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(Senate, No. 937 of 1967)

Ordered, That the Legislative Research Council is hereby authorized and
directed to make an investigation and study of the problems and traffic
congestion in the larger cities of the commonwealth for the purpose of as-
certaining whether construction of underground shopping complexes would
tend to alleviate said congestion. Said council shall report the results of its
investigation and study by filing the same with the clerk of the senate not
later than the last Wednesday of January, nineteen hundred and sixty-eight.

Adopted:

By the Senate, March 13, 1967
By the House, in concurrence, April 10, 1967

*
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To the Honorable Senate and House of Representatives:

GENTLEMEN: The Legislative Research Council submits
herewith a report prepared by the Legislative Research Bureau irft
accordance with Senate Order, No. 937 of 1967, relative to the
feasibility of constructing underground shopping complexes to re-
lieve traffic congestion in the major cities of the Commonwealth.

Since the Legislative Research Bureau is limited to statistical
research and fact-finding, this report contains no recommendations
for legislative action. It does not necessarily reflect the opinions
of themembers of theCouncil.

Respectfully submitted,

MEMBERS OF THE LEGISLATIVE
RESEARCH COUNCIL

Sen. Joseph D. Ward of Worcester,
Chairman

Rep. JosephB. Walsh of Boston,
Vice-Chairman

Sen. Andrea F. Nuciforo of Berkshire
Sen. John F. Parker of Bristol
Sen. Allan F. Jones of Cape and Plymouth
Rep. David J. O’Connor of Boston
Rep. Raymond F. Rourke of Lowell
Rep. Anthony J. Scalli of Boston
Rep. Sidney Q. Curtiss of Sheffield .k

Rep. Harrison Chadwick of Winchester
Rep. Belden G. Bly, Jr. of Saugus
Rep. Arthur L. Desrocher of Nantucket

LETTER OF TRANSMITTAL TO THE
SENATE AND HOUSE OF REPRESENTATIVES
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To the Members of the Legislative Research Council:

GENTLEMEN; - By Senate Order, No. 937 of 1967 the Legis-
lative Research Council is required to report on the construction
of underground shopping complexes as a possible method of re-
lieving traffic congestion in the major cities of the state.

In compliance with that directive, the Legislative Research
Bureau herewith submits such a report. Its scope and content
have been determined by statutory provisions which limit Bureau
output to factual report, without recommendations.

The preparation of this report was the primary responsibility
of Francis E. Sweeney of the Bureau staff. Technical assistance
was provided by William N. Durkin, a bond analyst who was re-
tained as a temporary consultant to the Bureau.

Respectfully submitted.

LETTER OF TRANSMITTAL TO THE
LEGISLATIVE RESEARCH COUNCIL

DANIEL M. O’SULLIVAN,
Director, Legislative Research Bureau
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UNDERGROUND SHOPPING COMPLEXES

Origin of Study
By legislative directive, the Legislative Research Council was

ordered to study and report on the feasibility of the construction
of underground shopping complexes as a means of lessening traffic
congestion. The study order (Senate, No. 937 of 1967) was spon-
sored by Senator Joseph D. Ward of Fitchburg who considers
Boston alone of the state’s cities to he sufficient in size to support
such a development.

Senator Ward, an ardent advocate of urban redevelopment, be-
lieves that a plan similar to the Montreal, Canada, development
would not only correct the serious and longtime Boston traffic situa-
tion, but would also improve Boston’s economy. Senator Ward be-
lieves the downtown business district complex should be below
ground, at street level as well as above ground. As such it would
house department stores, specialty shops, theatres, restaurants,
cafes, religious chapels, banking facilities, cinemas, etc. It would
be climate-controlled, heated in winter and air-conditioned in hot
weather. The complex would be accessible from Boston’s central
transportation system, as well as by railroads and automobiles.
Truck loading and unloading would be restricted to underground
areas.

Characteristics of Shopping Centers

Physical Features
Planned shopping centers have become the commercial node of

the automobile-oriented suburban areas in recent years but urban
planners note significant signs of change in the commercial areas
of older central cities.

OV Qlommomupaltlt of fHaaaartyiiMta
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Planned shopping centers may be classified as one of three
types neighborhood, community or regional. The neighborhood
center is built around a supermarket, drugstore and seven to 15
retail stores. These centers have from 30,000 to 70,000 square
feet of floor area, occupy a four to ten acre site and serve a trade
population of from 3,000 to 20,000.

Tlie community shopping center is almost always built around a
junior department or variety store, containing from 15 to 20 units.
Floor areas average from 100,000 to 300,000 square feet, con-
structed on 10 to 30 acre sites. They serve a trade area popula-
tion ranging from 20,000 to 100,000 and are characterized by a
greater depth of convenience merchandise and shoppers’ goods
than are offered by the neighborhood center.

