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1. INTRODUCTION

The post-World War II America was considered an era of great progress in 

many aspects. Generally, it mirrored in the betterment of living standard that 

suddenly had steeply risen due to a flourishing economy and prosperity. This era 

beginning at the turn of the late forties and early fifties became also known as the 

embodiment of the American Dream that for many Americans came true thanks to 

a heyday of revolutionary projects in housing, infrastructure and other 

developments that followed later on. Basically, new visions of lifestyle came up 

hand in hand with new opportunities and trends. Since one of the major 

advancements in this period of progress represented the phenomenon of the 

booming motor vehicle transport that went hand in hand with the extensive 

highway building, hardly anybody could have foreseen what merits and impacts 

would come up therewith. Several changes that occurred due to the above- 

mentioned advancement in economy can be referred to as yielding and positive.

However among others, this postwar period also brought its side effects as for 

instance: the rise of suburbia, the deterioration of city cores, suburban sprawl and 

or the problem of endless bumper-to-bumper gridlocks. Those last-mentioned 

phenomena together with the highway building and flourishing car industry had 

both at the same time certain merits as for the betterment of living standard and 

the rising economy. Under^n d ing ly .-lhese problems appearing at first sight as — ^  

minor ones subsequently grew bigger and somehow mirrored in a twist of a 

lifestyle of most Americans. Later, these previously already apparent side effects 

of postwar boom became known as hardly healable ills, especially stemming from 

city and highway ill-planning. These negative and uncontrolled effects not only 

changed the face of many American cities, but also dramatically influenced the 

way of life of the Americans.

kmerican m odefn^society in the mid-twentieth century underwent a L_T7 
paramount alteration in consequence of the overdependence upon the car. The 

increasing availability of private transport became an impetus toward a change in 

people’s transportation preferences and has become a sole option to choose from 

to get from one place to another. At the same time, some critics might rightly 

claim that the automobile has received a new connotation of a “Sacred Cow“, 

which metaphorically everybody praises and gives way. There is no doubt that the
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automobile indeed secured one’s freedom of self-transportation, however at the 

same time, it has indirectly also done irreversible harm to the American society.

The aim of this thesis will be to understand how and to what shape the (~  (

American cities have developed since the end of the WWII, on one hand. On the 

other hand, in this thesis I will endeavor to prove that the increased motor vehicle 

transport changed both the transportation and living habits of the American ; 

society caused by car-dependent city planning.

The subject matter that will be put in question throughout this thesis could 

be expressed by the words of Winston Churchill: “We shape our buildings and 

afterwards our buildings shape us“1. In fact, the correlate aspect of the housing 

boom of the period represented also for example the highway boom, as a result of 

the automobile production upswing. To understand this chain reaction of the great 

post-war progress and a degree, towards which it altered the American nation 

mainly in architecture, transportation and lifestyle of the Americans, I will 

endeavor to make several investigative insights behind the scenes of the 

development that occurred following the end of WWII and thus I will deduce 

certain conclusions of its impact.

The increasing automobile dominance over the public transportation 

systems resulted concurrently in numerous transformations in the shape of 

American cities, which subsequently provoked various reflections and critique 

from renowned architects and urban planners. A long-run debate over the post

war shape of American cities and landscape began right in the midst of the fifties.

Many arguments were raised for and against the American Sacred car, in order to 

find a sort of equilibrium that would match the consensus over all discussed 

aspects. \u(A<±

A real step forward in the U.S. economy made the 1956 National Interstate Cjf 1 ^  , 

and Defense Highway Act2 (NIDHA) that was enacted under the administration of 

President Eisenhower. At the time of its enactment and during the upcoming 

decades, this milestone project provoked many pros and cons. Numerous critical 

voices came from renowned experts and urban planners, who could better imagine 

the two sides of this mega project. Nevertheless, their critique has been freely" 

echoing till nowadays, for there have been written countless publications dealing

1 Zucker, P.: New Achitecture and City Planning, F. Hubner and Co., New York 1944. p. 10.
2 http://en.wikipedia.org/wiki/National_Interstate_and_Defense_Highways_Act_of_1956
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with the motor vehicles and especially their side effects upon the face of 

American cities. That is why, for example, numerous issues in the context of the 

passage of the NIDHA were stated, explained and challenged by architects and 

critics of the period, such as was Lewis Mumford, Robert Moses or Frank Lloyd 

Wright. Their views were at least informative, however their warnings that they 

were giving as for the highway planning and low-density urban patterns published 

in this time, were certainly influential and contributive towards wide public 

awareness and later revolt.

In chapter two I am going to analyze the post war situation with regard to 

the sub-urbanization prospect and the upswing of brand new housing 

developments that mushroomed on the American scene. This investigation of the 

historical and social context of suburbanization will set stage for the rest this 

thesis.

In chapter three I am going to deal with the issue of highway development, 

in which I will attempt to shed light upon its pros and cons from the impact-on- 

the-architecture point of view. I will examine this issue by means of numerous 

facts, statistics and interpretations of the renowned figures of the urban planning 

spectrum. These famed architects have had significant influence upon the 

problem-solving of this phenomenon and brought worthful aspects to the fore in 

this endless discussion.

In chapter four I will look into a phenomenon of urban sprawl and its far- 

reaching negative effects upon the cohesion of American cities. I will be also 

partly dealing with a neo-traditional planning trend called the New Urbanism, 

which was coined by a well-known architect Andres Duany and his team. I will 

investigate Duany’s idea of making the cities again more pedestrian-friendly, 

beautiful and livable.

Chapter five will be devoted to ji_jrostwar growing problem of 

transportation in America, regarding the struggle between the private and public 

transportation. I will be dealing with the impact of the motor vehicles on the 

public transport that declined rapidly as fast as the highway boom was spreading 

nationwide. In this context, I will make a comparison of a couple of the North- 

American cities, mainly Canadian, by analyzing their jprer mass-transit-oriented 

policy, as opposed to American automobile-oriented transport, in the post-WWII 

era. A closer attention will be also paid to a situation between these two clashing

4



transportation options, namely in specific cities of the San Francisco including 

local Bay Area towns, Boston and New York City. In a case-study, I will analyze 

local public transit convenience in relation to automobile convenience. Therefrom, 

I will attempt to derive the pros and cons of each mode of transport and their 

impact upon the society. In addition, I will analyze the impact of motor vehicle 

transport in certain parts of the cities that are under our spotlight. I will endeavor 

to prove the revitalizing effect of public transit as instrumental to the maintenance 

of the equilibrium and cohesion of the American downtowns from the city- 

planning point of view. Also, in the above case studies I will analyze how the 

leading American planners handled the issue of people’s overdependence on the 

private transport. Additionally, I will study the wide public protests that have been 

provoked by the implementation of ill-planned freeway projects.

Generally, the aim of the thesis will be to make a thorough analysis of the 

impact of motor vehicles upon the urban patterns and last, but not least the 

lifestyle of the Americans. Simply put, we will get acquainted with the postwar 

development, upon which we will analyze the milestone urban development 

phenomena of this era and subsequent impact of the American infrastructure 

growth. We will examine to what shape, at what cost and under what 

circumstances the shape of American cities has changed since the mid-twentieth 

century.

* * *

A N A LYSIS  OF BIBLIOGRAPHY  
A B R IEF O VERVIEW  OF THE USED SOURCES

Before proceeding further, I would like to make a brief evaluation of the 

publications that I used during the process of creation of this work.

To begin with, I must state that the majority of publications comes from the JFK 

Institute Library at Free University of Berlin, in Germany, while the rest of useful 

books I also photocopied at Columbia University in NYC, U.S.A., and a few I 

borrowed from the T.G.M. Library in Jinonice, Prague. As for the electronic 

material, I found very helpful local free access to Charles University gateway 

offering useful databases together with on-line journals, namely JSTOR and 

Proquest.



It is hardly possible to refer to every single book in detail, which I used for 

the creation of this work. Therefore, I will rather pick some of those that helped 

me to create a certain picture about the actual post-WWII situation in America.

However, I will also mention publications, which I may not consider decidedly
A

pivotal, but still in a way imperative for this thesis.

In general, the used sources consist of publications that deal with the issue 

of the automobile and the city development. Some books that I went over during 

the time of writing of this work are devoted to architecture as well as to famous 

American urban planners such as Lewis Mumford, Robert Moses and other 

renowned architects. These particular books, although they do not wholly deal 

with the subject matter of this thesis, they provide rather insightful remarks and
•5

useful views upon the nature and function of architecture made by the above- 

mentioned planners themselves.

Another subgroup of materials used comprises publications that somehow 

deal with the issues of urban development and various effects stemming from the 

private and public mode of transport. At the same time, books that are also part of 

this category deal with freeway construction4 and the rise of suburbia5. The book 

about the suburban development provides especially relevant and detailed insights 

in the Levittown construction and the changing shape of suburban patterns and 

last but not least the nature of the life within.

Another publication that has been several times cited in this work deals 

with a new postwar phenomenon of transit villages6, which is closely 

interconnected with the convenience of rapid mass transport systems. This 

particular source provides countless remarks of interest upon the changing shape 

of American cities in the post war era. Since it provides many theories and

1 Mumford, L.: Interpretations and Forecasts: 1922-1972. Harcourt Brace Jovanovich. Inc.. New
York 1929.

4 Seely. B.E.: Building the American Highway System. Temple U. Press, Philadelphia
1987.

5 Gans, H.J.: The Levittowners, Columbia University Press, New York 1967.

6 Bernick, M., Cervero, R.: Transit Villages in the 21st century. McGraw-Hill Companies, New 

York 1996.
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valuable analyses to the point, it stands also for the one of several pivotal sources 

for this work.

Among others, I would also like to stress one special book that stands for a 

salient source, which enabled me to look at the changing American architecture 

from a different point of view.7 This book, written by a group of Neotraditionalist 

urban planners, supplies the reader with necessary background from the effect of 

sprawl towards the charter of the New Urbanism. At the top of that, one may find
о

useful the stated smart growth arguments together with interesting insights into 

the nature of American city development. This book shows the real drawbacks of 

urban growth especially on the fringe and yet invites further investigation of other 

related problems.

The books handling the issue of the automobile overdependence in

suburban America shed a clear light on the drawbacks stemming from the

suburban setting. Virtually, there comes up a wide range of pro and con arguments 

concerning the effect of the automobile,9 and namely freeway construction upon 

the shape of American cities that again encourages further and deeper

investigation10.

Last but not least interesting and intriguing insights in a public protest against ill- 

planned freeway constructions that somehow represented a harming effect upon 

the health state of American cities became known as the freeway revolt.11

Finally, it is good to mention also some articles downloaded from 

electronic journals, which provided me with useful, but primarily reliable source 

of statistics and other relevant data, which further served as subjects of

argumentation, when drawing conclusion out of any kind of the analyzed

7 Duany, A., Plater-Zyberk. E., Speck, J.: Suburban Nation: The Rise o f Sprawl and the Decline of 
the American Dream , North Point Press, New York 2000.

8 Smart growth stands for an urban planning and transportation theory that concentrates growth in 
the center of a city to avoid urban sprawl and advocates compact, transit-oriented, walkable, 
bicycle-friendly land-use including mixed-use development with a range of housing choices. 
(Quoted from www.wikipedia.org, 11th February 2007)

9 Owen, W.: Cities in the Motor Age. The Viking Press, New York 1959.

10 Meyer, J.R.:, Gómez-Ibáňez, J.A.: Autos, Transit and Cities. Twentieth Century Fund, New 
York 1981.

11 Halpern, K.: Downtown U.S.A.: Urban Design in Nine American Cities. Whitney Library of 
Design. New York 1978.
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phenomenon. Especially, when dealing with the Big Dig project in Boston, for it 

stands for quite a recent issue, there could be found a lot of related articles on the
I 9topic both on the internet and especially in more serious electronic journals. The 

one of several Proquest articles stated in bibliography provides pretty good 

background information about the project itself raising interesting remarks, upon 

which one can base questions to be dealt with in further analysis.

Lastly, there is also a need to make clear that there were also used some 

sources of encyclopedic character13, which provided additional, informative or 

detailing information.

12 Micciche, F., Peckenpaugh, J.: Black hole. Government Executive, Washington 2001. 
Vol.33, Iss. 4; ProQuest Database.

13 http://en.wikipedia.com
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2. POST-WWII SITUATION

In the aftermath of the Second World War there came up an enormous 

progress in house building and infrastructure as well as in other spheres of 

development and last but not least a radical change occurred essentially in the life 

of Americans. Actually, it was the American middle-class that became known as 

the main consumer drive of the society. The middle class people preferred a 

certain level of comfort that they could afford thanks to money saving surpluses 

from the war period, when everybody was awaiting even worse times. However, 

as there came prosperous bright days of the Fifties instead, a great majority of the 

middle-class people began spending their money on the state-of-the-art gadgets, 

cars as well as heavily invested in housing. Equally, this era was marked by a 

huge prosperity and the highest birth rates ever in the twentieth century. However, 

it also stood for the beginning of a mass automobile production and highway 

building, what though on one hand represented the embodiment of the American 

Dream, it evoked several impacts upon urban cores and life in the cities on the 

other hand. Last but not least, this era of the four-wheeler culture also brought 

many novelties in the name of adequate comfort that required this period of 

immense progress. A newness in the life of the Americans represented for 

instance a roadside development and drive-in culture, which became mainly 

epitomized with the clusters of McDonald’s restaurants, Holiday Inn hotels and 

big malls duly called as “strip areas”. The last-mentioned specific name for mall 

areas received this nickname from a derivation related to vast strip-shaped 

properties, where these malls were erected. In addition, a major part of the lot on 

which a mall was standing was designed so as to be able to accommodate up to 

several hundreds of automobiles. In the meantime, while the net of interstate

highways broadened in a substantial way and big cities became virtually linked to
V  * ) I i » s~-

one another, there came up a developer called JBiJl-Levitt with his affordable, but 

decent kind of houses, which became very popular especially with the middle- 

class people and the returning GI’s. This new form of housing, located in the 

suburban areas of a city, Levitt named typically as “Levittowns”. This new kind of 

habitation formed a new urban pattern that by its specific setting and nature 

fulfilled demands of local residents for open spaces and closeness to nature. At the 

same time, it embodied a trendy and in a way classy housing. The location of
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these subdivisions was not in secluded landscape, but also not necessarily very 

close to a big city. Levittown epitomized a sort of suburbia that could have been 

reachable only by car. Therefore, it has diametrically changed the American 

lifestyle as well as the shape of American landscape.

2.1. Bill Levitt’s suburbia

In the early 1950s, the ILS. government introduced the so-called G.I. Bill, 

which provided returning war veterans with a necessary financial support for 

education and/or housing, in order to enable them to reintegrate easily into the 

society. It stood for a sort of governmental assistance, by which they could have 

overcome initial obstacles related to the finding of a stable job and/or establishing 

a family. The government issued for them easy loans at quite favorable terms 

including for instance reasonable installment plans and other benefits.

Particularly, concerning this program for returning veterans, who formed a 

significant social group, there came up a problem with adequate housing as there 

was a lack of affordable residential houses for them.

However, a building company called “Leavitt and Sons”, building military 

houses on the east coast, yet during the WWII came up with an idea of cheap 

quality housing. Actually, it was Abraham Levitt and his sons William and Alfred, 

who became successful in the building of cheap and quality houses. Their specific 

suburbs became known as the Levittowns and the people, who moved into these 

residential houses located in the outskirts of big cities, soon acquired a status of a 

suburbanite or, to put it literally, a Levittowner. Levittowns themselves 

epitomized a new American way of life providing many young families and the 

GIs with an embodiment of independence and security. From the very beginning, 

Levittowns became extremely trendy for many middle-class dwellers of the big 

cities. Many people living in the cities no longer considered the possession of a 

flat in the downtown as satisfactory concerning their needs. Moreover, by buying 

a new house from Messrs. Levitts in the suburbia, they suddenly acquired 

dwellings that looked the same as hundreds of houses around, but they made them 

feel belong to a social group that had a certain status in the society. The evoked 

obsession with these new residences accelerated the massive exodus from city 

centers into suburbs. Many people so far living in the downtown assumed that it
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was better to abandon their rental flats in the cities and thus traded them for new 

houses in new off-city areas. Some parts of big cities, the so-called slums, were 

considered as dirty, poor and hotbeds of crime due to an increasing number of 

African American dwellers of poor livelihood.

2.2. Bill Levitt’s dream

Evidently, Levitt and Sons Co. stood for a perspective building company 

what can be proved upon the following record referring to the fact that they were 

obtaining prominent public contracts even yet during the wartime. "In 1941 the 

Levitts won a government contract to provide 2,350 housing units for defense 

workers in Norfolk.” 14 Concerning this huge order, at that time, the Levitts 

experienced some problems with union workers, who demanded much money for 

little work. Therefore, at this stage, the Levitts were thinking about an alternative 

way, how to achieve more cost and labor effective work. Finally, they found out 

that the overall process of building a house from A to Z would require some 

“twenty-seven separate groups” 15 of both skilled and unskilled workers, whom 

they would train to carry out certain type of work so as to earn more decent 

money in the end. This systematic division of labor yielded them a great success 

in the years to come. Precisely behind this process stood also Levitt’s technique of 

special division of building procedures that stemmed from the “assembly line 

production” 16. Namely, this type of production enabled him highly cost-effective 

and time-saving production. Generally, he was inspired by the General Motors 

Co., a carmaker company and therefore he was considered to be the first to apply 

the GMC used principle of the assembly line production upon the house 

development. The result of this kind of process resulted in mass production of 

houses that were ready in kits.

In reality, Bill Levitt represented a pioneer as for this new modern type of 

housing. He became a father of the American suburbia. Basically, Levitt as a self-

14 Laeayo, R.: Suburban legend: William Levitt, Time. Vol. 152, Iss. 23. New York 1998. 
http://proqi.iest. umi.com/pqd web?did=36421534&sid=12&Fmt=3&clientId=45145&RQT=309&V 
Name=PQD (3rd September 2006)
15 Halberstam, D.: Tlie Fifties, Villard Books, New York 1993, p. 134.
16 Guido D.W.: Pioneers o f production home building, Builder, Vol.24, Iss. 6; Washington 2001. 
http://proquest.umi.com/pqdweb?did=73064545&sid=12&Fmt=4&clientId=45145&RQT=309&V 
Name=PQD (3rd September 2006)
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made man, salesman and experienced builder, became famous through erecting 

the first-rate houses, which he managed to build in a large quantities and in a short 

period of time. Thus he provided the G ľs, young couples, teachers, doctors and 

others of the middle class status with affordable housing. The only clients, whom 

he denied to sell his houses were African Americans. The myth of Jim Crow was 

still omnipresent and the prejudices against African Americans had not yet 

evaporated at that time. Although Levitt himself was not a racist, he probably 

feared that a white American, who was escaping from multi-racial city centers, 

which in the last decade represented the epicenters of increasing crime, he himself 

would not buy a house next to an African American household, no matter how 

greatly designed and equipped it would be.

2.2.1. The building of the first Levittowns

After the war, the Levitts started their first Levittowns in New York, New 

Jersey and Pennsylvania. The acreage of Levittowns did not stand for a small 

built-up area, but conversely taking into consideration the full dimension of the 

first Levittown, it comprised some 17,000 houses with 82,000 residents.17 

Usually, the initial step in the build-up of a Levittown was to buy a flat area, 

mostly potato fields. Secondly, the field needed to be bulldozed to flatland, thirdly 

it required a build up of roads and finally there had to be made a concrete base, 

upon which a house was sequentially erected. Among others, the sewer system 

together with the water supply and electric network were located there yet 

beforehand. The build-up of the Levittowns resembled more of less a new form of 

a community, as evidenced by their unique look and equipment. Here we can 

observe the rapidity of the subdivision building that virtually comprised solely 

family houses in hundreds in a place and lacked ordinary urban facilities such as 

school, corner shops or a theater.

