conceive of wdtat we 
dol Should we think of what we do in terms ^ ti/bstonUvtt and 
enifttet—for example, elements, compounds. Ilvini thine 
illnesses, and so forth f Or ihould we think of it In terms of. 
tnd dclivtties—for example. Brownian movement, oxidation, or 
communicaciotif We need not consider the dilemme In the abstrset, 
other than to note that these two inodes of conceptualixationrepre> 
sent adevefepmental sequence in the evolution of scientifk thou|ht. 
Entity-thinkine has always preceded procett-thinkin|. Phytks. 
chemistry, and certain branches of bioloiy have long ago supple­
mented substantive conceptuafisationi by process-theories. 
Psychiatry has noc (Thomas S. Szasz The Myth of Mantal Illness' 
1961]

For 'psychiatry' read 'Art'. This quotation illuminates 
one of the most interesting aspects of the

t mental, 
processes

>
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Doing-your-thing
Japan Architect (June 196S), has proclaimed a new 
generation of Japanese architects; a variegated 
gathering of talents, born between 1926 and 1936, 
who appear to have little In common (not even the first 
flush of youth), unless it be that they look for inspiration 
not to Metabolists but to both Cedric Price and the 
Archigram Group and the image makers of the West. 
Unaccountably Noriakl Kurokawa (b. 1934), whose 
Takara Beautlllon 3 and Toshiba IHI pavilion 1, 2 for 
Osaka are Illustrated, Is included amongst the new­
comers. As a wayward and idiosyncratic Metabolist 
who has already established himself most successfully 
as a practising architect, he is scarcely eligible for 
the role of revolutionary rebel. The editors were 
presumably unwilling to forego the opportunity of 
publishing two of his latest projects. What the new­
comers might be said to have In common—though (he 
conventions of translation from the Japanese make the 
printed texts treacherous as evidence—is a deter­
mination to disregard the accepted traditions of 
relating spaces and composing forms. 'Architecture' 
is at a discount. The built form is only of minor im­
portance; it is, Indeed, irrelevant. The emphasis is on 
the degree and variety of the activity stimulated or 
made possible by (he built environment. The architect 
is expected to create neither a monument nor a work of

3, 4, S
art, he is expected to provide stimulus in the form of 
information so that each individual can fashion an 
environment of his own choosing. Understandably, 
audio-visual techniques assume a new importance.

Not all the projects illustrated—and they are all 
projects—are designed to this specification; Minoru 
Takeyama (b. 1934), illustrates a design for Espoo 4 
that is as rigid, limited and limiting as Le Corbusier's 
Voisln plan for Paris of 1925; while Ren Suzuki (b. 1926) 
and Shota Majima (b. 1^)—the oldest of the new 
generation-plead for a spontaneous approach to 
architecture, but give it form In a well serviced struc­
tural framework into which interchangeable living-pods 
can be inserted at will 5. There is flexibility of a kind 
here, but it is of a restricted kind and firmly controlled 
by the architects.

More redolent of the new do-what-you-will humanity 
is the 'bubble space' proposed by Makoto Suzuki 
(b. ± 1936)—a clean, bright and well-lit free space 
that can be built at random onto an existing dwelling 
6, 7 or in isolation. Its purpose is, specifically, not, 
specified; no pro-conceived notions of behaviour are 
attached to it. It has the role, somewhat, and the

appearance of the Victorian conservatory in which 
people felt free to indulge themselves.

More elaborate is the Induction House 8 by Hiroshi 
Hara (b. 1936)—elaborate, that is, in the extent to which 
it relies on electronic media. The design is simple 
enough; all machine and space-age imagery have 
been consciously eschewed. The form is as anonymous 
as possible. But the workings are highly complex. 
For Hara believes that so active and mobile have we 
become that we no longer have the time and oppor­
tunity to build up the associations and relationships 
vital to humanity. These must, therefore, be induced 
by electronic devices. The Induction House is thus 
made up of a collection of self controlled learning cells 
in which one can enlarge both one’s experience and 
acquaintanceship by electronic means. With the 
information supplied, one will fashion in the mind an 
environment of one's own choice. Electronics, not 
architecture, is to be the determinant of form. Thus, 
on the larger scale, the city is to be thought of r>ot as 
a built environment, but as a field of stimulation and 
experience, of phenomena and happenings.
In comparison, the designs of Takamilsu Azuma

Like tha truuaas of the 
Briiith MuMum, ofTictali of tba 
larint library In tha world, 
tha Library Contrast. 
Washington, DC, hava baan 
thwartad ratantly in their 
building programme; souabblet 
over design having held 
congressional appropriations 

^ for (he Madison Mamorial 
extension. But the complex 
problems of handling and 
retrieving vast information 
there contained, in any case, 
cannot ba solved by normal 
architectural means— 
automation is the first 
tentative solution.

<Compuler art
strained relationship between Scienceand Art explored 
by the ICA exhibition ‘Cybernetic Serendipity’ 
(see page ^). Art Is traditionally concerned with 
entities, objects of beauty, paintings, sculpture, 
etc. Science and fn particular Cybernetics is 
concerned with processes, the way things happen. 
There is thus an ambiguity in the exhibition concerning 
the proper subject of our attention and admiration. Is 
a computer drawing of a telephone more or less 
interesting than the program used to draw it? Many 
of the statements of the artists involved in computer 
graphics, quoted in the Studio International 'catalogue' 
show this uncertainty of allegiance. They are frequently 
less interested in the drawings than in the program 
used to produce them. It Is as though they were not 
quite sure which was the real work of art.

From this point of view the most significant object 
in the exhibition is Stafford Beer's SAM (Stochastic 
Analogue Machine) a device for simulating the inter­
action of random events originally designed for the 
study of flow problems in a steelworks. Although 
presented in the exhibition as an object or piece of 
sculpture, its real interest is in its function as a simu­
lator of events, it symbolizes the computer's ability, 
if fed with enough information to run ahead of time, 
to predict and control events. The interest of computers 
is in the processes whereby they operate and the 
processes that they control. It seems perverse that a 
device that is licenced and tested for four dimensions 
inoiherfields should here be limited to two dimensions 
by the narrowing of our definitions of Art.
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Automated Congress
Roy Landau
In 1961 the Library of Congress commissioned a major 
study 'to survey the possibilities of automating the 
organization, storage and retrieval of information in a 
large research library'.

By the lata fifties the appropriateness of automated 
techniques to the Library of Congress had been under 
discussion by its internal committees, and the terms of 
reference for the 1961 research enterprise were clearly 
committed to the view that automation would be 
expected to result not merely in a streamlining of 
existing resources but of radical exchange.

The report was completed in 1963 and published 
under the title of Automation and the Library of Con- 
gress.^ It was a short, carefully argued document 
providing evidence and basic data of critical Impor­

tance to any decisions made on the future of the 
American research library facility, in a way that the 
Parry Report* should have done for an equivalent 
system in Britain, but never did.

The report noted the constantly increasing library 
research facility demands, the growing amount of 
material to be processed, and the comparatively 
diminishing capacity of existing libraries to accom­
modate the new needs by conventional methods. It 
discussed (he requirements of the Library of Congress 
system, the feasibility of automated solutions, then 
sketched a proposal, considered its consequences, and 
produced a costing exercise.

The report concluded; 1. That automation would 
ir>creas6 the adaptability of the library tofurther change 
and offer greater flexibility for unpredictable future 
library developments. 2. That automation would 
encourage and accelerate library service capacity, it
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The Time House
Martin Pawley

Designers often believe that they can produce designs 
from which subjective factors have been totally 
excised. In the case of automobiles, for instance, 
where it is not uncommon for over a million identical 
units to be produced, it could be assumed (hat the 
combination of a ruthlessly objective brief wilh strictiy 
limited conditions of use would provide a wholly 
functional product sterilized against subjective 
infection. The result is far from the case: within a week 
of purchaise the vast majority of automobiles are 
personalized by one means or another. A vast acces­
sory industry exists for Just ttiis purpose with Innumer­
able permutations of gadgetry to differentiate indi­
vidual means of transport. No sooner is function 
crowned than myth, image and fantasy usurp the 
throne. If the designer cannot express his subjectivity 
the lack is made good by the user: if neither knows 
how to associate with the object, the seller or advertiser 
finds a way. Consider the following example:

An old-age pensioner sits in a squalid room; all 
around him his furniture is arranged, Edwardian 
veneered cabinets, tortuously carved tables, high 
backed chairs. Amongst the furniture is further 
bric-^-brac in the form of vases, prints and photo­
graphs in frames. All these possessions represent 
the 'object evidence' of the pensioner's life, for his 
relations are all dead and he is alone, using the 
collection as a barricade against the increasingly cold 
and hostile world without. His mementoes are living 
proof of the reality of his former life.

Not far away, in a contract furnished office sits a 
development architect. He is studying some drawings: 
on one of the drawings the very house in which the 
pensioner is huddled Is ringed in red. The architect 
is planning the erection of a multi-storey office building 
on a site of which a part is at present occupied by the 
pensioner's tenement; he summons his secretary..,.

Here is one designer, equipped with technical, 
legal and economic expertise and a brief drawn from 
the uncompromising facts of commercial life, marshall­
ing his resources to carry out a clear and ruthless plan. 
Opposite him is a desperate individual in a shrinking 
world, staking the very meaning of his existence on 
the effort of externalization which has transformed 
mere furniture into the contents of life. Neither of 
these characters would acknowledge that they were 
at opposite ends of a single scale. One would see the 
other as a threat, the other, if he acknowledged his 
presence at ell, would see his counterpart as a nui­
sance. They do not see themselves—or each other—as 
exponents of the binary condition of consciousness, 
for in effect they are the same person.

Because of this blindness, today's environmental 
designers are committed for the most part to the 
obliteration of their subjectivities in becoming the 
agents of an authoritarian, organizational technology 
that refuses responsibility for the violence done to 
human consciousness by its mechanisms. They are 
Utopians in the tradition of More, Fourier and Verne.‘

This utopianism is exactly what seprarates designer 
object from the designer subject—the development 
architect from the pensioner. The designer’s idea of 
the dwelling is a mdlange of functional fabrications; 
the more closely he looks Into it the larger mirror 
imags he sees. Until he can move beyond this con­
vention Into a deeper acceptance of the experience 
of environment, he must remain incapable of moving 
the act of dwelling back into the realms of action and 
meaning where it really belongs. The conception of 
the meaning and purpose of environment In the minds 
of most contemporary designers is a convention un­
related to their experience of if: a convention which 
enables them to see the world in a different way to 
the way In which they/ee/it.
Naked figures watching TV
•The smiling credit manager you spoke to this morning 
is a piece of company apparatus like the filing cabinet 
from which he extracts the card that is you; his human 
appearance is a disguise and his real name isn't 
Brown but Agent F-362.'
* ThU ptrallcl was d«vtlop«d by Robert Bo(usliw Into e book 
entitled Tbe New Utopians. A study of syHom dett|n and sodet ehanfo tPrentice-Hell. tS65).
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(b. 1933) and Takefumi Aida (b. 1937) must seem 
somewhat prosaic, though they are clearly conceived 
lathe same ends.

Aida, with less emphasis on the electronics, offers a 
giant recreation building 9, 10—not unlike Noriaki 
Kurokawa’s Dreamland {AD 6/68, p. 251)—made up of 
a series of 'non-purposeful spaces’ (though the purpose 
of each is clearly marked on the plan) which relies on 
irregular and impromptu effects of planning and 
arrangement to provide stimulus for the user. Con­
tingency is the theme of the design.

Azuma proposes a giant all-happening space Hi 12 
in which the form, though assertive enough (not 
unlike Nana), is said to be of little import. The 
aim once again is that users should create their own 
environment and define their own identities in the 
selection of particular items of information from the 
vast amounts available to them in such all-happening 
electronic hives—statistics, chemical formulae, simu­
lated sensations, the news from Vietnam and dolly- 
rocking all become grist for environment building and 
thus, for architecture. The architect Is. at best, a filter; 
at worst a brain-washer.

11. 12
would make libraries easier to use (and thus also 
increase the researchers' capacity). 3 That automation 
of bibliographic processing, catalogue searching and 
document retrieval were technically and economically 
feasible. 4. That automation would reduce the cost-lo- 
performance ratio. (A cost study based on actual and 
esiimaled prices showed that by 1972 the cumulative 
cost for automating the central bibliography of Ihe 
Library of Congress would be compatible with the 
costs for continuing the current manual system.) 
5. That automated retrieval of book content, on a large 
scale, was not yet feasible.

The principal claims of this report were the im­
provements that automation would offer in speed, 
reliability, efficiency, accuracy and economy of effort.

But if the potential of libraries could be radically 
changed by automated information transfer, what 
possible physical changes were implicit in the new 
techniques?

In 19^-67 the Library of Congress produced its brief 
for its first 'computer oriented’ library extension.* At 
present the Library of Congress holds 54 million items 
in two 'Washington D.C. style' buildings which jointly 
occupy 1,300,000 square feet of floor space. These 
buildings are of a type in which necessary modi­
fications are ‘relatively inefficient or uncomfortable, or 
in some cases uneconomical In their use of space'.*

The Idea for the new James Madison Memorial 
Library Building appears to have been conceived 
largely in response to the 'modification' problem. It is 
to be provided with flexible partitioning within open 
horizontal spaces, provisioned with vertical access

shafts to take services and a complete mechanical 
handling system, the building to be wired to accom­
modate all predictable information transfer equipment.

But this city centre building presents a peculiarly 
limited (and limiting) interpretation of an information 
transfer capability: a capability which automation 
theorists are well able to characterize but which 
'architeclural consultants’ seem either unwilling or 
unable to recognize.

It would be a mistake to consider the James Madison 
Memorial Library as a model wilh universal applica­
bility. ils costly and rigid centralization runs counter 
to its information transfer potential. Under a more 
optimized information system, the future capacity for 
small or large, now or old component library units 
would be assessable (and write-offable) over predicted 
life spans, but would play specific (and constantly 
updated) roles within a network of linkages.

It is to be hoped that the Dainton Committee which 
is sitting at present to consider the future of the central 
libraries in Britain, will point out to the Minister of 
Education the inadequacies of the new Washington 
D.C. solution.

An answer more relevant to the needs of an auto­
mated future library research facility In this country 
must be simpler than the James Madison Memorial 
Library approach, and cheaper too.
* Automcfwn and dto Library of Cottgress.

A (urvey tpon»or*d by th« Council on Librtry RoscurcM inc.,
Library ofConcrtti, Wuhinfton 1963.

■ Aeport of th« ConvnittM on Librarias. H-M-S.O. 1967 (R«rry Ro^rt)* Library of Congrats Jamas Madison Memorial Building.
Prclimmiry Protrtm suttment. P»rt I. Llbnry ol Conxrcu
1966; Proxnm Sucimtnt Pirt II, 1967. Ibid: pt I p. IB.
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<ln these terms Harold Rosenberg* * summarizes the 
Jeremiads of contemporary prophets of the American 
social scene. Their fears of dehumanization, role 
absorbtion and 'other-directed' behaviour, which are 
by now part of the intellectual currency of the western 
world, are closely related to reification—the objectlviza- 
tion of living things.

In this connection the contemporary designer 
occupies a curious position; he is the mixer of tradi­
tional prejudice with untested theory. The environ­
ments which are his creation were born of the marriage 
between the undigested, unintegrated body of ex­
perience that is the presence of the past, and the 
•organizational concepts of production and distribution 
which are the presence of the future. The outcome of 
this marriage is an environment in which the roles of 
function, action and consciousness are hopelessly 
confused.

This is because contemporary designers do not 
know how to integrate the vast museum of stone, iron 
and yellowed paper into a world whose meanings 
must all be expressed functionally, in the applied 
scientific sense of tending towards the optimization of 
technique in some field or other.

For this reason we still build houses with room for 
servants when our real servants are electronic mecha­
nisms. We call rooms after functions which 
produced sweat but now rarely occasion a broken 
finger nail. In industry men serve and circle round 
assembly line monsters that will shortly operate far 
better without them. In this sense the operators, with 
their human demands have become an embarrassment 
to production.

Along with them most of the environmental spaces 
in our man made world have become temples to the 
dynamism of functions long since reduced to ana­
chronistic double talk, Libraries have become micro­
film, cinemas have become television, corridors 
telephones; travel arrival and departure with a shorten­
ing limbo between. All the functions of a house have 
imploded into a service core the diameter of a tele­
graph pole. Even the physical space required by its 
human occupants has been miniaturized to the point 
where the 'essential' capsule could be sunk to the 
bottom of the sea or shot to the moon.

A surprisingly large number of design-theorists are i_ 
prepared to follow this kind of logic to its bitter con- 5 
elusion. The architectural avant garde prepare to live 
in ergonomicatly designed plastic ‘living pods’, 
shifted periodically by crane from megasiructure to 
megastructure, while futures-oriented writers like 
Reyner Banham actually portray naked figures hun­
kering round television sets in small, collapsible 
plastic domes.* These latter-day nomads have long 
since abandoned the 'cultural’wardrobe', and as their 
sun-bronzed fingers twitch from channel to channel 
their possible reflections on the monumental archi­
tectural environment from which they sprang 
summarized for them in advance. ‘It was’, says 
Banham, ‘a cultural solution to the problem of enclo­
sure—apart from that it became obsolete'*.

The fantastic notion underlying this attitude—that 
electronic media are in some way interchangeable 
with history—springs from two basic origins. First, 
that as a result of the industrial revolution, nuclear 
weapons, antibiotics and technology, the historical 
continuum is broken and consequentiy 1968 
utferiy different from 1868 man or 1768 man. Second, 
that man is no greater than his role—which today is 
the satisfaction of his physical needs and desires by 
collaboration in the productive organization of his 
society.

The image of humanity which results from a ruthless 
application of these two determinants can be clearly 
seen every week on television. The puppet characters 
of Thunderbirds, Rocketship XL5 and Captain Scarlet 
are all perfect prototypes for the nubile, role-imprisoned 
futurists eagerly awaiting Banham’s command to 
leap from the highest peaks of the present into (he 
bottomless future—without their cuKural parachutes. 
Curiously such delusory flights from place and history 
often end in the Portobello Road or the antique super­
market.

C«fn*ra Pr«$s
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In the new world of technology, primitive aryimism has 
returned. No matter how ruthlessly the designer 
raVonali2es his product, no matter how drastically the 
number of models is reduced, intimate personificalion 
and identification with objects continues. Georges 
Guynemeys' aircraft 3, exhibited in Paris in 1917 after 
he had scored 19 victories, was worshipped. The 'Hot 
Car Champion, Boy Racer' 4 shows another extreme—the 
British version of the 'custom car'. The automobile 
world, with its ‘Cooper S,' titled minivans. 'G.T.'s' and 
8atmo6/Ves, is the graveyard of o£>/ect/Ve design theory. 
The defaced underground poster 5 is another aspect of 
the need to modify, personaWze and transcend the 
sheer factiaty of objects: to reject their intrinsically 
negative assumptions about the nature of individuals.

-■•i

■ -1.

1, 2, 3, 4, 5 The subjectiviiation of objects is a part of 
the process of envifonmeniaS mod/rreafion which is a 
condition of being in the world. From the Suh tribesman 
of North tVest Kenya 1 to the 'Top Art' girl from San 
Francisco 2 the process of body distortion artd decoration 
has always overshadowed functional aspects of dress.

rather than usefulness itself. In doing so it had the 
effect of reducing actlor\ to configuration and con­
sciousness to objective physical presence.

The manner in which this arcane doctrine—a relic of 
the positivism which in science crumbled long before 
the Second World War, and in philosophy collapsed 
shortly after it—has maintained itself in the face of 
daily proof of its inadequacy, isirttie short of miraculous. 
Faced with the constant modification of structures 
whose 'immutable' function changed overnight, the 
functional theorist was obliged to don an ill-fitting 

r suit of clothes called flexibility. Every functional 
environment today is obliged to be able to become 
anything else—or nothing—instantly. Otherwise it is 
useless.

Despile this implicit acknowledgemenl of Ihe 
relatively short life of any functional organization 
pattern, the method is still the basic design tool used 
for shaping our environment.

in the organization world—in office blocks, Indus­
trial facilities, military and scientific complexes, the 
presence of individuals is acknowledged only by 
reference to their functional roles. They are incor­
porated as elements In planning according to their 
administrative or productive place in the organization. 
They are provided with desks, chairs, typewriters, 
telephones, paper and pencils—a mass of impersonal, 
objective equipment within which they can only 
express their subjectivity by stealth and fantasy—by 
keeping novels in their desk drawers, or making 
personal calls in the lunch hour.

Functions at basis are objectivizations of human 
needs,^ and because human beings are more than

object-entities, these objectivizations are at best 
simplifications, at worst distortions of the possibilities 
of real men. The environmental designers' recognition 
of function or role instead of consciousness as the 
basis of such 'human engineering’ as he attempts, 
is a contributory cause of the anxiety of meaningless­
ness which is a well documented neurosis of our time.

It is in the realm of the dwelling that functionalism 
becomes pernicious in the extreme. Primarily because 
it is impossible to functionally define the ac( of dwell­
ing, which is a continuously evolving drama not 
pattern conferred once and retained forever.

A man can ’function’ in a certain sense six hundred 
feet beneath the surface of the sea in total blackness. 
He can 'survive' in a prison cell six feet square, an 
underground train, a space capsule or a pot hole, 
but he cannot live there—not unless he drastically 
truncates the possibilities of action and thought 
that consciousness confers upon him. To 'live' in such 
situations a man must accept the status of an object, 
as though the world were always in a state of warfare, 
famine or pestilence; as though life were a job.

Sociological techniques can never indicate 
1han that human beings survive in a relatively sociable 
form in certain environments. The outer limits of 
those environments must be determined by the 
sometimes ‘unfunctlonal’ demands of action and>

are

a

more

* Htroia floMnStrf. Th« Tradition of (ke New. McGriw-Hill IMS 
Chapter Th* Ortamerinn Pkantur.
*Thi« not teem too unWr a daecription of the eoncapt
Sanham »nginatad In his 'A Hotna is not a House’. Art in Amorlea, 
April 1965.
* Reyner 6anham. Folkestone Conference of Experimental Archi­
tecture. iune I9i4.

The limitations of function
Functionalism was originally a morality for environment 
in that it sought to establish correct conditions for use
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<3consciou$ness—demands which the functional 
mode is committed to either castrate or ignore.

A measure of our loss of awareness of the Importance 
of these demands is our endless obsession with the 
kind of environment we construct, instead of with the 
act of environmental creation itself. It is the creative 
act, whether carried out with pick and shovel or highly 
sensitive electronic system, which is of overriding 
importance,

The importance of context
Territoriality can today be considered as a primary 
instinctual drive, alongside sexual desire or the will 
to power. Recent research in the behavioural sciences 
suggests in fact that individual distance and private 
territory are Invariables in all societies of living things, 
ensuring that internecine strife never overcomes the 
basic cohesion of any group.

The Best-Rubinstein experiment with planarian 
worms,* * which are among the most primitive forms 
of life still extant in the world, indicates that psycholo­
gical characteristics normally associated only with 
higher animals and humans are already present in a 
highly developed form demanding the identity, stimu­
lation and security which proceeds from the ownership 
0l territory. While on the same theme, from an anthro­
pological standpoint T.G.H. Strehlow describes the 
fanatical devotion of the Aranda people of the Austra­
lian interior to birthplace and ancestral home-site*. 
Territoriality is thus a significant element in the

snuta recn 4 Th« Aranda 
people assemble 
visual evidence of 
(he pest in Iconic 
terms as do 
civMited peoples; 
their ‘churinxt' 
are carved pieces 
of stone or wood 
representinf the 
presence of indi­
vidual ancestors. 
They ’prove’ the 
existence of pest 
time end confirm 
the duration of 
identification with 
place. T. G. H. 
Strehlow, yfrondo 
irodilfons, 
Melbourne I9d7,

Camera Press

7 Form follows conflict. There is a form of environ­
mental hazard which is capable of retreating from the 
object world into the world of fantasy even as the indi­
vidual in his alienation retreats into it also. It expresses 
itself in a conPict of imagery between the external 
manifestations of individuality and its essence: between 
the projection of the seif that can be seen and the 
subjectivity which is felt. / have termed this psychic 
variant of environmental hazard 'cereconflict'. Cere-

ConPict is to the modern individual as natural hazard 
was to primitive man, in that its meaning is to be found 
in the changes which it brings about. Primitives de­
veloped speech and tool-making not fo obliterate natural 
hazard but to conform to the behavioural demands it 
made on them. Similarly the processes of inner and 
outer change which result from cereconPict do not Pnd 
their purpose in the eventual exhaustion of conPicl, but 
in the stimulation, or acting out in projection, of the 
Inner antinomy of consciousness itself.

'Ji]
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readily visible m the stratification of status in terms of 
possessions, type and location of dwelling, and per­
sonal appearance. Also in the more intangible bene­
fits which the long genealogy of an aristocratic family 
confers upon tts descendants. The family home, in 
the case of many aristocralic families in Europe 
occupied for two or three hundred years by successive 
generations, offers a unique basis of stability as well as 
evidence of experience which is ordered in space 
and lime. The human need for this sense of identi­
fication is illustrated most pathetically by institutional 
recidivism—the tendency for long hospitalized or 
imprisoned persons to be unable to establish them­
selves in the outside world and instead to seek re-entry 
to the cell or bed they know.