The regional center—the type envisioned by Senator Ward—-
offers the fullest range of goods and services. Such centers vary in
size from 40 to over 100 establishments, contain floor areas from
350,000 to in excess of 1,000,000 square feet and are built on sites
ranging from 30 to 100 acres.
Distance

Travel time is an important factor in the consumer’s selection of
a shopping locale. Daily convenience goods are purchased in close
proximity to the home. For the occasional purchase of shoppers’
goods the buyer is willing to devote more time to travel. On the
other hand, most consumers will travel up to 30 minutes to the
regional shopping locale. The distance a shopper will travel for
goods is related to the type and frequency of the purchase.

Buying Habits

A study of buying habits discloses that between 80 and 90 percent
of shopping is done by women. Two major factors influence shop-
ping modes: (1) a wide selection of goods and (2) the convenience
of shopping facilities. Travel time and range of selection are con-
sidered to have greater bearing than parking advantages. The aver-
age person will travel one and one-half miles for food; three to five
miles for apparel and household items when selection is unimpor-
tant and eight to 20 miles when wide range of selection and price
are important.
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Parking

Vehicle parking is free in the majority of all surface shopping
complexes. In the underground shopping mall at Montreal a charge
is made for parking. Two basic methods are used to determine
shopping center parking requirements—the parking ratio and the
parking index.

The former is used principally for planning purposes and esti-
mated adequacy of the site. It is the ratio between the area devoted
to parking and the gross floor area. The parking index is the num-
ber of car parking spaces per 100 square feet of gross leasable area.

The Boston Situation

Physical Characteristics
For years the Boston downtown retail shopping district has been

a sprawling patchwork of single and multistoried buildings, housing
a conglomeration of specialty and department stores. It is adjacent
to the financial and wholesale garment districts, but more remote
from the leather and wool districts.

An old city, Boston has countless historic buildings and streets
locked irrevocably with colonial days. Its streets, lanes and alleyways
were never designed for modern vehicular traffic.

Transportation

Boston was one of the first cities in the nation to develop a public
transportation system, operating a horse-drawn omnibus as far back
as 1826. Through the years this system was enlarged and modern-
ized, yet today Boston is one of only seven cities in the United States
where street cars still operate, the result of subway design, tunnel
systems and surface right-of-way limitations. Rail operations into
Boston were once extensive, but now have been cut to a minimum.
Sporadic bus service from suburban areas is offered the commuter.

Public Transit Extensions

The Massachusetts Bay Transportation Authority (the prime pub-
lic carrier) is currently undertaking a massive program to extend
its facilities north, south and west of Boston. Its long-range program
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would have its present rapid transit line extended to the South
Shore area of Massachusetts. Another line would be extended north-
ward to the Malden-Melrose line. Extensions would be made to the
West Roxbury area of the city as well as to North Cambridge.

Traffic
Boston is the central city of the metropolitan area and the pre-

dominant business center of New England. It is linked by a network
of radial and circumferential highways with other New England com-
munities. Thousands of vehicles daily are operated over these roads
carrying commuters and shoppers to the core city. The city, with its
narrow, winding streets is hard put to handle all of this traffic and
its limited off-street parking facilities are filled to capacity.

Shopping Complexes in Major Cities

In at least nine of the nation’s larger cities, and in Canada, huge
shopping complexes have been built in recent years or are cur-
rently in the planning stage. Most have been financed by private
capital; in a few instances municipal monies, or federal funds dis-
bursed through urban renewal facilities, have provided the neces-
sary resources.

Atlanta, Go.
Atlanta is experiencing considerable rebuilding. Its Peachtree

Center project when completed will include a new merchandise mart,
a 21-story 800-room hotel as well as four major office buildings. Its
cost estimate is between $l5O and $2OO million, all of which repre-
sents private capital.

Cambridge, Mass.
Preliminary investigations into the feasibility of an underground

shopping complex in the Harvard-Brattle Square area of Cambridge
is being undertaken by municipal authorities. This is the area where
the John F. Kennedy Memorial Library will be located. The task
force studying the problem notes that the redesign of the area be
coordinated with the Kennedy Center Development.
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Chicago, 111.
The Chicago Central Area Committee has completed development

plans for the city extending over the next 15 years. The three goals
are: (1) maintaining compactness and compatibility in land use;
(2) providing maximum accessibility to the area and between vari-
ous parts of the area; and (3) providing an attractive environment
for workers, shoppers and visitors. The city’s business district would
retain its present concentrated form. Connectors and a Crosstown
Expressway would be built as well as an expanded system of sub-
ways. The plan calls for additional levels, other than surface, for
pedestrian circulation. Metered vehicle parking with strict police
enforcement is suggested.

In 1966 Chicago constructed an underground pedestrian passage
from LaSalle street to Wabash street, a distance of four blocks. The
passage has no shops but is faced on one side by offices and a
restaurant. A second pedestrian passage is under construction be-
neath Dearborn street. It will be four blocks in length, running from
the Civic Center to the new Federal Building complex. No comple-
tion date has been announced. It has been proposed that this pas-
sageway be faced on one side with shops. Within its own complex
the Federal government has constructed a pedestrian tunnel linking
Slate and Dearborn streets at a point under Quincy street and the
new Federal courthouse.

Dallas, Texas

A huge super-block on ten prime acres in the downtown center
of the city is being constructed with private capital. It will Include
office buildings, a department store and a hotel, all rising from
underground pedestrian plazas. There will also be a 3,000 car
underground garage. When completed it will be possible to walk
the length of this Main Place project and be fully protected from
the weather.