It was in 1946, when Bill Levitt started his project of the first Levittown 

that he built up in Hampstead. Single plots in the Levittown possessed following 

characteristic features: there were raised fences all around houses and a salient 

look of the house was underlined by the compactness of the simplicity and 

attractive design. From the very beginning, Bill Levitt offered three options of

17 Halberstam. D.: The Fifties, Villard Books, New York 1993, p. 137.



houses. The first was called “Cape Cod”, the second one represented a larger 

ranch-style house called “Rancher”, and the third was named “Colonial.” 18 These 

three kinds of houses looked very similar and differed only in size and a level of 

equipment.

The suburban nation came into existence and therewith came a new 

lifestyle. Nobody would have believed in the period of the golden sixties that 

there might have occurred any problems stemming from a lack of traditional 

design of streets, sidewalks, urban facilities and corner stores.

2.2.2. Levittowns and new Levittowners

Levittown became an embodiment of the American Dream. It also 

provided young families with very decent housing especially for the middle class 

people due to favorable financing policy. Levittown houses being built on vast 

fields off metropolises had to be somehow linked with greater cities around. 

Therefore, an automobile became a prerequisite for all those wishing to live in the 

suburbia.

Anyway, the overall majority of Levittowners, local residents, represented 

young couples with or without children and according to period data, the middle 

class residents can be further subdivided according to their job specialization. 

Therefore, there were both blue and white-collar workers within the middle class 

composition of residents. At the same time, there came up nearly a half of adults 

possessing a diploma from college and 10 per cent thereof probably attended 

University.19 These figures demonstrate how varied the composition of the first 

Levittown residents was.

2.3. Conditions of life in Levittowns

The life of the Levittowners and the rate of their adaptation toward the life 

within the Levittowns can be seen through two points of view. To begin with, 

there came up pros and cons that deal generally with the issue of an impact on 

children. The critics claim that the Levittown represents an epicenter of loneliness,

18 Gans, H.J.: The Levittowners, Columbia University Press, New York 1967, p. 6-7.
19 Gans, H.J.: The Levittowners, Columbia University Press, New York 1967, p. 22.
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boredom and matriarchy flavored with other negative impacts on the psychic 

evolution of the childish mind.20 At the top of that, there was an evidence of an 

increasing number of alcohol addicts as a result of the above-mentioned 

conditions that stemmed from the monotonousness of the environment. 

Furthermore, other critics like to call suburbia a dormitory jjhjeéfVegarding its 

function and design. At the top of that, they claimed that the suburbanites became 

solely dependent on automobile for there existed no other alternative option of 

transport.21 Apparently, these circumstances have driven especially the male 

population to commuting and driving long distances to and from the workplace. In 

social terms, supposing that for instance the father being literally all day off home 

except for weekends, it evoked a negative influence on family life in terms of the 

lack of time shared with wife and children. To put it in other words, the opinions 

on the life within the Levittowns differed a lot. There were always some pros and 

cons in the question of suburbia, however generally it depended on individual 

priorities of the dwellers. Some city-bom people who moved into Levittowns 

might have found the suburban life boring after some time. Or some of them 

might have minded the absence of theaters, cinemas or churches, which 

traditionally were in the cities. However, on the other hand, there has to be said 

that Levittown also provided its residents with numerous advantages.

2.4. Levittown‘s pros and cons

Generally, on behalf of the Levittown there have occurred echoes of strong 

points, as well as numerous weaknesses. For example. iTwasj Lewis Mumfordy 

hvht^ expressed his views upon the Levittown design and defined it by pointing out 

that it was a combination of homogeneity, uniformity and conformity of the
99community that was gradually emerging from it.-" Regarding this statement, 

Mumford was, to some extent, right as for the homogeneity that arose from the 

kind of dwellers living there. On the other hand, taking into account that an 

average American changes his/her residence r e ^ ^ r ly  five times during his/her 

life from one state to another always in search for a better-paid job, s/he simply 

does not intend to build a house that would cost a fortune. Therefore, we may

20 Gans, H.J.: The Levittowners, Columbia University Press, New York 1967, p. 169.
21 Hayden, D.: Building Suburbia. Pantheon Books, New York 2000, p. 10.
22 Halberstam, D.: Tlie Fifties, Villard Books, New York 1993, p. 140.
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deduce from this fact that an average family that moved in these houses on the 

fringe was surely very happy with this kind of dwelling. They did not have to care 

about any repairs for years, as it was built of quality materials that did not go bad 

easily. At the top of that, Levittown was despite the absence of fences, which 

made the lots seem larger, even more secure and people must have felt more 

independent as compared to a flat in a downtown.

2.5 Car-dependent suburbia

As the suburbia grew in off-city areas it also faced a problem of 

transportation as it was mostly situated beyond a municipal system of public 

transit. Life in the suburbia without a car was hardly imaginable, as local dwellers 

needed tojsomehow^get back and forth in directing to anywhere as for example to 

a workplace or to a hospital. In reality, we may consider this a big failure that 

Levittown was a fully automobile oriented suburban city lacking any kind of 

public transit system. This absence of alternative means of transport represented a 

true mass transport gap, as compared to Europe for instance.

The only bus that has been circulating suburbia was only the yellow one 

taking children to school, if existed in suburbia. Indeed, America of that time 

experienced a steep upswing in the automobile production, which yet accelerated 

the suburban growth, and thus definitively altered the landscape and gradually 

even the shape to of the cities.

The common practice was that a family owned a car that was in an average 

family exclusively used by the husband, who took an everyday ride to and from 

his workplace. At that time, if a family could afford another car especially for the 

wife, who normally cared for the children it always represented a plus, as she 

could do the shopping on her own or get a job as well. Otherwise, in a family 

possessing one car the wife faced certain obstacles and did not have above- 

mentioned advantages. However, being a housewife and living a community life 

in the uniform and friendly environment that offered Levittown setting was 

normal in this period.

In sum, the suburbia as compared to a city of that time lacked a public 

transport link with the metropolis. People had to rely fully on driving their cars 

because of the absence of bus lines and railroad system.
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Generally speaking, the number of Levittowners, who found the 

Levittowns both unsatisfactory and harming regarding their social integration into 

a society, where conformity along with uniformity played important role, appears 

to have been very small. On the other hand, the suburbia epitomized a 

homogenous community based on relatively equal dwelling, age of local residents 

as well as income. " This statement gives us an image of the society living there. 

However, we shall keep in mind that Levittowns were not solely reserved for the 

middle-class residents, however they were for instance opened also to the 

returning G.I.‘s. In fact, the G .I.‘s could buy a house located beyond the city 

limits thanks to special mortgages with favorable installment plans.

2.6. The evaluation of Levittowns as genuine American suburbs

In conclusion to the_phenomenon called the Levittown, there has to be 

mentioned that the overall period of the Fifties in the United States of America, 

embodied a great progress in the mass production of housing and motor vehicles. 

At the same time, thanks to this progress the American society underwent a social 

shift from the life in the city to the life on the fringe.

At this stage Aristotle might have uttered: “A city should be built so as to
94give its people security and happiness“'  In the fifties, this would be definitely 

applied on suburban towns, as the Levittown gained momentum at that time, as 

opposed to declining city centers.

The change that underwent in American cities in terms of design and 

function in urban areas was significant due to an enormous progress in many 

respects. The patterns of house building were transformed according to new 

techniques of design and functionality. Generally, the function of houses seems to 

match the perfect design, as well as the functionality that should always play the 

major role. In other words, the main purpose of the growing house development 

was to meet the requirements and wishes of potential customers. Therefore, 

houses were designed in a way to be more spatial, comfortable and attractive. 

Great emphasis was also put on the quality and lifespan of the dwelling. Actually, 

the use of new materials, constructions and upgraded techniques also markedly

23 Berger. B.M.: Looking for America, University of California, Davis 1971, p. 15.
24 Zucker, P.: New Achitecture and City Planning, F. Flubner and Co., New York 1944, p. 366.
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contributed to this purpose. According to wartime predictions, a huge 

development was planned also in industrial spheres. In fact, factories and housing 

units likewise tended to be transplanted from towns into open areas located more 

often in the out-of-the-town areas that were characterized by better accessibility, 

though by car only, and more security. This trace lays emphasis of the 

uprootedness of both individuals and businesses from urban areas in correlation
'TU

with the flourishing car industry. Automobile became number one means of 

transport as opposed to declining public transport, what has negatively mirrored in 

the new sub-urban patterns. The increasing demand for automobiles subsequently 

called for new highway construction.
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3. HIGHWAY CONSTRUCTION AND THE RISE OF MOTOR 

VEHICLES

During WWII it was mainly the armament industry, which prevailed over 

the automobile production. The end of the war however entailed a switch from 

this type of industrial focus toward consumer-like oriented society and its needs. 

An inevitable era of prosperity commenced on the nationwide scope.

Motor vehicle seemed to have expanded individual’s freedom of 

movement on one hand. On the other hand, it had a positive effect as for the 

business expansion, tourism and all imaginable purposes it was created to serve 

to. The opportunity of self-mobility brought many assets to its users. The 

consensus over the increasing car production was approved by all parts of the 

society until there arose its impacts.

Essentially, the car industry provided mass employment in many spheres 

of its production such as rubber-making, steel and other affiliated industries 

included. Many others hugely benefited from this business. Huge investments in 

the building of asphalt routes across the United States meant also a tremendous 

asset that was connected with it on one side. On the other side, the nationwide net 

of highways has positively fostered the national economy and encouraged all 

kinds of business to growth alongside the highway. It is evident that with the 

powerful government lobby there was marked a substantial growth of roadside 

development, hotel and or gas station building. Everything was going well enough 

so as to keep on producing more vehicles in proportion of an ever-growing 

demand.

Besides the fact that the car provided one’s mobility, figuratively speaking
fv o 'jtľ

it was also considered as a measure of success in the-socielogical noiirt-ef-vtewr 

As for the car production explosion we may assume that it also contributed 

towards the deterioration of most American urban cores that at the same time 

experienced the exodus of the white middle-class into suburban areas. The 

unbearable traffic congestions in the cities, the emergence of huge superhighways 

crossing the downtowns and or the issue of uncontrolled sprawl stood for a 

tremendous problem the American cities were facing at that time. Figuratively 

speaking, the automobile harmed the beauty of American cities as well as changed 

forever the habits and lifestyle of the American society. Moreover, the private



transport led more or less to a substantial decline in both railway and public mass 

transit, what also raises numerous speculations to be discussed in the chapters that 

follow.

3.1. The National Interstate and Defense Highway Act

As the post-war production of automobiles skyrocketed in comparison 

with the pre-war period, there came up a need for building a system of highways. 

In 1946, under the Truman administration, the construction of highways was 

slowed for the reason of rather giving way to housing over the road development,
?c

in order to ease inflation.“ Numerous questions arise when it comes to dealing 

with the function and financing of such a project of nationwide system of roads. 

We should find answers to questions relating to a function and efficiency of this 

highway network established in the United States in the mid-fifties by analyzing 

new trends that it brought in the shape of cities in the architectural, functional, 

esthetical and sociological point of view.

With regard to the post-war state of urban and regional areas in America, 

we should put forward a question concerning an effect of an increased number of 

automobiles in use upon the social life within these towns. Basically, if there was 

caused any harm in the above-mentioned areas, as there apparently was, owing to 

the system of highways and car overdependence, we shall attempt to evaluate the 

post-war boom impact upon a twist in transport preferences and changing urban 

patterns.

The construction of interstate highways was the biggest American project 

ever that had both immensely contributed to the wealth of the American nation 

and at the same time produced serious side effects upon the landscaping, land use, 

housing development, modes of transportation and last, but not least to the 

lifestyle of the Americans. The aim will be to prove that both the above- 

mentioned effects helped or forced the American society in acquiring a new way 

of life, new prospect of work opportunities thanks to self-transportation on one 

hand. On the other hand, we will attempt to prove that the highway construction 

had a significant impact upon the alteration of transport and housing patterns,

25 Seely, B.E.: Building the American Highway System, Temple U. Press, Philadelphia 1987, p. 
195
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which virtually yielded to automobile the right of way in unlimited reshaping of 

an American city’s face.

3.1.1. Behind the scenes of the National Interstate Defense Highway Act

What exactly preceded the passage of the 1956 National Interstate Defense 

Highway Act (NIDHA). Why the negotiations concerning this great project took 

so long? And what was the chief aspect in the final decision-making process upon 

the highway planning project? Answers to these and other coinciding questions 

will be examined in the following investigation of facts, circumstances and 

consequences.

By the year of 1949, eighteen state associations were helping state road
26builders to create support for state and national highway legislation.' In sum, the 

struggle for the federal funding together with a powerful lobby speeded up the 

process of highway building. Thus since that moment, every year on the basis of 

federal government subsidies were build new highways as well as a great number 

of urban roads. However, in 1951, due to a lack of sufficient funds, a fervent 

campaign was started by several corporations comprising for instance Mack 

Truck, Firestone or General Motors Company (GMC), whose main target was to 

persuade public awareness for a need to raise support for highway funding. In 

reality, the GMC and Standard Oil Company were involved in destroying 100 

electric surface rail systems between 1932 and 1956, in forty-five cities and the 

rest of mass transit system became replaced by buses, which led to heavy
97pollution. The blame of the above companies for the ruin of once a functional

mass transit netw a is more than legitimate in this case for they drove

American nation t idency and total turn-over in the American way of

life. We may nowadays only guess whether they were aware of their actions that 

indubitably led toward a number of hardly reversible consequences upon the life 

of Americans or whether they were just ignoring them. Nevertheless in 1952, the 

American Association of State Highway and Transportation Officials (AASHO) 

urged President Truman to earmark finally at least the sum of 575 million Dollars 

instead of 810 million Dollars that it had initially proposed. In the political lobby

26 Seely, B.E.: Building the American Highway System, Temple U. Press, Philadelphia 1987, p.
199
27 Flink, J.J.: Tlie Car Culture, MIT Press, Cambridge, Massachusetts 1975. p. 220.



were besides the AASHO also heavily involved the following associations 

comprising the American Automobile Association (AAA) or the American Transit
9o

Association.' By the way, those in charge of the decision-making process and 

approving the projects and allotting funds to the states were primarily the 

President, the Senate and the House Roads Committees. Last, but not least 

engineers played also a significant role in this process, as they were elaborating 

and subsequently producing their highway projects to the Committees. In 

addition, Federal-Aid Highway Act of 1954 provided 875 million Dollars in 

federal aid, which was yet allotted to Primary, Secondary, Urban and Interstate
29system.

The passage of the 1957 NIDHA was primarily inspired and designed 

according to German Autobahns that were built during the wartime period under 

Adolf Hitler’s leadership. One should also bear in mind that the bill of the 

National Interstate Highway System had been long time in negotiation before it 

was finally completed and enacted in 1957 by the U.S. Congress. The process of 

its enactment took several years to its final completion as there was a discussion 

in progress over the structure and financing of the whole system. Also, one must 

not forget that although the draft of the highway net has been already drafted 

during WWII, it had to be postponed to a later time period due to a progressing 

war conflict and yet also because of the following Korean war. These delays were 

generally reflected in federal funds cuts. The Highway Act had several roles, as it 

was intended to provide for the interconnection of the main American cities and to 

resolve the issue of congested roads.

Originally, the highway act was fervently supported by President Dwight 

D. Eisenhower and six other political associates including for instance Senator A. 

Gore Sr. or Republican George H. Fallon, who sought to press its enactment as 

soon as possible. The major drawback, due to which the highway bill encountered 

a negative answer in Congress, was the issue of its financing.30 However, all the 

above involved parties that proponed the passage of the act argued that the system 

of highways would bring the overall economic prosperity. None of them was

28 Seely, B.E.: Building the American Highway System, Temple U. Press, Philadelphia 1987, p.
204
29 Seely, B.E.: Building the American Highway System, Temple University Press, Philadelphia ç  p o
1987, I
p. 213. и {Л
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mistaken. Finally, the act was passed and the progress, named the highway act, 

was given green light.

3.1.2. The effect of highway building

There is no doubt that the American nationwide highway system had 

contributed to the national economy as well as to rate of employment respecting 

all spheres of activities ranging from the highway building to car production. This 

America’s biggest project in the history however caused also much harm to a 

shape of its country.

As the American nation entered the mid-twentieth century with an 

immense progress that was potentiated with the heavy advent of motor vehicle 

transport, a car became a symbol of self-mobility, freedom and last, but not least a 

measure of success as well.

With reference to the previous subchapter dealing with the passage of the 

1956 NIDHA, the production boom of automobiles yet in the early-fifties led to 

congestion on existing roads. Highway provided American drivers with a 

comfortable access to major cities and an ability to move faster from one place to 

another. However, the seamy side of later excessive highway building was, first, a 

dramatic twist in a way of life in the newly risen suburbia. Secondly, the already 

mentioned decline in traditional architecture patterns occurred mainly in 

sprawling urban fringes, where zoning patterns yet resulted in the potentiation of 

motor vehicle transport and decline of pedestrianism and last, but not least there 

also occurred a decline in social capital.

The overall consumer society born in the post-WWII period tended to 

adapt their lives to new trends. One of the trends represented the white flight to 

suburbia, which stood for a proof of prosperity of middle-class people, who 

tended to belong to a certain community.

Although the post-war^ime| prosperity brought the betterment of living 

standard to overall society, there still was also the lowest class, whose access to 

state-of-the-art gadgets and self-transportation was understanding^ limited.

Therefore, although the self-transport was given green light, by means of 

relatively affordable cars, cheap gas and federally funded highway network the 

working class individuals found gradually very difficult to get to workplace or go



shopping, for the federal highway initiative in the first years of its implementation

both directly and indirectly tended to supersede the public transit by the private.

At the top of that, with the white flight from city centers to suburbia, enterprises
'fv

and factories moved out to suburbs as well or at least on__the edge of a city for 

there was better car access. An interesting observation could be that the working 

class, having poor chance to get to workplace due to yet undeveloped or limited 

transit network was the first to feel the real impact of the NIDHA. Therefore, they 

had no other chance to move closer to a workplace. Conversely, from the 

perspective of the middle-class, the impact of motor vehicle transport and 

highway construction peaked, when both cities became congested as well as 

landscape was turned irrecoverably into uncontrolled and formless sprawl.

What has happened to urban America? This simplistic question could J

evoke a pretty complex answer. A part of this issue has been already explained 

before however for it had had manifold effects upon the society we will try to 

understand to what extend and shape it had changed and influenced the American 

nation.

3.2. The age of automobile boom

The post-war era was marked by a significant shift from industrial

passenger cars, buses and other four-wheelers that were in development at that 

time. This change concerned not only car production, but generally it involved 

also other industrial spheres. As the production of automobiles has already been in 

progress since the beginning of the century it gained momentum in the fifties. 

Horse and buggy no longer epitomized the quiet and slow-moving times of the 

inter-war period. There is no doubt that the pre-WWII time period stood for a 

prosperous era even as far as the car production. Post-WWII records prove that 

the nation enjoyed a high level of prosperity as well as economic security. 