The deep-seated nature of the contextual impression 
and its presence as a major motivation inconiemporary 
resistance to change and the rejection of ‘consumer 
product’ housing, has not been specifically recognized 
In architectural circles. Burnham Kelly points out 
that, ‘The largest marketing problem Is found in the 
fact that houses are not mere consumer goods, to be 
used and thrown away when they fall apart. They are 
the focus of the basic unit In our society, 
explains by a discussion of current systems of house 
finance, all of which require the dwelling to be an 
asset whose durability Is supposed to at least match, 
if not exceed, the term of the loan with which it is 
purchased. This explanantion only partially touches 
on the true value of the dwelling as ‘the focus of the 
basic unit of our society'. Apart from Its viability as a 
product, which is attested by its steadily appreciating 
value and potentially Infinite life span, the traditional 
house represents territory in a way that its wheeled or 
prefabricated counterpart can never do. The language 
alone in which these rival concepts of dwelling are 
discussed leaves little doubt as to their relative value 
in this regard. The house is 'a castle’, 'security', 
*a home of our own’. The caravan or prefabricated 
dwelling is 'accommodation', ‘emergency housing',

'temporary' or ‘mobile’. The key factor in this com­
parison is the permanent status accorded a house in 
its relation to the ownership of land, and the non­
status accorded the owner of a caravan who buys 
something to live in but nowhere to live.

This desire for permanence underlies the general 
hostility to redevelopment plans exhibited by the 
inhabitants of the areas to which they refer, the 
relatively large numbers of persons Implacably 
opposed to even the surface appearance of the newer 
forms of environment, the plethora of organizations 
devoted to the preservation and reclamation of historic 
buildings and towns, and the large numbers of tech­
nologically aware individuals who prefer to live in the 
rehabilitated dwellings of a century or more ago. To 
these persons redevelopment is as destructive as it is 
creative. The old environments blotted out by the 
bulldozers are the physical context of human experi­
ence. What replaces them is generally pure form, 
unrelated to persons or to history.

The hostility that the public exhibits to consumer 
housing is thus as rationally based as its hostility to 
demolition and redevelopment. Neither of these 
concepts recognizes the impKirtance of identification 
with place or known objects, and neither comprehends 
the significance of the kind of behavioural history that 
accompanies and stabilizes successive generational 
occupations of the same dwelling.

In a relatively little known book published in 1961, 
N, J. Habraken outlined these defects in both the>

relationship between being and environment from the 
bottom of the evolutionary scale to the top. Psychology 
and animal physiology also supply impressive proof 
of the significance of context, particularly in those 
areas where mental and behavioural disturbance can 
be related to environmental deprivation.

One particular scientific idie pxe, which greatly 
influenced Sigmund Freud, was that primates were 
obsessed with sex and it was this sexual attraction 
which held troops together. This conclusion was 
drawn entirely from extended observation of captive 
specimens and it was not until the field studies of the 
late 1930s that it could be conclusively proved that the 
role of sexuality had been greatly exaggerated by 
unnatural living conditions.

In human terms Goffman has shown that, in the 
context of the mental hospital, deprivation of meaning­
ful context can make rational, thoughdesperate, human 
behaviour seem to confirm insanity, when In reality it 
merely confirms deprivation.*

Searles* cites many examples of schizophrenics 
whose loss of orientation stems in their own eyes 
from excessive movement and loss of personal posses- 
sk>ns. The movement of the family from one town to 
another, the movement of the individual from one 
room to another in the family house, even the re­
allocation of desks at a school or the seizure of a 
favourite chair. In ail these cases Searles affirms that 
'... for such patients ... the loss of various elements 
of the non-human environment, elements which have 
become pari of the person’s body image, may be 
experienced as a mutllatiop of the body itself.

The entire body of this scientific and clinical evi­
dence suggests that in animals as well as humans, 
behaviour can only be understood in the context of 
the environment in which it takes place. This Is 
because environment confers its own movements, 
contortions and vistas on to those who use it, becoming 
in the process effectively a part of the personality.

The social implications of this contention

•• This he

* Th* ceUbrand *x 
batwMit ISSSand I

riments with Planarian worms carried outxpei .................. ......... ... . ____  ______ ____1941 by J. B. B«t and I. Rubinstein in Wasbin|- 
ton. Quoted in Ardrey, Robert. The TerriterM ImoeretiVe. London. 
Collins 1947.
* Bssars on the seciol siuwtion cf mentol rwUents and other inmates. 
New York, Doubleday Anchor. 1961. Asylums. Goffman, Ervinj.
’ Harold F. Scarlea. The Nonhuman Environment. New York. Inter­
nationa] Univarsicias Press I960.
* Burnham Kelly. The Prefabrication of Houses. London. Chapman & 
Hall I9SI.are
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capable of absorbing the evidence of time and change 
in order to mitigate the horror of change itself. By 
incorporating into each successive connguration the 
elements of all its predecessors, change could be 
separated from destruction, and loss and a continuum 
achieved in the private realm which is still to some 
extent legally and economically protected,

Recognition of the violence done to the concept of a 
continuous tradition of human identification with 
place by contemporary notions of rtKibility and obsole­
scence, is vital to the idea of context as a part of per­
sonality which was developed earlier. George Kubler'” 
suggests that to treat the dwelling as a finite object, 
subject to obsolescence, corresponds to a lifelong 
sequence of violent and discontinuous changes in 
tin>e: alternate destruction and creation so complete 
as to resemble conditions reigning under bombard­
ment, evacuation or earthquake.

Historical evidence seems to indicate that the 
design, use and retention of objects is an ACCUMULA­
TIVE process like learning or growth, The design 
doctrine of functionalism on the other hand implies 
that it is a SELECTIVE process, whereby different 
conditions demand successive and radically different 
personality orientations.

The arrangement of objects
An individual populates his own dwelling with objects 
and information, some of iconic value, some purely 
functional, some sharing the characteristics of both. 
No outside observer could ever estimate the subjective 
value of these objects and messages according to an 
external scale of values, although in the least inventive 
and most conventional surroundings he might roughly 
approximate them. The subjective value of these 
objects resides not in themselves but in their interrela­
tion, their sequence and their significance as exten­
sions of the personality of their owner. In other words 
they are not really isolated objects but connected 
molecules in the atomic structure of the individuals' 
own consciousness. This factor alone is sufficient to 
demonstrate the absurdity of the separation between 
user and designer, and designer-object and designer- 
subject, that we observe today. It has been calculated 
that although a very high percentage of the preceived 
urban or suburban environment is man made, only 
about 5 per cent is planned in terms of its juxtaposi­
tions and sequences. The rest is a confusion of 
object-disorder, conforming to either random or 
subjective patterns.

The ideas and images of his own life that the indivi­
dual entertains are for the most part expressed in this

<lredevelopment programme and the short-life dwel­
ling.* He also clearly enunciated the principle stated 
earlier—that it isinthe action of changing and creating 
it that the individual confers meaning on his environ­
ment. Habraken saw the redevelopment process not 
only destroy existing environments to replace them 
with memoryless novelties, but also remove individual 
responsibility for the ordering of environmental space 
by rigidly establishing identical equipment and layout 
for hundreds of thousands of dwellings at a time.

The overriding factor with Habraken is an acute 
consciousness of the importance of continuity in time 
and place, which he attempts to achieve by means of 
support structures with a useful life of the order of 
bridges or dams; thus guaranteeing an unchanging 
overall environmental pattern In spite of changes in 
dwelling units.

Because he does not examine any means of retaining 
the evidence of the past within the dwelling unit 
itself, Habraken Is committed to achieving continuity 
In the public realm. Consequently his major argu­
ments are directed against the massive increase in 
bureaucratic environmental control that has taken 
piece in this century under the guise of planning and 
organization, for it is from this direction that the 
greatest threat to formal stability comes.

For some reason he does not see any hope of a 
solution to this creeping paralysis of the creative will 
in the process of privatization with which the mass 
populations of western societies have greeted it. For 
him just as the problems of efficient communication, 
distribution of resources and maintenance of public 
order have called forth a massive volume of environ­
mental legislation, so has the political progress of this 
century—towards equal distribution of wealth, higher 
living standards, social security and administrative 
populism—worked against the freedom of individuals 
to express their subjectivity in the outside world. The 
result has been an ingrowing privatization, facilitated 
by media and overpopulation, whereby individuals 
withdraw into their homes as a refuge from the dan­
gerous exposure of public life.

This process, variously castigated as 'apathy', 
'lack of initiative' and 'ignorance', is in fact a perfectly 
rational response to the confusing and destructive 
demands of an uncomprehending and largely un­
successful environmental administration. Habraken’s 
efforts to stabilize the rapidly evolving world of life 
sustaining systems are doomed before they begin. In 
this context change cannot be arrested—though this 
is the desperate dream of preservationists. All that 
can be done is to equip human space with mechanisms

8 ‘ The whole of 
human experience 
consists of replicas, 
gradually changing 
by minute affera- 
f/ons more than by 

i abrupt leaps of 
\ • invention.'
\ George Kubter.

I I

\ \

latter world of subjective 'content', where the value 
system which links the object-evidence of these 
ideas and images is locked inside the sequential code 
of behaviour that first gave them meaning. This 
circuit is unbreakable, it can only be simulated by 
media, for in the human situation Ideas and images 
derive from and create content—even when external 
considerations totally determine form. Thus value 
systems as well as ideas and images are expressed 
in the object world.

In a sense each individual lives in the same world 
as his fellows only by virtue of his, and their, relation­
ships with the same objects. Either through their 
universality, as in the case of a cup of tea, or through 
their uniqueness, as in the case of their own bodies. 
Proof of this can be seen in any war situation when 
questions of identification and allegiance are settled 
by interrogation on matters of national or provincial 
shibboleth; or in art or entertainment where success 
often depends on (he close observation and reproduc­
tion of key associations which link the performer to 
his or her audience. The 'situation' of these relation­
ships, destined to be forever insoluble to the objective 
designer, is centred in the fate of the individual to feel 
and to observe simultaneously. His ‘situation’ is the 
relationship between the experience of being and the 
evidence of being; the relationship between behaviour, 
objects and time. It is here that Kubler's theory of 
replication is of vital importance for he demonstrates 
that behaviour can only be understood as experience 
when it is repeated, and that only varied repetitions can 
create a consciousness of time and change. 'Without 
change there is no history, without regularity there is 
no time.’*®
* N. J. Habraken. Oe Oraferi cn A1eii«efl (Frameworks (or Livinf). 
Schekema & Holkema Ltd. Amsterdam I96i.
'*Georee Kubler. The Shofie of Time. New York. Yale Univertiiy 
Press t962.

9 The Time House is intended to absorb the object- 
evidence of experience: to listen, see, smell, touch 
remember and replay. It is to be a neutral memory to 
externalize the crucial area of the manjobject interface, 
a cybernetically controlled, instant recall system, with 
a storage capacity measured in centuries. Us mech­
anisms are intended to work automalicaUy, uno6/rus/ve^ 
and comprehensively. Nothing wit! escape its notice, 
everything will await recall. This process will give the 
occupant a new perspective on his existence, for the 
neutral objectivity of the recording mechanisms which 
surround him will provide an image totally different 
from the partial insights of any human observer. The 
messages he will receive will be discrete from his own 
recollections or those of other individuals. A good 
analogy is with the two channels of stereophonic record 
player: the pure objectivity of the non-human recording

mechanism combined with subjective recollection 
creates a third dimension in the portrayal of experience. 
Such a 'picture' is only fust technically feasible today; 
the immense difficulties at a purely prxtical level— 
audio filtering to prevent blurring and distortion during 
conversations, camera movements and positions which 
are both concealed and still provide meaningful, recog­
nizable images—all these stiti require considerable re- 
search and expertise not all of which is readily available. 
All that can be certain Is that from many and disparate 
fields of research, from space technology, weapons 
develrH>menl, cybernetics micro-data storage, time 
lapse photography, physiology and anthropology, 
methods and mechanisms have been developed which 
if intergrated and modified could provide the entire 
technical matrix for the Time House.
The Time House Illustrated is a heavy concrete installa­

tion built for introspection and defence, like a bunker. 
It has a circular basement for mechanisms; pre-casf 
concrete poor and /7n units (6) with motorized aluminium 
blinds {7) between, enclosing the living arep, and a 
centra! pylon {8). Under the optically black aluminiumf 
polyurethane sandwich dome (10) a silently rotating 
boom (3) carries a camera, microphone and sensor 
complex (1) which responds to impulses received from 
ammonia sensors installed throughout the house and 
continuously records the behaviour of the occupants. The 
videojaudio recording, together with synchronized 
recordings of other environmental data are transferred 
to computer tape ar>d stored in the basement memory 
to await recall in the reply room.
The boom control mechanism (4) automatically adjusts 
the elevation, depression, pan tilt mechanism (?) and 
compensates via the counterweight (6).
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Design 
in Steel 
to keep 
traffic 
moving

Modern structures in steel, 
new steels, advanced design and 
construction techniques, are 
helping to forge important new 
links in Britain's road network, 
and are contributing to our 
economic development by 
providing swift, cost-saving 
solutions to today’s 
traffic problems.

BrhUhSte^CorparatUm



Lofthouse Motorway Interchange involves a complex 
of eight bridges, and forms the important intersection 
between Mi and the future Lancs-Yorks M62 motor­
way. One of its four interesting roundabout bridges is 
shown at right, These all have a composite deck con­
taining eight curved steel box beams of trapezoidal 
section. Beams are friction-grip bolted at ends to steel
cross-beams mounted on sliding bearings with longi­
tudinal forged steel link connections between decks, 
stressed by Macalloy bars to the novel banana-shaped 
3-hinge propped piers. These can take up two- 
dimensional movements due to the sharp 400-ft radius
of bridge decks. Agent for MoT: County Council of 
West Riding of Yorkshire. Engineer; S Maynard 
Lovell. Main Contractors: A Monk & Co Ltd. Steel­
work: Robert Watson and Co (Constructional Engin­
eers) Ltd. Steel protective treatment by Metalife Ltd.

Main cover illustration:
Hall Lane Bridge, Upminster.



Guest editor Brian Richards

Mobility is an aspect only of the wider field of communications. The unprecedented growth of car ownership in recent 
years and the resulting chaotic conditions in environment has led us to concentrate here on mobility alone and mobility 
in the restricted sense of movement within cities. Our first article (overleaf) celebrates the traffic of Los Angeles, where 
there are more cars per head of population than anywhere else and where there is more real hardship for those without 
cars. Public transport is certainly failing. The impossibility of providing for full car ownership without providing alternative 
means of transport is gradually being appreciated.

By way of contrast Stephen Mullin reports on Cumbernauld, the first British town to be designed for full car ownership.
The paper by Dr Pahl raises the question of the degree and importance which should be attached to planning for 

mobility. Is it not more important that places to shop and relax in should be near the home and within walking distance 
than the places to drive ? Will increased leisure and communications (not to mention traffic congestion) prompt more 
families to spend weekends at home ?

Such questions lead to a consideration of the quality of environment, and the cost of providing it, first raised in the 
Buchanan Report but still largely ignored; thus to an article by Alison Smithson concerned with an approach to designing 
for the car in existing towns.

Urban motorways in the American city (such as Boston) have often been responsible for its partial destruction, and 
their relevance in this issue is in the light of the proposal in London to spend £600,000,000 on an inner 8-lane motor­
way. Of particular interest are the studies shown for Baltimore in which the architects (Skidmore, Owings and Merrill) are 
involved at the start, working alongside traffic engineers instead of under them. However, in most cities today there is still 
a lack of clarity as to the actual role urban motorways should play. Do they simply tip more commuter cars into the city 
centre or are they built to reduce them, taking out through traffic, and used by essential vehicles, service trucks and 
express buses ?* Yet of all European cities engaged in construction of urban motorways and rapid transit, only in London 
are there plans to coordinate both under one authority.

Two articles discuss the role which public transport must be allowed to play if it is to succeed: the first stresses 
primarily the need for co-ordination between all the various authorities and particularly the city planners, at the start; 
the second the need for development of a wider range of hardware if it is to be really used by a largely car owning public.

Lastly the South Hampshire study is discussed, for it shows more clearly than any other the possibilities and advantages 
of establishing networks to relate land uses and transport.

What does one really ask of a mobile society in the future ? ... Not very much. Freedom of choice to move in a variety of 
ways, a wide range of decent places in which to live and work and play without necessarily relying on the car. Above all a 
safe, quiet environment served but not dominated by the car, or any other form of transport. The lessons learnt by the US 
are rarely absorbed in Europe, as the signs of deterioration by traffic in Florence, Paris or London show only too clearly. 
Can we really achieve sane environment in one go, and avoid messy in-between stages ?
*Studies are notv under way at the Texas Transportation Institute into finding out how buses can be given rights of way on freeioays.
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UPmEDCWNRAA/\PWarren Chalk (Archigram)

There’s a little bit of VIP in all of Us. All those ‘only-when-you- 
gei-to-ride-in-a-millionaire’s-car’ things in a Plymouth. The 
Plymouth VIP. . . . And The Beat Goes On. . . .

This is Los Angeles, alluring city of the 
Angels. Los Angelinos instead of spreading 
their wings however, arc doing their thing, 
out there on the freeways—‘Widetracking’, 
as the General Motors ads have it.

A strong case for LA affecting a whole 
generation of designers was made by Cedric 
Price, at a Victor Gruen lecture in 1962 at the 
Architectural Association. It was one of the 
first significant documented recognitions of 
Los Angeles as an alternative city prototype; 
an acknowledgement of suburbia and of the 
significance of the automobile. There is little 
point in raking over the fires of old contro­
versies; of prolonging the argument for or 
against centralized cities or sprawled suburbias. 
It may not be an either dr situation, Los 
Angeles being what it is, neither city nor 
suburbia, but megasuburbia. All one can say 
is that it is a categorically different environ­
ment from European and American European 
city patterns of the past—an extensive 
network of freeways and mobility patterns that 
has undermined and destroyed the concept 
of a single centre city, and given new value 
and multidirectional meaning to suburbia.

According to one observer, this is a city of 
illusion, ‘anything may turn out to be anything 
else, and there is no way of knowing because 
nothing has a shape of its own. This is why 
Los Angeles has the best and the biggest 
signs in the world. . . without them, the 
orientation of Southern Californian man 
would be obscure; he would have no way of 
knowing where he is or who he is. Most 
people on the planet know who they are. And,
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if by chance in doubt, a glance around them 
gives the answer. Not so the Los Angelino. 
If he is in a thatched Tahitian hut, he must 
ask himself, am I in the South Seas, Disney­
land, or in a restaurant on La Cienega ? Then 
he may discover he actually is in his chiro­
practor’s waiting room, or at a local super­
market’s pineapple sale.’

Los Angeles, in short, is an ephemeral 
experience of low key or non-architeciural 
situations that have to be seen to be believed, 
lived in to be understood.

White Hat Special 
See Your Dodge Boys 

Tell Them The Fever Girl Sent You 
Dodge Fever

This is not a city for aesthetes or architects’ 
architects, who, although they may deny it, 
arrive, grub around looking for Schindler 
houses, and pass on angry, bewildered or 
even hopefully feeling obsolete. This is no 
European black and white situation—high art 
and architecture on a pedestal. Here every­
thing works, but nothing is more important 
than anything else, it’s all the same. But if 
one has to single out one major coherent 
factor—significant city object—it would be 
those land piers, the freeways.

The effectiveness of the Southern Cali­
fornian freeway system and its ability to 
handle the mounting volume of traffic is 
incredible. This is the most spread-eagled, 
and consequently, car-conscious city in 
the world, and its freeway system, designed 
to meet a very special demand, is the only 
system so far, that fills that need. There are

Helicopter air-tcatch pitots over Los Angeles relay learnings

800 miles of freeway are planned for Los Angeles in 
loon miles of motorway are planned for the 

whole of Britain.



a motor car ? Unfortunate people without 
wheels are forced to ride buses, but the 
system is slow and inadequate. In spite of 
Reyncr Banhams’ optimism, a bus ride 
across town can take hours. In a city measuring, 
from Malibu to San Diego, Santa Monica to 
San Bernardino, some 70 miles by 40 mdes, 
walking is such an absurd proposition, that 
freeways are dreary stretches only for the car. 
And certain areas, such as Beverly Hills, have 
no sidewalks, and pedestrians run the risk of 
being picked up on vagrancy charges.

It Speaks Eloquently About You. . . Yet 
Barely Whispers. . .

Wherever Cadillac Goes, It makes Compli­
mentary Remarks about Its Owner. . . Speaks 
Softly About His Determination To Drive Per­
forming Luxury. . . .

The car is a communications medium. 
Passing through the environment, it conveys 
a message, Regardless of how arbitrary as a 
communications device to the uncommitted 
observer, it exists strongly in the mind of the 
owner; a fetish, w’omblike comfort, phallic 
power and speed, satisfying the inherent 
gregarious nature of people to see and be 
seen. Wear your new car like a new suit of 
clothes. All the good things of life, instant 
door-to-door mobility, articulated obsole­
scence, mobile wardrobe, garbage can, air- 
conditioner, stereo and ashtray embody the car.

Customizing veteran Dene Jeffries, reduced 
to painting white rally stripes on a ‘Boss 
Yellow’ Camero, shrugs off the whole per­
sonalized Kandy-Apple metal flake thing of 
the early 60s, as just a passing fad. But three 
years after Tom Wolfe’s Kandy Kolored 
Tangerine-Flake Streamlined Baby first hit 
the book stands, a visit to the custom car show 
at the Anaheim stadium near Disneyland, 
dispels all doubt, closes the gap. It is still 
very much the same—noise, people, and a 
rock-and-roll band with mini-skirted teeny 
hoppers clustered round the stand; and then 
there are the exhibits, the kicky hot-rods and 
customized cars. Unlike the shockproof 
design conscious paint jobs of Bindcr- 
Edwards and Vaughan, the Kandy Kolors 
are brash, belligerent, and wholly delightful; 
guaranteed to produce real cultural con­
vulsions in most Europeans.

There is another side to this too. The 
Detroit stylists, conscious of the people’s 
interest and involvement, have had to adjust 
their skirt lengths. Aware of changing trends, 
the swing is towards a more continental 
sports look. Mercury Cougar, Ford Mustang, 
Chevrolet Camero and Corvette, are all 
trend-changing, in spite of futile attempts by 
pressure groups to put the accent on safety. 
The number of imported sports cars in the 
showrooms along Wilshire is another indica­
tion; high powered swooshers. . . . The GT’s 
like Lamborghini’s Miura V12, Toyota 2000, 
Jaguar XKE, and the New Porshe 91 iL. 
The city’s wealth and opulence provides, in 
the luxury class, a situation second to none. 
Where else can one see three Rolls Royce 
parked in a Beverly Hills driveway ? A real 
‘his’, ‘hers’, and one for the maid shakedown. 
Conspicuous in this automobile environment 
are the intrinsic car oriented structures, the

of course, complaints—why with this super 
system should not traffic flow be more fluid 
and peak hour congestion overcome ? What is 
forgotten, however, is that only 42 per cent 
of the projected 800-mile freeway system 
has so far been completed, handling 30 per 
cent of the weekday traffic. Between 1980 
and 1985—the target date for completion— 
the LA freeways will be capable of handling 
60 per cent of the total traffic.

One trouble seems to be that the excellence 
of the system heightens the LA obsession 
with the automobile, leading to frustrating 
congestion at peak hours. To alleviate this, 
‘Sig-Alert’ broadcast warnings of obstructed 
routes, accidents, and pile-ups. Motorists may 
then select alternate routes to avoid trouble 
spots. Over radio station KGIL, helicopter 
air-watch pilots relay warnings of blockage on 
the freeways to drivers below. These whirly- 
birds, called Sky-Knights, not only control 
traffic, but have played a large role in reducing 
crime and maintaining order. In fact, the 
chopper may be the best police tool, since the 
LAPD radio prowl car.

Finally, however, responsibility lies in the 
hands of the driver. A recent Chrysler Cor­
poration advertisment asks, ‘Is your sixteen- 
year-old son a better driver than you ?’, and 
goes on to list ten points to better driving. 
More interesting is the fact that car dealers 
for the same corporation, since 1964, have 
loaned over 33,000 cars to more than 40 
thousand high schools and colleges, free of 
charge, for driver education courses.

Not all Angelino’s are good drivers. But 
Americans arc, by European standards, very 
well disciplined and obedient to the lore of 
the freeway. ‘Dig those crazy Los Angeles 
freeways!’ reads the post card; and driving on 
them, negotiating intersections, with the 
essential pop music of the Charlie Tuna 
Show, or Wolfeman Jack coming over strong 
on the radio, is an exhilarating, strangely 
enjoyable experience.