Hartford, Conn.
Constitution Plaza was Connecticut’s first urban renewal project.

It was planned, constructed, financed and is operated by a wholly
owned subsidiary of the Travelers Insurance Company. Located in
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downtown Hartford, it includes eight major office and commercial
buildings, two large underground garages and a raised 12-acre land-
scaped plaza.

Garden City, L.l.
Construction is underway for the roofing over of a 28-acre section

of the Roosevelt Field Shopping Center at a cost of $1.5 million.
The roof will cover malls and plazas. The enclosure project is said
to be the largest for an existing shopping center. When completed
the enclosed area will have climate-controlled temperatures. I
Minneapolis, Minn.

The city of Minneapolis has embarked on the construction of a
shopping mall stretching for nine blocks and encompassing a major
portion of the retail district. Sidewalks, of the wide mall type, are
heated and no private motor vehicles will he allowed to use the road-
way which wends through the district. Shoppers’ buses will provide
transportation. The mall is expected to be completed at a cost of
about $3.6 million, which, with the exception of federal grants
involved, will be assessed on adjacent property.

Montreal, Canada
Of all of the cities researched in this study, Montreal has made

the greatest strides in the construction of a multilevel network of
shops, stores, transportation systems and pedestrian promenades.
The project has been effective in freeing the city streets of time-
delaying and irritating traffic jams.

This Montreal renaissance began about ten years ago and today
some 200 acres of the core section of the city is linked by about
four miles of underground, climate-controlled shopping promen-
ades. This pedestrian network is fed by intercity buses, by suburban
trains as well as by the new Metro subway, which alone brings about
500,000 persons into the city daily. Currently there is more than jj/j
one million square feet of stores, restaurants, shops, theatres and
galleries and more are planned. In addition to the underground net-
work, towering office buildings and hotels have been built.

The first section of the project—Place Ville Marie—became such
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an immediate success that others were soon planned and construc-
tion started. Place Vilie Marie includes the Cruciform Building with
1.5 million square feet of office space, the Hotel Queen Elizabeth
and deep underground, beneath the under street shopping area, is
the vast station of the Canadian National Railway.

The newer complexes includes (1) Place Victoria, a 47-story
tower type office building which also houses the Montreal Stock
Exchange; (2) Place Bonaventure, a 15-story structure with 3.1
million square feet of rentable space and a 400-room hotel; and
(3) Place du Canada, a complex of two dissimilar buildings which
share a common pedestal. One building is the 38-story Hotel Chateau
Champlain, the other a 28-story office building. All of these com-
plexes are tied together to subsurface systems, including an under-
ground service road for trucks.

All have been constructed by means of private capital.
Today, shop managers in Place Vilie Marie report that business

volume has doubled, and in some cases, tripled over levels experi-
enced when their establishments were above ground, fronting on
Montreal’s streets. As an example, one tenant who went underground
at the complex achieved $650,000 worth of sales in 1966 from the
use of 1,175 square feet of space.

New York, N.Y.
As early as the 1930’s New York planners and architects recog-

nized the values to be obtained from underground shopping centers.
Thus, underground shopping malls became a part of the famed
Rockefeller Center and today more than one and one-half miles of
climate-controlled passageways lead from 48th street on the south
to 52nd street on the north and from Fifth avenue westward to the
Rockefeller Center Subway Station Concourse and thence to the
Time and Life Building. Fascinating shops and specialty stores line
these concourses. All space is filled and there is a long waiting list
for tenant space.

Philadelphia, Pa.

First conceived in 1953, the Penn Center was substantially com-
pleted in 1962 and its 12-acre underground concourse system
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connects with towering office buildings on a 25-acre site. The under-
ground level comprises shops and stores that are oriented to the
convenience of tenants and their employees in the office buildings.
Similar to the Montreal situation it has removed a large portion of
pedestrian traffic from the overhead streets and thus accelerated the
movement of vehicular traffic.

The city intends to construct an additional shopping complex as
part of a master plan to rejuvenate the downtown area. Known as
the “Market Street East” project, city officials have applied for a
federal urban renewal grant of $125 million to support this under-
taking.

Son Francisco, Calif.

Developers in San Francisco are constructing a $125 million Em-
barcadero Center in the downtown section of the city. It will take
eight years to complete and will be one of the largest privately
financed renewal undertakings ever built in the West. The site con-
sists of 8.5 acres and will contain three office buildings, one of
which will be 60 stories, as well as numerous stores, shops, a hotel,
three theatres, an art gallery, restaurants and underground parking
facilities.

Seattle, Wash.
Seattle is contemplating underground shopping complexes in con-

nection with a proposed rapid transit system. Because the city is
hilly it will not be able to have one-level concourses, but city officials
nevertheless feel that some of the major shopping areas can be con-
nected with an underground type of mall, even though it may require
transportation from one level to another by escalator.