Automobile ownership has reached a car per family as a national average and ten 

per cent own two of more.31

11 Urban Land Institute -  Technical Bulletin No. 31 : The New Highways: Challenge to the 
Metropolitan Region, Washington D.C. September 1957.

production of heavy armament components and machinery to e-wiTOtrtlrTÎesrgiTTrt^
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Automakers of the post-war period focused their products not only to well- 

to-do people, however trying to appeal the needs of the middle-class 

representatives, who embodied the largest target audience in the society at that 

time. The heyday of the carmakers outputs must have been evidently for the first 

time realized in the fifties, when the proposed highway network was already in the 

advanced progress of building as well as the famed Levittowns, which were 

accessible for automobile-possessing dwellers only. To put it simply, America 

became an automobile society.

Those people, who as soon as they could afford to buy a car and found out what 

conveniences it could offer to them, they became auto-addicted in the majority of 

cases very easily. In other words, once they became accustomed with its utility 

they hardly found a way to transfer back to public transit even if it was fairly 

accessible, possible, less-costly and faster. This phenomenon that came into 

existence within the American society in the years following the WWII mirrored a 

long-standing effect that has been persisting till nowadays. Even though this 

problem had been pretty clearly foreseen by many critics in advance, the majority 

of those in charge were reluctant to bear these critique_yoices into account and 

none of them neither heard nor was willing to tackle occurred obstacles 

differently.
/ V

3.2.1. Lewis Mumford vs. Robert Moses debate

Lewis Mumford, a well-known American architect, writer, persistent 

highway critic, who was recognized also as an -active columnist to the New 

Yorker and other magazines was also a great adherent and admirer of Patrick 

Geddes, a not less known Scottish planner. The philosophy of planner Mumford 

in relation to a city’s function was that it should be an organ of life; and the best
32economy of cities was the care and culture of human beings/

Mumford known for his deep love for historical development of towns of 

old continent and mainly paying special attention to old Greek architecture, he 

never minced his words, when pointing to errors that occurred on the American 

scene in the name of architecture by ill-planned highway construction.

32 Norquist, J.O.: The Wealth of Cities, Addison Wesley, Massachusetts 1998, p. vii.



At the time^when the U.S. Congress passed the 1956 NIDHA, planner 

Mumford commented on this as following: When the American people, through 

their Congress, voted for a twenty-six-billion-dollar highway program, the most 

charitable thing to assume about this action is that they had not the faintest notion 

what they were doing. Within the next fifteen years they will doubtless find out,
33but by that time it will be too late to correct all the damage to our cities. As for 

his point of view on the effect of the extending highway network, he expressed his 

disappointment with this project that was, in his eyes, about to cause harmful 

effects and decay to urban areas.

At the same time, as for the motor vehicle transport he aired another of his 

critical observations. Mumford pointed out that a car in its early boom, namely in 

the fifties, was not save enough for a motorist due to a lack of safety components. 

At the top of that, he blamed leading car makers and especially the GMC for 

producing automobiles of nice design, while at the same time ignored its 

dangerous knife-edge parts, murderous wings, soft suspension coils, undersized 

wheels, flimsy hardtops, utterly inadequate front and rear fenders, such broad, 

barge-like as to give the driver minimum visibility when passing or parking, not to 

mention sun-reflecting chrome on windshield wipers and window frames to blind 

either the driver or an approaching car.34 In addition, as a proof Mumford 

produces evidence that certain cars had even flawed brakes what potentially 

exposed a driver to a death accident.

In sum, we may deduce from the above evidence that the initial purpose of 

carmakers was not to highly speak about an automobile’s safety, but rather praise 

its shapes and design. In reality however, automobiles were in a very miserable 

state as for their safety. According to records from the late fifties, there were 

about forty thousands death accidents on American highways. The period data 

also indicate that some automobiles had even promoted seat belts only as optional 

and for extra cost.35 This remark proves that the carmakers at the beginning of 

automobile advent paid less attention to safety. Definitely, in the case of the car 

industry advent, carmakers intentionally tended to subordinate the safety to

33 Norquist, J.O.: The Wealth o f Cities, Addison Wesley, Massachusetts 1998. p. 153.
34 Mumford, L.: Interpretations and Forecasts: 1922-1972, Harcourt Brace Jovanovich, Inc., New 
York 1929, p. 371.
35 Miller, T.D., Nowak, M.: The Fifties: The Way We Really Were, Doubleday and Co., INC, New
York 1977, p. 141.

25



styling, as evidenced by Ford Group Vice President Lee Jacocca, who maintained 

that: "Styling sells cars and safety does not.36

Mumford’s continual and strong disagreement with the construction of the 

national highway system became very resonant especially in his famous 

publications, in which he sought to warn against the ill highway planning. The 

following statement speaks for his persuasion about the negative effects of the 

highway project: The fatal mistake we have been making is to sacrifice every 

other form of transportation to the private motorcar. We have over accommodated
37the auto at the expense of other methods of transportation. The way Lewis 

Mumford held his refusing stance against the highway planning and mainly the 

preferential automobile use over its mass transit alternatives became known as a 

catch-phrase of his at the very beginning of its NIDHA realization. This proves 

the fact that hence Mumford uttered the above statement, it has been re-published 

several times, whenever it came to discussing the 1956 NIDHA. Also, he deplored 

the contemporary planners’ obsession with roads, highways, avenues, terminals, 

airports, shopping centers, factory districts and demanded to put an end to urban 

expansion into formless and frustrating conurbations and called for a renewal of a
TO

life centered environment in regional cities.' Mumford himself held always 

conservative attitudes toward architecture and orderly living towns. At the top of 

that, he promoted organic architectural setting. He was fond of pointing out that 

cities should have possessed enough green areas and more traditional setting what 

would have been more or less reminiscent of Europe. Mumford was a strong 

opponent of sprawl and suburbia, which in his eyes stood for purely automobile- 

dependent destinations.

Diametrically different view on the development of highways was held by 

Robert Moses, another well-known architect, who was, by the way, one of those 

obsessed with automobiles and their utility. Moses as a prominent New York City 

(NYC) architect after Frank Lloyd Wright came to the fore thanks to an 

involvement in numerous projects both on local and state level. He carried out 

projects in both the NYC and the State of New York. Moses however enjoyed a

,6 Why Cars Must-and Can-be Made Safer.
http://www.time.c0m/time/magazine/article/0,9171,840604,OO.html. TIME: Friday, Apr. 01. 1966.
( 13th September 2006)
17 Norquist, J.O.: The Wealth o f Cities, Addison Wesley, Massachusetts 1998, p. 158.
38 McKelvey, B.: The Emergence o f Metropolitan America, Rutgers University Press, New Jersey 
1966, p. 127.

26

http://www.time.c0m/time/magazine/article/0,9171,840604,OO.html


nationwide fame, thanks to his fervent highway popularization under the 

presidency of Lyndon B. Johnson and its known single-centered vision of pro

highway America. His attitude toward automobiles and highways was wholly 

divergent from the Mumford’s. Moses would have rather given green light to 

highway building, wherever a free land would become available and no matter 

what effects it would have left on the landscape. This stance of Moses’ 

indubitably led toward a fragmentation of cities on a large scale for they were 

loosing their compactness and naturally richness as well. In spite of Moses‘ great 

merit in the architecture of the New York City, some of his projects, namely 

proposed highways later faced a strong public opposition. Not surprisingly, 

planner Mumford maintained a severe opposition to this kind of devastation of 

coherent, traditional look and health state of American cities by ill-planned 

highways.

3.3. Conclusion

Taking into account the above pro and con views of the two American 

renowned planners upon the inevitable progress and consequent outcomes that 

came up concurrently in the post-war period, a disinterested observer might have 

opted for a middle-of-the-road reaction. There is no doubt that both planners had 

viewed this problem differently. From the point of view of maintaining the face of 

American cities traditional and pedestrian friendly, Mumford expressed his fears 

of an increasing car availability that was slightly becoming an obsession and thus 

stood rather for a counter-productive element in this respect. On the contrary, 

Robert Moses evidently felt that the future trend will depend on the speed of 

progress in general and that the liberal choice of transport will play a decisive role 

in this respect. According to Moses, his vision was contingent by the speed of 

self-transportation, by means of an automobile and thanks to a planned network of 

omnipresent highways no matter what harm it could have caused to the 

environment or cities.

As a result of the above contradictory arguments by the renowned 

architects, we may draw certain conclusions. In reality, their opinions are 

legitimate according to a natural process of infrastructure and housing
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development that has been in a ceaseless motion from time immemorial. There is 

no doubt progress that cannot be stopped anytime. Therefore, who is to be blamed 

for occurred damages to the environment, the face of American cities, landscape 

and last, but not least people’s lifestyle? The answer to this question represents a 

hard nut to crack. However in practice, we may assume that those, who let the 

unstoppable progress result in an unstoppable chaos, were predominantly those in 

charge of a decision-making process.

We should however also keep in mind that there was a systematic, but 

hidden pressure upon the society in terms of public advertisements depicting for 

instance trendy automobiles by major carmakers, sitcoms showing multi-car 

households on TV that saturated the overall tendency of automobile-oriented city 

planning. Another aspect of the pressure was closely related to persistent lobbying 

efforts of all parts involved that had a stake in highway planning or roadside 

development and last, but not least also car maker companies. Especially, it was 

the action of the GMC which in order to increase demand for their automobiles, 

sought to dismantle and replace electrified public transit systems in many 

American cities by its buses. The U.S. Congress by the passage of the 1956 

NIDHA gave green light to an overall development on federal grounds on one 

hand. On the other hand, it caused much harm to the future of American cities and 

dramatically affected people’s way of life.
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4. SUBURBAN SPRAWL AND THE AMERICAN CITIES

Surplus wealth enables people to persist in buildings wasteful, inadequate 

communities and then compensate for the communities4 failings by buying private 

vehicles and driving all over the metropolitan area in search for what ought to be 

available close to home.

Philip Langdon, A Better Place to Live (1994)39

The above statement gives us a figurative image of the problem we are 

going to face in the following insight. The seriousness of its impact upon the way 

of live in American cities is doubtless grave.

Referring to the passage of the 1956 NIDHA, we may observe that 

America at that time underwent among others a rapid growth in automobile 

production. In response to this great stride ahead there had to be built adequate 

freeways that would bear all the traffic. The freeway planning was crucial for the 

future look of American cities. Mumford saw the eagerness of those in charge of 

the highway planning as premature and blind. Therefore, his above-mentioned 

fears about the impact of highway planning together with the growing auto mania 

later became true in the form of negative effects in urban and suburban areas.

Here, we are talking about an immense damage that the U.S. cities have 

sustained due to people’s overdependence on the usage of an automobile on one 

hand. While on the other hand, those politicians in charge on the municipal, 

regional, state or federal level did cause even more severe mistakes in their 

decision-making on such issues as for instance was the imperfect highway 

planning, suburban sprawl or reluctant stance towards heavier investment in 

public transit system.

4.1. Unaesthetic, untraditional and unstoppable sprawl

What is the sprawl? Is it a kind of urban illness? If yes, what are its main 

symptoms and incubation period? Finally, can a land which was affected by the 

phenomenon of sprawl undergo a successful recovery?

39 Langdon, P.: A better place to live: reshaping the American suburb, University of Massachusetts 
Press, Massachussets 1994, p. 10.
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Referring to the title, it denotes a negative triple-adjective expression that 

gives us a true picture of the nature and cost of the sprawl, a phenomenon that was 

initially meant to ease the overload of city cores from traffic congestion, however, 

it soon proved to be an ill-fated and rather counterproductive attempt to do so. 

Although some cities experienced a slight improvement in terms of the business 

growth within the outer city ring and the satellites, the seamy side of this effect 

reflected in the deterioration of city cores, decline in public transport ridership in 

consequence of increased automobile usage and a severe damage to a traditional 

look of cities together with all their characteristics.

The suburban sprawl is closely interconnected with the phenomenon of 

low density of fringe metropolitan areas. Scarcely populated greater or let’s say 

outer ring areas of cities emerged in the post-WWII era as a result of already 

mentioned factors of prosperity, as opposed to smart growth. The percentage of 

density in a particular area can be easily counted by a ratio of inhabitants living in 

an area of one square kilometer. The average metropolis in the U.S.A. is far less 

densely populated than its counterparts in Europe, Asia and other parts of the 

world -  about a third as densely populated as metropolitan Paris and a thirtieth as 

densely populated as a metropolitan Hong Kong.40 This statement referring to a 

situation of the mid-20th century proves the fact that America faced a serious 

threat at that time. Nevertheless, this problem had not evaporated since its advent 

in the fifties, however rather worsened to the detriment of the face of American 

cities onward. We should also remember that residents of these areas are the main 

victims of it. Sprawl stands for a harming factor that has been negatively affecting 

the life of the American society.

Generally, in the post-WWII era it lacked sufficient public transit network 

as well as had no smart structure planning so as to ^ c o n fo rm  to a pedestrian 

friendly setting. Those American cities that once possessed traditional look 

comparable with the European-like settings, turned into decaying urban fragments 

that were no longer safe and attractive enough for those who opted for living on 

the edge of a city. On the contrary, in the mentioned cities of edgeless frontiers 

epitomizing the suburban sprawl ever spilling over the line of the original city 

boundary became a new place for multi-car households, super malls and business

40 Kelbaugh, D.S.: Repairing the American metropolis, University of Washington Press, Seattle 
1984, p. 22.
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districts. This switch was also accelerated by a growing attractiveness of these 

areas especially for factories and corporations that relocated here from their 

former urban locations.

Those people found it advantageous for they dwelled in a relative 

proximity to a workplace. They became mostly employed in local newly-risen 

office parks that went suburban along with the big strip malls and warehouses. 

The question is whether they were also comfortable with a sort of sprawl- 

stemming isolation that was imbuing their lives. Critics argue that sprawl equals 

bad aesthetics and bad economics. At the top of that, they also claim that five 

acres are being made to do the work of one, and do it very poorly.41 The sprawling 

suburbs that encircle urban areas have been indubitably representing a serious 

threat to the face of American cities and those living within.

4.2. The characteristics of the sprawl

Why was the sprawl seen as a negative outcome of ill development on the 

fringe? What does its traditional structure look like? What conditions of life offers 

this sort of affluent built-up area? The answers will be provided in the following 

examination of general facts including some notable views.

Technological innovations in transportation, construction and 

communication changed the nature of urbanism. It led to the removal of 

quantitative limits and marked the change from an organic system to mechanical,
42from purposeful growth to purposeless expansion. " This statement expresses 

another skeptical view of planner Mumford, whose long-standing opposition 

toward an automobile overdependence was known enough in his day as well as 

his fervent preference of neotraditional patterns of city development.

Concerning the phenomenon of sprawl it is hard to formulate its definition, 

because of its incoherent structural complexity, however we are able to depict its 

function and impacts. As the problem of the suburban sprawl came up in the 

fifties, mostly around America’s big cities, which were very densely populated, a 

closer look was taken in its function not only by Mumford, however also by many 

others. For instance, James Howard Kunstler, an author of the book, called "The

41 The Editors of Fortune: The Exploding Metropolis, Doubleday and Co, Inc. 1958, p. 117.
42 Bartling, H., Lindstrom, M.J.: Suburban sprawl: Culture, Theory, and Politics, Rowman and 
Littlefield Publishers, INC., New York 1969, p. xv.
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Geography of Nowhere“, proposed solutions toward the issue of sprawl in 

America. He propones traditional urban designs and restoration of transit, and 

further added that an automobile should be a convenience and not a necessity.43 

From this point of view, we may deduce that in contrast to a metropolitan look, 

the suburban sprawl areas comprise diametrically opposite patterns of land use. 

Here we can again observe the influence of omnipresent automobile domination 

over the public transit. And this is exactly what has been forming the American 

cities and concurrently the people’s habits in the five past decades. Definitely, we 

can be sure that the way of life in American cities has changed a lot since an 

average middle-class household could not only afford to buy one car, but as soon 

as it needed another it got it. Therefore, we may observe that people can hardly 

manage to go shopping on foot, not because of being lazy, but due to an 

inadequate urban and ex-urban planning that stems from the car overdependence. 

The problem inheres in the city planning itself.

To define sprawl, we should first get a notion about its counterpart pattern 

of city growth that is understanding^ more or less typical for European city look. 

Out of the following overview of traditional city patterns we will be able to derive 

those ones of the sprawl. Traditional city patterns are characteristic by high 

density ratio of population per square kilometer. This kind of setting gives 

preference toward tree-lined narrow roads with sidewalks, schools, culture and 

shopping centers situated in the downtown. It is a traditionally planned 

architecture which respects certain city shape regulations. Traditional cities are 

purely of mixed-use patterns, with efficient mass transit network and pedestrian 

and biker-friendly policy.

Conversely, sprawl respects organization in the so-called zones that are 

distinguished by use. The zoning patterns separates, for instance a shopping 

district, from gated communities and or say an office park. Therefore, what results 

from this cut composition of normally mixed-use pattern is a number of social, 

aesthetic, economic and environmental problems. According to Duany Plater- 

Zyberk & Co. sprawl is an idealized, artificial system..invented by architects, 

engineers and promoted by developers..an outgrowth of modern problem solving:

43 Norquist, J.O.: The Wealth of Cities, Addison Wesley, Massachusetts 1998, p. 188.
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a system of living.44 With reference to the above point of view by a firm 

proposing neotraditional development not only in America, we may come to a 

conclusion that sprawl has evolved as a futuristic kind of solution to post-wartime 

problem of congestion and lack of affordable living. The issue of congested cities 

represents another reason for the effect of sprawling boundaries of American 

cities. At the top of that, the phenomenon of sprawl ends up in a vicious circle, 

which forces people to look onto their lifestyle from behind the wheel of their 

automobile.

4.3. The urban sprawl starts...

Speaking about the origin of sprawl, we should keep in mind two major 

leading causes of its buoyant boom.

First reason, why sprawl was given green light was due to an overly 

financed highway building, which dramatically reflected on the city planning. 

Even though, in the fifties the power of individual American states was more or 

less decentralized, the federal government still acted as the major capital provider 

at least as for the highway building and thus to some extend had an influential say.

Second reason was without doubt a matter of municipal government 

planning on one hand. On the other hand the issue of sprawl was again closely 

connected with the federal government initiative. To put it in a more precise way, 

the U.S. government allocated unequally huge subsidies between public and 

private transit. Evidently, the federal government was under a heavy lobbying 

pressure of all those involved, who had a stake in anything ranging from highway 

building, gas stations, roadside business, automobile production to the overall 

growth of Gross Domestic Product (GDP), what understandingly involved the 

nation itself.

Figuratively speaking, this fundamental disproportion in the redistribution 

of federal money by the U.S. government meant that roughly ninety per cent went 

on the highway building, while the rest was allotted to public transit networks. 

Now, we can say almost with the hundred per cent certitude that this failure to 

react upon the growing automobile dependency, without at least any

44 Duany, A., Plater-Zyberk, E., Speck, J.: Suburban Nation: The Rise of Sprawl and the Decline 
of the American Dream, North Point Press, New York 2000, p. 4.
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implementation of restriction of a formless and ill-projected land-use patterns, 

which were peculiar to sprawl, stood among others for the most serious reason, 

why there occurred and persisted the sprawling effect.

4.4. The effect of sprawl

Regarding the facts mentioned in the previous subchapter, there is no 

doubt about the error that has happened on the highest national level. Heavy 

subsidies toward highway building made automobile transportation in many ways 

faster and in some cases even cheaper. The public transport systems lacked 

sufficient funding for keeping high ratio of ridership. Also, as the public transit 

networks were short of money their means of transport became not much pleasant 

vehicles to go by. In some cases, there was no money left for a full-time transit 

network operation due to a low ridership, nor any funds to add new transit lines or 

simply to finance regular maintenance work. Generally, the overly dependency on 

automobiles resulted in a decay of the mass transit in urban and ex-urban areas.