Amid the incredible press of new cars you 
realize that this is indeed an automobile 
culture. With forty yellow pages in the phone 
book devoted to the automobile, Los Angeles 
has reached the threshold of private personal 
mobility. In the downtown area alone over 
66 per cent of all available land space is 
utilized by the automobile. This is Autopia, 
the mobile city. Freedom is a motor car. To 
hell with trafhe engineers, architects and 
planners, the car is not just a means of 
transportation, it is a way of life. What is 
required, before a positive approach to the 
urban transportation dilemma can be found, 
is an unselfconscious responsibility to society, 
rather than a hidebound preconception.

Consumer choice demonstrates that the 
car in spite of its inadequacies, is the most 
efficient, adaptable piece of urban transport 
hardware so far devised. From the standpoint 
of the ultimate user, it cannot be equalled in 
performance. It is the strongest candidate 
for delivering the goods and the goodies. 
The car is, in turn, freedom, choice, mobility, 
status symbol, toy, sex symbol. It is also 
a myth and a God. In what other city are 
you a second class citizen unless you own

ockage on the freeways to the drivers below

This is Autopia, the mobile city. Freedom is a motor 
car. To hell with architecture and planning; the 
freeway ij all.
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system of values over the last fifteen years 
that it represents is due for reappraisal. 
It is alarming the way local plaitners are 
trying to shape the future of the city on 
patterns of the past—struggling up the down 
ramp with archaic preconceptions for building 
up central areas with simulation New York, 
Chicago high-rise, or introducing projects for 
rapid transit down the Wilshire corridor. 
Neither of which are as revolutionary or 
remedial as the experts would have us believe.

We need to tear away the layers of pro­
fessionalism; change the rules of the game; 
alter the context in such a way as to recharge 
the whole organizational value structure.

People have perceived the world and 
responded to it, usually, not through their 
own potentialities, but through a limited 
spectrum, made functional by external stimu­
lation. Hopefully we may enter a phase 
where man learns to play games with the new 
hard and soft ware at his disposal.

Right now, the Angelino ‘Widetracking’ 
indicates a try-it-and-see attitude, reflecting 
a total rejection of any tight-up scene— 
heedless of the criticism accompanying any 
innovation. Curiosity working through self 
imposed spectrums reveals the symbolic 
power of LA and its motor cars.

A sign on the freeway signaling an off-ramp 
evokes a simultaneous succession of custom­
ized responses. Similarly the car symbolizes 
a life style difliculi to ignore.

Consumer excitement generated by a 
better alternative, characteristic of the space 
age, blows the mind.

Couspicucus in the 
automobile environment 

of Los Atigcles are 
the car-orientated 

structures, in particular 
vast space-consumiftg 
parking lots, such as 

that surrounding 
the Dodgers Stadium, 

looo Jilysian Park 
Avenue, skoten left. 
This and thirty-one 

other automobile 
deserts are superbly 

recorded and 
commemorated in 

Thirty-four parking 
lots {1967} published 
by Edward Ruscha, 
with photographs by 
Art Atanis. One of 

them. The Beeline Gas 
station, Holbrook, 

Arizona, is from 
another of Edward 

Ruscha’s publications in 
honour of the 

automobile environment— 
Twenty-six gasoline 

stations {1962).

A UCLA campus garage, parking for 
2600 cars F. Dimpsler

Drive-in cinema F. Dimpsler

0

Brash and delightful Kandy Kolored cars—wsth matching accessories—are shoton at 
the Anaheim stadium.

General Motor’s advertisement for a Pontiac car—a toy, a plaything, a sex symbol
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Alterations likely in inclement weather— (12 noon) Th<

DAYTRJPPERTwo legs good: four wheels bad

Cumbernauld is a consummate visual con­
fidence trick. It’s big. Those steep hillsides 
may give an illusion of compactness, but that’s 
all. They also make it a real old slog up to the 
centre 2: by necessity Saturday morning shop­
ping is a family affair—one to trundle the 
pushchair and one to actually carry the kid on 
the way up. It’s details like this that make you 
uneasy about Cumbernauld from the start. 
There are others. I suppose I arrived with 
Cumbernauld at its best: a fine Saturday 
morning in late May with the shoppers 
crowding in from all over town. Even so, 
there was what Clacton would call a ‘bracing’ 
breeze, and it didn’t need much imagination 
to see what the equivalent situation would be 
in midwinter.

But here is this (nominally) enclosed town 
centre with all the approach routes running 
through a cordon sanitaire of windswept 
greenery i. Here is a metropolitan microcosm 
in concrete where the essential sinews of 
multilevel movement—the lifts—are apparently 
so fragile operationally that children under 
14 arc expressly debarred from using them 3. 
Here, above all, is the street where I live, in 
shrinko, miraculously transferred to the flight 
deck of a concrete aircraft carrier. The sense 
of deja vu is overwhelming. The least appealing 
features of urban life are faithfully reproduced. 
Beer bottle trolleys rumble along the pent­
house access gallery in a storage servicing 
foul-up caused, apparently, by a last-minute 
change of use on the northern penthouse 
range. And the view from that gallery 4 is an 
exact replica of that from my own back 
windows: corrugated PVC, asbestos and 
Vent-Axias.

These are random grouses. But they do 
illustrate, symptomatically, Cumbernauld’s 
basic flaw. On every level, it seems, existing 
movement'enclosure systems have been re­
produced at such a scale or at such a frequency 
that their drawbacks have been intensified and 
their advantages rendered null. This eclectic 
approach makes it impossible, for example, 
to raise a taxi or a cigarette machine in the 
centre, whilst neglecting to provide the warm, 
draughtproof environment which might render 
those needs less pressing. It is an approach 
which glorifies the pedestrian, yet omits to 
provide him with protection from the weather 
5; which compresses the Radburn system into 
a road network of such serpentine complexity 
that children can and do play with safety 
among the crawling cars; which shrinks 
private gardens into non-existence (as in the 
much photographed Seafar section 6), yet 
forces the householder to walk many times the 
distance to his automobile than would obtain 
in a normal suburban residence. And again

‘My wife won’t walk to the 
centre when the weather’s 

bad: she’d rather go by bus 
to Glasgow for the 

shopping.’

2 4

‘You’ll find that we all 
operate as parish churches, 
whatever the denomination. 

It’s just too tedious to go 
by car, what with the ins 

and outs, and most people 
prefer to walk. We were 

asked to plan for 70 cars: 
we got it down to 50, then 

30. Now we find we get a 
maximum of six cars for a 

full congregation.*

[ohn Donat
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^<oyal Party will drive up the southern pedestrian approach
{From The Royal Visit to Cumbernauld: an official programme.)A comment on Cumbernauld at population 24,000 (46,000 to go), 

by Stephen MuUin, a non-driving 24-hour pedestrian user oj an 

existing city centre (London). He spent 28 hours in Cumbernauld.

and again one returns to the concept of the 
central multipurpose spine as the primary 
distortion factor.

Cumbernauld drinks and goes 
home
It’s not Cumbernauld’s fault that it happens 
to be in Scotland. But at 10 p.m. the Golden 
Eagle, the Kestrel and the Falcon all close, 
and that is it, as far as Cumbernauld Town 
Centre is concerned?. On the upper terrace the 
Abatone fish bar keeps going till eleven. After 
that the centre is deserted, except for a few 
drunken stragglers weaving their way down 
the centre of the spine motorway 8. (After all, 
it’s the best lit route out of the centre, and 
there’s scarcely a car to be seen, except for 
the odd learner driver practising U-turns 
round the piloti). The window shoppers on 
their way home are gone by ten-thirty 9: 
beyond that the only sign of activity is round 
the telephone booths. If anything can restore 
one’s faith in the idealism of the younger 
generation, it’s the sight of Cumbernauld’s 
teeny-boppers spending their last sixpences 
in an attempt to find out where the action is.
It could have been in Glasgow. But the 
last bus left there at ten, and it’s a rough city 
to be stranded in and have to phone the 
parents. There might have been a dance in 
Kildrum. If so, ii’Il be a month before there’s 
another. Above all, there’s nowhere big 
enough and warm enough to do anything in.
The discotheque on the top level is too small 
for dancing. Like the bowling alley next door 
it’s part of the north side penthouse rethink: 
a slice off a very restrictive length of salami.
The bowling wasn’t open when I was there: 
the lanes had been pretty rough and the 
patrons had taken it out on the leatherette.
But there was a market, all right, for the 
discotheque: Sunday morning and the kids 
were waiting there half an hour before opening 
time. At least they were under cover.

It’s not good enough, and it needn’t have 
happened that way. The problem is not 
peculiar to Cumbernauld—it hits us Levit- 
towners just as hard—but it’s not insuperable 
either. Granted that for those too j'oung, too 
old or too infirm to drive, the automobile 
cannot provide the easy way out. Granted that 
in a new and isolated community the working- 
up phases are bound to be difficult. But if 
these are the problems, why not forget about 
self-contained towns as such ? Why not phase 
in flexible, localized enclosures as housing 
construction proceeds ?

But Cumbernauld works on the Hook 
fallacy, that the traditional areas of choice 'There’s not many folk 
which the city provides remain constant, come in from outside to 
whatever the population level. In other words, shop. You haven’t the space 
if you slice the cake, everyone gets a nibble at for Woolworths and that, 
the cherry in the middle, disregarding the And it’s all too small.’

6John Donit

7

409



fact that without a cake to start off with there’s 
no justification for the cherry. Couple this 
attitude with a prolonged building programme 
and a rigid architectural framework and you 
really get the worst of both worlds—general­
ized facilities incapable of the switch to the 
specialized needs of the burgeoning minority 
groups which a larger population will bring.

The crux of the problem lies in an assump­
tion that all shared facilities form a uniform 
set, whatever the age, sex or personal peculiar­
ities of the user; that all of them will possess 
a similar degree of particularization, and that 
all will benefit from mutual juxtaposition. On 
the contrary, there is surely a definite correla­
tion between the speed, comfort, frequency 
and format of various movement systems and 
the relative degrees of specialization they can 
service. To bring the rcstaurant-in-the- 
converted-farmhouse, the drive-in super­
market and the corner store together in one 
concentrated blob not only confuses the issue 
on catchment areas, but cripples the very 
effectiveness of the movement systems on 
which they rely. In this respect, Cumbernauld 
Town Centre is not just irrelevant, but 
positively dangerous.

The man/machine interface
Saturday morning was fine and bright. Sunday 
morning and the mist closed down over 
Cumbernauld like an old army blanket. I 
walked down from the centre to the station on 
the southern boundary. In a way, it was a 
hypothetical exercise, since no trains run on 
Sunday, but the weather’s the same, trains or 
no trains. And when that wind gets going, 
beating a cold needle spray into your face, you 
forget it’s a south facing slope and you don’t 
linger on those ramps and terraces a moment 
longer than you need. If you happen to want 
a bus that goes anti-clockwise on the loop 
distributor, then you’re really in trouble, as 
they haven’t built any shelters on that side lo. 
In fact, as the buses run at half-hour intervals 
(hourly on Sunday) you simply can’t use the 
service on an impromptu basis—my test for a 
reasonable public transport system.

The most interesting feature of Cumber­
nauld’s (fairly) rapid transit system is the 
staggering lack of thought that has been put 
into the matter of getting off a bus. Boarding 
is a simple problem, and Cumbernauld 
handles it deftly enough. The branching 
streams of pedestrian movement are funnelled 
together at underpass points, turned up the 
slope to the roads, and inserted into a one-way 
baffle shelter ii. But a busload of passengers 
alighting at a stop turns the whole system 
upside down. They immediately become a 
branching crowd again, making a bee-line for 
the destination in hand. Catch them going 
through that baffle i2. Catch them, indeed, 
going down the slope, under the road and up 
again when they can walk straight across the 
road and no nonsense. And they do, and the 
map of accident blackspots shows an alarming 
correlation with just these crisis areas. Just 
like the dear old Tottenham Court Road, 
London.

The situation is equally bad in the town 
centre. Here there’s no shelter at all, just an

‘You want to get a scene 
going here, poetry 

readings.* 
‘Well we had the children’s 

theatre.* 
‘Well that’s an advance, 
that’s cultural therapy!’

11

12 John Denu
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oily wind tunnel. It seems fantastic that one 
should emerge from a moderately warm and 
comfortable motorized capsule into a 
(nominally) sheltered area through a force 
nine gale 13. All right, so I’m exaggerating. But 
it feels like that, going up the ramp (no lift, 
no escalator). And the solution would not have 
been impossibly expensive—a yardage of 
corrugated PVC could easily do the trick. 
What is it that makes architects sensitive only 
to the visual sector out of the whole range of 
human sensory response? Too much Chandi­
garh, too little meteorology? Whatever the 
answ’er, Cumbernauld carries on the fine old 
puritan tradition that man should make 
visible atonement for the sinful pleasures of 
the internal combustion engine.

But to return to the railway station. It’s 
scarcely a transport interchange; in fact it’s 
iust an ordinary rural railway station. Which 
is odd, since it’s presumably about the only 
bit of working equipment that was on the site 
originally. There’s the usual open bus shelter, 
the usual wrecked cars lining a dirt track to 
the road and the usual sprint across a busy 
highway to a windswept path on the other side. 
Presumably some sort of underpass will 
eventually be built. Presumably there might 
even be some sort of covered way to the bus 
stop 14. But I’m pretty sure that one will never 
be able to walk from the train to a parked car 
without catching the wet on the way, and that 
seems rather rum for a town which was 
planned for the motor age.

Of course, these examples are by no means 
peculiar to Cumbernauld. But they do 
illustrate the extraordinary compartmentaliza- 
lion which we still apply to various movement 
systems. What is the Jekyll and Hyde change 
which overtakes the pedestrian when he 
enters his automobile ? Do his shoes suddenly 
become less susceptible to puddles, his body 
less sensitive to wind ? Why do the pedestrian 
encumbrances for which Cumbernauld so 
solicitously provides — fractious children, 
wheeled shopping baskets—so mysteriously 
disappear when he has to negotiate a flight of 
steps and heavy self-closing doors on his 
return to the parking lot ? Perhaps such 
traumatic experiences are an inevitable 
consequence of the old English vice of 
compromise.

For in Cumbernauld one can see with 
unusual clarity the results of a misplaced 
attempt to combine widely differing move­
ment systems, each with their own speed and 
location scale, into a closed cycle of finite size 
which takes no account of the time-lag between 
inception and completion. The town is too 
dense for localized automobile transit, yet too 
dispersed to provide for adequate weather 
protection for those on foot. It is too large for 
cross-town pedestrian movement, yet too 
small to support a continuous use public 
transport system. It has the seeds of an 
impossibly high price for both present and 
future generations. For the one, millenialist 
self-sacrifice: for the other, an embarrassing 
degree of forbearance for the inaccurate 
predictions of its predecessors. And Cumber­
nauld has remarkably little slack for corrective 
procedures on both accounts.

*1 wouldn’t mind living in 
East Kilbride: it’s a 
pleasure to drive around 
that town’.

John Dontt 16
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ISTHE
MOBILE SOCIETY 

ANTfTH?
R. E. Pahl
This article first appeared in New Society 11.1.68

with a regional strategy for growth zones and 
growth corridors we can allow the ‘natural 
processes’ of growth and expansion to operate 
and still keep some agricultural land for people 
to drive past.

Finally, the Royal Commission on Local 
Government has received virtually unanimous 
evidence from government departments that 
much larger units of 250,000 people would 
make much better administrative sense. The 
social distinctions between rural and urban 
will disappear, some argue, as we become 
more accustomed to life in new mini-regions.

For the remainder of this article I want to 
examine this vision of the city region, this 
concept of a mobile society, primarily from a 
sociological point of view. Can it be true that a 
single technological innovation, the motor car, 
has changed our pattern of living so much that 
we can talk of a new type of society for which 
we need a new physical form, the metropolitan 
region ? Are we indeed slaves to a technologi­
cal determinism, or has the motor car freed us 
all from the restraints of community life ? Are 
we right in saying there has been a collapse of 
the small-scale in the face of the large-scale ? 
What sort of ‘good life’ do regional planners 
think they are creating for us ? Do we even, 
in fact, question the goals and values of plan­
ners or of articulate sections of our society ? 
Has the scope of planning decision-making 
reached a point where the implicit values and 
assumption of planners arc helping to create 
uniformity ?

The range in mobility potential between 
people living in the same place is enormous. 
There is a whole world of difference between 
the council estate wives, complaining about the 
inadequate bus service, and middle class wives 
in two-car households. Half an hour’s drive in 
a car to the shops is thought by many middle 
class women to be a small price to pay for 
rural seclusion. However, the car-less woman 
on an overspill estate may find the half mile 
walk round to the shop, pushing one child in a 
pram and waiting for the inadequate wobbles 
of her determined toddler, an intolerable 
burden.

The Hampshire Village Survey showed that 
78 per cent of the unskilled manual workers, 
and 61 per cent of the skilled manual workers 
did not have cars. Similarly two fifths of the 
village population did not leave the village even 
as often as once a week to shop. Too often 
figures for the mobile middle class are held to 
be representative for the population as a whole.

Planners, architects and all those concerned 
with the built environment are now familiar 
with one vision of city-region living in the 
twenty-first century. In this vision, the home 

as a sort of base to which mobileIS seen
metropolitan men, women and children return 
after a day’s work at school, office or factory, 
generally sited ‘an easy half-hour’s drive’ 
down a scenic motorway.

This diffuse and dispersed activity pattern 
is said to be a logical result of the projection of 
present trends. Weekly shopping is described 
as ‘an expedition’ and needs father to lead it. 
Education, too, involves more travelling. The 
reorganization of secondary education very 
often means larger schools in central places 
and more children travelling in school buses, 
perhaps from the age of eight or nine. Colleges 
of further education, regional colleges of tech­
nology and the new polytechnics all draw in 
young people from large catchment areas. 
Students commute from home or lodgings 
every day: Clacton, Morecambe and Herne 
Bay become student dormitories for the
winter.

The journey to playis also an accepted part of 
our culture. The petroleum companies arc 
selling the countryside hard, with maps and 
guides for getaway people i, 2. Speed is sold 
as a commodity and speed without a destina­
tion sells less well: the pirate radio stations 
used to urge their presumably youthful audi­
ence to drive out to various events, happenings 
and places: simply to be present was important. 
The outer metropolitan region is becoming 
part of London’s playground. The weekend is 
the time of the ‘go to’ and the lack of ‘go to’s’ 
is a frequent cause of complaint: ‘It’s all right 
for the teenagers but there’s nowhere for me 
and my wife to go to.’

It is this kind of thinking which has led 
some people to believe that the hierarchy of 
central places which makes up our settlement 
pattern is outmoded. People do not live in 
‘places’ anymore—they live in a region. Small- 
scale (and by impheation small-minded) plan­
ning, which conceived of clusters of new 
towns or garden cities of a mere 30,000, is a 
thing of the past. Now, it is asserted, we need 
grand regional strategies. To add six million 
people to the present 17 million in the south 
east by the end of the century would require 
ten new towns of 100,000 each and, given the 
speed at which we can build them, we would 
have to start building now. However, happily, 
some claim, we need not worry about that:

2 CiUMn Can Ltd.
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taste. Indeed, there are strong indications 
that a large proportion of such people are 
driven back to London, overwhelmed by the 
burden of debt that home-owning brings and 
the immobility of their life in the outer metro­
politan region.

Other groups of new home owners 
include:
I. Spiralists: those who are employed in a 
large-scale organization, with a formal hier­
archy of status, must move house when promo­
tion within or between organizations involves 
a change in place of work. Such people, posted 
into the south east from other parts of the 
country, find these outer metropolitan estates 
convenient transit camps before they are 
obliged to move elsewhere. The dilfcrential 
cost of housing between the London region 
and elsewhere forces them to commute farther 
than they would like, in order to olfset the 
decreased value of their available housing 
capital.

The increased mobility of a section of the 
population leads to the increased isolation of 
those too poor to afford or too old to drive a 
car. Even relatively affluent middle class 
people who retire to a village find that insu­
rance companies cause difficulties as increas­
ing age and infirmity make them more reliant 
on the car and less able to drive it. As super­
markets flourish in the towns, village shops 
close, bus services decline and the mobility of 
the affluent accentuates the poverty and 
isolation of the less fortunate.

A very dangerous fallacy has arisen in recent 
years. This assumes that the expansion of 
residential areas in the outer London region is 
a result of consumer preference. ‘Demand’ and 
‘choice’ are seen as interchangeable terms. The 
man who leaves home at 6.30 a.m. and returns 
at 9.10 p.m. each day is said to be doing it 
because he wants to. If he moonlights by tak­
ing a second job at weekends, so that he only 
secs his family for two hours on Sundays, it is

said that this too is because he wants to and 
because he can’t cope with his leisure problem.

1 think such arguments are pernicious. Y oung 
married couples in London with perhaps one 
or two children, earning up to perhaps £30 a 
week and wanting somewhere to live, have 
remarkably little choice. They can’t find any­
where to rent (although surveys suggest 20 per 
cent of all homeseckers would prefer to)j they 
are ineligible for or unable to get a council 
house; and so they are forced into a very nar­
row section of the housing market. An 
increase in family size, pressure from the land­
lord, the sheer misery of his wife or other such 
factors ‘force’ a man to leave the world of 
furnished and often shared accommodation in 
London to enter the debt-burdened world of 
home ownership in the outer metropolitan 
region.

Talking of ‘mobile metropolitan man’ and 
‘the emerging city’ in terms of these new 
estates seems to me to be a joke in very bad
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sociologist, Gregory Slone, distinguished four 
types of consumer, based on their differing 
definition of the situation (‘City shoppers and 
urban identification: observations on the 
social psychology of city life,’ American 
Journal of Sociology^ 1954 (pages 36-45). 
Stone’s four types of consumer were:
I. liconomic: a third of the sample were the 
ideal-type economic women. They simply 
w'anted cheap, good-quality goods and efficient 
service.

2. The retired; those who have saved up 
enough capital to have a house of their own but 
who need income to supplement their pension 
are obliged to seek a cheaper house in the 
outer metropolitan region. Very often the 
coast is too expensive for them and so they 
have to make do with a house in a row of 
semis inhabited by commuters’ widows.
3. The upwardly mobile; the young profes­
sional or managerial type may find that the 
building societies look so favourably on him, 
due to his future earning capacity, that he is 
able to get an attractive mortgage early in his 
career when his actual earnings are still low. 
He may find himself on one of these new 
estates soon after his marriage as a temporary 
resting place before moving on into a more 
convenient home closer into London.

Class and the family’s stage in career and 
life cycle are fundamental variables in deter­
mining mobility potential.

It is resonably clear that those w'ho actually 
want to be in the outer metropolitan region 
(cither because of the place or the house or the 
general situation) are those who are most con­
cerned to put down local roots in what they 
themselves decide to call a village, joining 
local clubs and getting generally involved in 
local activities. The more affluent middle 
class are prepared to subsidize the local village 
shops for the convenience and satisfaction of 
shopping in such a situation, while the working 
class are more likely to take buses into the 
towns to get cut-price groceries.

Thus, paradoxically, those who most value 
locality ties are very often those who have the 
most dispersed activity pattern. Those who 
can afford to be the most mobile are very often 
those to w’hom place matters most. I am afraid 
that people have inferred from a previous 
article of mine (‘The Two-Class Village,’ Nezo 
Society February 27th, 1964) that one highly 
mobile group, which also takes part in local 
activities, is the typical element in the outer 
metropolitan region. The question which I 
think deserves to be discussed is whether the 
style of life of this privileged minority will 
become the aim and aspiration of the majority.

There has been very little research by socio­
logists and social psychologists on people’s 
subjective awareness of a place and its impor­
tance to them. Many parents seem to think 
that moving house frequently can have ad­
verse effects on children’s education, and there 
is some evidence to show that they are right; 
even spiralists arc reluctant to get promoted 
when children are taking important examina­
tions. Very often the most mobile and most 
affluent send their children to boarding school. 
Indeed, this childhood experience may do 
much to undermine feelings of locality con­
sciousness so that affluent spiralists can per­
petuate themselves. However, the proportion 
of children who go to boarding school is never 
likely to be anything more than a significant 
minority.

But there is one specific piece of sociological 
analysis which I think has considerable bearing 
on this question of mobility and distinctive 
activity patterns. As a result of a survey of 
women’s shopping behaviour, the American
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2. Personalising: this type of consumer needed 
to be known in the shops. She liked to be 
known by name and formed friendly and per­
sonal attachments with the sales people. She 
wanted to be treated in a personal and friendly 
manner. This group comprised 28 per cent of 
the sample.
3. Ethical: eighteen per cent of the sample 
shopped where they felt they ‘ought’ to. They 
objected to the large chain store which was 
driving the little man out.
4. Apathetic: There was a remaining 17 per 
cent who just didn’t like shopping and who 
didn’t have sufficient interest in the matter 
to bother whether they were able to shop in a 
supermarket or a corner shop. (A final 4 per 
cent could not be put into any of the catego­
ries.)

ihobbing towns, USA. Victor Gruen. Rcinhold, I960

These conclusions illustrate clearly that we 
cannot judge what people want until we have 
discovered their definition of an existing situa­
tion. We cannot assume that all people will 
travel to the cut-price stores 3 or that the same 
consumer way of life will be considered equally 
desirable by all. In short, the social structure 
of society, by its very nature, gives rise to 
different styles of life and different definitions 
of the situation. The managing director and 
the man on the assembly line may each have a 
car and on a Sunday have the same mobility 
potential but that does not mean that they 
will use it in the same wav.