Toronto, Canada

Toronto, in 1965, recognized the need to separate pedestrian and
vehicular traffic in an effort to improve traffic conditions in the
downtown area. The city’s Planning Board suggested that this could
be accomplished either horizontally by creating shopping malls
where shoppers could walk freely while vehicles were kept outside,
or vertically by putting pedestrians and vehicles on different levels.
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The trend recently has been towards the construction of under-
ground shopping malls in the downtown area. One, the Richmond-
Adelaide Center, has been completed. It houses seven shops and two
restaurants and is connected to a recently completed high rise office
building which accommodates 4,000 workers. A large underground
shopping complex with 20 shops, a bank, cinema, cafeteria and
other enterprises has been planned in another project currently
under construction.

The T. Eaton Company, one of Canada’s largest department
stores, engaged in extensive planning and research relative to the
feasibility of an underground shopping complex as its contribution
to the overall development of downtown Toronto. It decided not to
proceed with the development until a master plan which would
incorporate its facilities was developed.

An Underground Complex for Boston

Central Business District Plan
In 1962 a non-profit organization, the Committee for the Central

Business District, Inc. (CCBD), was formed to develop preliminary
plans to revitalize the central mercantile area of the City of Boston.
The Boston Redevelopment Authority and the CCBD were to
be Jointly responsible for this venture. About $235,000 was raised
through private subscription and the committee retained the firm
of Victor Gruen Associates for preliminary planning of the city’s
Central Business District.

On May 9, 1967 the Central Business District Plan was announced.
It reflects a project cost of $97,000,000. Of this the federal govern-
ment will contribute $78,400,000 with the city’s share running to
$25,600,000, 50 percent of which will be reimbursed by the state.
Overall, an investment of $400,000,000 from both public and private
sources is anticipated. The plan has been reprinted as Appendix A
of this report.

In November 1967 the Boston Redevelopment Authority and the
sponsors of the Central Business District Plan were informed by the
New York regional office of the Department of Housing and Urban
Development (HUD) that the application for a $7B million grant had
been denied. Subsequently, HUD advised the BRA to divide the over-
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all plan into a series of separate urban renewal projects. Thus, in
place of one application for $7B million, several applications for
lesser sums of money will be submitted. These steps may postpone
progress on the project for up to a year.

Views of Interested Persons

Some planners and developers feel that Boston’s Central Business
District would be better served if its shopping complex were con-
structed underground. They envision such a complex stretching
from the Park Street Subway Station underground beneath Wash-
ington Street and then emerging at grade level in the vicinity of
Chauncy Street. From this location the complex would gradually
rise to a point where it would pass over Dewey Square and join the
South Station area.

Boston businessmen generally favor the Central Business District
Plan, because, in their opinion, it will solve the major problems of
the downtown retail area. They are supported in this view by the
Chamber of Commerce and some banks.

The Massachusetts Department of Public Works doubts that an
underground shopping complex can be built in Boston and questions
the economic feasibility of such a project. The Massachusetts De-
partment of Commerce and Development suggests a feasibility study
of the proposed project.

Senator Joseph D. Ward favors this approach.
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By legislative directive reprinted on the inside of the front cover
of this report, the Legislative Research Council submits this study
relative to the construction of underground shopping complexes as
a means of alleviating traffic congestion in Boston, the Common-
wealth’s largest city.

This directive resulted from Senate Order No. 937 offered by
Senator Joseph D. Ward of Fitchburg. It was adopted in the Senate
March 13, 1967 and by the House, in concurrence, on April 10,
1967.

Senator Ward, long an ardent advocate of urban redevelopment,
became interested in the underground shopping complex approach
to the Boston problem after extensive tours of the very successful
projects in Montreal, Canada and several other American cities.

It is Senator Ward’s belief that a plan similar to the Montreal
development would not only help in correcting the serious and
longtime Boston traffic situation, but would also vastly improve the
economy of the Commonwealth’s core city. As envisioned by the
Senator, after lengthy talks with planners and architects, the Bos-
ton complex would be both below ground, at street level and above
ground as it stretched through much of the retail district. It would
house department stores, specialty shops, theatres, restaurants,
cafes, chapels for religious worship, banking facilities, cinemas, etc.
In cold weather it would be heated in hot weather it would be
air-conditioned. Shoppers would not be inconvenienced by rain,
snow, intense heat nor penetrating cold. Such a complex would be
accessible from Boston’s central transportation system the
MBTA, by bus and by railroad, thus making it attractive to persons
living in the suburban communities surrounding Boston. Automo-
bile parking for customers would be provided by both underground

CEommomupaltir of UlaHßarljuaetta
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CHAPTER I. INTRODUCTION

Origin of Study
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and above ground facilities. Truck loading and unloading would be
restricted to underground areas.

Senator Ward pointed out that had there been an underground
shopping complex operating in Boston on November 15, 1967, the
date of a surprise mini-blizzard, the resulting paralyzing traffic
jams might never have occurred, or at least would have been re-
duced to a minimum. The thousands of persons who used hundreds
of motor vehicles in a vain attempt to escape the city and return
to their suburban homes could have remained comfortably in an
underground complex. Such a complex could have been equipped
with first-aid units, cots, blankets, etc., to aid in caring for the
marooned. In the Senator’s view, this facility alone could have
served as a temporary “garage” to keep hundreds of motor vehicles
off the streets, thereby permitting highway crews of the City of
Boston to operate effectively during the storm.