However, to narrow down the negative effect of the federal government 

initiative, we should keep in mind that this disproportional allotment of federal 

subsidies occurred right after the passage of the 1956 NIDHA and lasted a couple 

of years until there were enacted other acts providing public transit with more 

subsidies. Especially, it was under the Lyndon B. Johnson administration, when 

the 1964 Urban Mass Transportation Act was passed, in order to provide 

necessary capital assistance to a revitalization of public transit networks and 

facilities. Precisely, 375 million Dollars were to be given to particular 

municipalities for the building of new or the extension of present lines, for the 

purchase of new vehicles and other related facilities.45 This act meant a substantial 

turnabout toward a closer focus on the declining public transit. Although, the 

situation got much better, the damage that American cities have sustained 

appeared to be irrecoverable. Actually it was the cost that the American city 

planning had to pay for the overdependence upon an automobile.

Another form of impact that sprawl has evoked upon the landscape 

concerned the deprivation of the “suburbia‘s exclusivity“. Wilfred Owen puts this 

impact in a following way: Endless sprawl has made suburbia the negation of the

45 http://en.wikipedia.org/wiki/Urban_Mass_Transit_Administration (1st November 2006)
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city. The whole process must eventually grind to a halt as those who flee from one 

disorderly metropolis run head-on into spreading blight of another.46 With the 

ever-spreading power of sprawl, once it has filled the gap between a city and 

suburbia, there has occurred a mix of the messy and orderly built-up areas. 

Suburbia hit by this wild phenomenon of sprawl became for many suburbanites a 

disaster and a big dilemma, because they had originally moved into Levittowns, in 

order to enjoy a diametrically different life from the urban one they were fed up 

with. To put it metaphorically, there is no doubt that some American metropolises 

that were at ease with being affected by sprawl tended to act as a big octopus.

4.5. Summary

The sprawl not only affected American cities, but also seriously touched 

the American society and its way of life, which was once so harmonious thanks to 

smart city planning that tended to follow traditional city planning guidelines. 

Critics claim that sprawl contributed to social isolation, marginalized pedestrian 

traffic, public transportation and spaces of spontaneous civic interaction.47

It is evident that sprawl has done much harm in the social and city 

planning perspective. As for the social side, sprawl led to a decline in social 

capital in the affected parts of the city, namely in those ex-urban ones. From the 

planning point of view, sprawl was in fact subsidized from federal funds through 

mighty highway building. At the same time, as a result of massive investments in 

the road development, the mass transit declined dramatically.

Consequently, sprawl patterns in contrast to mixed-use patterns lacked 

sidewalks and or for instance an additional lane for bikers. Therefrom, we can 

assume quite well that these areas have justly received pedestrian- and biker- 

unfriendly connotations. At the top of that, a dominant role in the sprawl setting 

played again the “Sacred“ car48 over the mass transit. That is why, an observer 

promenading across these sprawling areas on foot took a high risk of being a 

possible victim of a car running him over. Destinations that were originally in

46 Owen, W.: Cities in the Motor Age. The Viking Press, New York 1959, p. 5.
47 Bartling, H., Lindstrom, M.J.: Suburban sprawl: Culture, Theory’, and Politics. Rowman and 
Littlefield Publishers, INC., New York 1969, p. xii.
48 Mumford, L.: Interpretations and Forecasts: 1922-1972, Harcourt Brace Jovanovich, Inc., New 
York 1929, p. 368.
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traditional urban setting reachable within walking distance became predominantly 

and only possible to be effectuated by car. Sprawl simply produced inaccessibility 

of basic public institutions like schools, hospitals as well as mass transit systems 

and corner shops. Conversely, sprawl became rather connected with automobile- 

dependent, sidewalkless and not compact part of a city.

In conclusion to the impact of sprawl, we could have convinced of its 

formless and planless purpose as for the city development that was gaining 

momentum from the mid-fifties onwards. Moreover, its main attributes did show 

no matching in character or function with a traditional urban setting or any other 

else. Automobile in the sprawling area represented a must and not an option for 

there was any intention left for running any alternative form of transport. 

Unfortunately, sprawling parts of a city epitomized neither healthy nor cultural 

place to dwell.
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5. PUBLIC VERSUS PRIVATE TRANSPORT

Regarding the above insights and conclusions, we could have observed 

that something powerful stood behind this acceleration o f progress in America. 

The progress and rising living standard together with a range o f federal assistance 

to many through easy loans and mortgages under very favorable terms had a 

positive effect upon the American society. Thus, many Americans after the war 

regained their lost belief in achieving the pursuit o f happiness. For many o f them, 

an automobile represented an embodiment o f  the American dream, while for 

others just a means o f transport either o f primary or secondary importance. 

However, nobody in the fifties would have imagined that their way o f living, 

transportation and understanding^ everyday habits would change so dramatically 

as a result o f the growing dependency on the automobile.

It is not necessary to remind us o f the most convenient way o f 

transportation that has been so massively provided by means o f the automobile 

since its production boom in the mid-fifties. Although, the automobile usage 

nowadays represents the most preferred and economy-contingent means o f 

transport including the freight transport, it has made out o f the U.S.A. a world’s 

best leading economic power on one hand. On the other hand, America also 

figures as the number one polluter in the world’s environmental statistics as it 

does not comply with the norms o f the Kyoto Protocol, even though it is well 

aware o f its negative effects upon the 

Earth state. The US contains 4% o f the 

world's population but produces about 

25% of all carbon dioxide emissions.

By comparison, Britain emits 3% - 

about the same as India which has 15 

times as many people.49 For instance, 

the 2003 acid rain ratio between the 

U.S.A. and the rest o f the world is quite 

obvious from this doughnut chart

44 The BBC News: The U.S. and Climate Change, February 2002. 
http://news.bbc.co.Uk/2/hi/americas/1820523.stm (January 2007)
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showing the overall America's dominance in negative sense.30

Leaving however the role of the car as the main actor in these 

environmental issues behind at least for now, we will be rather focusing on the 

examination of the car as a chief competitor of the mass transit in the post-war 

period till the mid-1970s.

In this chapter we will approach the chief aspect of this thesis, which 

concerns a thorough insight in the American perception and usage of automobile 

transport versus the mass transit ridership and vice versa. As we have already 

come through numerous examples proving the decay of American cities by means 

of the overly dependent automobile society and not far-sighted city and highway 

planning decisions made by those in charge, we will attempt to map and analyze 

the roller coaster ride of the mass transit on the American scene.

This chapter will be structured into several subchapters, in which we will 

be primarily focusing on the mass-transit and its role on both American coasts.

Firstly, however, we will make a quick insight in the methodology and the 

examination of the prerequisites of mass-transit growth.

Second, we will look at the post-WWII comparison of the Canadian and 

American mass transport situation for both countries have a lot in common.

Third, upon the basis of a case-study, we will be analyzing the function of 

a transit network in San Francisco Bay Area, in relation to an automobile 

convenience and vice versa. This investigation shall shed light upon the big role 

of the mass transit in securing cities less congested, more livable and coherent. In 

the latter part of this case study we will analyze the occurred revolt against 

freeway construction in the region.

Fourth, in the second case-study, we will take a closer look at the 

American Eastern coast. Boston will become a subject of our focus, while 

investigating a unique and giant project called the Big Dig that represented a 

milestone implementation in the process of the downtown revival of American 

metropolises.

Fifth, we will finally analyze the freeway revolt in the NYC and the Long 

Island, with a focus on the local convenience between private and public 

transport.

50 Acidrain.org: The Kyoto Protocol. February 2003. 
www.acidrain.org/.../img/factl 2_Kyoto.gif (January 2007)
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5.1. The prerequisites for the mass-transit growth

If we are about to analyze the enduring struggle between the public 

transport and private transport on one of the best examples we have on the 

American west coast, we should be firstly aware of few necessary prerequisites of 

the two competing forms of transport, which can be then applied on similar cases, 

wherever in the country.

Secondly, after this evaluation we should make a sociological insight in 

the people’s preferences and wishes in regard to this choice of transport. 

Additionally, on the basis of opinion polls and statistics, we may approach further 

investigation of this phenomenon. Then, we will be capable to deliver an 

evaluation of the actual condition of the mass-transit, in relation to private transit 

in the particular area that is to be taken into our focus.

To be capable to see the above problem with other perspective than of an 

amateur’s, we shall attempt to take a planner’s eye view on the phenomenon.

In the first place, when dealing with the determination of, say, transit 

suitability in a particular area of a town or suburb, we must always keep in mind 

that there exist certain rules and conditions, under which the construction of a 

mass-transit network is profitable for the system itself is cost-effective and mainly 

beneficial to a public good. Therefore to meet these prerequisites, it should attract 

a reasonable number of riders so as to at least potentially prove its successful 

function.

In the second place, with respect to the very above chapter analyzing the 

features of the Levittown, we could have observed that the absence of transit 

networks due a lack of farsightedness of not only involved planners, but also local 

governments, led to a crucial downfall of traditional urban patterns. Actually, 

local bodies were those, who provided, administered and also bore a responsibility 

for possible negative consequences upon the landscaping and land-use.

Finally, when defining the main prerequisites for the implementation of a 

mass-transit network in a particular area we shall also add one more specification 

that is subject to those previously mentioned. The ratio of a density per square 

kilometer represents an important aspect, when evaluating the necessity and 

feasibility of a mass-transit network building. Density means that enough people 

live within an eight- to ten-minute walk of public transportai ion... there fore in big
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cities like Toronto, Chicago or Montreal people cluster near transit stops. There, 

foot traffic dominates and automobile traffic diminishes.51 High density ratio, in 

fact, is viewed by many authors, writing about the post-war America, as the key 

element for sustaining American cities compact and lively with people, who do 

prefer walking, cycling or using mass-transit means to private automobile use.

5.1.1. North-American mass transit differences

Toronto and Montreal are good examples of North-American cities that 

achieved more harmonious city planning as for the layout of the mass transport 

network, in contrast with comparable American cities.

Firstly, according to statistics of light railway transit track’s lengths in the 

pre-1970s era, Toronto enjoyed its primacy of the longest railway track with 

nearly 68 miles, among the North-American cities competition. Second was 

Philadelphia with 33 miles, third Boston with 26 miles and finally San Francisco 

with 23 miles of track. This disparity showed in figures between for instance 

Toronto and say San Francisco, was quite high only if we take into account the 

fact that the latter was to be enjoying a comparable transit system in the next 

couple of years. Otherwise, after the year of 1972, we may found San Francisco 

Bay Area Rapid Transit (BART), the number one mass transit in America as for 

its ridership. Secondly, Toronto with its complex, but smart net of underground 

pedestrian passageways interconnected with public places, shops and tube 

together with well-organized above-ground network of public transport encourage 

people to walk more and to abandon their cars either at home or at numerous park- 

and-ride parking lots. These park-and-ride lots are mostly located at individual 

railway stations of adjacent satellite towns. The system of commuter GO trains in 

Toronto, Canada plays a significant role in everyday life of Canadians, who drive 

a car to park-and-ride lots, where they switch to GO train and spend for instance a 

half an hour by reading newspapers. While their American counterpart being in a 

comparable distance from his/her workplace, is facing an everyday routine of 

getting stuck in traffic going by car for s/he does not either have this option of 

commuter trains or takes his/her option rather as a matter of pride. The latter

11 Kay. J.H.: Asphalt Nation, Crown Publishers Inc., New York 1997. p. 305-6
52 American Public Transit Association, Transit Fixed Gateway Inventory, April 10, 1995
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aspect has its reasonable justification, for in some parts of America, where the 

private transport became a deeply rooted trend, the perception of those opting for 

an alternative means of transport is that they cannot afford to go by an automobile. 

Last but not least Toronto has earned also a reputation of bicycle-friendly town 

with seven percent of central city dwellers riding to work, as opposed to 

comparable American town, where the bicycle riders comprise two percent 

maximum. ' And what is the problem?

The above observations partly based on my recent personal experience 

refer to miserable conditions of the post-war mass transit operation due to lack of 

immediate federal subsidies. This transit decay went hand in hand with the 

deterioration of cities due to an oversaturated obsession with the sacred car 

convenience. We may presume that the side effects of the boom of automobile 

production in the Fifties launched a chain of changes that have indelibly imprinted 

permanent scars on the face of American cities. In this respect, the way of 

transport has also switched dramatically from the pedestrian-like towards car 

dependent. However, as many people felt that something went wrong with their 

transportation habits, they have begun to take a positive stand towards the 

extension of existing or even building of new tracks of mass transit. They soon 

realized that even in a less densely populated area, it is worth using a sophisticated 

and comfortable means of mass transport if available.

Therefore, there is no doubt that sprawl, automobile and low density 

pattern not only spread people, but also forced them to live an unhealthy life that 

lacked community contact on one hand. On the other hand, people also suffered 

from less movement that they once have enjoyed by walking and cycling around. 

In sum, there occurred a range of grave mistakes in the control of city planning 

and redistribution of federal subsidies. A positive thing in this respect was that 

wide public appealed to city governments in public référendums for a partial 

restoration of the previous state by means of urban reform and or mass transit 

system building.

53 Kay, J.H.: Asphalt Nation, Crown Publishers Inc., New York 1997, p. 341.
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5.2. San Francisco Bay Area

San Francisco Bay Area (SFBA) stands for an area that covers towns both 

on the peninsula, creating the bay, and the mainland including the City of San 

Francisco and other adjacent towns. Concerning the landscape relief of SFBA, we 

may observe from a bird’s eye view that the coastal stripe is flat in a certain 

proximity to the ocean. However, going further inland the flat land gradually 

transforms to a hilly and subsequently mountainous relief.

San Francisco, the metropolis of SFBA looming over the ridge of the 

peninsula creating the bay has resembled not only in shape, but also by the 

concentration of businesses, its eastern coast counterpart of New York City. 

Especially this part of California became very attractive for many businessmen 

willing to do business here as well as for many people, who found good job 

opportunities and that is, why decided to settle down here. Last but not least, as 

for the population, it is also worth-mentioning that SFBA has been since long time 

ago experiencing a permanent population influx due to local temperate climate.

Therefore, the increase in population was with no doubt enormous. It was 

between the years 1950-1956, when the population in nine SFBA counties grew 

by nearly a half million. With more people in SFBA, the demand for additional 

housing was being met by mass-production housing. Developers constructed 

communities that housed thousands.34 This sudden inflow of new residents meant 

a significant alteration of local land-use. With a demand for affordable housing, 

large subdivisions and individual satellite neighborhoods mushroomed rapidly in 

the SFBA counties.

What is following from the above remarks is a call for the creation of 

another alternative form of mass transit that would have besides the bus service 

served to wider public. The goal was to reduce congestion on local highways 

especially on those heading San Francisco and other destinations of SFBA. At the 

same time, there were also numerous reasons, why encourage people to abandon 

their cars at home and rather go by mass transit instead, for the sake of ecology 

and smart growth development, which was among others also instrumental 

towards city’s sustainability.

54 Young, R.N., Griffin, P.F.: Recent Land-Use changes in the San Francisco Bay Area, 
Geographical Review, Vol. 47, No. 3. (July 1957) http://links.jstor.org/sici?sici=0016- 
7428%28195707%2947%3A3%3C396%3ARLC1TS%3E2.0.CO%3B2-D (10th January 2007)
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The planned mass-transit network was intended to become a strong 

competitor of automobile convenience both in urban and inter-urban areas. In fact, 

the proposed mass transit alternative ought to have been an electrified rail that was 

to stretch all around the region. Therefore, in the post-wartime era, besides heavy 

federal investments in highway projects, there was also implemented a network of 

public light railway called BART that after a couple of teething problems has later 

been enjoying a great patronage as evidenced by new extensions to outer parts of 

SFBA, namely to the San Francisco International Airport.

5.2.1. Introduction to BART

The Bay Area Rapid Transit in full words is a name for one of the best- 

planned and built inter-urban light railways in the U.S.A. that came up from local 

government initiative in the post-war era. To be able to prove the efficiency and 

competitiveness of the SFBA mass-transit to private transit, we must devote a 

certain time towards its background history as well as circumstances and the idea 

that stood behind its construction. Also we shall deal with a proposed freeway that 

was intended to be built in place of BART. These and other aspects will help us in 

further evaluation of the day-to-day clash between public and private transport.

Together with the post-war hunger for the progress in private transport and 

namely highway building that was understanding^ out of question during the war 

times, the car convenience gained momentum not only in inter-urban, but also in 

urban areas. Statistics affirm that a rapid tumble in the U.S. ridership occurred 

between years of 1945 and 1955. From the peak of nearly 24 billion riders in 

1945, ridership plummeted to 11 billion 10 years later.55

As the mass transit ridership decreased in the early years following the end 

of the war, it became a hot and enduring subject of a debate within municipalities 

of SFBA. Apparently, as this coastal area of north-western California was 

experiencing a huge urban and infrastructure growth, local new and existing roads 

became congested and so the cities of either large or small surface areas became 

soon overloaded by cars that needed to be parked somewhere. With reference to a 

yearly surge of tens of thousands automobiles passing through American

55 Bernick, M., Cervero, R.: Transit Villages in the 21st century, M cGraw-Hill Com panies, New
York 1996, p. 39.
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downtowns, many drivers have either got stuck in traffic or otherwise have been 

forced to keep on circling the jammed downtown in search for a vacant lot. SFBA 

has been echoing for a long time a vehement call for a revival of mass transit to an 

extent to reduce the load of traffic in the city centers and thus preventing main 

intersections from gridlocks. This voice went from ordinary San Franciscans, who 

though being drivers were well aware of this issue and have not hesitated to 

approve tax increases to fund new urban rail systems and extensions.56 This 

collective step ahead in the question of securing the public transit in a particular 

region speaks for itself.

In contrast to SFBA, for instance Los Angeles, a seaside city located 

southward of San Francisco, has also undergone a similar development in 

highway building due to growing automobile dependence. However, in a two- 

decade period of time after the WWII, there occurred a diametrical change in both 

city and landscape planning of the two west coast metropolises. Observably, Los 

Angeles remained a city suffering from pollution and congestion. This effect 

indubitably stemmed from an excessive automobile dependence and continuous 

mass transit decline. A great harm was apparently caused by the post-war federal 

fervent one-sided investment in highway building which left negative effects upon 

the public transit operation. However those who decided on what was to be 

financed in the Los Angeles district from federal subsidies, were understandingly 

the representatives of local government, whom planners served as the main 

advisors on various matters including urban planning and land use proposals.

In the latter part of the twentieth century, in SFBA was implemented one 

of the most revolutionary and effective systems of mass transit on the western 

coast of the U.S.A. The genuine network of BART has stood rather for a 

commuter train even though it was constructed to serve as a subway running 

underneath the bay connecting the peninsula and the mainland. Light railway 

stands for the precise term of this sort of a train that operates both underground 

and on above-ground.

56 Bernick, M., Cervero, R.: Transit Villages in the 21st century, M cGraw-Hill Com panies, New
York 1996, p. 13
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5.2.2. HART history

The early history of BART starts in the year of 1946, on the basis of public 

gatherings of business and civic leaders of SFBA, who felt that their region 

needed an efficient mass transit network, which would have eased the unbearable 

situation of local congested cities because of the post-war large in-migration and 

car over-dependency.57 BART network was initially meant to be a competitive 

alternative to an automobile especially in destinations that were to be led 

exclusively underwater between the yet mentioned mainland and the peninsula. 