5 Demonscracion for pedrtitnin crossini

However, to return to Stone’s study: he is 
mainly interested in the personalizing and 
ethical consumers, and he seeks to isolate the 
variables associated with this form of locality- 
consciousness. (For example, one of his nega­
tive findings is that such people arc not signi­
ficantly differentiated by place of birth—it is 
not the village or small-town-bred woman who 
necessarily likes shopping locally.) He des­
cribes the economic consumers as young, 
socially mobile, lower middle class households 
with young children, who treat their present 
residence as something of a transit camp before 
moving on. The personalizing consumer is 
likely to be a newcomer, to be older and to 
have few or no children. She may seek friendly 
relations in the shops to compensate her for 
loss of friends elsewhere and is not expecting 
to leave her present home, 'fhe ethical con­
sumer is likely to be of higher status and longer 
residence in the area. I'hc deferential treat­
ment from the shop assistants may be a reward 
such people are reluctant to forgo. Apathetic 
consumers are either downwardly mobile 
socially, or have been unsuccessfully upwardly 
mobile in attempts to leave the community.

Both the economic and personalizing orien­
tations to consumer behaviour are typical of

g Coney ItUnd beich



outer metropolitan region. I would certainly 
accept this to be the right order of priority. 
However, it is the chief earner’s tvife who 
actually lives in the outer metropolitan region 
day in and day out, and most of these women 
arc certainly not mobile. Somehow’, although 
each planning application is considered in 
relation to the future demands for community 
needs, the final result is that new estates are 
built around our small towns and villages with 
inadequate local shops, libraries, swimming 
pools and other community facilities.

It is possible that the sheer pressure for 
homes has allowed the builder-developer to 
dodge what some would claim to be his res­
ponsibilities to the locality. However, I 
would guess that the next 30 years will bring a 
change and that the private developer will in­
creasingly concern himself with better site 
layout, landscaping and community facilities. 
Some hints of this are suggested in the plans 
for the new village at Bar Hill near Cambridge, 
or New Ash Green 4 in Kent. As the men arc 
obliged to be mobile and the women become 
more important as decision-makers, more 
choice may mean more stability for the family 
home.

I believe that those who argue for an emerg­
ing city in the outer metropolitan region and 
who have described a new way of life based on 
mobility have overstated their case. They 
assume that some general trends which they 
say hold for a minority will become general 
for the majority. Furthermore, this con­
centration on broad regional trends and pat­
terns has led to a neglect of the small-scale 
locality which, far from declining, may be 
increasing in importance. I hope that nothing 
I have said will detract from the enormous 
importance of a regional plan or strategy. 
However, I am concerned with the relation­
ship between the small-scale—in which most 
people still live out most of their lives—and 
the large-scale, which provides the essential 
context for the small-scale elements.

It seems to me that it is in the sphere of rec­
reation, and recreation alone, that planners are 
seeing what may be termed a mobile society. 
It is the demand for ‘go to’s’ which is a new 
development which should be assessed and 
possibly planned for. A long journey to work 
is a necessary evil, not the product of a new 
city form which everyone necessarily wants. 
Recreational centres should be planned and 
developed with distinctive elements of the 
population in mind. Not only ‘go to’s’ but 
‘way to’s’ should be conceived as a normal 
part of the planning process. (‘Way to’s’ arc 
scenic roads for travelling to ‘go lo’s.’)

I am not certain whether the visionary com­
mentators such as Peter Hall or J. R. James see 
the metropolitan region as being the result of 
natural evolution or whether it is a proposed 
solution to our planning problems. Whichever 
is the case, I am arguing that, although it is 
essential to have some grand regional strategy, 
we must not lose our heads. Mobility is limited 
by class, career and life cycle characteristics. 
Mobility will never destroy the importance 
of locality 6.

newcomers to the area. The crucial interven­
ing variables arc aspiration, marginality and 
success. By this Stone means that those who 
sec the local residential area as a short stopping 
place on their career up the social and econo­
mic ladder will be more strictly economic in 
their consumer behaviour. Newcomers more 
marginal in their social situation, without high 
social and economic aspirations, will have a 
more personalized consumer orientation. 
These latter consumers did not have local 
friends and were not joiners of clubs and orga­
nizations, yet subjectively the place was very 
important to them.

From this example it is clear that the psycho­
logical importance of the immediate locality 
cannot be determined without careful research. 
Furthermore, the crucial variables associated 
with social mobility and marginal status, 
while being matters of fundamental concern 
to the sociologist, may not have seemed rele­
vant to the planner. Indeed, this particular 
case of shopping behaviour may make him 
despair: planners want to be able to predict 
the demand for services and potential activity 
patterns of newcomers in new estates for 
which they have given planning permission. 
Ideally, they would like a direct correlation 
between price of house and consumer beha­
viour. But clearly this is not a simple matter, 
though it might be possible to achieve better 
results if more sociological research were 
sponsored by planners.

At a time when the avant-garde planners are 
talking about the collapse of community, local 
apathy, and the arrival of a so-called mobile 
mass society, specific, locality-based interest 
groups have boomed 5. Between 1957 and 1967 
civic and amenity societies increased from 200 
to 600. Total membership may not be much 
more than 130,000, but this number includes 
many of the most articulate and influential 
inhabitants of particular localities. There have 
been similar important increases in groups 
concerned with education (stimulated by the 
reorganization of secondary education on a 
local basis), patients’ associations, housing 
associations, local consumers’ groups and 
so on.

The energetic professional or managerial 
spiralist and his wife may be more ready to 
take part in a local interest group than to take 
part in local government. Such people bring 
into the locality their knowledge of other, per­
haps more enlightened, local authorities and 
this helps to spread national standards at 
local level.

Clearly in the reorganization of local govern­
ment some way of articulating together these 
locality centred groups would be desirable. In 
some respects they are more representative of 
local opinions and attitudes than the council­
lors who may simply be those who can afford 
the time and who have status in the local poli­
tical parlies. Thus there is a strong locality- 
consciousness, focused on particular interests, 
and often amongst the most mobile.

Planners and builder-developers may be 
forgiven for thinking primarily of job oppor­
tunities and communications to take the chief 
earner to work when making decisions in the

Turners Asbestos Cement Co. Ltd.4

New York. Don Hunstein. F'tuI Hamiyn Lto„ 1962
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Common sense participation 
reclamation and extension 
a proposal by Alison SmithsonLOCAL CHARACTER

welfare services—such as hospitals—it might 
even be found to benefit everyone were it 
sited with good communications to regional 
administration. The town is a place primarily 
serving the pattern of everyday residential 
life. The town's people should be free(J from 
anything not directly concerned with this 
or any system having a capacity to clog the 
everyday intercommunication and flow of 
domestic lives.

The most popular planning phrase of the 
moment is ‘Citizen Participation’. No one 
knows what is meant by this. It may have no 
further intention than any socialist slogan. But 
here, it is suggested, there could be a meaning: 
in a world of professionals the one thing the 
citizen should be expert at is remembering the 
particular local flavour of his town, what he 
liked about it as a child, what he then wished 
for more of, or something the town lacked 
and children wished it had. The past memory 
is stressed here, because, as adolescent and 
adult, genuine wishes growing out of clean 
impressions and need become overlaid with 
competitiveness and self-doubt under the 
onslaught of the communications media.

Rule of thumb: reclamation of town centres 
through revival of local sensibilities.
Up to now all functions, local, regional, or 
national, have been funnelled through the 
best street in town, the high street, original 
location of the best quality stone or brick 
Georgian town houses.® Even where only a 
fortieth of these houses of character remain, 
these, not the remaining economic life of 
larger, newer elements, should be the reference 
points of the reconditioned town. For the 
scale of these old houses is instinctively right; 
related to the roads built to serve them which, 
conversely, are all the old road structure of the 
town can support.

Large-scale building bulks—like old theatres, 
pubs from the heyday of boozing, originally 
pedestrian served—cannot now be allowed to 
receive their customers in tin mechanical boxes 
via the town roads. Nor can they be 
replaced or joined by national-scale commer­
cial enterprises, bent on encouraging a greater, 
more constant flow of customers, all wanting 
to take tin mechanical boxes there and back 
through the town. Sensible or well pro­
portioned access to domestic type spaces is one 
thing, constant coming and going of customer 
and service vehicles to a non-domestic concern 
demands quite another type of road netw’ork.® 
Road as service road is only one of many 
possible functions. An old network of a town 
has to be read in the old way, as it was 
intended, as pleasant access to houses, 
immediate semi-public outdoor space, the 
outside of the front of the house, and so on. 
Specially suitable modern-scale-transport- 
serviced areas’ should be made statutory 
requirements to the carrying on of any 
commercial enterprise. These can be accom­
modated adjacent to new regional routes and 
transport systems. Everything incompatible 
with the town as a residential area should be 
eased out. Eased out by means of closing the 
streets* to vehicles foreign to everyday move­
ment of people about their town; walking, 
cycling, pushing prams, catching town buses 
or shared taxis.

This is a priority now for the reclaiming of 
our towns as places to reside. Most towns in 
England are historic, most were good places. 
Town traffic has to be geared again to the 
same capacity of the true® road structure 
belonging to the domestic buildings. This 
moves us along the desired, path towards 
common sense apportioning of the day 
between work, travel, recovery and reason.

To achieve again for towns that sense, now 
lost to many of them, of being essentially good 
places of residence, it seems clear that shops 
must follow where traffic can be catered for. 
Not the way round things are at present; 
traffic forced in to where a shop has for­
tuitously—or for reasons progress has now 
lost to us*—become implanted in a town. A 
reversal of accepted practice (which deals 
with whatever traffic wants to go into any 
street) could become a means of rescuing 
towns from this onslaught of vehicles— 
to reclaim towns as good places in which 
people can safely reside.

This is, seemingly, to stale the obvious— 
but nowhere has another organizational 
pattern of the functions of town been 
attempted. In new towns, shopping equals 
centre. In existing towns, traffic is brought to 
old shops by contortionist traffic schemes.® 
The tradition of shops-equals-centre, based 
on foot movement and pack animal delivery, 
is unquestioned—ludicrous may it seem to 
future generations—although now it is any­
thing from cars to articulated trucks. 
(‘Pedestrian’ neatly de-localizes the townsman, 
leaving him characterless and faceless if he is 
lucky not to be lifeless.)

With today’s different mobility, the town 
shop-place (shopping centre could continue to 
mislead us)—even the town’s administrative 
unit—could be over the hills and far away 
from the town that becomes an everyday 
sweetly-working, quiet residential area.

A shopping area nearly always serves a 
hinterland, often now topped up by week­
enders: the more efficient the shopping area 
proves, the larger grows this catchment area; 
starting a spiral which, if involving an en­
meshed shopping centre, entirely destroys the 
existing road net and the existing texture of 
the town.® Whereas a special shop-place, 
equally easily accessible from all over by 
today’s means of transport, properly servicing 
the people, properly serviced itself,^ could 
become a live dynamic thing, renewing a piece 
of derelict industrial landscape.

Similarly—to make it less parochial—a 
town’s administrative unit could perhaps be 
connected to other town and hinterland

' Pliccs like Gloucener seem to hive lost all tense.

' Some notoriously larfe*tcale traffic-road proposals are alio(eihcr 
out or proportion to their feasible share of the national budget on 
roads. This Is not honest.

* Certain market place spaces survive this so far, notably Richmond 
and Skipton, Yarm and Hawes: but all vrould benefit from recession 
of new shop fronts and muting of paint schemes.

* Aichitecturol Design, July I9M—'and by that is rvot meant the 
Victor Gruen type where all shoppers run the gauntlet of moving 
care between parking lot and shops.'

* Architeclurof Design, July 196b. ‘Take Grantham—all that red 
brick Georgian with shops bashed into the bottom. We are being 
held to ransom by our shopkeepers. Streets built as domestic 
alleys are now carrying shoppers' cars, and anything from vans to 
the big articulators yet so come. It is net peer dispossessed chsin 
stores and little men .... we are paying twice over, in lack of 
housing, then in unpleasantness, money and time, for traffic con-

Sestion, parking problems, servicing proble 
ack; centred traffic ebb and flow would be «

ims. Give the houses 
eliminated.'

Scockton-on.Tees has been completely destroyed in the last IS 
years by this process preceded by 'municipalization' every time. 
Shrewsbury, a re-build that probably should have been a de-build.

' By specially serviced shopping area it not suggested Bull Ring 
Birmingham; all mixed up against the stalls, ones clothes impreg­
nated
precipitously onto major city roads. Nor the American musical 
palace. A more bourgeois—for want of a better image word- 
environment, encouraging the small shopkeeper to leave unsanitary 
house properties, properties unsuitable from the town's people's 
point of view. Simple functionil premises easily maintained, sweetly 
serviced. Palletcing, collective warehousing, all modern conditions 
at present available to large national concerns. This withdrawal of 
the major shopping activity generating Its own strangling traffic is 
particularly important where an historic small town serves an 
increasingly interested hinterland; it is a matter of survival or 
destruction. Shop service and traffic cannot fit into an old, small 
network. The new shopping requirements are tearing apart the 
old town structure at considerable cost to each town and individual.

* 'To march for Vietnam in Cambridge it a screaming steam-age 
immature political farce; whereas to sandbag a narrow pleasant 
street in Cambridge to keep cars out so that life can be liv^ freely 
there and re-expenenced and de-stressed—then label it perhaps 

Good action here by students 
Why not right action by Vietnametef 

—could actually start a movement to change the spirit of the 
world.' Teom tO Primer Preface, Autumn 1968, pub. Studio Vista.

’Traffic should not be encouraged to flow too well and quickly 
through old main streets. Widening programmes emasculate our 
provincial towns and wipe away just chose things that enable people 
to retain a vestige of idea about an untense un-Americanized life. 
Those qualities enhancing life giving its particular local smell are 
the odd buildings that do project, old town halls, statues of Queen 
Victoria.

ith chip-smell, all access, car and pedestrian discharging
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Detensioning a town by means of rational traffic movement

1 High street of a large historic town
To repeat the premise: traffic serves the people in a town^ not the existing
buildings^ not the right to increase the scale of commercial use in the centre
of old road networks. This premise still leaves us with the traffic that is
domestic: the traditional weekly market, the true town event such as the
Fair or Centenary. Transport for the weekly market is usually made up of
small-scale units acting locally. No one minds the yearly circus arriving.

For these there are already practical better alternatives to the ripping out
of the texture and municipalizing.

Parking could be formed in rotten areas, often only one street away from
the high street, with pedestrian alleys passing to the market. To these

■' \ pedestrian links emanating from the old centre, heading for car parks and
^ simply continued as pedestrian connecting spines, could be attached housing 

for old people wishing to be central to their friends in the town. In addition
such parking amid small trees would form breakwaters between old industrial
housing areas and the high street needing to be reclaimed.
2 A small-scale high street, with the larger shops removed
In the small town market, too great to be adequately filled as a pedestrian
area, people could retain the staccato stop 'start town bus. Where a town
market space is so small as to be better without staccato movement of buses.
these could be behind the high street, perhaps on the opposite side to the
pedestrian flow from car park, so as not to cut it. In a larger town, traffic
might floto as far as five streets removed from a central area, if this is also
contiguous with an historic or environmentally complete area, feeding park-

Key ing to serve a pedestrian street network.
path in greenway 3 Provincial town with an established local market. Large scale shops

are removed from the high streetold peoples' houses
Natural feature every town has one suck

area, very often backingorreclaimed houses
Fine old building up the old town centre.

Clean up as one piece.or
something a day-touristpedestrian pngers in car park good group
or returning local boyor

Old industrial area would visit with pleasure.
town bus service

A pedestrian enclave at this larger scale has to be more than fed by thetown traffic, two streets removed from old routes returned to pedestrians, it has to be actually charged by neto growthhigh street
points, such as specially sited bus stations or replenished railway spaces or

small shops: serviced at specified times old industrial waste spaces brought into multi-use as town connections,or by trolly from a centralized warehouse feeding a new system of circulation for the town's people.
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The Ruchanan message 
Although the Steering Ojnunittee which 
advised the Buchanan team made one recom­
mendation—for Regional Development Agen­
cies—and had it rejected by the Government, 
the report itself contained no explicit recom­
mendations. Nevertheless, a good many 
proposals were implied. The report contained 
one broad message, supported by a number of 
more definite propositions. The broad mes­
sage is summarized in the report (para. 444):

The broad message of our report is that there 
are absolute limits to the amount of traffic that 
can be accepted in townsy depending upon their 
size and density, but up to those limits, provided a 
civilized environment is to be retained or created, 
the level of vehicular accessibility a town can 
have depends on its readiness to accept and pay 
for the physical changes required. The choice is 
society's. But it will not be sensible, nor indeed 
for long be possible, for society to go on investing 
apparently unlimited sums in the purchase and 
running of motor vehicles without investing 
equivalent sums in the proper accommodation of 
the traffic that results.

This passage is in general terms. Its signifi­
cance lies in the interpretation of expressions 
like ‘civilized environment’, ‘equivalent sums’ 
and ‘proper accommodation’. These become 
dearer when one examines the report’s main 
propositions, which (in the view of the writer) 
are as follows:

It is difficult to see any new method of move­
ment coming along which will be seriously 
competitive on a big scale with the motor vehicle 
(para. 41).

Traffic can be divided into essential traffic 
(business and industry) and optional traffic 
(private pleasure and convenience).

Towns should be divided into a number of

Buchanan’s influence 
Expenditure on urban roads has increased 
since the Buchanan Report but is still far 
below the level which seemed to be envisaged 
in the report. Many towns, however, are en­
gaged on ambitious plans, even if there is no 
sign yet that the money will be forthcoming. A 
good many towns are planning broadly on 
Buchanan lines inasmuch as they are trying to 
designate environmental areas and are giving 
far more emphasis than before to the 
segregation of pedestrians.

In the larger cities, where the need is 
greatest, there seems to be less adherence 
to Buchanan principles, and in London there 
is as yet little indication that Buchanan has had 
much influence. The GLC motorway plans 
give the impression that environmental needs 
are respected only when they involve little or 
no extra expenditure. Good environment can 
rarely be had ‘on the cheap’.

The idea that environmental standards 
could and should be clearly defined has met 
with virtually no response. Where can one find 
a town which has laid down the maximum 
traffic volumes or noise levels, street by street, 
which it considers acceptable ? There is no 
enormous difficulty in setting such standards, 
if one is prepared to be arbitrary. The diffi­
culty is that the authorities do not know how to 
enforce such standards or are scared to do so.

The need for traffic restraint has received a 
lot of attention during the last five years, 
possibly because Buchanan concluded that it 
is inescapable. It has become recognized 
that parking restrictions can provide a tem­
porary, though inefficient, restraint on the 
volume of traffic and that, in the absence of any 
superior means of restraint, such restrictions 
arc necessary. Meanwhile, road pricing meters 
are being developed for possible future use, 
although their practicability has yet to be 
established.

Undoubtedly the planning for traffic in 
towns is now nearer to Buchanan lines than it 
was five years ago. How far this change is due 
to the report is difficult to say. There was 
nothing really new in the report; indeed some 
parts of it revealed a surprising ignorance of 
up-to-date developments (e.g. treatment of 
road capacity, and comments on road pricing). 
Its great value was its educative effect, on the 
public, on politicians, and on some highway 
and planning departments. Public opinion 
was shaken out of the belief that the traffic 
problem could be solved simply by a more 
energetic roadbuilding programme. The man 
in the street was made to realize that he could 
not have unlimited use of the car without 
paying for it very dearly in terms of money 
or environment; and in large cities he could 
not have it at any price.
Post-Buchanan developments 
The Buchanan Report is likely to go down in 
history as a valuable exercise in public rela­
tions. It was not intended to be an important 
contribution to the technical, as distinct from 
political, solution of the traffic problem. It did 
not try to say anything new, nor did it 
attempt to tackle the most difficult parts of 
the problem. Its purpose was ‘to examine the 
implications’ of current trends. Not sur-

FIVE
YEARS
AFTER
J. M, Thomson

It is five years since the submission of the 
Buchanan Report to the Minister of 
Transport. The Government (\with the 
Opposition’s support) promptly 'accepted' 
the Report in principle and launched it 
upon the public with a publicity effort of 
unusual brilliance. After five years, what 
has the Report achieved? How has it 
stood the test of time?

environmental areas separated by main roads 
carrying all through-traffic. The only traffic to 
enter an environmental area should be local 
traffic visiting the area. Segregation of traffic 
from pedestrians should be a major planning 
goal.

Within environmental areas there should be
clearly defined environmental standards which 
W’ould necessarily set a limit on the acceptable 
level of traffic.

In order to meet the demand for both un­
restricted traffic movement and good environ­
ment large expenditure will be necessary.

Given a different financial policy, travel by 
public transport could be made relatively cheap, 
and this may prove to be the key to the problem 
in the long term (para. 457).

The emphasis placed on the words 
‘relatively cheap’ imply that private transport 
might be made more expensive.

It is fairly clear that, although Buchanan 
confined himself to describing what he be­
lieved to be the choices before society, he 
hoped that society would choose to spend 
much larger sums of money than before on 
primary networks, to establish environmental 
areas in which high environmental standards 
were secured, and to impose restraints upon 
‘optional’ traffic, by means of parking charges 
or any means necessary to keep down the 
level of traffic in environmental areas and to 
prevent congestion on the primary roads.
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Before prisingly, therefore, it raises many questions.
First, there are the methodological ques­

tions of how to analyse the traffic situation 
and its future development, and how to pre­
pare and evaluate town plans. The techniques 
of the ‘urban transportation study’ have been 
considerably refined in recent years and their 
application in most large towns and cities has 
been a striking development. Although still far 
from perfect, the methods of studying traffic 
problems are far more scientific and enlight­
ened than they were five years ago. The 
Buchanan Report illustrated these methods.

Secondly, there are the big economic ques­
tions. How much should we spend on urban 
motorways and the like ? How should we re­
strain traffic ? How much parking space should 
we provide, at what price, and on what condi­
tions ? How can we rationally compare envi­
ronmental values with other values ? How, if 
at all, should we compensate people who suffer 
from traffic intrusion ? The Buchanan Report 
did not attempt to deal with such questions. 
Even on the question of traffic restraint, which 
it recognized as essential, it made no 
suggestions. The economic issues are funda­
mental to the traffic problem, and research into 
them has been undertaken during the past five 
years, by MoT, Smeed Panel, and others.

Thirdly, there are some big planning 
questions. Should we disperse certain activi­
ties? Granted the case for environmental 
areas, how big should they be ? How far should 
we encourage staggered working and shopping 
hours ? The Report treated towns as if they 
were more static than they really are.

Fourthly, there are questions of traffic 
management. To what extent can traffic man­
agement increase the effectiveness of existing 
networks ? How should the traffic manager 
decide when it is permissible to divert traffic 
down residential streets ? Given an environ­
mental area, how should he protect it from 
through-traffic ? The Buchanan Report largely 
ignored traffic management, except insofar as 
it affects environment.

Fifthly, there are technological questions. 
Does one accept Buchanan’s examination of 
new technology and agree that no important 
new modes of transport are likely in towns ? 
What are the possibilities of reducing noise 
and fumes at source ? There is increasing 
interest in the part that technological develop­
ment can play.

Finally, there are legislative questions. What 
levels of noise and fumes emission should be 
permitted ? What sizes of commercial vehicles 
are tolerable in towns ? What inducements 
might be given to encourage the use of mini- 
cars or electric vehicles ? The report was 
inclined to assume that current regulations 
and lax structures were sacrosanct.

On many of the above questions work 
is going ahead. If the traffic problem is 
ever resolved, it will be through a combined 
assault on many fronts by research workers in 
numerous disciplines. The Buchanan Report 
has helped to establish the right climate of 
opinion in which such work can receive 
proper encouragement. Viewed in this way 
the Report may yet be regarded, historically, 
as a turning point.

There has been far more emphasis on pedestrian 
segregation since the Uuchanan Report—
especially in provincial towns. Photos shotv 
before and after scenes in a Norwich street
converted into a pedestrian area. No special 
provision tpas made for the excluded traffic 
which was obliged to "find its own level".
Similar experimental closure of streets to traffic has 
been tried in many countries, notably Germany and 
Denmark, icith considerable success, and a is 20 % 
increase in business.
Phoco 'Sefor«', City PUnninf Office, Norwich. Photo ‘After', The 
Ctiordian

After

Buchanan recommended research on travelator and 
si>wi7<jr systems. Photo shows model of ‘continuous 
carriage' system being studied by B. Richards 
andf. itf. Thomson for use in central areas.
Photo; Sindre Lonteda
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URBAN MOTORWAl
The form that urban motorways can take 

can be varied to suit specific purposes and 
varying locationsj in order to adapt them as 
far as possible to their surroundings. Various 
types of structure have evolvcd,largely through 
the variation of road level in relation to ground 
level. The vertical alignment of the roadway 
can vary from an elevated condition to an at- 
grade condition, or be designed within a 
cutting or a tunnel. Each motorway type can 
be evaluated according to various design cri­
teria (both for motorway users and for those 
affected by the road) since each accrue posi­
tive values and benefits, and at the same time 
inherit certain disadvantages. A comparison

planners appear to follow American freeway 
building practice which has paid scant regard 
to the effects of new motorway construction 
on adjacent urban areas 5, 6, 7, 8.

