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Editor's Notes
Skyways is based on a two-day conference de-
voted to the design and use of skyways, streets
and tunnels in American cities. Held at Walker
Art Center and the University of Minnesota in
April 1985, it included presentations by a
number of distinguished architects, planners,
sociologists, geographers and critics of the
urban scene, who discussed numerous issues
related to pedestrian systems, with particular
attention to the existing systems of St. Paul,
Minneapolis, Dallas, Houston, Des Moines,
Cincinnati, Charlotte, North Carolina and
Calgary, Alberta.

The conference was inspired by a long-term
study of skyways by Bernard Jacob and Carol
Morphew, published as Skyway Typology/

Minneapolis, by the AlA in 1984. Their research
brought to our attention the enormous impact
these systems have exerted on the fabric of our
cities. In the more than twenty years since the
inception of the Minneapolis and St. Paul sky-
way systems they have expanded until we now
have, in effect, second-story cities. Conse-
quently, this new multilevel street system has
both created and resolved many of our urban
communication needs.

In Minneapolis, climate controlled, pri-
vately-built passageways connect privately-
held buildings, although these passages and
buildings are, to various degrees, public places.
In St. Paul, the bridges are built primarily with
public funds and they connect, for the most
part, privately-held buildings, thus raising pro-

found questions of responsibility that persist
between the private and public realms:

Who should determine the location of
these bridges?

Who should pay for their construction and
maintenance?

Who should control their hours of
operation?

Who should control their design?

These primary political-social questions
suggest related issues:
Do off-grade pedestrian ways radically
affect on-grade street life?
How is the overall design of these bridges
determined?




How do the interior corridors that connect
the system relate to the bridges?

Should the bridges provide access to and
from the street?

These and numerous other questions are
analyzed in this issue. Jaquelin Robertson intro-
duces the skyway topic with an astute discus-
sion of the generic city. He emphasizes that we
must have a clear vision of what we want our
urban areas to be before we can provide a useful
framework for a multilevel pedestrian system.

Colin Rowe provides a historical overview
of pedestrian networks, citing significant exam-
ples from Venice, Florence and New York. He
suggests various ways in which bridges might
enhance contemporary urban architecture—

ways that are analogous to the great designs
of the past.

Sam Bass Warner, Jr. and Galen Cranz ap-
proach the topic of pedestrian systems from the
political-social standpoint. Warner discusses a
number of legal issues relative to public access
and free expression; Cranz makes comparisons
between pedestrian movement through the sky-
way systems and the parks in our cities.

David Dillon, using Dallas and Houston as
cases in point, discusses the economics of
multilevel systems: how they are funded and
how location on and off such systems has af-
fected the success or failure of businesses in
communities with off-street pedestrian systems
in place.
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Bernard Jacob raises the issue of architec-
ture and second-level bridges: how these
bridges cross streets; how they enter old and
new buildings; how they join interior pedestrian
corridors; how they impinge on street vistas;
how they relate to existing urban form.

A number of workshops were held at the
conference and we have included excerpts from
those discussions here. Finally, students in the
University of Minnesota's School of Architec-
ture were asked to comment, by means of
design proposals, on the existing Twin Cities'
skyway systems. One example of these vision-
ary proposals suggests what the future might
hold.
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2 Loring Park, looking south to the
residential district on the rim of downtown
Minneapolis, 1985 3 Aerial view from

the city's center, looking north toward the
Mississippi River, Minneapolis, 1985
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Private Space in the Public Realm

Jaquelin Robertson

Cities do not happen, they are achieved. They are the result of tremendous
commitment, passion and sacrifice over time. Mostimportant, they require an uplifting
vision of what the city must be and a commitment to that vision by its citizens. The
issue of skyways, or of any building project, should be secondary to this vision.
Otherwise, we will achieve merely a depressing series of buildings and connecting
bridges, with nothing but commercial value. It will have no city value.