Generally, BART consisted of three lines that interconnected the majority of 

satellite towns of the SFBA.
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From the above time line we can clearly follow the process of BART 

implementation in individual stages. Following the time line, we may observe that 

a first formal step was done in 1951, when BART Commission was established, 

which subsequently six years later drafted BART network and thus determined 

BART District, which was later on widely approved in 1962 SFBA referendum.59 

The construction itself began in 1964. Finally in 1972, BART was publicly put 

into operation for the first time. BART was ready to attract people to ride it more 

frequently than an automobile. In sum, BART became a great asset to SFBA and 

mainly to people living there. To put BART’s merit figuratively, it helped to heal 

the wounds of the post-war obsessive car usage that has dramatically changed the 

urban patterns in many places nationwide.

57 www.bart.gov/docs/BARThistory.pdf ( l()th December 2006)
58 www.bart.gov/about/history/history_l.asp (18th December 2006 )
59 Meyer, J.R.:, Gómez-Ibáňez, J.A.: Autos, Transit and Cities, Twentieth Century Fund, New 
York 1981, p. 41.
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Concerning the main targets that BART was to follow by the time of being 

put into operation, we may ask whether it was feasible in every point of its prior 

resolution. It was hoped that BART would preserve and enhance urban centers 

and subcenters, increase property values, help prevent disorganization and sprawl, 

improve employment conditions, because mass transit facilities would attract 

industry, improve access to social, cultural, and recreational opportunities and 

generally provide low-cost transportation.60 In reality, it seems to have provided a 

solution to many barriers of comfortable way of life. BART epitomized a real 

alleviator of the congestion issue. Especially in the case of a social event like a 

soccer championship for instance, ninety-nine percent of fans would prefer going 

by BART, so as to avoid getting stuck in traffic, when driving a car. A similar 

situation may also occur during a national holiday, when most of people set off for 

a trip to have a picnic far off the urban area or whatever and for the highway 

becomes congested many people rather prefer taking BART to a car, in order to 

avoid stressful situations that are likely to happen on the roads in these peak times.

5.2.3. BART ridership

SFBA residents could have spoken highly about BART, for it stood for the 

state-of-the-art light rail transit of the early-1970s, on the American western coast. 

This sophisticated mass transit network certainly deserves our closer look for its 

unique features that have been underlining its efficiency.

BART in its initial length of seventy-five miles and covering counties of 

Alameda, Contra Costa, Marin, San Francisco and San Mateo, could achieve a 

speed of eighty miles per hour.61 BART has epitomized fast, comfortable, reliable 

and cost-effective public means of transport. In sum however, though it fulfilled 

most of the above attributes, it failed to be profit-making in the first years of its 

operation.

According to statistics, the approximate number of 175.000 working 

people in San Francisco downtown affected their everyday way from and to 

workplace during peak hours. The following table gives us a notion about the shift 

of transportation preferences with BART convenience.

60 Steiner, H.M.: Conflict in Urban Transportation, Lexington Mass., Massaehussets 1978, p. 37.
61 Steiner, H.M.: Conflict in Urban Transportation, Lexington Mass., Massaehussets 1978, p. 37.
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The effect of ridership on BART in peak hours (%)
pre-BART era BART start-up era

AUTOMOBILE 47 53
BUS 46 24
BART 0 24
WALK 7 0

m

From the above table we may deduce that by the beginning of BART 

operation there has occurred a rapid switch in public transit as evidenced by the 

even percentage of bus and BART patronage on one hand. While on the other 

hand, as the automobile driving augmented by six percent, the number of 

pedestrians previously walking to and from a workplace dramatically diminished. 

What conclusion stems from the above table? The positive impact of BART was 

obviously its attraction to the large number of formerly bus riders. In this respect 

BART has contributed toward the reduction of pollution, however it had a reverse 

effect upon the congestion as evidenced by the increased number of automobile 

drivers. At the top of that, it has encouraged pedestrians to use its service. 

Although to put BART into operation attracted only few former automobile users, 

a change for the better was predicted with its full operation.

Another aspect of BART teething problems relates to operation losses it 

suffered from, due to low ridership. It was assumed that BART operation 

expenses would have been paid-off on the basis of fare-box revenues. However 

conversely, there was a call for additional subsidies estimated per rider. Therefore 

in 1976, for instance a rider going by BART paid seventy-two cents, while the 

operating cost was nearly two Dollars.63 There is no doubt that in this period of 

unfinished BART system, local government was about to ask Congress for federal 

funds, in order to be able to partly cover the operating costs. Logically viewed 

from other perspective, we may observe that people were using BART more 

frequently if it somehow made their trip faster. The speed of movement and 

accessibility of BART played without doubt a decisive role on its patronage.

However later on, when one of BART network lines was extended to the 

San Francisco International Airport, it marked a turning point that led to an

62 Halpern, K.: Downtown U.S.A.: Urban Design in Nine American Cities. Whitney Library of  
Design. New York 1978. p. 161
63 Meyer, J.R.:, Gómez-Ibáňez, J.A.: Autos. Transit and Cities. Twentieth Century Fund, New 
York 1981, p. 45.
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appreciable increase in ridership. At the top of that, BART proved to be successful 

in attracting not only existing mass transit riders however became also a 

reasonable alternative means of transport for those, who have previously preferred 

nothing, but their automobile.

Speaking about transport preferences of SFBA dwellers, the Fortune poll 

has proved that before BART construction, the overwhelming majority of 

respondents was for the construction of a rail system (79%), while less were in 

favor of the highway construction (22%). Although they were all regular drivers, 

90% would use rail transit, if available and only 68%, if the round trip would have 

matched their average driving time.64 According to this poll among SFBA drivers 

in pre-BART era, we may observe that local residents expressed a significant 

interest in an alternative means of transport that would have apparently fulfilled 

their daily needs. At least, it proved a favorable attitude towards other means of 

transport than private just in the period of automobile boom in America.

In conclusion to BART ridership, it partly helped to make out of an 

automobile not a necessity, but an alternative option of transport. In fact, BART 

proved to be a successful competitor even though it has been facing serious 

teething problems in low ridership at its launching into operation. Figuratively 

speaking, the evaluation of ridership on BART from the beginning of its operation 

onwards, resembles a roller-coaster ride.

5.2.З.1. BART versus Bus in SFBA

Regarding the table from the previous chapter, we may have learned that 

in the period before BART came into operation, the mass transit in SFBA was 

solely provided by bus conveyance. Then a half of former bus ridership switched 

to BART. A striking asset has by then been provided by means of BART both to 

the alleviation of pollutant emissions, less congested highways and less buses.

If we take into our account the analysis of say SFBA bus service from the 

environmental point of view, we may come to a conclusion that in the pre-BART 

era it was a lesser evil than if there were even more automobiles on the roads 

instead. On this issue were even elaborated detailed statistics, which say that: San 

Francisco would need forty additional lanes of freeway and 36,000 additional

64 The Editors of Fortune: The Exploding Metropolis, Doubleday and Co, Inc. 1958, p. 59-60.
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downtown parking spaces without BART.65 The asset of BART project realization 

has undoubtedly positively influenced local environment and provided SFBA 

residents with a reliable alternative mode of transport, which to many served as a 

number one means of mass transit, especially when getting to and back from work 

in peak hours. Otherwise, BART’s convenience in off-peak hours consisted in a 

service that also favored disabled fellow citizens with barrier-free access 

including elevators or special BART kneeling feeder-buses.

When analyzing the competitiveness of BART in the first years of its 

operation and regular bus for ridership, one would say that bus service might have 

still been in the lead. However in reality the opposite was truth. As BART 

embodied a sophisticated system of mass transit, its sophistication inhered in extra 

services thanks to which it has become very attractive not only to car less riders, 

but also to former automobile drivers. BART’s relative success over the bus 

convenience was achieved by additional feeder-buses, which assisted people 

living further from the main BART line with getting easily to the major BART 

station of a particular neighborhood. This fact can be proved by a statistic that 

expressly states that BART provided significantly greater coverage of the 

residential area than does the bus system. Taking for instance a case of 10,000 

hourly commuters, 25 routes are provided by the feeder system, as opposed 16 by 

buses. The cost of a feeder-bus ride is however higher than that of a regular bus.66 

What thus follows from this finding is a proof that BART has virtually partly 

replaced the bus convenience by a more effective system consisting of a Light 

Rail Transit (LRT), and a feeder-bus mergence, which by co-operative efforts 

made for the creation of the first state-of-the-art mass transit system in the United 

States of America. Even though, BART has not anyhow succeeded in pushing 

private transport off the people’s most preferred options of transport, it had 

managed to make out of its convenience a strong transport competitor at least in 

peak hours.

65 Verbit, G.P.: Urban Transportation Problem, University of Pennsylvania Law Review, Vol.
124. No. 2. http://links.jstor.org/sici?sici=0041-
9907%28197512%29124%3A2%3C368%3ATUTP%3E2,O.CO%3B2-N ( 10th February 2007)
66 Viton, P.A.: On Competition and Product Differentiation in Urban Transportation: The San 
Francisco Bay Area, The Bell, Vol. 12, No, 2. Journal of Economics,
http://wwwjstor.org/view/0361915x/di() 10139/01 pO 163v/0?frame=noframe&userID=c3710f44@a 
Il.cuni.cz/01cc99332200501bcef52&dpi=3&config=jstor (10th February 2007)
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The Alameda-Contra Costa county regular bus network (AC), which has 

been operating since the 1960s, in the western coastal area of SFBA. It runs even 

transbay to San Francisco and to San Mateo and Santa Clara counties. It connects 

major local universities including the University of California - Berkeley, 

Stanford University, California State University and or Mills College.67 At this 

point, the bus service seemed to have fulfilled needs of most passengers either in 

the pre-BART system or later those living especially beyond BART network.

Another question of competitiveness between the two rival transit systems 

comes to our focus, when considering the issue of cost-effectiveness. San 

Francisco statistics deal with this issue as follows. BART along with feeder-buses, 

in relation to regular bus service appears in the matter of comfort and speed as a 

more expensive mass transit system. To show the ratio between BART and 

regular bus, we shall also match the figures of a waiting-time with adequate 

services in peak hours. As for a travel volume of 10,000 commuters per peak 

hour, the access time to the bus system is 25 minutes, while to the feeder system it 

is 4.9 minutes. Then the waiting time for express bus option is 5.5 minutes, 3 

minutes by BART, if a rider uses park-and-ride option and 7 minutes, if going by 

a feeder-bus.68 The above statistics are only illustrative and in real life some 

deviations may apply. However, presuming that in everyday reality it works 

accordingly, we may deduce certain conclusions out of this.

Evidently, with respect to a cost of a single ride, bus service appears to be 

used mainly by those of lower income status. While those better off do not mind 

paying extra cost for going faster, they might be more attracted by the feeder 

system interconnecting the BART network with outlying residential areas. Last, 

but not least the most demanding patrons, who try to save as much time as 

possible on their way to and from work, do prefer driving their cars directly to a 

nearest BART park-and-ride station, which provides them with an availability of 

parking spots particularly for these purposes. If we consider major pros and cons 

of the two forms of mass transit, there could be yet mentioned that a major plus of 

LRT over regular bus system was its ability to transport more passengers at a

67 http://en.wikipedia.org/wiki/ac_transit (10th January 2007)
<lS Viton, P.A.: On Competition and Product Differentiation in Urban Transportation: Tlie San 
Francisco Bay Area, The Bell, Vol. 12, No, 2. Journal of Economics.
http://www.jstor.org/view/0361915x/di010139/01 pO 163v/0?ťrame=noťrame&userID=c3710f44@a 
Il.cuni.cz/01cc99332200501bcef52&dpi=3&config=jstor (10th February 2007)

50

http://en.wikipedia.org/wiki/ac_transit
http://www.jstor.org/view/0361915x/di010139/01


time. Supposing that both services were filled to capacity, it was very likely that 

BART could have seated much more commuters in peak hours than a bus. On the 

other hand, regular bus system might have served its patrons in all other areas, 

where was no BART line coverage and namely in less accessible places of SFBA.

In conclusion to BART and regular bus conveyance comparison, we could 

have observed significant strengths of the former and relative convenience of the 

latter. At the top of this evaluation, what follows out of it, is the fact that with the 

introduction of BART, the scope of alternative forms of mass transit to private 

transport has been widened. Then, it only depended on what the individual transit 

systems considered as the best strategy to attract a reasonable number or ridership 

so as to be able to keep on running their systems as well as to save local unique 

environment from devastating pollutant emissions produced by automobiles. Not 

surprisingly, the level of comfort and speed has adequately reflected in the cost of 

a fare ticket. However, the betterment of environmental conditions due to BART 

existence was certainly incalculable. In addition, despite the overall tendency to 

reduce bus transit, in favor of more environment-friendly, faster and more 

sophisticated BART service in recent years, the convenience of the bus still gains 

momentum over BART especially during night traffic between 1 a.m. - 5 a.m., 

when BART is likely to be out of operation. However, to remain objective in this 

respect, we must not forget to take into account that an automobile convenience 

connected with such adjectives like safe, fast, free are still playing a big role in 

people’s decision-making upon the means of transport choice.

5.2.4. BART features

BART being in essence a sort of commuter train, its precise specification 

tends rather to a more up-to-date appellation of light rail transit (LRT). At first 

sight, one would not have observed much difference between an ordinary 

commuter train and that of LRT. However in reality, light railway train has many 

positive features as opposed to an ordinary one as for instance: regarding its 

design it adapts nicely to existing urbanscape, it is quiet and fast, and thus 

environmentally less obtrusive. Also, it is cheaper, less disruptive, and easier to
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built and also chiefly compatible with pedestrian settings so as to allow easy 

access even for the disabled and bicyclists.69

Here above we have got acquainted with its material advantages in detail. 

However, what are other advantages of LRT in comparison with a well- 

accommodated automobile in urbanscape? Particularly we may say that LRT runs 

according to a schedule, never thus arrives at a station with a delay unless there 

occurs an accident, what is in general possible, but also highly probable. At the 

top of that, LRT has always a right of the way, when crossing an intersection. It 

cannot ever get stuck in traffic. At the same time, LRT generates less traffic 

congestion, lower traffic-related death accidents, economic and social benefits 

including environment-friendliness. LRT ridership encourages people to abandon 

their cars in garages or at least on dedicated park-and-ride areas. More riders on 

LRT mean more fare-box revenues that equal more comfort and more services. 

Last, but not least it stands for a strong competitor to an automobile as for the 

environmental issue. The LRT became a fresh-air saver, as opposed to 

carcinogenic fume producing cars.

In case of BART, the matter of its efficiency was chiefly epitomized by 

fast state-of-the-art trains since it came into operation. BART also embodies a 

system that in connection with other forms of public transit covers such areas that 

go beyond its trackage. This stands for a unique role of BART as a provider of 

perfect connection with interstate transit hubs, including for instance Greyhound 

Bus lines or Amtrak trains that represent major transit gateways to other parts of 

the country. BART thus greatly enhances the availability of these public means of 

transport especially to non-car owning passengers and thus positively contributes 

to a compactness and smoothness of transport. From the above characteristics of 

LRT follows generally a fact that an efficient mass transit enjoys great ridership in 

the areas with higher density of population. Other conditions of LRT successful 

operation is accessibility, the level of comfort and the speed. Briefly, the level of 

attractiveness of the above-listed LRT’s services for an automobile driver rises 

especially during week-day peak hours, when s/he would most likely become 

stuck in traffic congestion. The aim of LRT is therefore to direct a driver to switch 

to an alternative mode of transport as often as possible.

1,4 Bernick, M.. Cervero, R.: Transit Villages in the 21st century, M cGraw-Hill Com panies, New
York 1996, p. 49.
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5.3. What is a transit village?

Urban and ex-urban America possesses a variety of urban patterns that 

were either preserved from the times of traditional planning or conversely 

underwent coarse alterations in consequence of car dependency in the postwar era. 

The result of the latter is already known to us from one of the above chapters 

handling the issue of sprawl. However, what is the difference between the 

sprawling area and the one that preserves its rich neotraditional look? What makes 

its residents happier about the environment they live in? The answer is a transit 

village, a satellite town, which forms an integral part of LRT network system that 

interconnects other satellites within an area. Each transit village has its own 

station in the middle of its most densely populated spot, which in the majority of 

cases is the center itself.

To begin with, its strong point is that it encourages people to go by mass 

transit more frequently. The following overview structured in a table would give 

us a general notion about its characteristics and strongest points.

Transit village characteristic features

mixed land-use, more traditional urban patterns

single-family houses in proximity to local BART station

higher density ratio

civic centers nearby station

less automobile drivers, higher BART ridership

plazas and malls located in proximity to local BART station

bike-and-ride, walk-and-ride and park-and-ride facilities

pedestrian-, biker-friendliness, sidewalks
70

Transit village is a phenomenal type of a small town that possesses a 

compact setting, where residential houses tend to cluster around a station of a 

LRT network. The reason for this is evident. Firstly, the area has retained its 

original look of narrower streets of gridiron scheme than were usual in modern 

American suburbia. From the aerial view down on a transit village, we may

70 Bernick, M., Cervero, R.: Transit Villages in the 21st century, M cGraw-Hill Com panies, New
York 1996, p. 7.
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recognize a densified area around the LRT station. People living in this area do 

appreciate its mixed-land use, which together with higher-density ratio makes 

indubitably for the rise of social capital. Also, a number of neotraditionary 

features proper to the pre-WWII town development underline this pedestrian and 

biker friendly place. Sidewalks and often an extra lane for bicyclists represent 

prevalent features of transit villages.

These basic features of transit villages do pretty much differ from 

sprawling towns, where business parks and strip malls flourish along with the 

endless and multi-lane highways. At the same time, transit village is neither a 

traditional metropolis nor a typical suburb like for instance Levittown, however it 

epitomizes something in between sharing mixed features of the two. It sounds like 

a genuine neighborhood according to the above points, which makes it a popular 

place to dwell as it provides a majority of features that the suburbanites could 

envy to the urbanites and vice versa.

To conclude the insight in the overview of general features of a transit 

village, we should keep in mind that it is a combination of open spaces with urban 

values including civic centers, plazas and plenty of green spots on one hand. On 

the other hand, a transit village also adopted mixed-use patterns, which positively 

contributed to a more walking environment, which became safe enough and thus 

popular with many local residents.

5.3.1. BART transit villages

The BART system has become not only one of the most efficient light 

railway networks in the U.S.A., but also a project that subsequently sought to 

revitalize the pedestrianism and mixed-use patterns not only in cities like San 

Francisco, but especially in a number of satellites that BART has intersected. 

Zoning and automobile-oriented neighborhoods were the main wounds of the 

postwar development that ought to have been healed, as said by many writers of 

this remarkable era.

With reference to the previous chapter, transit villages have become salient 

contributors in patterning the original way of social life in the pre-war cities. In 

sum, the main intention was to make out of an automobile’s necessity an option 

by means of smart growth planning that has been always inseparably linked with a
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fine portion of green spots, sidewalks, and bicycle lanes so as to form a living 

milieu. However, this was not an easy target to achieve, for transit villages 

situated on the BART track differed significantly in planning patterns. This 

dissimilarity stemmed from city post-war planning that was in some cases more or 

less heavily influenced by the automobile. Bill Levitt’s great projects of detached 

family houses equipped with two or three garages erected on large lots 

mushroomed following the end of the war even in SFBA. The homogenous 

suburbia became for many residents an embodiment of the American Dream that 

was yet underlined by the symbol of liberty and self-transportation provided by an 

automobile. In the course of time American suburbanites however could have 

observed that the life on the edge of a city was comfortable, however somehow 

lacked at the same time cultural venues such as theatre, opera or museum. The 

only dominant venue became a strip mall with arcades and restaurants. These 

auto-dependent neighborhoods lacking the previously-listed features of smart 

growth or sufficient mass transit hubs became mostly connected with affordable 

housing, however to the detriment of community life. Therefore understandingly, 

these patterns hindered local dwellers from walking and deprived them partly of a 

possibility to strengthen social capital bonds.