The great dilemma presented by motorways 
is that, although they can be demonstrated to 
be necessary, they are extremely formidable 
structures to incorporate in cities. In addition 
to extensive space demands, the urban motor­
way is by nature an inflexible structure and its 
function is often unrelated to the localities 
through which it passes. The problem is to 
design the urban motorway as a viable element 
of the city without damaging its urban 
environment.

The GLC’s primary road network plan 
calls for ^650 millions of motorway construc­
tion between 1971 and 1983; it holds gloomy 
prospects in store for London’s environment 
which will be affected by some 40 miles of 
motorway construction. The traffic manage­
ment schemes of the past few years and the 
few stretches of urban motorway already built 
or under construction are sad object lessons of 
the results that will be achieved if purely 
engineering considerations continue to domi­
nate planning decisions. Both the elevated 
section of the M4 road 2, 3, 4 and the Western 
Avenue extension fail to reconcile engineering 
with amenity; in both examples, London’s

3

4

J> 4- The xM4 moionvay in London highlights 
the problems of incorporating elevated nwlortvays 
over existit\g rights-oj-way. Demolition of buildings 
is largely avoided, but noisy, oppressive conditions 
exist for adjacent residents and pedestrians

I. The great dilemma presented by motorways is that, although they can be detnonstrated to be necessary, they are 
extremely formidable structures to incorporate in cities. The aptly named 'Skyway' expressway in San 
Francisco dominates surrounding city buildings
Michael Bry. Architectural forum, October 1963
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design
Paul Buckhurst

of the varying motorway forms reveals the 
conflicts between the needs of traffic planning 
(affecting the road user) and the design 
requirements of the environment through 
which the road passes, affecting the local 
bystander, resident, or worker 9.

The function of the motorway will deter­
mine the engineering design criteria such as 
capacity, safety, speed and maintenance, 
leading to the specification for the geometric 
standards required for the roadway. How­
ever, the motorway is not unlike a piece of 
architecture in that scientifically determined 
limitations leave the designer considerable 
freedom to give the road a more refined and

unique expression, beyond the bare minima 
of utilitarian standards. To exploit this free­
dom it is important to establish the design 
objectives necessary to form a framework 
wherein possible alternatives of horizontal and 
vertical alignment, as well as the detailed 
design of the road, can be fully assessed. These 
design principles are:
Need Jot coordinated development 
New motorways must be designed as part of a 
total community development,not unilaterally. 
I'hey should be planned not only to minimize 
disruption to valued places or connections, but 
also to create new ones. The right-of-way and 
the acjacint land must be used to create new

development which has values and purposes 
beyond that of transporting vehicles. Ulti­
mately, it is the design of the environment of 
the motorway which counts for more than the 
road structure itself. If this is to be realized, 
then the public authorities concerned must 
ensure that urban renewal and motorway con­
struction go hand in hand.
Route selection
Motorway building in urban areas inevitably 
means clearance of property and acquisition of 
land. Because of this new motorways must 
avoid fragmenting social neighbourhoods and 
areas of special character; routes should pass 
through the interstices of a mosaic of such

Dngn Cm«« Lfim BetOmu ari Wiiie’i Road Umt*
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6
XI- / /'/,X7, 8. The space demands of American freeways often 

vwch'e large scale destruction of property, as well as 
impeding local access across the motorway right-of- 
way (S). Freeways encircHng the central area of 
Fort Worth, and (7) the Vatt Ryan lixpressway, 
Chicago, reputed to be the largest urban motorway 
in the loorld
(7) Aictiiiecxs iturnat. September Itt. 1965. o. 463 
^6) From; fretmoys by Lawrence Halprin. Reinhold Publiihinj 

Corporation, New yorli, '966

5, 6. San Francisco's two-deck motorway imposing 
its huge scale before two city landmarks: views to the 
dome of the Civic Centre and the nearby harbour 
Ferry Building are largely obsirticied iv the two-deck 
freetvay
(5) George Kni|hcs, Areftitectura/ Forum. October 1963
(6) loern Gerdts, Architecturof Forum, October 1963

X|X'X X

/ ..
X

y. The effects of various urban motonvay forms on 
selected design criteria highlight the coufticts between 
the criteria for local residents and workers affected 
by the motorway, and those for drivers and their 
passengers
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scape is essentially man-made, the motorway 
entering it must be adapted and designed so 
that it can be successfully integrated with the 
urban fabric surrounding it. Full integration 
of traffic and buildings demands a flexible and 
imaginative approach towards the use of 
motorway rights-of-way. Examples exist of 
buildings constructed over motorways lo, 13, 
and a section of the Central Station Bypass in 
Tokyo has been built on a structure designed 
to incorporate two levels of shopping and 
commercial facilities, with basements provi­
ding areas of covered parking 18. Targe struc­
tures combining traffic and other functions in a 
complex whole, or linear development projects 
of which the road is only one interlinked 
portion, would integrate highway and the city,

closer fit between motorway and urban fabric.
A more complex articulation of motorway 

elements is needed than has usually been 
practised. Narrower right-of-way can be 
achieved by merely reducing the number of 
traffic lanes, or by the careful exploitation of 
vertical space, with stacked lanes either above 
or below the ground surface. Two deck motor­
ways with the lower roadbed below grade and 
the upper deck elevated on structure would 
allow existing and local streets to continue 
across the motorway right-of-way at ground 
level 12. In addition, areas required for inter­
changes and connections can be reduced by 
limiting traffic movement or design speeds. 
Iniegration with urban fabric 
Since the quality and character of urban land­

areas. Alternatively, the motorway can be 
located alongside the existing horizontal bar­
riers which in themselves form edges to 
neighbourhood areas—such as rivers, canals or 
railway tracks 11.

Concentraiian of road structure 
Motorways in towns must employ urban, not 
rural aesthetics in order to respect the existing 
geometry of streets and buildings. Concen­
tration and condensation of the motorway 
structure is thus vital. A reduction in engi­
neering design speeds (say 35 m.p.h. as against 
65 m.p.h.) allows greater flexibility in the 
design of horizontal and vertical alignment; 
and steep gradients, short radius turns and a 
limited number of traffic lanes will allow a

UJ

17

10. Continuous decking over the moior- li
way is expensive and can produce
unpleasant driving conditions for 
drivers. Freeway below the Prudential

,, ^ .'(lOpS
t.

Centre, Boston r* jt &gfvtce

18

j/. The motorway can with advantage
be located alongside existittg horizontal
barriers which in themselves form
edges to neighbourhood areas. The 
Turnpike in Boston, routed alottgside
railway tracks

19

17, 18, iq. Central Station Bypass, 
Tokyo. Commercial uses have been 
relocated within the road structure, 
and the elevated roadbed creates better 
conditions for pedestrians at ground 
level white offering good mews for 
motorists
‘freeways': Lawrenct Halprin

tj. The Port of Neto York's development 1 
over the George Washington Bridge 
approach provides a umque example 
of buildit^s functionally related lo the 
freeway being successfully incorporated 
within the motonvay structure—tuonely 
the Bus Terminus Building and 
associated car parking facilities 
Port o< New York Authority (Forum), March 1967

ril\L
16
14, 15, 16. Not so successful are the 
four adjacent apartment blocks, 
spanning the motorway. Traffic noise 
and fumes produce unpleasant condi­
tions for many of the lower-floor flats
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The problem must be tackled through com­
prehensive thinking and aesthetics. Compre­
hensive thinking means that the design 
solutions should be vested in planning and 
design authorities where the coordinator of 
the various disciplines involved can be suc­
cessfully integrated. This would enable high­
way engineers, planners, architects, economists, 
graphic designers, and landscape architects to 
work together and arrive at the following 
alternative compromises:
Integration toith local enviromnent 
Restructuring the community to lit the motor­
way by means of new development 29,30. The 
location of urban motorways through areas 
where land values are declining and where 
physical decay is prevalent provide the oppor-

tani elements of the city 28, marking the 
progress of the traveller and helping to clarify 
decision-making at intersections.

Conflicts occur within these listed design 
objectives, particularly between the criteria 
affecting local environment and those affecting 
the motorway user. Visual conflicts occur 
because for one group the motorway is a path 
of access, and for the other an alien barrier, 
with the view’s out and the views in radically 
different, both in viewpoint and dynamic 
quality. These differences lead to design quan­
daries, which can only be resolved by compro­
mise or ingenuity in individual cases. They are 
made more acute by the technical demands of 
the motorway itself: continuity, inflexibility 
and large scale.

and ensure that the motorway was not simply a 
corridor through it 20-27.
Driving experience for road users 
For the road user, the motorway must satisfy 
the primary criteria of providing safe and 
rapid movement through urban areas. Road 
design must also avoid causing undue stress to 
drivers by prolonged driving conditions or by 
sudden and extreme changes in the road envi­
ronment—such as excessive glare or noise 
experienced in travel over bridges, in cuttings 
or through tunnels. In addition, the urban 
motorw'ay should provide the traveller with a 
stimulating, coherent and developing visual 
experience. Views to major landmarks or to 
special groups of buildings provide a visual 
relationship between the driver and the impor-

24, 2$, 26. The design of the Inner Motorway for Liverpool by Shankland, Cox and
Associates, proposes alternative methods for integrating the motorway with other
developments; sketches show the road in {24) landscaped open space; (25) located
above new shopping facilities: (.^6) located below pedestrian deck
Sketches by Anthony Heats

20, 21, 22, 23, Proposals for Patihandle 
Freeway, San Francisco. The proposed 
freeway is depressed to avoid rupture 
to the local street system. The road is 
flanked by sloping walls, forming a 
structural wall to the terraced housing 
which is orientated away from the 
major road. The new residences front 
to existing streets and would shield the 
neighbourhood from the freeway.
(20) Plan showing redevelopment of 
four city blocks; {2i, 22) cross sections: 
(3j) view along motorway.
Surjer & Coplans. Consultant architect; Donald 
Reay; consultant encineer, Eric Elsesser. 27. The urban motorway designed as a

new component of the urban fabric.
combining traffic and other functions
into a form of linear development, has
yet to be realized. A project for
redeveloping the Fort Point Channel
area in Boston by M. Drammah and
Karl Stevens proposes a spine of
commercial and industrial buildings 
alongside and over the freeway. 
From 'IntiOfity'. Harvard University I96S

28. New views from elevated motorways 
From Building Reseorch Station No. 3. 1967
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local community.
Subordination of local environment 
Alternatively the motorway can be given a 
sense of permanence or belonging by designing 
it as the dominant structure of the urban area, 
and possibly providing the means for re­
establishing coherence and order on a new 
metropolitan scale 33, 34, 35. The scale of the 
road is so huge and its visual direction so 
powerful that existing patterns within the 
neighbourhood must then be modified to 
respect the motorway form.

The compromises outlined above are pri­
marily concerned with methods of integrating 
the motorway within the city environment. 
The problem can partly be dealt with on 
economic or scientific grounds; but ultimately 
the planner must deal with the social and visual 
values involved. Citizen opposition to a new 
motorway facility will seldom be on the 
grounds of efficiency unless direct financial

tunity for large scale development of areas 
lying beyond the motorway corridor. Visual 
and physical integration with the motorway 
can also be realized through the use of air 
rights construction over or under the motor­
way. In either case the redevelopment of areas 
adjacent to the road right-of-way should be 
considered where changes in the value of the 
local amenities are such that environmental 
standards are irrevocably damaged.
Reducing motorway impacts 
Restricting or adapting the motorway facility 
to reduce possible detrimental effects on local 
amenity values 31, 32. The technical demands 
of the motorway are not absolute; they can 
rest on value judgments such as the traffic 
design speed of the facility, which may be as 
modifiable as the visual form of the roadway. 
Although this may entail some sacrifice in the 
efficiency of the motorway, this must be 
weighted against the potential benefits to the

loss is incurred. The aesthetic judgments (on, 
say, nuisance and amenity) concern the desig­
ner who offers the only ground for valid deci­
sion; and it is the designer who must adapt the 
urban motorway as an integrated structure of 
beauty and so minimize the friction of the road 
with its social environment.

Adequate consideration of design criteria 
could lead to a whole new series of approaches 
in motorway design. Motorways need not 
necessarily be visually unpleasant—either for 
road users, local residents or pedestrians; they 
need not be single-purpose structures—but 
can instead be used for many ends, and they 
represent an important and as yet unrealized 
source of delight as well as utility. Urban 
motorways are used not by vehicles but by 
people, and the important conflicts are not be­
tween machines and pedestrians, as popular 
opinion will have it, but between different 
sets of people in different situations.D

JTi

l;

•29, JO. Restructuring the motorway by means of 
new development, affecting urban areas adjacent to 
the road righl’of-way
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the motorway include schools (jj) or industrial, 
commercial and recreational facilities {33, 3 /, jj) 
J7, 38, J9. Designing the road as the dominant 
structure of the urban area, involving considerable 
modifications of the existing urban fabric. (J7, jS) 
The motortvay set vAlhin an open park; and (ij>) set 
adjacent to, but not obscured by, low horizontal 
buildings which allow the road to remain as the 
dominant visual factor

34> 35t jb- Interim uses for land acquisitioned 
for a motorway corridor are prepared by Skidmore. 
Owings and Alerrill, who are leading a team of 
engineers, transit consultants and planners preparing 
freeway proposals for Baltimore, USA. Recreation 
areas and playgrounds are proposed prior to actual 
motorway construction (j6), providing urgently 
needed open space for the adiaceni residential areas. 
After road construction redevelopment proposals over

31, 32. Sub-ordinatif^ the roadway to reduce the 
possible detrimental effects of motorway traffic on 
local amenity values
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THE TRANSIT PLAWJING PROCESSAre transit's full potentials for shaping 
cities, and for community benefits being

realized?
providing service for residents who lived out 
of the centre of the city. This meant a high 
capacity, fast and frequent service on its own 
right of way, separated from all other modes.* 
In the centres of the cities this usually 
resulted in locating the routes below ground.

The phenomenal rise in private car owner­
ship since World War II and the resultant 
surface congestion at peak hours has spurred 
a new wave of activity in the field. The 
current goals of new rapid transit systems 
include attempts to relieve this pressure.

Ironically, it is precisely this choice of an 
attractive alternative mode, together with 
rising costs, that is causing what has been 
named the ‘vicious cycle’ of public transport. 
This cycle begins with the increase in private 
car ownership resulting in fewer passengers 
which produces lower revenue. With lower 
revenues transit operators have had to reduce 
the quality of their service, thereby causing 
more people to use their private cars.

This cycle has produced the paradoxical 
situation of transit operations requiring very 
sizeable subsidies in order to function, and 
yet continuing to justify new routes and 
station locations on the basis of predicted 
revenues alone. Since no choices in this area 
are completely viable financially this has 
resulted in selecting those requiring the least 
subsidy.

This method of designing public transport 
systems that are already heavily subsidized, 
on the basis of fare revenues alone must be 
questioned. Here we seem to be using the 
degree of subsidy as the principal criteria in 
decision-making without adequate goals to 
indicate the appropriateness of the subsidy.
*Ttii» has bacome the curraoi definition of rapid transit.

Given the problem of strangling vehicular 
circulation in urban areas, the world seems to 
have decided that relief lies in the construction 
of underground railways. Over forty of these 
systems are now in operation and more than 
twice that number are being planned. Six 
cities are at present building new systems, 
and most of the existing ones are being 
expanded. It has become the norm for 
cities of 500,000 or more, with expectations 
of continued growth and some confidence in 
securing the required capital, to be planning 
a rapid transit system.

The direct costs and disruption involved 
in these efforts and the resultant impact on 
the social, economic, political and physical 
environments of the communities are enor­

Wiliiam H. Liskamm

The research on which this article is 
based was made possible by a 

grant from the American 
Philosophical Society

For example, some of the new systemsmous.
now in construction, or in advanced planning, 
may reach total costs of one to two billion 
dollars each.

Due to the magnitude of these costs, and 
their significance to the future quality of 
urban life, it seems appropriate for all con­
cerned to examine the characteristics of the 
process that has the responsibility for deve­
loping what the transportation press has 
labelled ‘The second generation of rapid 
transit’.

Goals
The rapid transit industry is second only to 
the space exploration industry in its shortage 
of meaningful goals. These are, simply, to 
move lots of people in order to meet costs. 
The steadily decreasing number of passengers 
and greatly increasing deficits of most transit 
companies show that these are elusive goals. 
Originally the goal was to earn profits by

Most of ifu major cities of the world are building 
or planning to build rapid transit systems connecting 

their major actitnty centres. Although the Duomo 
station in AUlan provides direct access to the 

major node of the current thoughts are to 
provide belter access elsewhere in the future so that 

development will be diverted away from this 
preservation area

Pheto' Aziendi Tra$portr Municip*li, Milan



deal with the broader issues of public trans­
port, nor is it interested in new ventures that 
may increase costs. In addition, even if it 
wanted to act more comprehensively, it 
usually has no jurisdiction over related issues, 
including parking policies, development con­
trols, social programmes, and competing 
motor-way construction. Often rapid transit 
companies are separate from surface transport 
companies. In these cases it is not uncommon 
for them to compete directly along the same 
routes to the disadvantage of all. Clearly the 
responsibility for the organization, operation, 
and planning of the comprehensive trans­
portation system for metropolitan areas 
cannot be achieved by the existing transit com­
panies.

Unfortunately, due to historical and politi­
cal precedent, the City Planning Departments 
have little control over the rapid transit 
companies. Many of the companies have been 
in existence for a very long time, and began 
as financially strong organizations, with large 
property holdings and considerable political 
influence. Over the years, although their 
financial situation has deteriorated, cities have 
become dependent on them, and they have 
maintained their political position.

It is in the political arena that most major 
transit decisions are made, due to the size of 
capital costs involved. Since the construction 
of a rapid transit line has usually been con­
sidered solely an engineering task (and this 
may be one of the major problems) the 
proposals by the transportation engineers of

Given a subsidized transportation system and 
a set of comprehensive goals including 
possible social, economic, environmental and 
other community benefits, our transportation 
systems could begin to realize their full 
potential as major contributors to the success­
ful functioning of the community. At present 
these potentials for direct social benefits, for 
catalyzing new residential and commercial 
areas, for private development incentive, for 
the distribution and modulation of activities, 
for the improvement of land values, and 
for the general improvement of our urban 
environment arc not included in transit 
planning.

Organization
Most transit companies retain the organization 
they had when they began as profit-making 
private companies. Generally, there is a board 
of directors, who set policy, a chief executive 
and his staff, and the various operating 
departments, usually with a chief officer in 
charge. Since the companies were, and still 
are, basically railroad companies, there is a 
predominance of transportation engineers on 
their staffs.

This organization concerns itself almost 
exclusively with the efficient operation of its 
trains, and with its increasing financial 
difficulties. It is currently employing techni­
ques such as automated trains and signalling 
in order to reduce operating costs, while 
simultaneously increasing the capacity of its 
ageing infrastructure. It is not organized to

the transit companies are usually accepted, as 
they have the technical experience behind 
them. Attempts by planning staffs to modify 
these proposals to integrate them better into 
the activities of the city are countered with 
warnings of greatly increased costs and of 
possible technical difficulties.

In an attempt to improve on the methods 
described above, and to provide some degree 
of coordination and planning on a more 
comprehensive level, a few cities have made 
organizational changes. Some, such as Stock­
holm and Hamburg, have placed the res­
ponsibility for the control of all public 
transport within the metropolitan region into 
one organization.

Although this is a major step forward, the 
problem remains of the lack of a sound means 
of coordinating roads and parking policies 
with public transport. In almost all cases this 
sector has been kept under the direct control 
of the political decision makers. Unfortu­
nately, their understanding of the critical 
relationship between the two major systems 
has been limited. Lacking a clear transport 
policy, this has often resulted in the funding 
of new public transport systems simulta­
neously with major core area parking and 
roads facilities. The effect has been to in­
crease even more the flow of cars attempting 
to reach the city centre, and losses for public 
transport.

In London, where most public transport 
has been under the control of one organization 
for some time, the Ministry of Transport

5
If transit operators tvant to succeed in their 
competition loith the private car, they 
to the needs of their users. User experiences 
mil have to be improved to eliminate the long 
circuitous v:aiks doton esidltss corridors and stairs. 
Transfers will have to be direct or the distance 
shortened by mechanical means 4, Afeans must be 
provided for the handling of prams, luggage, and 
other necessities 5

must attend 7
Aluch effort goes into the design of the stations 
as static pieces of architecture: Rotterdam 6, and 
Stockholm 7. Very little effort goes into the experierue 
of moving through the construction that makes up 
the transit system.
t Photo: Htnt Kitan 
7 AB Stomockhoimt Localtrank

Well coordinated rapid transit can intensify 
development at stations as shown in this small 
shopping centre in West Berlin 2, ami high 
rise residential area outside Stockholm 3 
2 Berlin Verkehrs Betriebe. 3 AB Storstotkholmr Localcrafik 4, S AB Stoncockholtni Localtrafik

426 AD 9/68



costs as they urge the transportation companies 
to offer increased service.

User experience
For many passengers a trip on the local 
underground railway can be a grim experience. 
The ageing infrastruaure of most systems, 
not renewed because of financial difficulties, is 
dirty, inconvenient, uncomfortable and un­
pleasant. Fonunately, humans seem to be 
very adaptable, and they use what is provided. 
It is interesting to contrast one’s emotions 
upon entering an underground railway and 
say, an airliner. To me, the former is often 
depressing and the latter exhilarating even 
after repeated use. One wonders what the 
same aircraft would seem like 35 to 40 years 
later—the life of transit cars.

It is further interesting to contrast one’s 
emotions and the dull expressions of one’s 
fellow passengers, hurtling through the 
black void, with the experience when the 
train surfaces. After adjusting the eyes to 
daylight, emotions and expressions soar as 
routes, activities, landmarks, weather, topo­
graphy, and seasons can be observed.

Clearly, routes at surface or above produce 
superior user-experiences more easily. How­
ever, the potential damage to community 
environment has discouraged most attempts at 
locating anything but submerged systems 
through built up areas.

recently announced it would place responsi­
bility for all transportation, public and 
private, under the control of the Greater 
London Council.

Coordination
Today’s transport user requires convenient 
service and interchange facilities if he is to 
deny himself the pleasure of driving his own 
car. This means a minimum distance or time 
between modes at transfer points, adequate 
escalators at all changes in level, and a pleasant 
environment. It does not mean long frighten­
ing tunnels with many stairways. All links 
must be direct.

Although everyone agrees on the need for 
coordination it remains elusive. It has 
depended in most cases, on the goodwill of all 
involved, and the results have been mixed.

In addition to the need for coordination of 
programmes and policies, including roads and 
parking, there are such practical matters as 
interchanges of all kinds, park ride and kiss 
ride facilities,* feeder roads, access into 
commercial areas, and pedestrian links. 
Usually these require coordination with and 
between city agencies, and in many cases 
coordinating groups that have been formed for 
this purpose. Unfortunately, these groups 
most often have no authority, and are success­
ful only as long as they meet the wishes of 
their most powerful members.

Many transit systems are reaching out 
beyond the political limits of the city to 
serve commuters. The central city govern­

ment has no jurisdiction over adjoining 
communities, nor can it require funds from 
them for transit construction or operation. 
In most cases some form of regional organiza­
tion has been established to resolve these 
matters. Again, this organization has not 
usually been given adequate authority.

Financial
Most transit companies receive subsidies. 
Exceptions are those in Lisbon, Barcelona 
and Madrid. The work day in these cities still 
includes the two-hour lunch. This permits 
most workers to go home for their lunch, and 
provides the companies with a second mid­
day peak and additional revenues which, 
together with Saturday work days, has 
maintained their solvency. As more business 
firms switch to ‘American hours’ (45 minutes 
for lunch) these additional revenues are 
vanishing.

In most cases the government pays most or 
all construction costs, including tunnels and 
stations. Equipment and rolling stock is 
usually purchased by the transit companies 
with varying governmental credits and sup­
ports. Responsibility for meeting operating 
costs is most often the company’s, and differ­
ent schemes have been devised as to who 
pays financing costs and amortization.