The bases of such a vision in Minneapolis are, in my view, threefold: the grid,
the parks and the river. One can start with no stronger structural format. This order
had implied, until after World War Il, a generic building type that was foursquare,
generally solid stone, brick, timber, or metal, and set blandly on Calvinistic lots.

Since the war, the order has been compromised. Minneapolis, like every other
city, has gone “boutiquing.” The new buildings are quite light and much more unsure
of themselves. They turn all the time, beginning a rash of “diagonalysis.” The order
of the grid is impossible to read from the air or from the skyline. These buildings are
turning not because they are on important sites, but because the designers are
nervous; if they don't display, they will not get attention. These are not very impressive
buildings, but they are no worse than those in other cities.

Lacking a vision, Minneapolis has overlooked the opportunity to build a great
northern city. Climate, one of the reasons given to justify skyways, is tremendously
exciting. It can be very grim; it can be marvelously rich, too. It affects materials,
light, and the way in which we think about sidewalks.

Ironically, for a city with skybridges, Minneapolis has missed all the joy of bridges.
Bridges are among the most spectacular artifacts of man. Their engineering is daring;
the design detail is amazingly sophisticated. They have always served double or even
triple use. They have been places of great celebration and festivity. The imagery of
Adam'’s bridge in Bath or the London Bridge is quite different from these trusses in
Minneapolis that are strung out between buildings. The structures here do not look
like bridges. They look as if the buildings were pulled apart and a piece of the corridor
system was exposed, plumbing and all.

| believe there is one level in the city. It is grade: where people walk, where
trees grow and where one has the best chance of solving almost all design problems.
With few exceptions, one assumes a tremendous burden in traditional design terms
when taking on a second-level scheme. By traditional, | mean tested, not stylistic.

To insert a bridge system into a city is a major transplant. Most patients reject
artificial systems of this sort, or they live under synthetic, hospital conditions for a
long time.

The weakness of this city, and of most other cities as well, does not develop
because you do or do not have bridges, malls or skyways. Weakness develops because
cities do not know what they should be. They lack a vision. A plan that is waiting
to be evolved is merely a set of “blobograms” in which all of the various data are
not equally related.This is design “data.” You must look at individual designs just
as you look at transportation statistics. You must examine the total physical
implications of the kind of insertion or surgery that comes with skyways.

4 5th Street, looking west, Minneapolis, 1985
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Robertson

A bridge system changes everything: access, service, the ways in which people
will use retail or office entrances and the way in which people will entertain. We
should understand the change as a major system of public works, just as we
understand great parks, parkways, esplanades and monuments to be. If not seen in
this way, we will miss the historical implications and we will make a mistake.

What are the implications of public works in the city? The purpose of all planning,
design and development is to produce an American urbanism, one that is practical,
elegant and just. It should produce a city that is an accurate reflection of values,
priorities and aspirations. The city must be a forum or model of public virtue, as
Aristotle said, it must be a cultural work of art.

The problem in pluralism is to balance individual and communal rights. A republic
requires not only political agreements, such as bills of rights and constitutions. A
pluralistic society should have a similar set of agreed-upon criteria in planning and
design, which will outline the just, elegant and practical city.

Without this, the citizenry has little vision of the city against which to evaluate
a choice. Consider, for example, bond referendums. The issues are never explained,
either by or to politicians in terms that the layman can understand. Rarely is the
layman helped by newspaper coverage, however extensive. There is little study of
historical precedent and an over-reliance on technical advice. As a result, ad-hoc
solutions become a major problem of city design.

Furthermore, planners and designers do not investigate urban growth, history
or market trends in any rigorous way. For example, most cities in the United States
have a projected population growth rate that will vary slightly. With some exceptions,
we can absorb the growth rates for almost every city in the ten to fifteen blocks of
the existing central business district, in ten-story buildings. Tomorrow morning, we
could change, for the good, the urban structure of every city by reducing the zoning
for growth by half. There is no reason, save greed, to build a fifty-story building
outside of New York or Chicago; certainly no reason based on market demand or
utilities can be justified.