Talking about SFBA neighborhoods, we may observe that they are 

scattered around the region as satellites, interconnected by LRT network and 

webbed by highways. The thing the SFBA neighborhoods have in common is that 

they are interconnected by BART system. What invites us to a further discussion 

is diversity in structure they possess. In reality, there are numerous dissimilarities 

in city patterns among some of the neighborhoods that are worth-stated here, in 

order to fully understand the impact of BART.

Therefore, if we take into our focus two neighborhoods that are only a 

couple of miles distant from each other, we may after an investigation come to a 

conclusion that residents from the one are enjoying more social life than their 

counterpart one BART stop further. Nonetheless, the explanation for this 

particular phenomenon is a matter of planner’s initiatives and local government 

decision. The overall attempt, which was in the SFBA sought by the introduction 

of BART was to ease the roads of congestion, make satellite neighborhoods and 

major Bay cities more pedestrian friendly and rich in smart growth patterns.
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The following example will show us two illustrative pictures of different 

SFBA satellite neighborhoods, which have been crossed by BART in the Concord 

Corridor.

At first sight, we may observe substantial dissimilarities between these two 

satellites, which are located on the same line heading North-eastward to Concord, 

being less than ten miles distant from each other. Rockridge represents an 

example of satellite neighborhood that contains most of the features that are 

typical for a place, where people do have an option to enjoy walking to malls, 

attend cultural events and also to travel by LRT to other parts of the SFBA. The 

level of social capital in this place must be naturally higher than in its close 

counterpart. Conversely, Lafayette appears to have been established on a 

diametrically distinct basis. Not only visual look from bird’s eye perspective 

speaks clearly for less density, but also more automobile dependency that goes 

hand in hand with decaying social capital. The building of BART criss-cross track 

system was meant firstly to interconnect the SFBA and make it accessible to many 

people. Secondly, the realization of BART itself dealt with satellites that were 

easy to be transformed towards an ideal mass-transit oriented neighborhood, say 

for instance, of Rockridge type. However, some places possessed already a look 

of those towns suffering from sprawl. Lafayette neighborhood was the case. 

Moreover, the unhappy thing about this was the fact that, even though a brand 

new, reliable and fast alternative of automobile has been build there, it had only a 

little effect upon the rise of pedestrianism in such an extend as in Rockridge.

71 Bernick, M., Cervero, R.: Transit Villages in the 21st century, M cGraw-Hill Com panies, New
York 1996, p. 113.
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Having consulting the above facts with Lafayette Transportation Planner 

Leah Greenblat via email, her point of view upon the situation was in many 

respects similar to the mine. She affirmed that Lafayette possesses different, non

gridiron system of streets, which is a typical characteristic feature of post-WWII 

low-density housing, as opposed to Rockridge that can be rather categorized as a 

tum-of-the-century street car suburb. Both Rockridge and Lafayette are lying on 

Mt. Diablo Boulevard that goes right through the center of the two and serves as 

the main State Route 24, where BART was built in the middle of its right of way. 

Both the freeway and BART line represent a rapid connection with Oakland and 

San Francisco. Ms. Greenblat also agrees with the statement that people have been 

used to take BART to avoid traffic. Moreover, BART also seems to be the only 

mass transit option in neighboring Alameda and Contra Costa Counties, for local 

bus service is restricted along the Highway 24. Evidently, we may assume that the 

bus line restriction here relates to a relatively heavy traffic on this main artery. 

However, BART seems to provide this area with a very efficient mass transit 

means. Concerning the comparison of BART ridership in the two analyzed 

neighborhoods, Ms. Greenblat admits that Lafayette BART has been experiencing 

lower ridership due to low density housing, as opposed to denser Rockridge. 

Therefore, she makes clear that people living in a half-mile radius from local 

BART station generally tend to walk to it. Whereas beyond this imaginary 

frontier, they prefer driving their automobiles to its park-and-ride lots. Logically, 

for Lafayette is not based on a gridiron street system, people might find it more 

difficult to walk elsewhere.

After all, the following statistics may show us the truth about the real 

situation between these two satellites. Hereunder is a table depicting a percentage 

ratio among four modes of transport in two mentioned close BART-linked 

neighborhoods in the early years of BART operation.

BART TRAN SIT VILLAGES (% ) -  nonwork trips 2
ROCKRIDGE LAFAYETTE

AUTOMOBILE 85 96
TRANSIT 5 2
BICYCLE 3 2%
WALK 7 altogether

73 Bernick, M., Cervero, R.: Transit Villages in the 21st century, M cGraw-Hill Com panies, New
York 1996, p. 1 18.
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Although, the number of LRT riders in the early years of BART’s partial 

operation had not skyrocketed in terms of nonwork trips in contrast to self

transport, those who stood behind the BART idea could have been happy about 

the great service it provided to many SFBA residents. According to the above 

table, we may say that Rockridge figures demonstrate almost exactly what we 

have inferred from the illustrative pictures. Its residents are encouraged to go by 

BART, walk or bike more than their Lafayette counterparts. And what might have 

been the main factors that force people to behave so. Virtually, as was yet stated 

before, a big deal in this respect represents the previous city planning.

In the case of Lafayette, it did not achieve such a level of density as 

Rockridge. Pedestrianism together with bicycling also demonstrated low figures 

that without doubt speak for heavier automobile dependency. Nonetheless, BART 

can still be viewed as an alternative means of transport towards an automobile, 

because it, in a way, gave people an option of a cheap, fast and comfortable 

transit.

The above table showed us also the ratio of nonwork trips within two different 

neighborhoods lying on the same line. As we have already got a certain image of 

how BART patronage has been influenced by local neighborhood planning that 

underwent during the years following the end of WWII, we may not forget to 

weight also other aspects that have both influenced the growth or conversely 

decay of transit villages noticeably. The objective of transit villages is yet obvious 

to us, however what are the anti-prosperity factors or let’s say the pressures that 

have caused the above dissimilarity of the two neighborhoods? Why Rockridge 

neighborhood seems to have acquired more suitable and healthy city patterns from 

social and architectural point of view as opposed to Lafayette? The explanation of 

this problem might have manifold reasons. One of the obstacles of transit village 

flourishing, of say Lafayette type, is a notorious and deeply-rooted preference of 

single-family house with a spacious plot and or nimby pressures of local residents. 

“Not-In-My-Back-Yard“ phenomenon represents a powerful lobby of influential 

residents, who do appreciate Levittown-inspired pattern of housing and 

understanding^ the way of life. Although these dwellers, if asked to express their 

opinion upon the building of more sophisticated transit system in suburban areas 

like in the SFBA, would even say fervently “yes“, they would however strongly 

oppose its implementation in a proximity of their neighborhood. Why? They
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simply do not want their living environment to be disturbed by any kind of LRT, 

highway or a strip mall. Secondary aspect of this strong rejection of any 

infrastructure being build literally in their backyard may stem from their fear of a 

drop of their property value. However, in reality it is proved that the value of a 

dwelling situated near a mass transit station is higher than in a more automobile-

dependent location. According to neotranditionalists, nimbys are people, who do
73like their private realm and do not want anybody else living the same nearby. ' 

This characteristic feature of nimbys can lead us to an explanation of a purpose of 

the so-called gated communities that have mushroomed in the post-war America 

as well as the Levittowns. These communities are however even more labelled by 

the superlatives of security and friendliness than the mentioned Levittown. People 

living here love their privacy and try to guard this realm against outer influences. 

Evidently, residents of such communities might have felt off color in downtown 

located condominiums.

Generally, as for the neighborhoods, we must keep in mind that smart 

growth together with transit-oriented development respecting the mixed-use 

patterns, make for a less congested and more pedestrian-friendly environment 

with narrower streets and a variety of small shops within a walking proximity 

from an individual dwelling. To this ideal type of neighborhood may belong for 

instance the above example of Rockridge. However, knowing also about the 

existence of diametrically different neighborhoods of, for instance, Lafayette type 

as well as depending on the never-ending growth of subdivisions with the kind of 

patterns, that are rich on such negative aspects like wide streets, absence of 

sidewalks or low density, in these particular cases we may note untraditional 

tendencies, which are disrespectful for a smart growth doctrine. Evidently, from 

previous conclusions we may draw that in the post-war America the speed of 

progress has overshadowed to some extend traditional patterns of infrastructure 

and housing on one hand.

Conversely on the other hand, with the growing congestion and smog both 

in urban and suburban areas, there came up a public call for recovery projects 

were implemented in areas most affected by automobile-oriented transport. In 

order to alleviate the above-mentioned problems, city governments like for

73 Duany, A., Plater-Zyberk, E., Speck, J.: Suburban Nation: The Rise o f Sprawl and the Decline 
of the American Dream, North Point Press, New York 2000, p. 42.
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instance of San Francisco with the assistance of the federal government initiated 

BART, in order to support smart growth development and avoid excessive 

automobile use at the same time.

Even though the two above examples of neighborhoods were in some 

respect different, they both possessed a BART station right in the middle, which 

became a part of a complex of shops, services and restaurants perfectly suiting the 

arcades. BART stations designed in the same vein make for a progress toward 

better social life and rise of social capital. Briefly, these are pretty examples of 

how the mass transit oriented infrastructure and smart land use led to urban 

sustainability and sprawlless towns. Otherwise, without BART construction, the 

increasing problem of congestion would have even worsened the yet severe 

situation in this beautiful part of California. The only barriers of transit villages in 

SFBA are the above-analyzed nimby pressures, which seriously prevent the 

building of multi-family housing that closely correlates with consumer preference 

of low density housing on large plots.

5.4. Mass transit versus freeway construction

With reference to previous chapters analyzing the mid-20th-century 

massive boom of automobiles on the American scene, its outgrowth together with 

newly applied slavish automobile-oriented city patterns left indelible scars on the 

face of American cities. This change driven by an automobile influenced both 

ways people’s lifestyle and indubitably strengthened the federal economy.

Besides the privatization practices of large automobile corporations that 

sought to acquire most of the state-owned transit networks into private possession 

so as to replace electrified mass transit by pollutant buses, the responsibility for 

the change of American infrastructure had also political bodies. The problem laid 

in the approach and consensus of both local and federal government 

representatives, who have been in charge of land use development of particular 

areas of particular American states.

These observations provide us with a notion about a vast number of 

aspects that were to be tackled on both the supreme and lowest state levels, in 

order to secure the progress of the economy and the growth of infrastructure. 

According to the aforementioned 1956 NIDHA, the Congress earmarked an
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astronomical sum of money to finance the greatest highway project ever 

implemented in America. Due to a number of federal injections for highway 

building, there was however a lack of financial support of public transit for nearly 

a decade-long time period. In fact, there had been done no progress in federal 

sponsorship of public transport in proportion to highway network and roadside 

development until 1964. That year, Congress passed the Urban Mass 

Transportation Act, in order to reinvigorate the mass transit by providing States 

and local public bodies and agencies thereof in financing, the acquisition, 

construction, reconstruction and improvement of facilities and equipment for 

use...in mass transportation service, in urban areas and in coordinating such 

service with highway and other transportation in such areas.74 In effect, upon the 

worsening state of public transit means Congress granted a federal subsidy, in 

order to alleviate the unbearable traffic jams that very often led to gridlocks either 

on the highways or in urban centers. The above act has not only implied financial 

support, but also pursued a strategy that ought to assist in successful 

implementation of the act’s purpose. In this context, several plans towards a relief 

of congestion have been adopted, including for instance carpooling, toll for 

bridges and tunnels, regulation of parking, banning private automobiles of Central 

Business Districts in weekdays and increasing the supply of taxicabs.75 From this 

statement, we can understand the urgency of finding best ways how to counter the 

occurred problem of congested cities. The strengthening of taxicabs in downtown 

areas is logical at this case. Above all, most of the aforesaid regulations of traffic 

rules concern a significant rise in road and parking pricing including other fees 

that intended to force automobile drivers to seek also an alternative, more cost- 

effective and environment-friendly means of transport.

In real life the situation showed much more complex and only gradual 

implementation of the above actions could have panned out. With the growing 

number of asphalted freeway miles criss-crossing the nation, a number of

74 Viton, P.A.: On Competition and Product Differentiation in Urban Transportation: The San 
Francisco Bay Area, The Bell, Vol. 12, No, 2. Journal o f Economics.
http://www.jstor.org/view/0361915x/di010139/01 pO 163 v/0?frame=noframe&userID=c3710f44@a
Il.cuni.cz/01cc99332200501bcef52&dpi=3&config=jstor ( 10th February 2007)
75 Viton, P.A.: On Competition and Product Differentiation in Urban Transportation: The San 
Francisco Bay Area, The Bell. Vol. 12, No. 2. Journal of Economics.
http://www.jstor.org/view/0361915x/di010139/01 p() 163 v/0?frame=noframe&userID=c3710f44@a 
Il.cuni.cz/01cc9933220050l bcef52&dpi=3&config=jstor (10th February 2007)
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automobiles have grown faster. Congestion, traffic jam or gridlock has remained 

daylight nightmares of most drivers, who were fighting their way to and from 

workplace especially during weekday peak hours. The problem of congestion not 

only affected urban areas but also suburban parts of a city. An accident on the 

road has meant other delays and stressful situations that negatively projected into 

driver‘s psyche. The solution to the problem of heavy freeway traffic was tackled 

differently depending on the decision body on either local or regional level. 

Federal government proposed to solve the problem of congestion by building 

more highways or adding more lanes to already existing highways. Apparently, 

this kind of strategy did work as the building of additional lanes to existing 

highways solved the congestion only temporarily. Then, sooner or later the issue 

of gridlock appeared again and this time in wider scope, because it logically 

encouraged more people to drive their automobiles more frequently. On the 

contrary, knowing already about BART’s merit upon the solution of the problem, 

this kind of mass transit system appeared to be a real cure-all for automobile- 

caused maladies.

At the same time, other attempts to face the excessive automobile 

dependence were applied. On one hand, it was a carpooling policy that acted on a 

principle of a reserved highway lane designated especially for automobiles, 

having at least three passengers on board. There is no doubt that possible violators 

of this law could be prosecuted for the police enforcement was uncompromising 

in this matter. On the other hand, Congress also enacted a law stipulating that 

most gridlock-affected highways were to possess reserved lanes for buses, in 

order to smooth the mass transit. This right-of-way system has indubitably helped 

to speed up bus transport especially in interurban and urban areas of SFBA.

However, what may be the impetus for motivating people to take mass 

transit means more frequently than going by car? Definitely, this issue is 

interrelated to a level of population density, which is directly reflecting the land- 

use pattern. A study in San Francisco found that doubling densities from 10 units 

per acre to 20 units per acre would increase transit's commute share from 20 

percent to 24 percent.76 We may agree with this statement however provided that

76 Balaker, T., Staley, S.: How Traffic Jams are Made in the City H all, Reson, Vol. 38, No. 1. 
Los Angeles 2007.
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a particular subdivision is in proximity to a mass transit system. Otherwise, more 

densely populated suburban areas may at least prevent urban areas from the 

uncontrolled sprawl. After all, with reference to previous analyses of Rockridge 

and Lafayette neighborhoods, typical suburban areas of SFBA, the trend of transit 

villages in North America mushroomed significantly in the second part of the 

twentieth century. It can be depicted as a sort of revolt against the ever-growing 

highway system and excessive automobile dependence.

Despite a wide public and federal approval of highway network building 

interconnecting not only large American cities across the nation, but also smaller 

towns within individual states, a wave of highway opposition surged in a number 

of the most affected cities. This kind of public protest produced certain 

amelioration of the unbearable condition in the post-war America cities.

5.4.1. Freeway revolt -  BART versus Embarcadero freeway

Among many American cities, in which wide public expressed its strong 

opposition with the highway building were for instance: San Francisco, Seattle, 

Boston, Baltimore and or Washington D.C. The protest against the building of 

freeways in the listed towns in the beginning of the 1960s became known as the 

Freeway revolt.77

The pioneers of freeway revolt occurred right at the peak of highway 

building in SFBA, in order to prevent beautiful parts of their cities from ugly, 

concrete elevated highways. The public protest was so strong that in 1959, the San 

Francisco Board of Supervisors voted to cancel seven of ten planned highways 

and in 1966, they rejected the extension of the Embarcadero freeway, which was 

later in 1989, after an earthquake demolished.78 The Embarcadero freeway is a 

good example of an ill-designed double-decked elevated freeway that lacked 

planning aesthetics as for its unhappy setting within sub-urban areas of the SFBA. 

Originally, this freeway was projected to make a radius from the SFBA to 

peninsula and back. However due to a fervent anti-highway campaign run by the 

people of SFBA and thanks to local periodical called The San Francisco

http://proquest.umi.com/pqdweb?did= 123339082 l&sid=5&Fmt=3&clientId=45145&RQT=309& 
VName=PQD ( I Ith February 2007)
77 http://en.wikipedia.org/wiki/Freeway_and_expressway_revolts (9th February 2007)
78 http://en.wikipedia.org/wiki/Freeway_and_expressway_revolts (9th February 2007)
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Chronicle, San Francisco Board of Supervisors vetoed in 1966, in a 6-5 vote the 

6-lane freeway construction.79

Therefore, we may observe a considerable awareness of local people about 

an irretrievable harm that would have been caused by the Embarcadero freeway if 

realized in its full length as proposed by the federal government. The above 

achievement of wide public by legal means earned San Franciscans an opportunity 

to conserve their realm as it was before in the 1950s. As they had the right to 

express their free opinion upon the Embarcadero project, they in fact intended to 

protect in a legitimate way a unique vista over the bay that would have been 

otherwise severely damaged by the elevated freeway. Additionally, instead of 

freeway construction across the peninsula, in order to ease congested junctions, 

the locals were rather willing to give a green light to BART, which would 

perfectly suit the landscape and serve both the locals and suburban dwellers. 

BART stood for a real pioneer in solving such traffic barriers that occurred from 

the excess of automobiles on the roads and due to a mistaken highway planning.

The freeway revolt led to renewed interest in public transportation. 

Besides BART, the bus system has also received a closer attention. Bus lanes and 

priority treatment of buses at bus stops led to a building of the so-called bus- 

loading areas as an extension of the sidewalk enabling a bus to stop in its lane and
ЯПavoid lengthy fight to get back into traffic. Definitely, San Francisco buses with 

right-of-way lanes could avoid congestion and became also an alternative of rapid 

public transport.

However, the bus in the heart of San Francisco is not welcomed as much 

its main competitor BART. Statistics prove that BART not only served to 

residents in SFBA, in order to move them rapidly from its neighborhoods to 

downtown San Francisco and vice versa, but also became a necessity especially in 

the downtown San Francisco itself. At the time when BART was being built, a 

great emphasis was put upon the rehabilitation and beautification of noisy and 

polluted Market Street, a center of businesses, retail shopping and amusement 

activities, which deserved to get rid of negative effects caused by automobiles.

79 Adams, G.D.: Decades o f revolt force Fell Street off-ramp to fall, March 2003. 
www.sfgate.com/cgibin/article.cgi?file=/c/a/2003/03/28/MN257078.DTL&type (8th February 
2007)
80 Halpern, K.: Downtown U.S.A.: Urban Design in Nine American Cities. Whitney Library of  
Design. New York 1978. p. 179
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With the building of the BART station at Market Street, the situation improved 

significantly by supplying non-polluting public transportation system and 

diverting automobile traffic by dead-ending some of non-essential streets leading 

to Market Street. There was achieved more open space in downtown plazas, 

where new sidewalks, crosswalks were build, hundreds of trees were planted and 

similarly benches, bus shelters and trash receptibles were added, in order to make 

the public place living.81 The Embarcadero Plaza, located nearby the Market 

Street became an example of one of the urban renewal projects that were carried 

out in parallel with BART construction. Evidently, it became an open space after 

the dismantlement of the Embarcadero Freeway stretching far into San 

Francisco’s downtown.