Simply stated, the transit companies are at 
their worst financial condition just when the 
cities need them most. The current financial 
arrangements arc probably transitory with the 
cities assuming more, and perhaps all, of the

Impact
Having seen many of the existing transit

1110
Aiost transit operators are installing automated 
equipment in an attempt to reduce operating 
costs while simultaneously irKreasing the capacity 
of their ageing systems
Photo: Aziendi Trasporti Municipali, Milan

Interchange facilities must be analysed to afford 
maximum convenience for transfer. Direct links 
must be provided to major vehicular expresswaysy 
and adequate, convenient parking facilities 
must be provided at strategic auto transit 
intersections as shown in diagram 9, of the 
proposed terminus of one the rapid transit lines 
planned for Seattle, Washington. Stations must be 
coordinated with development prograrmnes as in 
Rotterdam 10. The mezzanine area of this elevated 
station, protruding toward the undeveloped open 
space, will connect directly with a new shopping 
centre, whose shopping level will match the mezzanine 
level. Parking and sdrrin^ will be below, at ground level. 
Bus ramps can be seen that permit buses to 
discharge passengers at the mezzanine level, and 
receive passengers at ground level. Generous use of 
escalators makes transfers simple and convenient
9 Okamoto/Liskimm 10 Aero-Camera

At surface or above surface, alignments 
provide for a pleasatit journey for the transit user, 
but often diminish community environment and 
amenities. This example in Rotterdam affords a 
wonderful view of the harbour activities at all times 
of the day or year, but blocks residents' views 
Photo: Hant Kaun

t T
T /^ PI |i
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^ Hi 4 Very few graphic designers are involved in she transit 
planning process, despite the critical need for stser 
information. In .Milan these signs were designed by the 
cansuitani architects, Franco Albini and Franca Helg 
Photo: Aziendi Trasporti Municipal!. Milan

* Parkiridc: Commuter leaves his car at parkins lacilitf and takes 
public transport to destination.
Kits,'ride: Commuter is broutht to itetion in morning, (kissed 
|Oodbrel| vehicle leaves station area. In the evening this 
process is reversed.II9
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Form typologysystems there is little doubt in my mind 
about their power to help shape or reshape a 
community. Some examples of this impact 
include:
Greatly increased land values and more 
intense development at station areas.
Concentration of retail facilities and other 
activities.
The withering of the traditional main retail 
district of a capital city, in favour of a new 
district with good transit access.
Renewal of property at stations areas.
Redistribution of residents and the attraction 
of new residents to under-populated areas.
Satellite communities made possible by 
providing rapid links with the city centre.
New development diverted away from sacred 
preservation areas in historical cities.
Changed income structure of a neigh­
bourhood.
Barriers created between communities and 
community assets.
Improvement of a neighbourhood’s desir­
ability by providing good access to jobs, 
schools, and community services.
An alternative provided to the flow’ of private 
cars.

patterns. This is the only way that full 
accessibility and opportunities will be pro­
vided for all members of the community.

Equipment
Industrial firms in many parts of the world 
seem to be engaged in a desperate race to be 
the first to produce the new equipment that 
will solve current transportation problems. 
They clearly see an enormous market if they 
succeed. However, most are seeking solutions 
without first identifying the performance 
standards that their equipment must meet.

In addition, most research and development 
efforts seem focused on the design of com­
ponents rather than of a complete system.

The investment that existing transit com­
panies have in their rolling stock and infra­
structure makes it unlikely that they would 
discard all of it for the ideal new equipment if 
it is produced. This would indicate that an 
evolutionary process is more likely. New 
techniques and equipment may emerge as a 
result of situations where current methods 
cannot cope with specific problems. An area 
like Southern California, for example, where 
the population is so widely dispersed and 
collection systems difficult, may demand and 
produce new solutions.

Design professions
Apart from equipment design, the involve­
ment of design professionals in the transit 
planning process is limited. Due to the major 
technical aspects of these efforts, engineers

With a few exceptions, like the Moscow and 
Paris Metros, most rapid transit systems are 
radial in form. They have developed out­
wards from the city centres to reach outer 

These routes became thecommunities, 
generating force behind the development of 
continuous dense corridors radiating from 
the centre like spokes on a wheel. Some cities 
have managed to capitalize on this, and have 
controlled the use of the land between these
corridors to provide green open spaces.

The radial form for a transit system 
assumes that most journeys are to and from 
the centre. It strongly emphasizes and 
supports the dominating position of the 
Central Business District. Since most offices 
are in the central area the white collar worker 
finds himself well provided for. However, 
the industrial or blue collar worker often 
finds his work place out of the centre of cities. 
His choices of journeys to work are limited. 
He can take rapid transit into the CBD and 
take another radial line out to his job, or he 
can take several circuitous, circumferential 
bus systems, or he can (and usually does, if 
possible) drive his car. The same obtains 
for the elderly, for the children, and all others 
who must rely on public transport, but whose 
destinations are not in the city centre.

Complete networks of efficient public trans­
port, linking all activities and destinations, 
utilizing differing transit modes based on 
needs, must replace the existing radial

With increased understanding of transit’s 
potentials we must discover means to make 
more rational use of them. At present these 
potentials act as unplanned side effects.

Lift: Dif^rams showing 
the predicted impact of 
rapid transit on an area of 
San Francisco. The linear 
‘strip' retail development 
that exists 15, 15 expected 
to change to two retail 
clusters around the two 
stations 16 
Ok«moto/Li(kamm

Section through proposed coordinated development 
along main downtovm station in Seattle, Washington. 
The sides of the mezzanine have been opened to 
permit direct access to multistorey commercial 
buildings, and to allow daylight to enter 
OkamocoXiskamm

■
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Analysis of differing modes of circulation at a 
stiburban station in the new rapid tramit system in 
San Francisco. Analyses such as this are useful in 
evaluating alternative transit solutions in the 
light of the cottununity's development objectives 
Okamoco/Liskamm
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transpvortalion are still not too well understood. 
It is here, however, that all major transporta­
tion decisions arc made, although lacking 
appropriate policies for this purpose. The 
results have often been inconsistent, and have 
led to curious transport solutions.

Communities are, and should be, demand­
ing to know precisely what the impact of 
major new projects, including transportation, 
will be on their environment. Simulation 
techniques are available that enable us to 
portray both the visual experience of move­
ment along alternative transport routes, as 
well as the physical effects these alternatives 
will have upon the community. It is in this 
area that the environmental design pro­
fessional can be an extremely valuable contri­
butor. He can, with multi-disciplinary sup­
port, test various alternatives for their impact 
on the physical, economic and social well­
being of the community, and communicate 
this information to afford opportunities for 
rational selection and decision making. He 
can also participate directly by helping to 
generate transportation proposals, with a 
comprehensive professional team including 
all required technical skills, that focus on the 
full realization of transports potentials for 
service and benefits. This new departure, 
of involving the entire spectrum of planning 
skills to what has been exclusively an engineer­
ing task, has begun in a few instances. We 
must try to broaden the use of this approach 
as the only reasonable one commensurate with 
the scale of the issues involved.

used it was laid by city departments. If 
future transportation systems are to be 
integrated into our environment and play a 
more active role it is clear that the current 
process of transit planning and realization 
requires a broader participation of all en­
vironmental design disciplines.

Summary
The characteristics described above are of the 
average situation. There are of course better 
systems, but also worse.

The pattern that develops from these 
characteristics is that most of the major 
cities of the world are investing or planning 
to invest very large amounts of capital, and to 
disrupt their activities for significant periods 
of time in order to build or expand an under­
ground railway system. These efforts, although 
at an unusually large scale, arc being con­
ducted in a vacuum of comprehensive 
planning and coordination, and without 
adequate organizations for these tasks.

In addition, short range objectives are 
limiting broader community benefits possible 
with integrated transportation. The shortage 
of policies and goals in this area is producing 
some expedient solutions that attempt to 
serve main journey to work corridors, and to 
reduce the flow of private vehicles for this 
purpose. I can think of few other planning 
and construction projects of this magnitude 
that are approached with such limited 
programme criteria.

In the political sector the politics of

are usually in charge. Architects are given 
the responsibility for finishing the structural 
shell of stations, and, where required, at 
grade station buildings. Their tasks include 
finish materials, colours, lighting, graphics, 
and miscellaneous kiosks and benches. The 
architect’s opportunities for design innova­
tions are severely limited by his late admission 
into the process. Usually the structural shell 
has been approved before he enters the scene.

Some transit systems like Paris and San 
Francisco have engaged private architects to 
do this work. Most others have used staff 
architects from their organizations or city 
departments. In the United States private 
architects have been introduced into the 
planning process at various times. In San 
Francisco they began when the project had 
already been fairly well developed. In 
W'ashington, D.C., the architect was com­
missioned and began simultaneously with the 
engineer. In Seattle, a full design team 
including engineers, architects, urban de­
signers, planners, economists, sociologists, 
graphic designers, public administrators, and 
others have been working together to develop 
the transportation system for that area.

Although graphics is such an important 
element in transportation, none of the systems 
engaged graphic designers. Some had their 
type-face and posters designed by a graphics 
artist many years ago and are continuing with 
these models.

None of the European systems worked with 
landscape architects. Where planting was □

5^

9

IB
Sketch of the physical organization of the various 
circulation modes of the proposed rapid transit 
system for Seattle, Washington, 17, includit^ 
direct expressway access, and park ride and kiss ride 
facilities, pedestrian links, and local and express 
bus access directly to station platform level 18 
Okamoto*Liikamm

Right ‘Access Tree' 19, developed by the Regional 
Plan Association of NetoYork. Utilizing this 
system large-scale development would be 
concentrated at stations, producittg variety in dense 
urban areas. The roots are the commuter trains 
and subways, the final delivery system of 77 per cent 
of the Atanhattan central business district's 
two million workers. The trunks are high-speed 
elevators and escalators leading to the branches or 
office corridors and sidewalks. The large 
mezzanine and train stations are partially open 
to air and light
Urban desi(n contuUant: Kai Y. Okamoto
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Traffic in towns today means 
motorways, fly-overs and bridges— 
looming ever larger over their 
surroundings. Towns are 
disintegrating under the impact of 
traffic engineering. Architects 
are being left to build on the bits 
in between.

The population explosion, increasing affluence 
and desire for mobility are all factors contribu­
ting to the continuing growth of car owner­
ship. A widespread belief exists however 
among planners and traffic engineers, not to 
mention politicians, that the car can remain 
with us, used in much the same way as today, 
until the end of this century and, because of 
this, the reconstruction of the city fabric, to 
allow for its greater use, is essential for its 
survival. ‘Unless we do this,’ wx are warned, 
‘our cities are doomed, and only the prototype 
city, closely resembling Los Angeles will 
survive.’

or are old enough to drive; many are too old; 
together these may number 25 per cent of the 
population or more. But even of those that can 
and like driving, many may, given free choice, 
prefer to do so for only certain journeys, partly 
dependent on how good the alternatives are. 
Few cities in the world are rich enough to 
provide for a decent built environment with 
anything like full car use, so that it is now 
generally recognized that an alternative to 
private car transport has to be provided—in 
the form of public transport. The role that this 
could play in the future is important. As 
architects and planners (being car owners), 
most of us are guilty of never having given 
public transport much serious thought, the car 
providing an ideal excuse for more stimulating 
imagery (traffic architecture) than that given 
by such archaic forms of public transport as 
the double-decker bus.

There arc some aspects of this mythology— 
for such it is—that require discussion. There 
is a growing awareness that designing cities 
around cars may not, and should not, be the 
only way. Not all people can drive or afford cars.
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/. London railway and underground map showifig 
lines radiatit^ from the centre but few linkages for 
crosS'city movements, which have to be made by bus 
or car on an increasir^ly overloaded road network

ft

atTKO
n«

4. Map showing disposition of sub-centre interchanges, 
Tokyo, where new development tends to increase 
congestion, although reducing pressure on the city 
centre itself 
I'ArcMtcturt ^'Aujourd'hui

2. Grid superimposed on a radial network

3. Transgrid 
proposed by 
Thomas Stelson 
giving the 
simplest linkages, 
eliminating 
branchuig 

■* geometry, which 
. although it

requires efficient 
' interchanges does 
- mean that new 

transport 
systems can be 

4 introduced in 
4 stages as required

f

4-

n 4-4
4-

i- t-f 5. One million commuters pass through Shinjuku 
interchange station, Tokyo each day. Such a station, 
although well designed, raises the question of the 
wisdom of building high capcwity systems compared 
with fine mesh lower capacity networks which would 
spread rather than concentrate pressuresi

Station or stop. A network of this kind clearly 
avoids the inherent problem raised by existing 
rapid transit technology—that of justifying its 
high potential capacity (40-60,000 persons an 
hour) and correspondingly high capital cost— 
for rarely are such systems overloaded 
throughout their length, throughout the day. 
Lower capacity systems on fine mesh net­
works could give better service, making sta­
tions closer to homes and work places, 
spreading rather than increasing pressures and 
so avoiding the problem of handling people in 
present-day high-capacity systems (Tokyo 
Central handles 500,000 people in one day). 
Small scale networks would need to cost sub­
stantially less than present-day rapid transit 
systems to make them feasible and would 
require to be closely tied in with land uses, 
present and future. They could be a useful 
goal for a coordinated transport authority. >

form ideal transport networks should take was 
put forward in a paper (presented in 1967 in 
Pittsburgh to the Second International Con­
ference on Urban Transportation) by Professor 
Thomas Stelson, who suggested that a simpli­
fied grid could be laid across a city consisting 
of movement systems to serve public transport. 
Initially these might be existing roads, freed 
from other traffic, or existing railways, and on 
these could run shuttle buses or shuttle train 
services. As new technology developed, new 
systems would be added and interchange be­
tween each system would be excellent, the 
service being frequent; long waits occasioned 
by running to time being eliminated. The 
system being ‘unconnected’—that is, having no 
branches—new links could be made as neces­
sary and an eventual network on a half-mile 
grid covering a city could make any origin or 
destination only 5 or 10 minutes walk from a

Public transport
The network

Our existing cities are obliged to use still the 
inherited road and rail networks, often centu­
ries old or at least 50 years old. Most railways 
are radial systems built for travel into city 
centres from peripheral residential areas and so 
unsuitable for cross-city trips. Road networks 
are often sufficient for these cross trips to be 
made; but motorway construction is often 
necessary in cities w'ith large car usage, to 
counteract congestion. Such roads relieve 
pressure on central streets and may help to 
create new workplaces outside the centre. 
Transit planning, however, has a tendency to 
perpetuate existing ‘maximum desire lines’ of 
people, and so tends to increase pressures on 
the city centre rather than decrease them. 
The importance of new thinking about the
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present car design is possible today, given 
government incentive for the industry to 
change; but it is doubtful whether either 
method would solve congestion problems—or 
merely increase them. Studies are under way 
at the Road Research Laboratory into methods 
of pricing roads which could greatly change 
present car use, the driver paying as he drives 
—more in congested areas, less in others— 
rather than an annual road tax. Of the studies 
into new systems of transport, two in the USA 
are important, although not revolutionary. A 
twenty-seater minibus system has undergone

trials in Washington DC with success, carrying 
two million passengers in the first year— 
double that expected. Subsequent studies by 
the Road Research Laboratory have shown 
that small buses of this kind have great advan­
tages (particularly for the passenger) compared 
with traditional large buses, giving shorter 
waiting and faster travelling time due to their 
greater manoeuvrability. Proposals have also 
been made in the USA to use such buses in 
low-density residential areas (where public 
transport is difficult to operate economically) 
directed under computer-radio control, to

Hardware—a limited vocabulary 
The range of present-day transport systems 
leaves much to be desired, the bus changing 
little in the last 30 years and the subway 
operating much as it did in the nineteenth 
century. Cars and taxis move and are used in 
an unchanging way, the only improvements 
being to roads rather than the vehicles. Inno­
vations have been proposed for automatic 
highways and technically these are completely 
feasible today, probably quadrupling present 
highway capacity. Universal minicar use could 
treble road capacities, and innovation in

•i.

WAUIIN4 AERIALS 
UNDER ROAD

VEHICLE OVER DETECTOR 
LOOP CALISES MARNIMO 
SKAtAl TO M TRANSMITTED

fOLtOWIMt VEHICLE 
__^.'^RECtlTlS MARHINC. SlCNAt 

INDICRXNC PRESENCE AND 
BISTAMCL OP VEHICLE AHEAD AND 

CRH ADJUST ITS SPEED ACCOEDIN'.lY

I SICNAL TO 
MAANIKC AERIALSA

6. Bus map cf central London, showing bow a 
iheortiically flexible sysietn has, in fact, followed the 
main roads. Travel speeds at peak hours can be 
low as 4 m.p.h., due to congestion

4MLISION WAANINC 

^^TRANSMITTER
DETECTOR LOOPS 

UNDER ROAO. PSD 
*>ITH AlTEEHATINO

CURRENT

p. Automatic highways and vehicles have been found technically feasible—at a price. Used by small, hired 
vehicles they could be useful, provided parking were kept peripheral to central areas 
ftesDorcJi D/I Rood Traffic, HMSO 1965
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7. The Prince on the Tube, 1890. Operation of 
underground railways today are much the same 
as then. . . History of London Trarrspoit

1

to, II. Road pricing meters 
now under test at the Road 
Research Laboratory 
would require a motorist 
to 'pay as he drives',
The meter shown is 
actuated by passing over 
cables set at intervals in 
the road bed 
Photos: Topix

n8. Small cars on specially segregated roads could 
treble road capacity, but in no way solve congestion

Cors for Ciiiesin existing central areas
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pick up people en route like a taxi, at less cost.
Although such small bus systems may give 

excellent service in heavy traffic, travel speeds 
can be very slow (in Washington average speed 
is 4 m.p.h.—just over walking speed); also 
man-power costs arc now often 6o per cent of 
operating costs; so that development of auto­
mated systems segregated above or below 
traffic must come. In Britain today only one 
system is under detailed study, the automatic 
taxi* (closely resembling the US Tcletrans 
system) in which small four-seater vehicles are 
entered at a station, operated only when re­

quired; the destination being reached without 
the passenger interchanging or stopping at 
intermediate stations. In the USA only one 
serious alternative to existing rapid transit has 
been developed—the Westinghouse ‘Skybus’ 
in which sm^l rubber-tyred vehicles, requiring 
no guards or drivers, run on a track under 
computer operation for 24 hours a day. The 
system appears to have only two shortcomings; 
its cost (as costly as existing rapid transit) and 
its size (it is still too large to run elevated 
through a central area). But its interest lies in 
its resemblance to a lift in a building, requiring

no operators, w'ith a high degree of safety. 
(Last year, of 500 million miles travelled by lifts 
in the USA only one person died.)

In one particular held, development is 
seriously lacking, in that of systems of move­
ment for the 1-3 mile range. Shallow under­
ground railways can give reasonable service 
but are costly to build and often offer infre­
quent service at off-peak periods. New systems 
would ideally, be cheap enough to allow 
extensive networks possible, small in scale and 
silent enough to make them acceptable over­
head in any street except those of great

12. In the US radio-dispatched minibuses are to be 
used in lotv density residential areaSt to pick up and 
drop passengers en route like a taxiy but at lotuer 
cost. The Washington trial service has carried tieo 
million passengers in the first year 
Photo: US Information S«rvic«

U*
failI

77, 18. Small, silent secondary movement systems 
having a capacity of yooo people an hour in each 
direction, teilh no waiting, are possible. Later 
redevelopment could mean that they run Kiihin 
buildings. The section shows station connecting 
directly by escalator with the underground. The cost 
of the system is one fifth that of the Underground 
Project. B. Richards

t6. Washington minibus successfully uses flat 5 cent 
fare on the honour system, passetigers leat ing money 
in a box on entering

13, 14. The Westinghouse Skybus is the only serious 
alternative to compete with existing rapid transit 
systems. Carrying up to 20,000 persons per hour its 
capacity is still too high for most corridors in the US 
and its size too large to make it acceptable over 
streets in a central area. Its interest lies in its 
capability of running automatically under computer 
control, without crew

./

\ -icfa

iki
20. Periodic proposals are made to solve transport 
problems with the wrong system. Here is a monorail 
study, by the GLC Conservative Party, proposing a 
Safege system on fleer Street

19. Existing rapid transit is too large and noisy to be 
acceptable when elevated in central areas. The 
o/lernafive »$ cojtb’ lunneim,?, as in the open-cut 
tunnel shown here under consmwtion
Stodtverkehr (astern haute meeftn. Munich I9£5

l^. Costly machines for money chattgirtg and issuing 
tickets point towards a need to simplify methods of 
^ying for travel 
Minchestar Study

*See pace 440
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Pedestrian 
Densities 
12:30-1:30 PM
Legend;

Over 500 Pertens/Ft. of Sidewalk

300-500 Per»on*/Ft. of Sidewalk

>50-300 Perionf/Fl. of Sidewalk 

1 J Under 150 Penons/Ft. of Sidewalk

21. Pedestrian density studies, such as this for Lower Manhattan, are needed due to overdeme development, and 
lack of pedestrian-vehicle segregation. Introduction of adequate systems of horizontal movement could 
encourage the spread of such development, decreasing pressures

architectural significance. They need not be 
fast—8-15 m.p.h. is still double many existing 
travel speeds—but should be continuous 
rather than intermittent, requiring no waiting 
at boarding points. They would be routed to 
serve the needs of pedestrian movement 
within the city, requiring close analysis of 
these movements (the recently completed 
£600,000 London Traffic Survey tells us much 
about vehicle movement but nothing about the 
movement of pedestrians). The use of these 
systems could be widespread, varying from 
those of city business to shoppers’ ‘park and 
ride’ trips. Motorways and vast parldng silos 
are too often planned ludicrously close to city 
centres ‘to be within walking distance’ of 
shops. Alternatives must be found to help to 
solve this problem, cheap enough and enjoy­
able to ride on.

A serious lack of imaginative development 
and experiment exists too in providing good 
alternative methods of servicing cities. Off- 
peak servicing experiments arc under way in 
London and have shown promising results, 
but in the future newer methods of handling 
goods may become economic and practicable.
Containerization and new handling methods 
may lead to this.

22. Development of transport systems v>as easier in the jpi 
Exhibition 1900, designed, tested and built in 2 years, carrit

23, 24. Deck develop­
ments are convinciitg 
only when given a high 
degree of protection 
against weather as in the 
Skyway Concourse 
designed for St Paul, 
Minnesota, fcj; Hammel 
Green and Abrahamson, 
Inc. The Skyway ii 
strictly an upper level 
pedestrian watktDoy, and 
produces relatively few 
ill effects upon the 
ambient environment 
below. There are 
however, many 
mechanical systems—i.e. 
rapid transit—in which 
the amounts of noise, 
odour and dirt that are 
produced and the sun­
light, views and air 
space that are eliminated 
becomes so oppressive 
that the tendency to 
separate the circulation 
level from the particular 
mechanical technology in 
the decision making 
must be questioned

The city section
The roles of politician, planner, transport 
authority and architect must of necessity come 
together if public transport is to assume any
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2S- Proposal for Ludgaie Circus; shotving that over- 
croti'ded pavements and traffic congestion have long 
been toith us

26. Underground pedestrian arcades like those 
proposed for Philadelphia, may require their own 
internal transport system as they extendI

i

t

bf

27. Large scale deck developments as in the Barbican, London, will not be used unless new transport systems are 
developed to serve them, and a high degree of weather protection afforded Photo: S»ndr» Lousidi

Hlury. \The, 2i-mile 2-speed movittg platform at the Paris 
million people in 6 months, by which time it paid for itself

importance. Decisions may range from those 
of large-scale policy-decisions affecting the 
future disposition of land uses and how they 
are to be served by transport, down to detailed 
decisions regarding the selection of the best 
transport system and the physical level at 
which it is to run. A fundamental decision, for 
example, to place a transit system underground, 
will affect the lives of millions of travellers by 
a design decision regarding the physical level 
at which they are to move on foot, to work or to 
shop. Both at Philadelphia' and Montreal*, 
underground stations closely integrated with 
the new buildings around them have deter­
mined, possibly for all time, the level at which 
future pedestrian movement will take place. 
Such decisions to put people underground 
may be no worse or better than a decision to 
put them at any other level—provided such a 
decision is reinforced with a correspondingly 
high degree of investment and a technical 
expertise to ensure light and air-conditioning 
of the spaces so formed. Only gradually is it 
being realized that deck development may be 
ineffective without heavy investment both in 
weather protection or mechanical means of 
changing level.

In all development, transport plays a key 
role and public transport must have excellence 
if it is to succeed in helping to improve the 
quality of urban life.
‘AO 3/«B
MO 7/67 ind 1/682q. Proposed extent of Aiinnesota's St Paul Skyway network of bridges, interior nodes and corridors
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evinced for this condusion and the arguments 
used, it is impossible to assert that this is the 
ideal structure; for so much depends upon the 
precise meaning, in practice, of freedom of 
choice in relation to an individual's decisions 
regarding location and destination.

For the first time, perhaps, some reasoned 
(and fairly compelling) arguments for a linear 
form of development were weighed, on the 
basis of common criteria, against those for 
more centre-orientated forms.

NETWORK
STRUCTURES
Notes on the South Hants sub-region— 
possible site for a new city of H million 
inhabitants by Peter J. Hills

Report in The Guardian: July llth, 1968.