Unless the strategy for planning a city encompasses such issues as growth and
history, decisions about bridges, tunnels or anything else will be like playing Russian
roulette. | am dumbfounded by people who make major zoning changes in cities
without any understanding of what those changes imply. The only criterion by which
projects can be judged in such a setting is short-term commercial return. That's not
enough.

Blind decisions will continue to create a dreadful, hopelessly inefficient sprawl.
They will further the privatization of space, of which the Minneapolis skyway system
is one example. The notion of the public realm in the American city has all but
vanished. The moment that we abandon the street for an enclosed, controlled, second
level, we have furthered that privatization and have removed the citizen farther from
his city.

Minneapolis must subordinate the issue of pedestrian systems to a vision of
what the city should be. Look carefully at the grid, the river and the parks as starting
points.

5 Minneapolis's Richardsonian City Hall

has escaped the intrusion of the skyway system,
but is surrounded by it, as neighboring
buildings are linked to the central business
district. 6-7 This prominent skyway that
bridges the Nicollet Mall is here seen from the
inside (above) and the outside, Minneapolis,
1985.




I Stood in Venice on the Bridge of Sighs

8 Giovanni Battista Piranesi

Veduta del Ponte e Castello Sant’Angelo
(View of the Bridge of Sant'Angelo Castle), Rome
second state (of six) etching, 1754

9 Ponte dei Sospiri (Bridge of Sighs),

Venice

Colin Rowe

Examining a newspaper image of a section of the Minneapolis skyway, | was strongly
reminded of the opening of the fourth canto of Byron's Childe Harold: "1 Stood in
Venice on the Bridge of Sighs/A palace and a prison on each hand;/" | proceeded
to fabricate a parallel: In Minneapolis | scampered across a section of the local skyway,
the ladies lingerie section of a department store behind me and an upper level foyer
of the Amfac Hotel in front. And, of course, | concluded that the two experiences
could never be strictly comparable.

Byron on the Bridge of Sighs s in the position of the cultivated nineteenth-century
tourist for whom Karl Baedeker was to write his many guidebooks. Whereas the
hypothetical version of myself was much more in the position of one of those
mid-twentieth-century tourists to whom the guides of Fielding have proved so useful.

| am proposing here not only the affiliation of Baedeker to Fielding, but also a
decline in the sense of value represented by the two men. While Baedeker assumes
the primacy of culture and prefers to inform his readers about churches, palaces and
museums, Fielding's interests are wide apart. To “culture” Fielding prefers
“consumption.” Accordingly, his purpose is to tell his readers about eating, drinking
and shopping: what to order at Harry's Bar or Alfredo’s, or where to buy Gucci,
Valentino and Armani.

| am assuming, in other words, the superiority of Baedeker's city and the Bridge
of Sighs to Fielding's places and the Minneapolis imagery of the local skyway. My
apprehensions are general, but based on experience. In Cincinnati's skyway, | found
myself dreadfully disoriented and the streets below painfully degraded. In Charlotte,
North Carolina, the small, upstairs “bourgeois boutiquesville" appeared to be simply
an added agent of ethnic discrimination. The blacks were on the streets and the
whites were in the skyway.

Can there be an intrinsic objection to climate-controlled, upstairs environments
or to bridges over streets? Or is the question a matter of how well, or how poorly,
these multilevel maneuvers are effected? Let us survey the quality of skyway
precedents.

The first reasons for upper level communication leaping over streets must have
been secret and political rather than public and climatic. In the fifteenth century, a
judicious prince was advised to build a convenient bridge which, if necessary, would
lead him to a place of refuge. While private passages for princes seem distant from
the skyway context, we might still pause to reflect on the concepts of escape and
refuge.

One of the earliest of these elevated passages was that leading from the Vatican
to the Castello Sant'Angelo. It was over this structure, unprotected from rain or sun,
that Pope Clement VII scurried, in May 1527, in order to save himself from the
strange international army that was about to sack the city.