5.4.2. Freeway revolt -  Boston’s “Big Dig“

After the SFBA highway revolt experience, other affected towns have 

followed in need of a similar initiative. The actual problem of ill-projected 

highways has provoked other residents of towns into a vehement expression of 

their dissatisfaction with highway construction deteriorating mostly urban cores 

and vistas.

The second worth-analyzing freeway revolt after San Francisco came up 

on the opposite American coast in Boston. In the 1950s, Boston faced a somehow 

similar problem of ill-planned elevated highway as did San Francisco, however 

the solution in this case was diametrically different. Actually, we may say that the 

Boston Big Dig project was not about replacing a highway, which again violated 

aesthetic canons of the city, but in this particular case, the main focus of a 

discussion was to decide on how to get rid of an unaesthetic look that it had 

created.

San Francisco and likewise Boston experienced a slight tendency toward 

mass transit popularity at the expense of the private transportation by the early- 

1970s. However in the case of Boston, we may speak about a massive advent of 

mass-transit commuting due to several influencing aspects, which more or less 

stemmed from the excess of automobiles on the roads. Briefly, fuel shortages,

:sl Halpern, K.: Downtown U.S.A.: Urban Design in Nine American Cities. Whitney Library of 
Design, New York 1978, p. 171.
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energy costs, urban congestion and concern over air pollution were all responsible 

for dramatic ridership increases. Therefore to overcome these issues, the role of 

mass transit system has suddenly gained great importance. The Massachusetts 

largest mass transit provider became known as the Massachusetts Bay 

Transportation Authority (MBTA). As the MBTA became one of top five nation’s 

largest mass transit systems, it comprised several bus systems, including bus rapid

lines, rapid transit lines, streetcars and also possessed trackless trolley lines and
82commuter rail routes in 175 cities of Massachusetts Bay Transportation (МВТ). 

We may decidedly assert that it was MBTA, which sought to serve those, who 

became fed up with the unbearable situation on the road, being mainly ascribable 

to never-ending peak time horror of bumper-to-bumper gridlocks.

From the above paragraph we may have got a notion about both downtown 

and greater Boston system of mass transit, whose complex net of individual lines 

has been already for a couple of decades motivating automobile drivers to switch 

to public transport. Evidently, the MBT‘s comfort along with its ever improving 

services equal its increasing attractiveness toward still greater number of riders, 

what has been yet pregnantly proven upon its position among America’s top five 

public transit systems. However, in spite of all MBT’s superlatives, even in 

Boston has also occurred a problem related to freeways bearing all kinds of 

negative lineaments such as for instance: ugly, unaesthetic, pollutant, noisy and 

last, but not least permanently clogged.

Originally, Boston’s JFK Expressway also known as the Central Artery, 

build between 1952-1959, dramatically divided Boston’s downtown and the 

waterfront what led toward a displacement of thousands of residents, businesses 

by literally cutting off the historical connection between the downtown and 

market areas.83 The Central Artery has divided the City of Boston and harmed not 

only its shape and affected local residents as well as produced harmful emissions 

into the air and also has not anyhow assisted to relieve the omnipresent issue of 

congestion. Undoubtedly, the ill-planned building of the above surface Central 

Artery has appeared unfitting and counterproductive in the downtown Boston. 

Moreover, as evidenced by period data, the mentioned freeway lacked purpose the 

way it was designed and severely damaged city’s reputation. According to

s2 http://www.mbta.com/about_the_mbta/history/ (15th February 2007)
83 http://en.wikipedia.org/bigdig (13th February 2007)
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statistics, the elevated six-lane Central Artery’s estimated capacity of smooth 

traffic equaled some 70,000 vehicles per day, at the time of its opening in 1959. 

However in reality, it has carried upwards of 200,000 quite uncomfortably,
84making it one of the most congested highways in the United States. The 

unbearable state of permanent congestion in the urban part of the freeway 

indubitably stood for a decisive point that led to freeway revolt and subsequently 

toward the solution called the Big Dig.

Although, the Big Dig, epitomizing another one of the most expensive 

highway projects in American history right after 1957 NIDHA, was vetoed by 

President Reagan for its manifold cost overruns (from the estimated cost of $5,8 

billion, including cost overruns the final cost totaled $15 billion), it was finally 

overridden by Congress. The Big Dig finally consisting of a couple of tunnels and 

bridges was officially started in 1982 and fully finished in 200585 In fact, 

regarding the above data we may assume that it stood for a fairly expensive and 

long run project, whose outcome was again a highway, however this time, going 

through tunnels underneath the city.

The issue soon came under a spotlight of the federal government. At the 

same time, a very resonant debate has occurred in Boston. Freeway revolt in the 

historical part of Boston had understandingly its legitimacy for it evidently stood 

for the preservation of a historic site and smog-free environment. At the top of 

that, the construction of the Central Artery has led to a destruction of Boston’s 

visual aesthetics creating an eyesore that was apparent from outer sights on the 

city’s skyline. The anti-highway reaction has produced effects that forced those in 

charge to take serious steps, in order to tackle this planning failure.

Knowing already about total costs of this project certain conclusions may 

come to our attention. First, the Big Dig stood for a unique and the biggest project 

of this type ever implemented in America regarding its complexity and federal 

funding expenditures. Despite this superlative characterization, critics claim that 

the Big Dig was a waste of money and more costly than Hoover Dam or Panama 

Canal. Also, they stress that with the total cost of the Big Dig, there could have

84 Massachusetts Turnpike Authority, The Big Dig project background 
http://www.masspike.eom/bigdig/background/index.html#top (13th February 2007)
85 http://en.wikipedia.0rg/wiki/Big_Dig#searchInp11t (13th February 2007)
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been build several rail and bus systems in six largest towns of Texas with 

bikeways and other facilities included.86

We may to some extent side with this criticism that federal spending in 

this particular project jumped up to unbelievable sum of money that could have 

been used differently. Of course, there could have for instance been build state-of- 

the-art public transit systems in several metropolises instead of just 7.5 miles of a 

tunnel and a couple of state-of-the-art bridges. But, the eyesore on the Boston’s 

Central Artery would have still been labelling Boston’s downtown with negative 

connotations yet potentiated by smoggy environment. It is obvious that a project 

of such size might have evoked severe opposition voices from a camp of mass- 

transit proponents, who could not withstand the paradox of continuing federal 

financial support of roads and highway projects, in place of putting money in 

public transportation development.

In this complex issue we had better take a middle-of-the-road view, 

arguing that every mistake is to be dearly paid for and after all the Big Dig 

appears to be a lesser evil than the former Central Artery. At the top of that, the 

Big Dig stood for a solution that tended toward a restoration of neotraditional 

patterns, including pedestrian-friendliness together with a number of parks with 

bike-paths that emerged on a place of the former Central Artery after its 

dismantlement. One of the salient green spots that emerged in Boston’s downtown 

after the Big Dig was finished became the Rose Kennedy Greenway87, which 

stood for a vast thirty-acre downtown land.

Second, the former inappropriately planned highway, crossing the historic 

core of Boston, had naturally resulted in a mismatch of highway and city 

development. It has not only separated certain Bostonians from businesses 

situated on the Charles River waterfront, but also created an eyesore that had 

appeared as an indelible scar on the Boston’s face.

Third, the new highway digged underneath the city, copying the direction 

of the former above ground Central Artery, has positively mirrored in the 

restoration of lively parks in the downtown due to smart development patterns. A

s<> Dobbs, D.: So rail transit is a boondoggle? The Dallas Morning News, Dallas 2000. 
www.lightrailnow.org/myths/m_000008.htm (15th February 2007)
87 Boston’s "Big D ig“ opens to public. Associated Press, 20th December, 2003. 
http://www.msnbc.msn.com/id/3769829/ (15th February 2007)
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number of parks and buildings were realized in the same neotraditional vein 

instead of it.

5.4.2.1. The CA/T and its effect

The Central Artery/Tunnel Project (CA/T) stood for the main goal of the 

Big Dig replacing the above ground elevated highway running directly through 

the city by a sophisticated system of underground tunnels. Its sophistication laid in 

the complexity of its construction. Therefore, CA/T project required experienced 

planners, who were aware of and prepared to deal with other existing underground 

systems including Boston’s tube or various pipeline networks that had to be 

seriously taken into account before the beginning of a first excavation.

By the way, the construction of CA/T was not the only focus of the Big 

Dig itself. In fact, this project embodied series of land-use recovery including
88 сbridges, tunnels, highways and feeder roads in total length of 7,5 miles . One of 

the most outstanding buildings that has been lately erected as a part of the Big Dig 

project was a monumental 1,457 foot, 10-lane Leonard P. Zakim Bunker Hill 

cable Bridge spanning the Charles River from Boston to neighboring 

Charlestown.89 Zakim Bunker Hill Bridge project will certainly go down in 

history as an inseparable part of the restored system of Boston’s highways. 

However, before the final decision was made about the Zakim Bunker Hill Bridge 

and the other one spanning the Charles River, there occurred a controversial 1990 

CA/T proposal of three bridge crossings called the Scheme Z90 supported with 

multiple scheme of connecting ramps that would have again reminded of spaghetti 

bowl. This proposal and another one, which followed were met with a strong 

opposition from local residents, environmentalists and government officials, who 

sought its rejection. Finally, there was approved a project of current shape 

comprising the yet mentioned Zakim Bunker Hill Bridge and a truss bridge.

88 MacDonald, Ch.: Two Cities, two approaches, The Dallas Morning News, Dallas 2000. 
http://www.lightrailnow.org/rnyths/rn_000008.htm (15th February 2007)
84 Micciche, F., Peckenpaugh, J.: Black hole, Government Executive, Washington 2001.
Vol.33, Iss. 4;
http://proquest.umi.com/pqdweb?did=70534915&sid=5&Fmt=4&clientId=45145&RQT=309&V 
Name=PQD ( 15th February 2007)
90 Scheme Z Chronology http://libraries.mit.edu/rotch/artery/schemez_chron.htm (15th February 
2007)
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The С А/T project was dedicated to public in three phases during 2003, 

which comprised the opening of a tunnel connecting Interstate 90 to the Logan 

International Airport, Interstate 93 northbound lanes and finally a two mile stretch 

of highway allowing traffic to soar over the Zakim Bunker Hill Bridge and 

continuing through underground Interstate 93 southbound lanes.91 The great 

opening of the CA/T marked a big success for those who stood behind the Big 

Dig’s initiative and brought alleviation both to Bostonian drivers, visitor and 

residents. The restoration of Boston’s face by the Central Artery clearance, 

supported by smartly designed urban patterns has raised Boston’s attractiveness to 

a higher level.

5.4.2.2. Conclusion

The Big Dig embodies a step forward towards a recovery of ill-planned 

freeway that had been formerly raised above ground in the times of the 

automobile and freeway boom. Due to a freeway revolt that spanned almost all 

major American cities affected by the phenomenon of ill-planned freeways, there 

occurred a need to impede congestion, elevated highway eyesores and 

unsustainable change in urban patterns.

The freeway revolt became so fervent that it led many people in Boston to 

fix their eyes on the problem. This had subsequently evoked a chain reaction and 

together with unbearable state of congestion and bad aesthetics of the elevated 

Central Artery has forced those in charge to reconsider its restructuring. At the 

same time, as the Boston’s Central Artery did not fulfil the expectations of both 

drivers and Bostonians in a couple of decades following its opening in 1959. 

Therefore, the freeway revolt gained momentum shortly after the federal 

government expressed its will to fund an alternative option.

Therefore, there came up a controversial remedy called the Big Dig, which 

despite its massive cost overruns and construction defects causing sporadic water 

leakages and accidental cave-ins has yielded itself a reputation of the world’s 

unique project that deserves our admiration for it gave back to Boston his true 

face. In addition, the Big Dig can be also viewed as an example sui generis of a

91 Boston's "Big D ig“ opens to public, Associated Press, 20th December, 2003. 
http://www.msnbc.msn.com/id/3769829/ (15th February 2007)

70

http://www.msnbc.msn.com/id/3769829/


successful urban recovering project, which has proved that even a planning 

mistake, caused by the elevated artery upon the landscape or town can be directly 

resolved by its dismantlement and rebuilding, however at a cost of heavy 

government investments.

5.4.3. Freeway Revolt -  NYC and the Long Island under spotlight

Last case study of freeway revolts will concern the densest city in America 

-  New York City (NYC). In this chapter, we will also deal with the post-WWII 

ability of local planners to cope with the heavy traffic congestion especially in 

Manhattan and the neighboring Long Island. There will not be lacking an insight 

in the public transit systems and its competitiveness with the private transport.

5.4.3.1. NYC by Moses

To begin with, NYC architecture and especially highway building has 

been for a long time in the past designed by the already mentioned urban planner 

Robert Moses, whose reputation can be recognized on many NYC outlooks. 

Although, being a non-driver, Moses became especially known for his eagerness 

for highway planning in the heart of Manhattan. However, many of his highway 

projects never came to fruition, for there was raised much opposition against 

them. Essentially, among Moses‘ most controversial projects that shall not be 

avoided here, belonged two highways: the Mid-Manhattan and Lower-Manhattan 

Expressways. Both of them would have stretched straight across the Manhattan 

Island interconnecting with tunnels and bridges on their ends and penetrating 

famed quarters of Greenwich Village, SoHo, Lower-East Side or the Empire State 

Building. The above two and many more projected highways over Manhattan 

encountered a strong opposition during the 1970s Freeway revolt and subsequent 

cancellation by the New York Governor Rockefeller, who feared that proposed
92highways would have yet increased congestion dramatically. Understanding^, 

this project would have meant a dramatic dismption of the city's cohesion no 

matter how it could have harmed the unique equilibrium of the local quarters. 

Moreover, the proposed freeways would have certainly produced more pollutant

42 http://en.wikipedia.org/wiki/Freeway_and_expressway_revolts
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emissions in the air and last, but not least could have yet also affected the above- 

mentioned quarters in a way that they would have formed indelible eyesores upon 

them. To planner Moses4 disappointment, a couple of his projects had not been 

given green light. However despite this fact, thanks to an immense contribution of 

his, especially towards NYC, his art of architecture has been engraved in the heart 

of Manhattan forever.

5.4.3.2. NYC and Long Island transportation

Taking into account NYC from both the bird’s eye view and the ground 

level, it may come to our observation that the whole city mainly spreads out over 

the Manhattan Island with a field of skyscrapers. Out of this simple fact, we may 

deduce that NYC has become a metropolis of extreme density, protecting every 

square inch of greenery, in order to keep this unique place livable and sustainable. 

The NYC can be determined as a city with perfect harmony of both the mass 

transit and automobile transport. The actual geographical disposition of the city 

provides no other option of the relationship of the private and public transport 

than harmonious. Actually, the exemplary application of the proportionate number 

of built highways and mass transit networks was certainly a masterpiece of local 

city government, which has been apparently paying a close attention towards 

every single part of the Manhattan Island regarding the city planning. This can be 

again evidenced by the far-sighted rejection of Moses4 above-mentioned freeways 

by Governor Rockefeller.

The success of NYC mass transit system is also apparent from high 

ridership figures due to high level of density. Therefore, we may again affirm that 

the denser the urban area is, the more local residents are encouraged to use mass 

transit. In fact, the New Yorkers have been driven to use public transit, including 

the Long Island Rail Road (LIRR), for more than one and a half century already. 

Especially, the dual subway system, authorized in 1913, the project itself 

comprised 325 miles of subways, elevated railways and doubling the size of the 

NYC’s mass transit network. NYC‘s first railway, the Interborough Rapid Transit 

Company’s line of 1904, spurred residential development in new parts of
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Manhattan and the Bronx93 The above evidence of further urban growth in 

accordance with the subway extension in the beginning of the century speaks 

generally for a positive impetus for the mass transit related development.

In NYC freeways were built so as to enable smooth and relatively 

congestion-free traffic flow. These freeways supported by a number of tunnels 

and bridges over the Hudson River do not create any eyesore on the city’s skyline. 

On the contrary, for instance the Brooklyn, Manhattan, Williamsburg or 

Queensboro Bridges represent true aesthetic sights and became inseparable 

elements of NYC infrastructure.

By the way, with regard to private transport, we must not omit to take into 

account that a considerable number of automobiles in the NYC’s streets comprise 

the so-called legendary Yellow Taxicabs. The plus of this widely used means of 

transport running on request also in a way discourages a significant number of 

drivers heading NYC downtown on one hand. On the other hand, its positive 

effect reflects the ever-increasing number of mass transit riders.

The NYC Metropolitan Transportation Authority94 (MTA) operates whole 

system of local means of transport as for instance subway, buses or ferry. The 

Staten Island ferry, a non-stop free-of-charge fare service interconnects Lower 

Manhattan with the Staten Island both ways at once. It is necessary to mention 

that even beyond the NYC mass transit network, there has been created an 

extended rail network, which is fully linked with NYC Port Authority, Grand 

Central or Penn Station hubs.

The railway networks in the surrounding areas of NYC, namely on the 

Staten Island or the Long Island play an important role. Especially, in the case of 

the latter mentioned surrounding destination, which is particularly favorite with 

the middle and upper-middle classes, who have been living there in the famed 

Levittown or upscale summer-houses at the seashore. Therefore, in these suburban 

areas built in the post-WWII era, for which have been always typical low density, 

trendy and uniform Levittown houses with big lots, came up a notorious and 

inevitable issue of congestion. This negative effect is again linked to a well-

93 Hood, C.: Tunneling fo r the future: The Story of a Great Subway Expansion That Saved New 
York, The Journal of American History. Bloomington 2002. Vol.89, Iss.l.
http://proquest.umi. com/pqdweb?did= 132824361 &sid=6&Fmt=3&client!d=45145&RQT=309&V 
Name=PQD (21st April 2007)
94 Metropolitan Transportation Authority, State of New York, http://mta.info/mta/network.htm 
(21st April 2007)
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known consequence of excessive dependency upon automobile and a lack of 

public means of transport.

Actually, at this stage we may reformulate or at least extend the very first- 

mentioned citation by Winston Churchill from “We shape our buildings and 

afterwards our buildings shape us“ towards “We shape our cars and afterwards 

our cars shape our buildings and our lifestyle as well“. This statement would 

illustrate to what extend America’s sub-urban face has changed with regard to a 

lack of public transit in the majority of American cities. However, dealing with 

the issue of the increased congestion in NYC surrounding area of the Long Island, 

a significant alleviation of the main Long Island freeway heading to NYC has 

been provided thanks to a very convenient LIRR.45

Generally speaking, whereas the railroad transport had been the most 

convenient mode of transport mainly in the pre-automobile era, in the post

wartime era some of still existing railroads have been gradually restored or 

extended so as to help to reduce traffic on either state or transnational level. 

Therefore, the complex railroad network on the Long Island stands for the 

evidence that in spite of great post-WWII automobile boom, its convenience 

proved to be still up-to-date. At the top of that, the LIRR interconnects not only 

the destination bearing its name, however covers all the surrounding parts of 

greater NYC.

5.4.3.3. Summary

In conclusion to the NYC’s revolt against controversial freeways proposed 

by Robert Moses, one of the most-prominent NYC planners of the twentieth 

century, we have got an overall image of a strict local city government that, ever 

since the post-WWII era, has been endeavoring to keep NYC area in a certain 

equilibrium as for the land use, highway construction, sustainability and mainly 

public transit network extension. From the above evaluation of NYC‘s public 

transit in relation to private transport, we came to a conclusion that NYC is a 

perfect example of a harmonious interplay between the two options of transport. 