Scope of Study
The order directs the Council to study the feasibility of under-

ground shopping malls as a means of reducing traffic congestion “in
the larger cities of the Commonwealth”. However, Senator Ward is
of the opinion that the core city of Boston is the only one large
enough to contain such a complex. Hence, this report concerns it-
self solely with underground shopping complexes as they might af-
fect Boston.

The subject of underground shopping complexes as a means of
alleviating the Boston traffic situation has never been studied by
legislative committees or commissions so far as can be ascertained.

Characteristics of Shopping Centers
In recent years the planned shopping center has rapidly become

the commercial node of the automobile-oriented suburban area.
Walter D. Stoll, urban planner for the Chicago Area Transporta-

tion Study and a noted authority on the subject, aptly points out
that in recent years there have been significant signs of change in
the commercial areas of the older central cities. He notes that
planned shopping centers with parking facilities have been rising
in urban renewal areas. 1 Likewise, many older shopping districts

1 Traffic Quarterly, April 1967.
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have been modifying sites and plants by adding such features as
parking lots and malls to correspond more closely to the merchan-
dising methods of the new planned centers.

Planned shopping centers may be classified as one of three types
neighborhood, community or regional. The neighborhood cen-

ter is usually built around a supermarket and a drugstore with
seven to 15 retail stores catering principally to convenience goods
and services, such as food, drugs, dry cleaners, laundry, barbers,
shoe repair shops and beauty parlors. These centers generally range
in size from 30,000 to 70,000 square feet of floor area, serve a trade
population of from 3,000 to 20,000 and occupy a four to ten acre
site.

The community shopping center provides the buyer with the
goods, the stores and the specialty convenience stores not found in
the neighborhood centers. Usually these centers are built around
a junior department store or a variety store. They contain from
15 to 20 units. Floor areas, generally, are from 100,000 to 300,000
square feet and they are constructed on 10 to 30 acre sites. They
serve a trade area population ranging from 20,000 to 100,000. Such
centers are characterized by a greater depth of convenience mer-
chandise and substantially more shoppers’ goods than are offered
by the neighborhood center.

The regional center the type proposed by Senator Ward
offers the fullest range of goods and services. Such centers vary in
size from 40 to over 100 establishments and contain floor areas
from 350,000 to in excess of 1,000,000 square feet on sites com-
prised of from 30 to 100 acres. The attractiveness of the regional
center is its capacity for comparative shopping with a vast range
of goods and services.

Distance. Travel time is an important factor in the consumer’s
selection of a shopping locale. Thus, Stoll points out, the consumer
is not willing to spend much time on travel for daily convenience
goods and these are purchased in close proximity to the home. For
the occasional purchases of shopper goods, the buyer is willing to
devote more time to travel for selection and purchase. Most con-
sumers will travel up to 30 minutes to a regional shopping locale;
the community center draws most of its customers from within a
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15-minute driving time area and neighborhood centers from a five-
minute zone. The distance a shopper will travel for goods is, of
course, related to the type and the frequency of the purchase.

Buying Habits. A study of buying habits disclosed that between
80 and 90 percent of shopping is done by women. 1 At least one
purchase will be made at half of all stores visited and one-third
of these are spontaneous. Two major factors influence shopping
modes: (1) a wide selection of goods, and (2) the convenience
of shopping facilities, especially in regard to time spent to reach
them. Travel time and range of selection are considered to have
greater bearing than parking advantages. This study also revealed
that the average person will travel one and one-half miles for food;
three to five miles for apparel and household items where selec-
tion is unimportant; and eight to 20 miles where wide ranges of
selection and price are important. Since the frequency of pur-
chase of consumer goods is much greater than that of shopping
goods, it was found that regional centers need not include a full
complement of convenience goods.

Parking. In the majority of all surface shopping complexes vehi-
cle parking is free. In cities with underground shopping malls, such
as Montreal, a charge is made for parking.

Two basic methods are used to determine shopping center park-
ing requirements the parking ratio and the parking index.2

The former is used principally for planning purposes and esti-
mated adequacy of the site. It is a practical method of estimating
parking requirements since only after a center is leased and in op-
eration can the demand and turnover be measured accurately. The
parking ratio is the ratio between the area devoted to parking and
the gross floor area. The parking ratio does not indicate the num-
ber of spaces available. To obtain this, one must determine the
square foot allotment made for each space. In previous years, 300
square feet were allotted for each car. This figure includes the
area for drives, landscaping, and unusable corners. Now with

i Voorhees, Alan M., Shopping Habits and Travel Patterns, Urban Land Insti-
tute Technical Bulletin No. 24, 1955.

2 Community Builders’ Council. The Community Builders’ Handbook. Wash-
ington: Urban Land Institute, 1960.
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longer and wider automobiles, this figure has risen to 400 square
feet per car.