Count«rma|n«t

Mr Grecowood told the Common* that he tcceptcd Professor 
Buchanan’s assessment that major growth in the area was possible, 
and also the view that South Hampshire could be one of a series of 
Cftuntermagnea to London on the fringes of the South.e**c region. 
However, a new town development corporation would not be an 
appropriate administrative machine since much of the population

Srowth would be the children of people already living in the area, 
le added:
‘1 therefore welcome the decision of the three authorities to 

establish the necessary joint machinery to plan the area compre­
hensively, and to study the possibility of a planned intake of popu­
lation—a step which could make a valuable contribution to the 
relief of overcrowding in London,’

-H-H- rrr-rj

t

s I
If .

t
t

f Ut Iwji

«KlMW» I^MMl* • « •■•'W *
\sr
1
I MR III - - —. -I

1 IThe search for an urban structure that maxi­
mizes freedom of choice
Much of the theoretical work undertaken in 
the South Hampshire Study was centred on 
this question: ‘how can one devise an urban 
structure which will allow for the growth in 
population that is contemplated, accommodate 
the changes in land use and activity that are 
foreseeable, and yet provide vastly more 
freedom of choice than there exists in the area 
at present?* This involved consideration of 
the various characteristics of the three fun­
damental structural arrangements shown here; 
the assumption being that any structure one 
might dream up w’ould always be a variant of 
one of the three basic alternatives.
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The diagrams above were intended to show 
how the various elements in the urban struc­
ture (or ‘sub-systems’ as they were called) 
would endeavour to locate within the frame­
work provided by the directional grid. Whilst 
this is highly theoretical and would be subject 
to considerable distortion in practice, due to 
physical and economic constraints, it is never­
theless very interesting to note the profound 
effect that transport considerations have in 
determining location. Not only is accessibility 
viewed as the major determinant, whether it 
be to markets or retail outlets for a manufac­
turer or to workplaces, shops and schools for 
the ordinary citizen; but also an hierarchical 
structure is strongly reinforced by the direc­
tional grid.

f
♦

The introduction to the Feasibility Report on 
the prospects of a Solent City* pointed to the 
‘possibilities of a new kind of metropolitan 
area’ for people who ‘may or may not be more 
affluent and more leisurely than we are today, 
but who are certain to be better educated’. 
One of the most important prerequisites for 
the educated man is freedom of choice without 
which he has nothing upon which to exercise 
his newly-acquired skills of judgment and 
discernment.

It only requires brief study of this ‘genera­
lized land-use’ map of the sub-region as it 
exists today, to realize just how dependent 
each part of the development is upon its 
‘parent’ town or village. The historical, 
cumulative process of peripheral suburban 
growth and scattered, haphazard rural develop­
ment, each relying wholly upon the inade­
quacies of an inherited transport system, 
cannot hope to provide the degree of freedom 
in choice of location and destination that the 
present generation demands and that future 
generations will come to expect.
'South HompshittStudf, Colin Buchinan and Partners H.M.S.0.1966 
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The 'preferred' structure—but is it ideal?
The conclusion that was reached as a result of 
this theoretical approach was that the biased 
or ‘directional’ grid was to be preferred. Of 
course, even going back now over the evidence
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this IS not to anticipate 
the end of the Automobile Age 

but to hold in question 
the importance of the 

car in the future
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Solid Grade Arboi ite is a x 
solid plastic laminate. Manu- 
facturetl to order in any thickness 
from i' to li'. E.xceptionally rigid 
with high impact strength an<l a decor- N 
ative finish on both sides. Solid grade is 
ideal used upright for shower cubicles, lav­
atory partitions and doors-horizontally for '■ 
benchtops or counters. Any place, in fact, 
where you might otherwise have had to use a 
laminate bonded to a core. But because it is 
not core-bonded. Solid Grade Arborite can't 
separate even where conditions are hot or itamp.

\

Stand Solid Grade upright 
and it’s a bunch of showers

rBut there’s a lot more to 
Arborite than that. In addition to 
standard thicknesses of and Jr", 
there are thicknesses and special 
grades to meet practically every 
kimi of application. Also Post- 
foi'ming grade for finely contoured 
working surfaces. Bending grade 
for fonning larger radii. Fire- 
retardant grade to comply with the 
surface spi'ead of fiame regulations. 
And there are over 150 plain 
colours, patterns, wooilgi'ains and 
marbles, all available in Arborite's 
five grades. Standaid sheet sizes 
are 10' x 4’ and 8' x 4' with others, 
including 12' x 5', available. 
Arborite comes in three finislies:

high gloss, furniture finish (semi- 
matt) and texture finish.

If you need any kind of informa­
tion, or advice, please call our tech­
nical service. They’d be delighted 
to help.

Plea.se send me Ai borite literature and 
samples.

NAME.

ADDRESS.

r’Arboriter
COMPANY.7 Dicoiurm u/uwATf
To: Arborite Ud., Hilton House, 
r>4-58 Uxbriilge Hoail, Ealing W.5. 
Tel: 01-567 0116

DOMTAR
Arbonu standard 
grad« ) compliei 
with the mechanical 
propemet of fiS.3794

AO/13/1
J
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WeVe putting it up at Heals.
Miles of it.
I think its the best thing that's 
happened to lighting since Edisonj

Christopher Heal: convert
with our ever-changing floor 
plans and displays very 
competently. We have used it 
suspended from the ceiling. 
It’s unobtrusive, safe and 
well made. There is no 
comparable system. Seeing’s 
believing. Come and see for 
yourselves. Heal’s have it.’

it in one department.
That was two years ago. We 
are now fitting Lytespan 
extensively because we see 
that it offers something that 
other systems don’t—extreme 
flexibility—and that’s vital in 
this shop.
This track system can cope

‘When we were discussing the 
refitting of the showrooms, our 
design department suggested 
that we used Lytespan. We 
were very dubious because 
although this equipment had 
been known to us, we felt that 
it might be a bit extravagant 
However, we agreed to install

Lytespan Lighting Track by Rotaf lex Concord
leading lights

Contact: ROTAFLEX (Great Britain) LTD., ROTAFLEX HOUSE, CITY ROAD, LONDON, E.C.l. TEL; 01-263 8371 
Lytenpun wa registered trade mark and is patented.
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AUTOAMTIC
TRANSPORT
TOWN
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An 'Integral City’ project* by the Swiss 
architect Fritz Haller for a city, to be built 
up in stages, which can grow eventually 
to 61 million people. There are no roads 
in the city or rr>otor vehicles. The trans­
port system upon which all planning is 
based is an integrated transport system 
using automatic cars.

t-I
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I

t tI Ground plan of a section of the town 
(level 00).
A fast and slow moving conveyor belt 
within route buildings containing light 
industry and shops, connecting residen­
tial Unite blocks with neighbourhood 
centres.
6. Interchange for automata cars parked 
vertically in paternoster racks. The cars 
are computer programmed to travel on 
insertion of a punched card, without 
stopping, to other centres. Goods are 
delivered likewise by automatic cars. 
The cars are similar to those of the Tele- 
trans system (see p. 440) being developed 
for US airports.

1 large space for supply and service 
centres: shopping centres, informa­
tion, administration, health and enter­
tainment

2 shopping centre and automatic transit 
system stations above the level 00, 
high-rise building, with offices, hotel, 
flats, etc.

3 paternoster vehicle storage
4 conveyor paths 0-8 m/sec (slow)
5 conveyor paths 0-8 m/sec (stow) 

and 1-6 m/sec (fast)
6 large spaces, divisible as recreation 

and work rooms for young people 
12-20 years old, rooms for health and 
recreation, places for worship, etc,, 
green spaces in e2

7 gymnasia and playing areas for the 
schools of p2

8 swimming pools
9 games areas (football, tennis, hockey, 

etc.)
10 sports stadium
II automatic transit system
12 cemetery
13 hospital and clinic for 2000 patients
14 forests
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V?E ft)4• 4 42 Ground plan (level 01) and section of 

the automatic transit system interchange, 
corresponding to B on the upper plan.

1 paternosters vehicle storage
2 automatic cars departure stations
3 automatic cars in arrival stations
4 departing automatic cars on the 

starting tracks
5 departing automatic cars
6 arriving automatic cars
7 escalator to level 00
8 shopping centre
9 automats

10 utilities for levels 00
11 high-rise structure with work and liv­

ing spaces tor those who maintain the 
utilities in the large spaces below
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It takes a dozen tiles and as many seconds •••
.,. to show you the full effect of Marleyflex Tuscan
Don’t mess around with snippets and single tiles. See the full effect on ioui 
office floor. Get our man to show you the full range. He'll tell you fust two 
things. That Marleyflex Tuscan vinyl asbestos tiles are the nearest you'll get 
to real Tuscan marble. So close to nature that no two can ever be the same.
And that no one else in Europe makes them.
Then he'll leave you alone. With a colour swatch and specification leaflet. 
We know he won’t need to persuade you : Tuscan sells itself. All you do
is mail the coupon. Included m Barbour Index

To Marley Floors. Sevenoaks, Kent.
I have cleared a space for a dozen tiles. Ask your man to phone
for an appointment.

I ) I prefer to rely on my imagination, so just send me a colour swatch
and specification leaflet.

Name.

Company.'Practice/Aothomy,

Address.
04Telephone.

SEVENOAKS • KENTICJ MARLBY Tel: Sevenoaks 55255
Telex: 95231f=t-CDCDPiS

\
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Mini*movement hardware
The range of mini-movement hardware is 
at iast showing signs of responding to 
the potential demand. Development of 
some of the systems may take anything 
up to five years to be operational, partly 
on account of the trials which public 
authorities insist on before licensing the 
systems.

1

3

Initially through pressure of numbers 
they may first be tried at airports, but 
later many of them would be suitable 
for use in cities, for example between 
parking facilities and core areas. Two 
point to point systems are illustrated, one 
for Tampa Airport. Florida, by Westing- 
house, uses two modified transit express­
way systems with lift doors at the station 
platforms 1, 2. It carries 100 standing 
passengers 1000 feet to the terminal with 
a flow of 5000 people an hour. At Paris 
Nord a more advanced system, the Trans- 
veyor 3, 4. designed by the Battelle 
Institute with Sud Aviation (Concorde 
builders), uses large escalator platforms, 
with folding doors at front and back, no 
waiting is required, the platforms travel­
ling half a mile at 15 m.p.h. slowing at 
each end to the speed of an escalator. 
At Houston Airport 5, 6 a small-scale 
automatic train, 7fl 6in high, 5ft wide 
and 45ft long, will carry 1200 people an 
hour with no driver, and free of charge 
between parking lot and terminal build­
ings.

Development is under way in the UK 
of an automatic self-routing taxi 7, 8 by 
Brush which uses four-person vehicles, 
programmed by computer to run auto­
matically without change between any 
2 stations on insertion of a punched card 
as in the similar system developed by 
the Teletrans Corp. (USA) 9, Tracks 
are small enough to be of low cost, about 
£100,000 per single track mile. The 
scheme is being developed with NRDC 
and has the support of the Ministry of 
Transport.

Phase 2 of the Disney Epcot city 10 
in Florida may use the Peoplemover 
system 11 now under trial at Disneyland. 
Four-seat cabins run automatically at 
7 m.p.h. on an elevated 6ft wide concrete 
guideway driven by electric motors at 
close intervals. Boarding is done from a 
continuously moving revolving platform 
approached centrally by conveyors. The 
system is shown in the plan radiating 
from the core area into residential areas, 
so that stations are within walking dis­
tance of each home, and parking can be 
reduced in the central area. The Dasha- 
veyor system consists of six-seater 
cabins 12, 13 which are electrically pro­
pelled and remote-controlled to slow 
down or accelerate to speeds of up to 
80 m.p.h. A copper mine in Michigan 
uses five miles of the system enclosed 
within a tubular guideway, replacing the 
existing railway system.

5
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Room for improvement?
Most homes have it, if only in a small way. 
And in this room there was plenty of scope — 
for the owner, for the designer, for the 
installer, for Leonard thermostatic showers.

Room
fora
shower
Every home can use a handy, hygienic 
shower-in-a-moment I Most homes can 
find unused space somewhere for what is 
virtually a second bathroom. And 
remember — in certain circumstances Local 
Authority grants are available.
This is the type of suggestion we have been 
making to the general public. They, in their 
thousands, have been writing to us or seeing 
us at exhibitions, showrooms, etc. If you 
would like to know what we have been 
telling them see us at The Shower Centre, 
138 Theobalds Road, London, W.C.1, or 
write to The Shower Information Bureau, 
Whaddon Works, Cheltenham.

a Leonard
thermostatic
shower
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ALEXANDER Laminated clast known as VHRG Kas a 
breakinf strencth 5>IO times that of ordinary 
laminated class. When tested under conditions 
simulatinc a head impactinc * windscreen Che 
class acted like a net receivinc the head.

L8 Combination kitchen unit 
New Era Commercial Refrigeration Ser­
vices Lid., 124 Crichlewood Broadway, 
London, NW2
Suitable for installation in small flats 
and other dwellings where space is 
limited, the Beekay Mini Kitchen com­
bines in one unit a refrigerator, hotplate, 
sink and storage cupboard. The stainless 
steel sink unit incorporates a bowl on 
one side and two hotplates on the other, 
sealed into the top. Beneath the sink top 
a white stove enamelled cabinet houses 
a 4-8 cubic foot refrigerator with a two- 
star freezer compartment, and a storage 
unit with a door identical to that provided 
for the refrigerator. Size approximately 
3ft high, 3ft 3iin wide and 2fl deep. 
Price £104 9s6d.

LI Flexible glass
Glaverbel, GiHy, Rue de la Discipline, Brussels, Belgium
A new type of glass expected to have a considerable range of 
applications, has now been developed. The makers claim that 
the glass has strength and flexibility comparable with some types 

' of steel and is very resistant to chipping. A sheet approximately 
1ft square by 2mm thick is capable of supporting a 2401b man, 
and the glass is sufficiently flexible to allow a sheet 1ft wide by 
3ft 4in long, 1mm thick, to be bent to a radius of 1ft. Known as 
VHRG, the material is expected to provide important develop­
ments in windscreen design. Laminated with a thin plastic 
interlayer it is more resistant to shattering by flying stones than 

I normal windscreens nearly twice as thick. An additional advan- 
! tage is that if a passenger is flung at the windscreen on 
I impact, the flexible character of the glass enables it to act as a 
I net, producing progressive deceleration and minimizing injury.

DEVELOPHeiS
To obtain additional information about 
any of the items described below, circle 
Iheir code numbers (LI, L2 . . . etc.) on 
the Readers' Service Card inserted in 
this magazine.

Ti
up for cleaning between the panes and 
to give access to the optional Venetian 
blind. Available in any size up to 48sq. ft. 
No beads are required for glazing. The 
panes are simply slotted from the top 
into gaskets set m the frames, and held 
in place by the top member, which is 
screwed into position.

L2 Glass blocks
Pilkington Brothers Lid., St. Helens 
Lancashire
A new range of 'Insuiight' glass blcx^ks, 
in metric dimensions, includes for the 
first time coloured blocks in red, amber, 
blue and green. For the clear blocks, a 
new white glass will be used which 
eliminates green tint. Sizes 190mm and 
240mm sq. 240mm x 115mm, all 80mm 
thick.

L9 Ceiling lighting panel 
Isora Integrated Ceilings Limited, 
Buckingham Avenue West, Slough, Bucks. 
The Minaret lighting panel is formed 
from rigid light-stabilized PVC -025in 
thick, and has an initial light trans­
mission of 50 per cent. The dust covers 
have a transmission of 80 per cent. The 
PVC material is self-extinguishing and 
has been accepted as such under the 
1965 building regulations. Size, 24in sq.

1

L4 Plastics window 
Peters Meiallbau KG.. 2 Hamburg-Fried- 
nchsgabe, Posifach 1B0 
Utilizing two basic profiles for side-, 
bottom- and top-hung casements and 
for vertically and horizontally pivoting 
casements, the System Petal range 
employs ail-plastics hollow extruded sec­
tions. The double-walled structure avoids 
‘cold bridging' and the hollow cores can 
be used to accommodate stiffening sec­
tions for very large window units. Claimed 
to be proof against chemical attack from 
atmospheric conditions and industrial 
waste gases. Available in white or grey.

L10 Steel reinforced plastic sheet 
Genie Chtmique fndustriel, 4 flue Ficairer, 
92 Courbevoie, France 
Armaplex consists of an unplasticized 
PVC sheet on to which a perforated 
steel sheet is fixed by a hot pressing 
process. The resulting strength of the 
composite sheet is determined by the 
size of perforation. The material is 
claimed to have an expansion coefficient 
similar to that of steel and excellent 
mechanical characteristics,

L11 Fixing device
FEB {Great Britain) Lid., Albany Road, 
Manchester, 21
The Febolt is a fixing bolt deriving grip 
from the outward expansion of a sleeve 
which is compressed by the tightening 
of a nut. It is said to be suitable for fixing 
in all types of soft and hard materials, 
and particularly applicable to cellular 
and lightweight construction. Sizes, j^«in 
to |in diameter, 1 in to 9in long.

L5 Digital clock
Fonadek International Ltd., Harborne, 
Birmingham, 17
The Model 601 displays date, day, hour 
and minute on moving cards, and frac­
tions of a minute on the edge of a rotating 
wheel. The aluminium case has grey 
plastic end panels and a glass front, and 
incorporates a small neon light to illumi­
nate the hour and minute sections. Size, 
8iin long x 4in high x 3iin. Price £1815s.

L3 Aluminium window 
Heywood-He/liwe/l Limited, Bayhall Works, 
Huddersfield
The Swedish Elumin anodized aluminium 
window now manufactured under licence 
in this country is claimed to have more 
built-in design features than any other 
window on the market. A neoprene strip 
forms a thermal break between the 
inner and outer double glazing frames, 
reducing condensation. The airspace of 
2|in provides heat and sound insulation. 
The inner double glazed unit can be 
completely detached, and the frames, 
which are reversible through leC^, open

L12 Wood wool roof decking
The Mariey Tile Company, Storrington,
Sussex
The Junior Long Span system is a new 
variation of the present Long Span 
system, employing 2>n wood wool slabs 
instead of 3in, and suitable for spans up to ^ instead of 12ft. Savings can be as 
great as 20 per cent. Both systems can 
be supplied pre-screeded and with 
various soffit finishes if required. t>442

L7 Flexible door
William Newman <S Sons Ltd., Hospital 
Street, Birmingham, 19 
Neway Clearflex doors have an upper 
section of clear PVC and a lower section 
of heavy duty rubber or Neoprene. The 
exposed edges of the panels are protec­
ted by a stainless steel nosing. Suitable 
for openings up to 8ft 6in x 8ft.

L6 Automatic filing system 
Codon and Associates Ltd., 25a Kensington 
Church Street, London, W8 
The Catalog Rack is a power filing 
system which enables catalogues and 
looseleaf material to be brought to the 
operator at the touch of a button. It 
makes full use of the vertical space up to 
a 10ft ceiling by working on a principle
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We want you to see

That's why we're sending our flooring 
representative to call at your office. To tell 
y^ why VINYL 80 is the finest sheet 

flooring available today. See him if 
.you can. His information will certainly 

be valuable-to you, and to your 
clients. Remember-VINYL 80.
A new sheet flooring from Marley

Included in Barbour Index

E5^AT/l/?££y
SEVENOAKS • KENT
Tel: Sevenoaks 55256 Telex: 95231
London showrooms:
411-413 Oxford Street W1 
Branches throughout the country, 
see local directories

\
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Hituf is a standard cable consisting ot 
one, two, three or four cores, PVC insu­
lated and PVC sheathed, but covered 
with an oversheath of specially hardened 
black unplasticized PVC. The cable can 
withstand rough handling yet is flexible 
enough to make up easily manageable 
coils. It is claimed that the conduit can 
be embedded direct in walls, buried 
underground even in waterlogged 
trenches.

L27 Building panels
William Malhnson and Sons, 130 Hackney 
Road, London. E2
MaUite SF and Mallite LR building panels 
are for high and low rise buildings 
respectively. The core material for 
each panel consists of densified flax- 
board with asbestos wood or hardboard 
faces. The panel thicknesses are U\n. 
liin and 2iin offering varying degrees of 
thermal insulation and sound reductiOT. 
Both types can be erected as single skin 
or double skin partitions, a sound reduc­
tion of approximately XdB being 
achieved on a 2i«n panel in a single s«n. 
All panels are available in a variety of 
PVC finishes and decorative wood 
veneers.
L28 Acoustic insulation
Burgess Products Company, P.O. Box h,
Hinckley, Leics. .
A range of modular interchangeable 
panels enables sound insulating screens 
and enclosures of any size to be rapidly 
assembled. Tho range incorporates 
doors, windows and ventilation, and is 
suitable for housing noisy machinery or 
DrovicJing quiet rooms in noisy environ­
ments, The panels are of steel and can 
be rapidly jointed or dismantled,

L29 Acoustic panelling
Lang/ey London Limited. 163 Borough High
Street. London, S£1
The Solclip system of acoustic panelling 
tor ceilings and walls compns^
PVC units 39^in wide and tOflor 1^ long. 
The units are ribbed and perforated, 
fixed by clips to a T section support, and 
their performance can be improved by 
laving suitable absorbent material in the 
troughs provided by the nbs. Available 
in black and white as standard or blue 
and grey to special order.

L33 Wall coating
Metahle Ltd.. Claro Road. Hatrowgale. 
forks. .
The Metalife CR system is a hard, 
abrasion-resistant, high gloss coating 
formulated to provide a high degree ol 
chemical resistance and impermeability. 
The two-part mix consists of a metallized 
base and a solidifier, mixed in the 
proportion of three to one. it is claimed 
to have all the advantages of ceramic 
tiling plus Ihe fact that being seamless 
it does not harbour bacteria or dirt.

L31 External Venetian blinds 
Hunter Douglas Limited (Venetiari Blind 
Division). Wellington House, New Zealand 
Avenue. Wa/lon-on-Thames, Surrey 
An all-weather version of the Luxafiex 
Venetian blind is now available, with slats 
constructed of heavy duty aluminium and 
side guides with perlon cables to with­
stand high winds. Operation can be by 
cord, crankrod of electric motor.
L32 Fabric finish paint
Croda Paints Limited, Luton. Bed^
Based on polyurethane resins, Crodatex 
paint has a textured vinyl fabric finish 
claimed to have excellent hardness and 
chemical-resistant properties, It 'S spray 
applied and requires stovmg Tor m 
minutes at ITOX. It is claimed to be 
suitable for instrument casings, metal 
fabrications, heating appliances and 
general consumer durable products.
L33 Wood panelling ^ r
The Panawall Company Limited, Cross 
Bank Road, King's Lynn. Norfolk 
Panawall natural hardwood plank panel- 
ting is now available in a grade which 
meets the Class 1 Spread of Flame 
Certificate requirements. This has been 
achieved by special preparation of the 
core material and improved glueing and 
bonding techniques, which ensure that 
the high finish of the veneer is not 
affected. The thickness of the core 
material has been increased frorn 4mm 
to 6mm and a new secret fixing clip has 
been developed which eliminates the 
need for battens and permits the panels 
to be fixed direct to masonry.

part ot the process is the preparation of 
the surface of the plastics material which 
is in itself non-conductive, by depositing 
traces of metal to give a conductive skin 
to promote deposition of nickel at a later 
stage. The material at present being 
supplied for chromium plating by 
Creators is ABS, but it is hoped to apply 
similar techniques to acrylics, poly­
propylene, phenolics and acetal resins.

L22 Liquid polyester resins 
Cryplex Industries, 28-02 College Point 
Causeway. Flushing, New York, USA 
The normal injection moulding process 
employs granular polyester resins which 
are healed to melting point and then 
forced into a mould under high pressure. 
The new liquid resins now available are 
liquid at room temperature, have low 
viscosity and therefore require less heat 
and pressure. They can be moulded at 
pressures as low as 51b per sq in and 
temperatures as low as 170 F. These 
resins not only enable the cycle lime for 
moulding to be reduced, but due to their 
low viscosity, they can be made to flow 
around the reinforcing fibres in the 
fabrication of GRP components,

L13 Plaster corner protectors 
James Booth Aluminium Ltd., Kitts Green, 
Birmingham, 33
Hygenatrim plaster corner protectors 
are manufactured in extruded aluminium 
and have invisible fixing brackets which 
can slide in slots on the back face of the 
corner. Square and quadrant corners 
are available.

L18 Thermostatic radiator valves 
Temftx Engineering Company Ltd., Bain- 
bridge House, Bainbridge Strcci, London,
wet
Two new types of valve have been added 
to the normal range to simplify instal­
lation in this country. They have Ihe 
advantages that no bends are required 
between the valve and the radiator 
connection, and. because they are 
situated at low level there is less likeli­
hood of the valve being influenced when 
curtains are drawn. All Temset valves 
are actuated by midget thermostats 
containing a hydrocarbon wax. The 
opening of the valve is modulated by the 
variation of actual room temperature to 
Ihe value at which the valve is set.

L14 Roofing system 
Stramit Limited, Eye, Suffolk 
New Decaspan is a system employing 
galvanized pressed steel channels span­
ning up to 15ft, supporting Stramit 
Roofing grade or pre-wealhered Deck- 
fast slabs at 2ft centres. The slabs are 
secured by 4in nails driven into special 
blocks inserted into the channels. Guide 
price for quantities over 750sq. yds, 
excluding weathering. 28s 6d per sq. yd. 
for lOfl spans increasing to about 36s 
for 15ft spans.