These facts make out of NYC a distinguishably distinct city as for the balanced

95 Metropolitan Transportation Authority, State of New York 
http://mta.info/lirr/pubs/aboutlirr.htm (21st April 2007)
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level of transportation with regard to existing land-use patterns and last but not 

least regarding also the geographic position. Moreover, NYC planning department 

together with city government represent an example of urban bodies that in the 

last five decades have made serious and realistic decisions upon the city’s healthy 

development.

The obstacles that usually evolve from the postwar suburban development 

characterized by a lack of traditional urban patterns and automobile 

overdependence, have been successfully dealt with by the above-mentioned 

bodies. The case of Levittown, Long Island shows the example of an urban setting 

and geographic location that naturally leads towards congestion on the main 

freeways heading to NYC. Fortunately, the far-sighted decision-making of local 

bodies led to a preservation of the Long Island genuine American suburb, for it 

became less congested destination especially for those plying from NYC by 

automobile. Again, thanks to this initiative, there has been accomplished the 

alleviation of congestion mainly on the freeways heading to NYC, by means of an 

extension of a complex network of the LIRR. The extended network, 

characterized by comfort and speed has been providing many local residents with 

a decent alternative option of transport. Generally speaking, according to Todd 

Litman, the author of “Comprehensive Evaluation of Rail Transit Benefits“ 

released in February 2005, by Victoria Transport Policy Institute, confirms that 

cities with large, well-established rail systems have significantly higher per capita 

transit ridership, lower average per capita vehicle ownership and annual mileage, 

less traffic congestion, lower traffic death rates, lower consumer expenditures on 

transportation, and higher transit service cost recovery than otherwise comparable 

cities with less or no rail transit service,96

At the top of that, this illustrative example of Long Island railway proved 

the fact that the issue of bumper-to-bumper gridlocks on the freeways running 

from the Long Island to NYC and vice versa became a curable planning ill in the 

post-WWII America.

96 Marshall, A.: Roads versus Rails: Choose What Suits You, September 2005. 
http://alexmarshall.org/index.php?pageld=24835 (March 2007)
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5.4.4. The overall evaluation of the freeway revolt

With regard to the above three case-studies dealing with the post-WWII 

relation between the private and public transportation, we had an opportunity to 

get acquainted with three different attitudes handling the issue of freeways. At the 

same time, we went through different methods of dealing with congestion and its 

impact upon the urban patterns of San Francisco, Boston and NYC. Last, but not 

least we had an opportunity, upon the evaluation of mass transit and private travel 

options, to deduce a theoretical level of livability, sustainability and preservation 

of traditional urban patterns in the three cities.

In the first case study, we were analyzing upon the 1972 BART 

construction in SFBA a slight decline in automobile dependency and increased 

ridership of former bus riders. Actually, this subtle switch in people’s preferences 

to faster and ecological means of transport stood for a milestone in the long run of 

mass transit revitalization. With the extension of BART lines, especially to 

satellite neighborhoods of SFBA and later even to local airport there occurred a 

gradual increase in BART ridership. At the top of that, BART network covering 

the essential part of SFBA and together with a system of BART feeder buses, the 

SFBA mass transit has undergone a true renascence. This has positively mirrored 

in the alleviation of traffic on local freeways and especially in the downtown San 

Francisco. However at the same time, the local elevated Embarcadero freeway 

was since its opening under strong public opposition pressures, for it caused an 

eyesore at the San Francisco skyline. This ill-planned freeway was finally 

according to local Board of Supervisors4 vote doomed to dismantlement. 

Moreover, the raised wave of disgust led towards a rejection of further projected 

freeways on one hand. While on the other hand with convenience of BART, 

people were more likely encouraged to use rapid transit than automobiles, 

especially for weekday home-to-workplace trips.

Another salient feature of BART network can be ascribed to its positive 

impact on the restoration of traditional values of urban patterns, including 

pedestrian-friendliness at the expense of automobile-oriented journeys. Lastly, 

BART has surged a promising prospect for advanced growth of more traditional 

patterns especially in suburban areas. Understandingly, there is no doubt that the
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restoration of neotraditional urban patterns reflects healthier lifestyle and richer 

social capital.

In the second case study focusing on the issue of Central Artery in Boston, 

we have got a notion about how complex was the restoration of this historical 

town. In this case, the freeway revolt against the ill-planned and ever congested 

artery, creating an eyesore at the Boston’s skyline, was hardly evitable. In the end, 

despite the veto of President Reagan, there was approved an extraordinary 

solution to the problem of the elevated artery called familiarly the Big Dig. 

Officially, the Central Artery and Tunnel project stood for the burial of the old 

elevated artery and its replacement consisted of an underground tunnel underneath 

Boston, including two bridges spanning the Charles River. In spite of the Big 

Dig’s severalfold cost overruns and water leakages due to used material of inferior 

quality, it had brought back Boston its prideful face of a historic site. At the top of 

that, one of the hanging bridges, namely the Zakim Bunker Hill Bridge became a 

true state-of-the-art visual monument of the twenty-first century.

With the burial of the former elevated Central Artery underground, the 

newly gained space above ground became a subject of neotraditional 

development. Thanks to this giant project, the Boston downtown has also 

experienced a wishful decline in traffic congestion.

The NYC and Long Island case study came under our spotlight as the third 

and the last one in the series of freeway revolts. In this case, we have investigated 

an opposition against especially two freeways projected by Robert Moses, the 

most prominent architect of the NYC. The rejection of Moses‘ proposed freeways 

bisecting the famed quarters in the Lower Manhattan, do not need further 

commentary, for they had understandingly encountered a great wave of public 

protest. However, despite this opposition, Moses* talent for design became 

engraved in countless numbers of NYC buildings, parks and freeways.

Concerning the relationship between the private and public transport, we 

have observed that NYC’s geography is distinguished by extreme density, 

whereas the Long Island tends rather towards the opposite effect. In sum, in the 

post-WWII NYC, both modes of transport appeared to be in perfect balance, what 

can be especially ascribed to a great initiative and strict measures of local city 

government and planning department. On one hand, the streets, freeways, bridges 

and tunnels have been built so as to accommodate certain traffic density. This
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traffic density of the roads and namely in the downtown has been kept on a certain 

level thanks to the convenience of traditional Yellow Taxi cabs, which in many 

ways serve as alternative options to private transport. The merit of these taxis is 

manifold, for it provides busy people with a comfortable and rapid transport, who 

would have to otherwise pay huge parking fees and fight congestion every day. 

Therefore, most people heading to NYC and willing to avoid being stuck in traffic 

are naturally encouraged to take a means of public transport.

On the other hand, the system of local public transit has been continuously 

extended so as to fulfill the transportation needs of most Manhattanites and other 

residents of NYC neighboring areas, including the Brooklyn, the Bronx, the Long 

Island, the Staten Island and the Queens. Talking about the Long Island public 

versus private transport phenomenon, we have come to a conclusion that local 

geography heavily favored low-density and automobile-oriented suburban 

development essentially after WWII. The problem of congestion on the main 

freeway heading to NYC could have been even worse unless the LIRR was 

financed sufficiently. In sum, the LIRR helped to reduce congestion, stemming 

from Levittown auto-dependence patterns to a bearable condition.

Taking into account the comparison of public transport for instance in 

NYC and SFBA, we may find obvious similarities. Generally, both BART and the 

LIRR make a good match with the values of mixed-use and pedestrian-friendly 

sub-urban setting. In fact, according to a level of their utility people are 

encouraged to use it more frequently and for specific trips, instead of using an 

automobile. In brief, the indirect railroad’s support for pedestrianism encourages 

railroad-side development consisting of shopping plazas and other urban facilities. 

Thus it dramatically reduces congestion and dangerous emissions flowing into the 

air. Therefore, the more complex the rail system is available, the higher increase 

in ridership may occur. The positive effect of any kind of electrified streetcar, 

commuter train or light railroad train was thoroughly proved in the above case 

studies. In the post-WWII America, public transport underwent a great renascence 

as for the gradual mass transit restoration thanks to extensive governmental 

subsidizing. It has not only led to a reduction of traffic, however, encouraged 

more people to use it. At the same time, it has significantly contributed towards a 

revival of traditional urban patterns.
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6. CONCLUSION

It is not easy to look at the issue of the changing postwar urban America 

from our perspective nowadays and evaluate the impact of the motor vehicle 

transport upon the lifestyle of the American society. Also, for the issues dealt with 

in this thesis are still current subjects of various discussions, it is not equally easy 

to conclude to this still open and hot issue. Therefore, instead of stating the facts 

of the multistage evolution of the problem itself, the conclusion shall provide the 

reader with complementary observations and comments by the author. The 

following conclusions and remarks shall contribute towards making a self- 

supporting framework of the issue based upon hopefully cogent arguments.

In the aftermath of the Second World War, for the American homeland 

having suffered no material damage, the entire nation experienced an 

unprecedented economic growth.

The best example of the postwar boom embodied the American middle 

class, which was always being considered as the powerhouse of the society. The 

chapter about the rise of suburbia depicts the rising living standard of this 

particular class that sought to become identified with success epitomized by 

affordable housing, automobile and other trendy gadgets. The building of the 

suburbia in general embodied a rise of a genuine American dream, however it 

lacked basic urban facilities, cultural venues and traditional urban patterns. As a 

result of the white flight to the suburbs, many businesses and factories took a 

similar stand and also moved from deteriorated city cores.

At the same time, in 1956, the U.S. Congress under a heavy lobbying 

effort of leading carmakers and other companies enacted the NIDHA so as to yet 

speed up the economic growth of the country. Upon this act, the U.S. Government 

started a giant project that has dramatically changed the American landscape, 

urban patterns and consequently the lifestyle of the Americans, too. In addition, as 

the highway network was spreading out nationwide, metropolitan and inter-urban 

public transport systems declined. This dramatic decrease of formerly plentiful 

ridership occurred due to the rising automobile overdependence that was yet 

potentiated by cheap gas, extending highways and rising living standard. At the 

top of that, the public transport in comparison to the private transport was 

markedly underfunded, what further led to a diminishment of its ridership. In a
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direct response to this failure of sufficient funding of public transit, the urban 

patterns of metropolises and suburbia tended to turn away from traditional urban 

patterns, what has significantly mirrored in the lifestyle of the Americans. 

Metropolises tended to sprawl and suburban areas became extremely dependent 

upon the automobile. Smart growth characteristics such as high-density housing, 

pedestrian and biker friendly environment, traditional urban patterns and efficient 

mass transit network became virtually taboos of the age of Baby-boomer 

generation. However, the negative effect of automobile overdependence became 

soon more or less apparent particularly for the reason of the increasing traffic 

congestion and pollution. Therefore, upon this negative impact of the 

automobile‘s dominant role over the overall transport was passed the Urban Mass 

Transportation Act, in 1964. On its basis, in the years to come, the American 

nation partly came through a renascence of traditional patterns in architecture by 

means of the revival of the mass transport systems. The extension of the existing 

public transport networks or the construction of brand new ones brought to people 

more alternative options of transport and considerably contributed towards the 

cohesion of cities. Thus, the heavy funding of mass transport systems assisted in 

the alleviation of traffic both in metropolitan and suburban areas. Statistics and 

figures proved that a quality public transport network naturally marked a 

significant increase in ridership even in suburban areas. At the top of that, the 

construction of a new public transport system encouraged a development of smart 

growth patterns along the track. At the same time, there mushroomed various 

shopping plazas and other facilities at individual stations. In sum, the American 

public transport ridership being in the latter part of the twentieth century on a 

roller-coaster ride due to a motor vehicle transport boom, its gradually increasing 

patronage finally showed up as a positive aspect as for the preservation of the 

neotraditional urban patterns and sustainability of American cities.

Three major case studies of this thesis analyzing the relationship between 

the private and public transport in San Francisco, Boston and New York City also 

showed a gradual wide public awareness of the problem stemming from the 

excessive motor vehicle transport. At the same time, public protesters mainly 

pointed out the ill-projected highways, against which they have been 

systematically and vehemently raising waves of protests. The freeway revolt in 

SFBA resulted in the cancellation of several proposed highways that showed up as
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unnecessary or harming the cohesion of San Francisco. Especially, the 

controversial construction of the elevated Embarcadero freeway evoked strong 

opposition voices and after being partly damaged by an earthquake in 1989, it was 

finally also doomed to dismantlement by local Board of Supervisors. At the same 

time, this public opposition yet supported the idea for the upcoming construction 

of the state-of-the-art BART system.

The initiated freeway revolt in the SFBA has virtually spilled over from 

California to the American east coast, namely to Boston, where local eyesore 

creating Central Artery was literally buried under the City of Boston. Although 

the Big Dig project evoked a lot of controversy, it brought an incalculable merit to 

its city face not only in terms of congestion reduction and smart growth 

development, but also the erection of an architectural monument -  the Zakim 

Bunker Hill Bridge.

New York City freeway revolt came under our spotlight as the last one in 

the series of anti-freeway voices. Actually, the postwar relationship of NYC 

private and public transport looked much better that in any east coast city at that 

time, when the highway construction was gaining momentum as well as the motor 

vehicle transport. Manhattan and its surrounding parts of the Bronx, Brooklyn, 

Harlem, Queens, Staten Island and Long Island did cope quite well with the public 

transport thanks to a sophisticated public transport network comprising subway, 

buses, trains and last, but not least yellow cabs. Actually, taxi cabs showed up as 

important elements as for the maintenance of equilibrium of the two basic forms 

of transport. They fulfilled mostly the wishes of busy people, but also contributed 

towards the lessening of a number of incoming automobiles to local downtown. 

The merit of the public transport system was primarily apparent at the LIRR 

system that served as indispensable people mover between the Long Island and 

NYC. The particular kind of railway service provided local area with a single 

rapid transport option and reduced congestion.

The above case studies proved that the face of the postwar American cities 

viewed from a nowadays perspective, would have been much different unless 

there had not been for the later, but effective revival of public transport systems. 

This thesis was an attempt to make a thorough insight in the change of the postwar 

American nation and to shed light upon several phenomena that occurred at that 

time.
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8. RESUMÉ

Poválečný rozmach ve Spojených státech amerických vedl k všeobecnému 

blahu ve společnosti díky rozkvětu hospodářství a průmyslu. Společně s růstem 

národní ekonomiky rostla i životní úroveň, což bylo nejvíce patrné na životě 

středostavovských rodin. Střední vrstva, kterou lze charakterizovat superlativy 

prosperity a vzdělanosti byla doslova motorem společnosti, jenž byl nastartován 

po druhé světové válce. Tento všeobecný pokrok střední třídy byl ještě umocněn 

rozmachem automobilismu, jenž se stal společně s bydlením na nově vznikajících 

předměstích ztělesněním amerického snu.

К rozvoji soukromé dopravy v zásadě přispělo přijetí zákona o národním 

mezistátním systému dálnic v roce 1956, který měl mimo jiné i obranný charakter 

pro případ, že by došlo к nepřátelské intervenci na západní polokouli v době 

studené války. Jednalo se o jeden z největších projektů v dějinách Ameriky vůbec, 

na kterém se zejména americká vláda velkou mírou finančně podílela. Nová síť 

dálnic vznikající už za Presidenta Eisenhowera výrazně posílila ekonomiku, avšak 

zároveň se i citelně podepsala na tváři amerických měst v poválečném období. 

Přesněji řečeno, zmíněný odklon od dopravy veřejné к dopravě soukromé nastal 

v důsledku vládou nerovného financování obou zmíněných módů dopravy. Toto 

vládou nedostatečné financování veřejné dopravy znamenalo obrovský dopad na 

měnící se strukturu a architekturu měst v druhé polovině dvacátého století.

V neposlední řadě to však vedlo též i ke změně v životnímu stylu Američanů, 

jejichž každodenní hodnoty se s užíváním automobilu diametrálně přenastavily o 

stoosmdesát stupňů.

Statistiky z padesátých let uvádějí dramatický úbytek obyvatel, kteří dříve 

jezdili veřejnou dopravou. Ve skutečnosti však procento úbytku lidí, kteří před 

zmíněným zákonem o státem dotovaném projektu dálnic veřejnou dopravu hojně 

využívali, bylo více než markantní. Tento obrat v upřednostňování více jednoho 

druhu dopravy před druhým mělo nejen obrovský vliv na způsob života 

Američanů, další rozvoj měst, ale též na jejich další úpadek.

Vlivem úpadku veřejné dopravy ve městech docházelo к řetězové reakci, 

která měla společný jmenovatel -  automobil. Ten, se pro většinu Američanů stal 

nejen dopravním prostředkem, ale i symbolem svobody přepravy odkudkoliv 

kamkoliv. Se vzrůstající poptávkou po automobilech a kvůli nedostatečnému
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financování veřejné dopravy, americká města zažívají v poválečné éře negativní 

dopad ve smyslu nekontrolovatelného a neestetického rozlévání okrajů měst, která 

podobně jako předměstí postrádají tradiční prvky architektury. Tyto tradiční prvky 

lze aplikovat v libovolné kombinaci, avšak vždy na vymezenou oblast. Patří sem 

neodmyslitelně předpoklady jako je například vysoká hustota, existence veřejné 

dopravy, možnost zón či chodníků pro pěší a stezky pro cyklisty apod. Dle mnoha 

analýz a konfrontací s názory uznávaných amerických architektů, lze vyvodit 

skutečnost, že prvky tradiční architektury, tj. v předválečné Americe, nehledě na 

výstavbu dálnic, pomáhají pozitivním způsobem odlehčovat automobily přeplněné 

silnice a další z toho plynoucí problémy.

Koneckonců, s ohledem na výše zmíněný argument, jenž přisuzuje veřejné 

dopravě velmi pozitivní účinky co se týče zejména obnovy tradičních 

urbanistických struktur, lze konstatovat, že její vliv je patrný nejenom 

v městských, ale postupným vývojem i v některých předměstských částech měst. 

Kromě tohoto závěru je třeba ještě zmínit, že odpovědí na dokonalý systém 

veřejné dopravy, lze očekávat převážně kladnou zpětnou vazbu od dojíždějících 

občanů, chodců, či cyklistů.

Předmětem této teze bylo nastínit poválečnou přeměnu amerických měst 

na příkladu růstu předměstí, jejichž vznik byl především podmíněn závratným 

rozmachem soukromé dopravy a dotovanou výstavbou dálnic. Třebaže americká 

předměstí poskytovala relativně majetným Američanům komfortní život, který se 

zpočátku mohl zdát jako „ten pravý vysněný“, netrvalo dlouho než se začaly 

ozývat nejrůznější nedostatky plynoucí z přesycení americké dopravní 

infrastruktury automobily.

Tato práce si klade za cíl částečně analyzovat nově vzniklé urbanistické 

struktury po druhé světové válce. Do popředí diskuse o měnící se architektuře 

amerických měst se v práci lze blíže seznámit s celou řadou názorů a srovnání ať 

už se jedná o slavné americké architekty minulého století či z doby nedávné.

V druhé polovině práce čtenář má možnost nahlédnout prostřednictvím 

třech stěžejních případových studií do problematiky výstavby dálnic a funkce 

veřejné dopravy. Zároveň, se může přesvědčit o relativní úspěšnosti obnovy 

systémů veřejné dopravy v různých částech Ameriky. Analýzy se týkají San 

Franciska a přilehlé Bay Area, Bostonu a New York City. Je zcela zřejmé, že 

účinek veřejné dopravy v těchto městech postupem času získal i díky veřejné



opozici vůči některým dálnicím též potřebný kredit, čímž se její význam ještě 

mnohokrát znásobil.

89