The parking index is the number of car parking spaces per 100
square feet of gross leasable area. This method indicates the
number of units (car spaces) available without regard to the total
land area or the layout of parking. Since the number of spaces
needed is directly related to the retail selling space and the type
of center, this method is a reliable indicator of parking needs. The
Community Builders Council reports that, as the size of the center
increases, the parking index is lower, and it recommends the fol-
lowing parking index:

Regional centers five to six spaces per 1,000 square feet of
gross leasable area (GLA).

Community Centers seven spaces per 1,000 square feet (GLA).
Neighborhood Centers eight spaces per 1,000 square feet

(GLA).

The Boston downtown retail shopping district has, over the
years, been a sprawling patchwork of single and multistoried build-
ings housing a conglomeration of specialty and department stores.
It encompasses an area roughly from the North Station south to
Essex Street and is bounded on the west by Tremont Street and
on the east by Federal Street. It is almost immediately adjacent to
the financial and wholesale garment districts, but more remote
from the leather and wool districts.

The district has many ancient, outdated buildings and has been
characterized by crooked, tortuous streets which in Colonial days
twisted their way from one house door to another, and more often
than not followed cow and oxen paths. The area was and, in some
respects even today, is replete with winding streets and dead end
alleys which lead nowhere.

Boston, of course, is an old city, one of the oldest in the New
World. As such, it has countless historic buildings. Consequently,

CHAPTER H. THE BOSTON SITUATION

Physical Characteristics
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these buildings and streets present unusual problems if the city is
to be freed of the shackles of obsolescence, yet preserved as the
historic “Hub of the Universe.” Its narrow streets, lanes and alley-
ways were never, of course, designed for modem day vehicular
traffic.

Boston, as one of the first areas in the United States to mush-
room into a metropolitan area, developed what was considered a
model transportation system. In 1826 it was operating a horse-
drawn omnibus and in 1853 it introduced a horse car featuring iron
wheels pulled by horses over iron track. By 1887 this horse car
network was the largest transportation system of its kind in the
nation. At the turn of the century it was electrified, permitting
some expansion toward the rural area.

In 1894 the Boston Transit Commission was created by the Leg-
islature to develop rapid transit (c. 548). That agency constructed
the nation’s first subway the Tremont Street Subway in
1897 which was subsequently taken over by the Boston Elevated
Railway Company. This latter concern was incorporated in 1894
and eventually became the dominant mass transit operator in Bos-
ton and the immediately adjacent suburbs. It continued until the
period subsequent to World War II when it was acquired by the
Metropolitan Transit Authority (MTA). In 1964 the Massachu-
setts Legislature created the Massachusetts Bay Transportation
Authority (MBTA) to provide a permanent solution to Greater
Boston’s mass transit problem (c. 563). This Authority now in-
cludes the original 14 cities and towns which were a part of the
former MTA as well as 65 communities more distantly removed
from the core city of Boston.

Boston is one of seven cities in the United States in which street
cars still operate. This apparently is because of the inflexible de-
sign of its subway and tunnel systems and the surface right-of-way
limitations characteristic, not only of Boston, but of many of
America’s older cities.

At one time the rail operations from the hinterlands into Boston
were extensive. Today, they consist of some rather desultory op-
erations conducted by the Boston and Albany and the New Haven

Transportation



SENATE —No. 971.1968.] 23

•J»

railroads, which operate in and out of South Station in the Dewey
Square area, and the Boston and Maine Railroad. The latter serves
some “bedroom communities” located to the north of Boston.
Sporadic bus service is also offered by several bus lines operating
north, south and west of the core city.

The MBTA has undertaken a massive program to extend its
public transportation facilities north, south and west. Its long-
range program envisions extending the Cambridge-Dorchester
rapid transit line 13.7 miles southward from a point on that line in
South Boston to a location on the South Shore. The same line
would be extended northward 2.5 miles from Harvard Square, Cam-
bridge.

The Forest Hills-Everett line, which is a combination elevated-
subway route, is projected 6.1 miles from downtown Boston north-
ward to the Malden-Melrose line and 8.4 miles from downtown Bos-
ton through the West Roxbury area of the city. The present east-
ern terminal at Lechmere Square for lines serving communities to
the west of Boston would be extended one mile further into Somer-
ville.

The new MBTA program also provides for more attractive, bet-
ter lighted and more functional stations, air-conditioned trains
capable of 75 miles per hour top speeds and new model buses.
Higher train acceleration rates on the longer extensions, ample
parking areas, including suitable access roads, and improved bus
feeder service would be featured.

Boston is the central city of the metropolitan area as well as the
predominant business center of New England. As such, it is linked
by a network of radial and circumferential highways. Some of the
more important include the Southeast and Northeast Expressways,
the Boston extension of the Massachusetts Turnpike and Routes 1,
2, 3, 9, 93 and 95 as well as 128. Thousands of vehicles daily travel
these roads carrying commuters and shoppers into the core city.