L23 Floating swimming pool
Prat Daniel, 24 rue du Plateau, 92-Rueil-
Malmaison, France
A floating pool, to provide facilities for 
fresh water swimming in polluted rivers 
or at seashore situations, has been 
developed and successfully tested in 
France. It consists of a large rectangular 
fabric container attached to floats and 
filled with chlorinated water. The con­
tainer is made of 840 denier nylon covered 
on the inside with Hypalon synthetic 
rubber to protect the inside of the pool 
from attack by chlorinated water. The 
outer surface, which may come in con­
tact with polluted or salt water, has a 
covering of Neoprene synthetic rubber. 
Both these elastomers are supplied by 
Du Pont. A pool of this type was installed 
at Le Havre harbour last year.

L19 Pipe lagging
Bekon-Bell Limited, Farnham Road, Slough, 
Bucks.
HO pipe lagging is a flame-retardant 
grade polyurethane foam in the form of a 
sleeve, which is slit along its length to 
ensure ease of application. Its flexibility 
provides a neat fit around the bends and 
tight contact with the pipe. For most 
applications no additional means of 
fixing is needed, but self-adhesive PVC 
tape may be used if required. Typical 
price for |in lagging with lin bore, 
Is 7d per foot.

L24 Building system design manual 
A. H. Anderson Ltd., 235 Vauxhall Bridge 
Road, London, SWI
A comprehensive 40-page design manual 
contains all tho information needed for 
Ihe design and preparation of production 
drawings for the A75 system of com­
ponent building, designed to metric 
dimensions. An excellent publication.

L15 Wash basin 
Ideal-Standard Limited, Hull, Yorks.
The Prima range of vitreous china basins 
is intended for schools and other insti­
tutions where hygienic design and ease 
of cleaning are important factors. Each 
basin in the range is provided with ample 
shelf space and an integral splashback. 
Prices Min x 16in,£913s0d: Min x 16in, 
£5 5s 3d: Min X 12in, £4 7s 9d,

L20 Oll-dred boiler 
Parca Heating Products, 90 Staines Road, 
Hounslow, Middlesex 
The WOM boiler is rated at from 60,000/ 
90,000 BThU per hour as standard, and 
at up to 120,000 BThU per hour by the 
fitting of simple and inexpensive turbu- 
lators, All tappings, as well as the flue 
outlet, are located on the top of the unit, 
simplifying installation and reducing the 
floor space occupied by the boiler when 
installed. Fully insulated against heat 
losses, the boiler has a clip-on detachable 
housing in plastic-coated steel. It is 
covered by a ten-year guarantee against 
corrosion of flue-way surfaces. Dimen­
sions 54in high by 23in wide by38in deep.

L2S Refuse compressors
Deva Division, The Hydraulic Engineering
Co. Ltd., Chester
The Deva Refuse Compression system 
consists of a range of pneumatically 
operated machines exerting a ram force 
of tons, which can reduce the volume 
of refuse by anything from one third to 
one twelfth, depending on its nature. 
Automatic and manually operated 
machines are available.

L16 Mi xer taps
Supertron Limited, 19 Fosse Way, Eating, 
London, W13
The German Grohe range of mixer laps 
are now available in this country. The 
makers claim that the design provides no 
clumsy branches and dirt traps over the 
basin, and that the non-rising spindle 
design has no ugly exposed surfaces to 
collect grime. Drip-free non-rotating 
washers are provided, together with 
double O ring seals.

L26 Silent hydraulic drill
Montabert, 41 Rue Bataille, 69-Lyon 8e,
France
The Hydroville hydraulic road drill is 
claimed to be ten times quieter in opera­
tion than the pneumatic type, and to 
have a power rating superior to that of a 
pneumatic drill of the same weight. The 
6 h.p. diesel-hydraulic set is virtually 
silent in operation and a special device 
is said to eliminate the usual metallic 
noise produced by the tool.

L21 Chromium plated plastics 
Norman Hay Ltd., Harmondsworth. 
Creators Ltd., Woking, Surrey 
New automatic plant for the nickel- 
chrome plating of plastics, now in opera­
tion, is believed to be the first of its kind 
in Europe. The capacity of the equip­
ment is sufficient for Ihe plating of 
800,000 sq ft of plastics a year. A vital

L17 Built-in conduit
Falks Limited, 91 Farringdon Road, London,
EC1
Claimed to be particularly suited for use 
in industrialized building systems where 
space for the electrical services is limited,
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Prove Roof mate FR is really permanent roofing 
insulation-because it can’t absorb water
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Roofmate spans the U.K.
Thousands of architects and builders throughout the U.K. are specifying and using 
Roofmate* FR roofing insulation. Not surprising. Roofmate gives a really permanently 
insulated roof. How ? A special extrusion process produces a rigid foam board with 
uniform closed cells and tough outer skins. This means Roofmate is unaffected by water 
from above—or water vapour from below. So it will remain dry and effective even when 
installed without a vapour barrier. It's so tough ice won't crack it. Snow can't harm it. It 
remains dimensionally stable throughout its life. And it withstands the abuse of normal 
roofing traffic during installation. It's easy to install -so it cuts labour and overall roof Instal­
lation costs. Drastically. So—if you haven't already—try the duck test. Just post the coupon.

/
Barbican Redevelopment

Insulation of barrel vault roofs: of the 300,000 sq. 
ft. of Roofmate required for the Barbican rede­
velopment project in London a considerable 
quantity was used to insulate curved roof struc­
tures. The rigid boards are scored at regular inter­
vals to fit the contour of the roof.

Low maintenance costs: 1.000,000 sq, ft. of Roof­
mate has already been installed on roofs of more 
than 100 schools built for local authorities. Routine 
maintenance is reduced to a minimum with 
Roofmate and building costs are also reduced 
because no vapour barrier is required.

p New G.P.O. Computer Centre
Constant environmental control: Roofmate was 
chosen for the insulation of a new G.P.O. Com­
puter Centre at Derby to help ensure a damp-free 
atmosphere and precise temperature control for 
highly sophisticated electronic equipment.

Roof traffic damage eliminated: Over 1,OCO,0OO 
sq. ft. of Roofmate has been used on major power 
station projects in England, Scotland and Wales. 
Roofmate was principally chosen in each case 
because it is unaffected by moisture ingression 
caused by the abuse of severe roof traffic during 
construction.

Try the Duck Test-NowDow in Europe today
Dow—one of the largest international chemical 
organisations—develop and manufacture 
chemicals, plastics, metals, bio-products, 
packaging products and consumer 
goods for use in diverse industrie.s 
and agriculture throughout the world.

Post this coupon. We'll send you a 
Roofmate duck. Put it in water. Take it 
out, in five minutes or five weeks, and 

see howdryit is—right the way through I

Post to: Building Products Division,
Dow Chemical Company (U.K.) Limited, 
105 Wigmore Street, London, W.1.

I'd like to try out the test. Please send me a Roofmate duck.
f

I*Tfadem»rk of The Dow Chemical Company-
Namo

Position/Company

Address

0

Roofmate FR \ 0
A.O.'O

permanent roof insulation
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Tastefully designed doors need lasiefully 
designed door-closers. That's why there's a 
Briton 2000. Into this compact aluminium 
shell has been pecked the power to close 
doors 7' high x 2' 9' wide and up to 100 lb. 
in weight.
If you want your power out of sight, there's 
the Briton 507 (right).
Write for our catalogue.
William Newman & Sons Ltd- 
Hospital Street, Birmingham 19.

NEWMANS
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wc have 
two stories

story o*' electrical con- 
Tlii^ 'Who always needeU 20 square 
traeh’f ” ^„ace to accommodate his 
fed Ij (listrihulion equipment, 
elect fiiseboards there, ugly
Switclt''^ -^herc. Tiie architect tore 
cablo e lovely

So he wrote to Chilton and 
huilo]'\^-^,j^.^^irician full details of the 
got t'lj Distribution Units

showed how vcrsiitife, compact 
'^*’1 niodern looking they arc. It also 

a?d hitti the four sizes of boards 
^ to provide 12. 18, 24 or 36 
‘‘.'•W iH)le outlets for 2. 3 or 4 wire 

tMiis The electrical contractor 
Vthe archiieci was a wizard and 
*1 ’ irchiieci had a nice, neat, unobtru- 
Ihc electrical installation. So everybody
^ happy-

j upon a lime there was an old fash- 
:„>icd house owner who didn't know 

r care much alxnil overloading the 
jLirical circuit ol his home. After a 
fuse had “bU^wn he couldn t find any 
fuJ wire so he lumbled around in the 
d,7k until he found a piece of thick 
fj a' located the ollending fuse carrier 
Vi die sixth aiicmpi) and mindlessly 
nserted the wire in the carrier.. .Thai 

n^hi bouse was burnt down. Sad 
" ^ loo often true.
Knowledgeable architects advise their 
riients to fit Qutckliig-P Consumer 
i niis -lbe modern vvay to protect 
domestic electrical circuits. Safe with 
,hernial-magnetic tnpping, compact
" iih Miniature C ircuit-Breakers and a
hi ili-in mains switch, foolproof with 
rf’setling at a Hick of a switch and easy 
visual fault kKalion. You may not be a 
r-iirv godmother but you can write for SilsofOUICKLAG CONSUMER 
y|s,lTS and ensure that your clients 
live happily nrr aftir.

Once k the

but

was

□Please send full details 

^ Would representative please call I IiCHiLTOH)Chilton Electric Products Limited
GROUP OF 
COMPANIES

NAME-Hungerford Berkshire Telephone Hungerford 2121 Telex 84265 
London Office: 1 9 Old Queen St, SW1 Tel 01-839 4061 Telex 263954 
Scottish Depot; Beardmore St, Clydebank Tel 041*952*2943 Telex 77642 ADDRESS------

3</P
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Furniture for all contract needs, designed by 
Herbert Berry FSIA & Christopher Cattle Des RCA MSIA. 
A wide range of desks, storage, tables, chairs and beds. 

On show at The Design Centre. London, and in our 
showrooms. Write or phone for details to Lucas of 

London Limited. Old Ford, London, E3, 01 -980 3232 LUCAS FURNITURE
see our new ranges

BEE
stand 441 Olympia

DP53 desk C55-15-6, with 202 chair £12*8 0, Retail prices including tax



FOR WROUGHT IRONWORK
SPECIFY

RANALAH
It
r^- t

ll»\.
I

■i

I
PRODORIT!■

M. LTD

I

1 ceramic mosaics and terrazzo 
tile finishes

‘V
I

i£F.
iy.

I
'll Floors to stand the tread of thousands every day . .. that give 

colour and vitality to the whole decorative scheme .. . easily 
cleaned, yet never staining, never fading. Floors to last in­
definitely . . . this is the architect's ideal which Prodorite 
realise with their two decorative floor surfaces. New Prodordur 
Terrazzo Tiles and Ceramic Mosaics offer great versatility in 
design, there's no end of patterns and designs available in 
these media. Both types of surface are extremely durable, 
abrasion-resistant, non-slip and require no scrubbing or 
polishing.

I
I»
II

.% ..

f

t‘I'
I

I

^rrodordu^ 

terrazzo tiles
\

I1 Prodordur Terrazzo Tiles are of the highest quality to 
meet current demands for clean and attractive floor 
finishes. They do not crack or craze, are dustless, 
washable and fireproof. Obtainable square or 
hexagonal, with sharp arrises for perfect laying, 
they combine all the qualities desirable for 
decorative, colourful, hygienic and hardwearing 
flooring for pedestrian and light traffic.

-3^
e

mf
5.

Send for
brochure containing full 
specifications and our 

^ range of standard . 
designs,

4
X

S I

i
31

-Si PRODORITE LIMITED
Chemical Engineers and Consulting Contractors
Head Office: EAGLE WORKS, WEDNESBURY, STAFFS. 

Telephone: WEO 1821 (10 lines)

London Office; Aftillery House, Artillery Row, S.W.1. 
Telephone: Abbey 7^1 (6 lines)

Dist:ict Offices: Belfast, Bristol, Cardiff. Glasgow, Manchester, Sheffield.

Associsled Companias in: Australia. Denmark, Franca, Holland. India. Italy. 
Japan, New Zealand. Rhodesia, South Africa. Spain. Switzerland, Zambia.

iriti for 14 liti citilo|i«$ SficifiU SfS 15/34

GATES LIMITED[ri\•I NEW ROAD NEWHAVEN-SX. Tel Ne¥rheven1161<2

Code 4AAD Pace 4iCod; 4}



Remploys 
long: short:

round 
the-corner

seating

Biafni:
After the 
fighting’s 
over.
Thousands of innocent civilians have 
already died of starvation as a result 
of the Nigeria Biafra conflict. Oxfam, 
together with the other relief agencies, 
has done all it can to save lives by 
helping with food and medical 
supplies, relief teams, and transport 
costs, as well as by bringing every 
possible political pressure to 
secure the necessary international 
action.

But even a peace settlement is not the 
solution to the problem. A massive 
programme of recovery and 
reconstruction will be necessary.
Oxfam will continue to support in 
all parts of Nigeria Biafra the kind 
of development projects which are 
the only final answer to this developing 
country’s poverty.
For an operation like the present one in 
Biafra is increasingly untypical of Oxfam’s 
work. In 1967,'68 only %% of Oxfam’s aid 
went on feeding schemes, while the major 
part was devoted to projects to provide 
food for tomorrow.

But any donation to Oxfam means action in 
the hungry half of the world - whether for 
milk powder or for fertiliser. Please give 
what you can - as quickly as you can.

li

And that’s considerably more versatile 
than most other sorts of unit seating.

The armless easy chair and table can be 
used as separate pieces.

Or as sections of extended settee 
arrangements.

In the latter case the end unit chairs have 
single arms on the left or on the right.

It all depends on which end you want them.
So there you have it.
It fits long walls. Short walls. Even takes 

corners in its stride.
So there's no hair-tearing worry about 

whether it will fit or not.
You’re simply free to put it where 

you want it.
Remploy Limited, Metal Furniture Division, 

Remploy House, 415 Edgware Road, 
Cricklewood, London, N.W.2.

Tel; 01-452 8020(30 lines).
Mayfair Showroom: 22 Bruton Street, 

London, W.i. Tel: 01-629 4881.
And at Birmingham,

Bristol, Cardiff, Glasgow,
Newcastle and Oldham.

ROOM 62 
c/o BARCLAYS BANK LTD. OXFORD

Remploy Space donated by courier of Wyatt Advertising and Marketing. Photo: Stm 
Smtpaptrt
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Class 1
Spread of Flame 

Natural Wood 
Plank Panelling

(conforming to BS 476 Pt 1 1953)

11 species of Panawall Natural Wood Plank Panelling 
are now available with Class 1 Spread of Flame 
Specification and all species can be supplied tongued 
and grooved to reduce noticeably installation costs. 
For full information, details and copies of the Architectural Leaflet 
and Wood Catalogue and address of Distributors throughout the 
United Kingdom, write to The Panawall Limited, Cross
Bank Road, King's Lynn, Norfolk. Tel: King's Lynn 3941.
Panawall Natural Wood Plank Panelling ca" be seen at the 
Architectural Showroom, Surface Productions nR^n 
House, King William Street, London EC4 _______

[Tiease send a copy of the Architectural 1 
I Leaflet and Wood Catalogue and name of i 
I your nearest Distributor \
I Name— |

I Address-------- ------------------------------------— \pBroJUBH
______ TJ
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BARKER ss

Roller Shutters
John Barker & Sons 
(Engineers) Ltd Dept. C. 
Union St.. Ancoats, 
Manchester 4 
COUyhurst 061-205 2018 
London: 71 Strawberry Vale, 
Twickenham 01-892 0794

Hand or power operation. 
Wood, steel or aluminium 
laths. Single or series 
Installations. Barker also 
make rolling grilles.

Cod* 48

RANGE OF
nCHNICAlSTENCIlGSYGTDN

Steel
Aluminium

and
Timber Metal window and door frames, rod bends 

for concrete, pipejunctions, squares, circles 
etc., brackets, ellipses, corner plates etc. 
Also special stencils made to your own 
requirements. Full range of inks,boards,etc.

ROLLING 
r SHUHERS 
? GRILLES b 
^ SERVERIES

%

And for an attractive finish — 
PLASTITONEaddsa 
touch of lint.

.''ifttjstcn , • uno.... i
' ItiBrimh I

trmM9hancf } \ throi^jn
Send for Literature

SYSTON 
ROLLING 

SHUTTERS 
SYSTONLEICESTER 
Tel: SYSTON 4841

Send now for your FREE 
64 page catalogue.!Vi'

jifvest a partners ltd
684 MnCHMIMHaCHOVOON.SUIIRfrat9MB tMfMn 01 6M6U)

Code 49

Coda 51

f^nn

get ffou otU of 
some airkwurd 

jambs

Subscription Form
Please

□ commence a new subscription to start....issue 19.with the

□ renew my current subscription 
as follows

UK 1 year subscription 60/> plus 15/- postage and packing□
UK Student rate 1 year subscription 42/-including postage□

□ Overseas 1 year subscription 80/- plus 15/- postage and 
packing

Remittance enclosed 
Invoice to be sent

USA and Canada 13.S0 doliare. 
Foreign remittance* by bank 
draft, money order, or local 
poatal order.

□
□Whether your opening is high, or wide, or both, 

internal or external, Thornborough provides 
Roller Shutters for every opening. 

Thornborough Roller Shutters are custom made to 
suit you: built from standard materials to cut 

costs without impairing quality.

Name

Professional qualifications

Address

Thorn boron ff It
Please write for literature giving full details of 

Thornborough Roller Shutters, hand and electrically 
operated, In steel, wood, and aluminium.
Thornborough & Son (Manchester) Ltd..

St Virtcent Street. Ancoats. Manchester 4. Tel. (061} COUyhurst 2887 
London: Vale Works. Twickenham, MiddleMx. Tel. 01 -892 0797 

Northern Ireland: 60 Donegail Pass. Belfast 7. Tel. Belfast 26631/2 
Also suppliers of sliding door gear

If a Student state School 

Year of Study.............
F
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NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SM 

) SMELLS NO 
lELLS no SM 
) SMELLS NO 
:ells no SM 
) SMELLS NO 
:ells no SM 
') SMELLS NO 
[ELLS NO SM, 
) SMELLS NOI

NO SMELLS 
SMELLS NO 
NO SMELLS 
SMELLS NO 
NO SMELLS 
SMELLS NO 
NO SMELLS 
SMELLS NO 
NO SMELLS 
SMELLS NO 
NO SMELLS 
SMELLS NO 
NO SMELLS 
SMELLS NO 
NO SMELLS 
SMELLS NO 
NO SMELLS r 
SMELLS NO ^
NO SMELLS I 
SMELLS NO t 

NO SMELLS r 
SMELLS NO J 
NO SMELLS I 
SMELLS NO 
NO SMELLS ]|
'SMELLS NO SMELLS NO SMELLS NO SM
NO smellsVENTILATION OF ;mells NO 
SMELLS INTERNAL BATHROOMS

If you want a good price; 
if you want good delivery 

and service;
if you want a comprehen­

sive range of doors 
shutters and gates -

I

are the people to talk to!
All fireproof doorsand shutters made by Dreadnought 
are guaranteed to be to the requirements of the F.O.C. 
and G.L.C.

A design and construction service for special doors, 
shutters or entrance gates is available.

Dreadnought have a very interesting brochure which 
gives complete information and installation detail 
drawings for the various types of standard doors and 
shutters. Please ask for one, it will be useful.

5 NO SM
NO SMELLlj^NO LAVATORIES MELLS no

smellssilavENT is a must s no SM
NO SMELLS NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO SMELLS NO 
SMELLS NO SMELLS NO SMELLS NO SM 
NO SMELLS NO SMELLS NO SMELLS NO

T

^9

.... ■_g£.3T -3^
Z »■ .im -es • 3

14 foot 'Protex' shutters installed in the cer park basement 
of a new building at Whitechapel, London.

Dreadnought Fireproof Doors (1930) Ltd 
Industrial Estate, Field Road, 

Mildenhall, Suffolk.

5 Please forward me details of the Silavent range

m Name.............. .......................
■ Address..........  ........... ......................

! Silavent Limited, 32 Blythe Road, Hayes, Middlesex !

I •»

I
I

T0/ephone: 063 871 2370 and 2379

ffioTII
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For further informationAdvertisers Index Sept. 1968

Pleace note the Architects Standard Catalogue SfB 

section reference shown against those advertisers 

who fiie information in that publication. Piease use 

ASC for quich technicai information.

. 14Applied Aeouttics Ltd. . 
Arborite Ltd.
Armstronc C»rk Co. Ltd.

33

■»i The index alongside 
shows the advertisers who 
file their product information 
in the 17th edition of the 
ArchitectsStandard Catalogues 
where fuller details can be 
found

. f6ASC,!Q, T

Barker, John , & Sons (E«i|.) Ltd. . 

Bolton Gate Co. Ltd.
British Steel Corporation 
Bond Worth Ltd. . . . .
Booth, James, Aluminium Ltd. 
Bradley. Edwin H., & Sons Ltd.

. <d 
12. 13 
27-32 
. 24 
. 18 

. 22

ASC,;(32), (66)

. 41Chilton Electric Products Ltd. 
Cie de St Gobain .
Colvllles Ltd.

ASC, (60)

8
IT

38. 39 
. 47

Dow Chemical Europe S.A.
Dreadneu(ht Fireproof Doors (1930) Ltd,ASC. (32)

The ASC SfB section for reference is shown 
before the advertisers name. ISFirth Carpcu Ltd.

Forson Desifn A En(ineering Co.’Ltd. 3ASC, (30)

JlGlikstcn Ooort Ltd.

. 20
Hille A Co. Ltd. .

IliKe Marketing Co. Ltd,. . 49

. 42Lucas of London Ltd.

ASC, I, K. N, Q,
3S. 37Marfey Tile Co. Ltd.T

National Federation of Clay Industries 
Newman, William, A Sons Ltd,

. J9 

. 40
ASC. F 

tASC. (30)

JOOpus 12 (The Stag Cabinet Co. Ltd.) 

Ox^m...... 44

Panawall Co. Ltd., The . 4S
ASC. O. B.. U,

an. (22)ASC. (32) 
ASC, D, T

Pilkington Bros. Ltd 
Potter Bax Ltd. . 
Proderite Ltd.

S
SO
43

Bocaflex (G.B.) Ltd. 
Banalah Gates Ltd. 
Bswiplug Co. Ltd. 
Redland Bricks Ltd. 
Bemploy Ltd.

43
2
7ASC. F

44

The most used reference 
source of the architectural 
profession, containing:

ASC. I, (21). 
(26). (27) Buberoid Co. Ltd., The. 21

Shanks Ltd. .... 
Shepherd. H. C.. A Co. Ltd. . 
Steventon, John, A Sons Ltd. • 

Stewarts A Lloyds Ltd. .
Strand Electric A Eng. Co. Ltd. 
Syston*Roller Shutters Ltd. .

6
26
47

"k 1941 pages of product or service data sheets. 
k 908 pages of manufacturers catalogues and 

leaflets.
k 350 pages of revised technical editorial.
A4 size SfB classified Fully Indexed

9

2SASC, (85) 
ASC, (32) 46

Thornborough A Son (Handiester) Ltd.ASC,^(66) 46

United Steel Co. Ltd. ■ 
UAM/Cepe Ltd. .

23

4

Walker, Crosweller A Co. Ltd, 

West, A.. A Partners Ltd. ,
ASC, (S3) . 36

46

The Standard Catalogue Co. Ltd.
26 Bloomsbury Way« Holborn, London, W.C.1

Printed in Great Britain for the Proprietors of “Architectural Design" (The Standard Catalogue Co. Ltd.), 26 Bloomsbury Way 
London, W.C.1, by The Whltefrlars Press Ltd., London and Tonbridge (Kent).





Send for illustrated literature to Dept. 6 
Potter Rax Limited, Wilton Works. Shepperton Road 

London Nl. Telephone: 01-226 6455 (6 lines)
Telex: 264354 Encraxgat London
Inland Telegrams and Overseas Cables: Encraxgat, London Telex

Branches at: Birmingham (Smethwick 221 i),
Bath (23171), Cardiff (24771). Manchester (Collyhurst2018), 
Newcastle-upon-Tyne (661802), Southampton (55775)i 
Aberdeen (43570), Glasgow (Douglas 0411), Belfast (Larne 2832), 
Cork (52358). Dublin (62139).
Agents throughout the world

So they fitted RaxCollapsible Gates.
Easily moved out of the way, when closed they 

allow good visibility with vandal-proof security.
Madeinsteel, bronze,oraluminlum; single 

or double bunching; in a variety of lattice patterns. 
Can be arranged with folding tracks, portable 

standards, hinges to fold aside when bunched.
Special light-weight pattern gates can be 

supplied where they have to be lifted away bunched.

Collapsible gates by
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