The city, with its narrow, winding streets is hard put to handle
this traffic and limited off-street parking facilities usually are filled

Public Transit Extensions

Traffic
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to capacity. The depth of this problem, with a possible solution
thereof, is indicated in the following comment of an expert city
planner:

“In order to liberate Boston streets and lanes from traffic jams, noises
and exhaust gases; and in order to return them to the use of the people
on foot; and in order to make shopping and all other urban activities
pleasurable again, it is necessary to develop systems of traffic circulation,
with adjoining garage facilities, systems of underground delivery streets
and docks and a major terminal for cars in the South Station area.”i

In at least nine of the nation’s larger cities, and in Canada,
mammoth shopping complexes have been built in recent years, or
are presently in the planning stage. In most instances these mer-
cantile ventures have been funded by private capital; in an isolated
case or two, municipal funds or federal monies disbursed through
urban renewal auspices have provided the financial resources.

The following text discusses the development and the paramount
features of these shopping centers among the several cities. Per-
tinent data was assembled as the result of personal inspection of
some sites by Senator Joseph D. Ward, Chairman of the Legisla-
tive Research Council and the Bureau staff member assigned to
prepare this report, in addition to on site conferences with urban
planners and other officials. Other sources of information include
governmental and private associations’ reports and correspondence
from individuals closely associated with these enterprises.

Atlanta, one of the principal cities of the South, is experiencing
considerable rebuilding. The Peachtree Center project, initiated by
designer-developer John C. Portman, Jr., will when completed in-
clude a new merchandise mart, a 21-story, 800-room hotel and
four major office buildings. It will cost between $l5O to $2OO mil-

CHAPTER 111. SHOPPING COMPLEXES IN MAJOR CITIES

Introduction

Atlanta, Ga.

1 Victor Gruen, Plan for the Central Business District, Boston, May 18, 1967.
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lion, all of which represents private capital. Its design epitomizes
the developer’s theory that it should be a circle small enough for
a person to walk from one extreme to another in no more than 20
minutes.

Portman believes that if a complex is to be successful it must be
made easy for people to reach; to park there; and it must be con-
venient, pleasant and attractive in which to do business. Ways
must be found to separate people from vehicular traffic, he main-
tains. In order to do this, the developer may find it necessary “to
close some streets, cross some with bridges or aerial walkways, or
even go beneath them with tunnels.”

The City of Cambridge has made some preliminary investiga-
tion into the feasibility of an underground shopping complex in the
Harvard-Brattle Square areas.

Early in 1967 the Cambridge Advisory Committee, an arm of
the municipal government, realizing that Harvard Square and the
surrounding area is a key section of the city in which the John
F. Kennedy Memorial Library will be located, appointed a task
force of architects and planners to study the situation. This group
was directed to give special attention to relocating the Harvard
Station of the MBTA and its effect on pedestrian and vehicular
traffic and on the commercial community. The preservation of the
historical character of Harvard Square, in the light of the future
influx of millions of visitors to the Kennedy Memorial Library,
posed a special problem.

In a report made to the Cambridge Advisory Committee on
October 18, 1967, the task force included among the goals for any
plan to be developed in the future an eight point program. It
stressed that the new MBTA station be planned in such a manner
as to cause a minimum amount of interference with the local com-
mercial and institutional activities; that pedestrian access to the
station be designed so pedestrians will not be required to cross
surface traffic, and that there be direct access to the station from
underground bus terminals. Of interest to this Legislative Re-
search Council study are three following points made by the task
force:

Cambridge, Mass.
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(a) “In the design of Harvard Station, thought should be given to the
possibility of large openings in the street perhaps covered above street
level to provide an area for shops, etc., at the pedestrian traffic level
which will form the approach to the platform level itself below.

(b) “The rapid transit platform space should be designed to have a high
ceiling for its entire length at the same height as the ceiling of the
mezzanine entrances at both ends. The mezzanines will then become
spatially a part of the platform, allowing open views upwards from the
platform. This generosity of platform space can be a major attribute,
and would be entirely appropriate to this important new station in the
MBTA system.

(c) “The roof of the platform space should have a structural design
that will allow large skylight openings to the street. Skylights should be
included in the first phase, as allowed by existing traffic flow on Massa-
chusetts avenue. In the future, when the pedestrian use of the street in-
creases, this skylighting should be expanded to the maximum possible

.
. .”

The task force noted that it was most important that the rede-
sign of the Harvard-Brattle Square area be coordinated with the
Kennedy Center Development. It suggested that the architects
and planners for the Kennedy project be asked to present to the
Cambridge Advisory Committee such preliminary work as may
have been accomplished to date.

Early this year the Chicago Central Area Committee released
its development plans for the city during the next 15 years. Some
of the projects are to be included in the city’s capital improvements
program. This will provide funds for engineering and feasibility
studies which will have to be completed before application is made
for appropriate federal or state aid. Other projects would be
financed through the issuance of revenue bonds.

The three goals in the Chicago plan are: (1) maintaining com-
pactness and compatibility in land use; (2) providing maximum ac-
cessibility to the area and between various parts of the area; and
(3) providing an attractive environment for workers, shoppers and
visitors.

Under the plan Chicago’s Central Business District (CBD) will
retain its present concentrated form. A Franklin Street connector
and a Crosstown Expressway will be constructed to provide for a
major concentration of traffic flow as part of the “Ring Road Sys-
tem.” An expanded system of CBD subways will be built to in-

Chicago, lU.
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crease the capacity for long-haul trains and to provide a distribu-
tion system within the district and adjacent high-density areas.
The subways would replace the Loop elevated structure and link
major commuter railroad stations (Union, Northwestern and Illin-
ois Central) with main downtown shopping and employment cen-
ters. There will be a system of pedestrian walkways, weather pro-
tected, which will complement the transit distributor system and
improve circulation within the downtown areas.

In 1966 an underground pedestrian passage was completed from
the Civic Center at LaSalle Street to Wabash Street, a distance of
four blocks. There are no shops on it but it is faced on one side by
offices and a restaurant. Now the city hopes to complete a pedes-
trian passage under Dearborn Street from the Civic Center to the
new Federal Building complex between Adams Street and Jackson
Boulevard. It is proposed that this pedestrian way be faced on one
side with shops.

One block of the four-block long Dearborn Street connector is
finished but numerous problems have arisen and there is no antici-
pated completion date, according to Randall H. Cooper, Executive
Director of the Chichago Central Area Committee.

These projects have been financed as a joint venture by the city,
the Chicago Transit Authority and private investors.

Within its own complex of buildings the federal government has
built a pedestrian tunnel that links State and Dearborn Streets at a
point under Quincy Street as well as under the new federal court-
house.

The Central Area Committee has many plans for other under-
ground passageways and eventually, it is hoped, these can be built
underground to numerous downtown areas. Chicago planning ex-
perts feel that the city’s downtown area is so compact that it is
better fitted than many other cities for the development of a far-
flung, comprehensive pedestrian passageway system.

So far as parking is concerned it is the city’s policy to discourage
all-day parking in the heart of the CBD and to encourage greater
use of fringe area parking facilities. The Plan proposes metered
parking in the CBD for short-time parking only. This suggests
strict police enforcement against violators.
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At the aesthetic level it has been suggested that ornamental
gardens be created in appropriate locations, in business centers as
well as on traffic islands and on irregular shaped parcels of land
formed by diagonal streets at intersections.

The Chicago Central Area Committee, in its studies, agreed that
the great advantage of a compact form for a Central Business Dis-
trict is that much of the local circulation can be on foot; the area
is kept within walking distance. This, the committee pointed out,
eliminates the need for a complex and costly system of mechanical
conveyances.

The Loop area in Chicago is roughly 3,500 feet by 4,000 feet. The
condition of Loop streets is not fully conducive to walking. With
certain exceptions such as the below-ground connection from Mar-
shall Field’s main store to the annex or the above-ground connec-
tion from the Daily News building to the Northwestern Station,
most walking in the Loop is exposed to the elements wind, rain
or snow. Walking is slow, delays due to cross-traffic are en-
countered at streets and alleys and the environment is not par-
ticularly attractive. Sidewalks are narrow, cluttered with obstruc-
tions.

Since it is impractical to shift vehicles to a level above or below
the present street, additional levels should be for pedestrian circu-
lation. With the typical walking rate of two and one-half to three
and one-half miles per hour, the Central Area is brought within
pedestrian scale if suitable facilities for pedestrian circulation are
provided, the Chicago experts contend.

Such a system could strengthen linkages between functions in
the Central Area and heighten the level of business activity. If
connected to transportation terminals it will stimulate the use of
mass carriers. As the density of pedestrian traffic on the ground
level is reduced, the streets should be able to carry a greater
volume of vehicular traffic.

This concept of separating people from vehicles and protecting
them from the weather was first adopted as part of the 1958 De-
velopment Plan for the Central Area. It was previously pointed
out that compactness is one of the most advantageous features of
the CBD, but that the advantage is lost when pedestrian mobility is
hampered by traffic congestion at street intersections. Given their
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own “expressway,” people will be able to move easily and rapidly
from one part of the district to another, the Chicago Central Area
Committee emphasizes.

Dallas, Tex.
One huge super-block on ten prime acres of land in the down-

town center of the city is being constructed with private funds.
Rising from pedestrian plazas, which are located below ground,
are an office building of 33 floors and 1,000,000 square feet of
space; a second office building of 50 floors and 1,400,000 feet of
space; and a 300,000 square foot department store atop which will
be a 400 room hotel. Surrounding myriad plazas and courtyards
will be 225,000 square feet of retail and recreational space. A 3,000
car underground garage will be also be built.

Known as Main Place, it is located on Main, Elm and Commerce
Streets, an area in which the city’s major retail, commercial, hotel
and restaurant establishments are concentrated. The entire project
will be tied in horizontally below grade.

The ten acres of Main Place are organized to function as a single
unit in order that pedestrians may have continuous access, as well
as to maximize the site’s access from all parts of the metropolitan
area to the massive underground garage. This arrangement will
also ease the flow of traffic in and out of the project by separating
conflicting movements and at the same time provide tenants with
a convenient, efficient, attractive downtown environment.

The office towers, department stores and hotel are all tied di-
rectly to a plaza which spans the whole area and also flows under
Griffin and Main Streets. The plaza promenade level contains
225,000 square feet of retail shops. They will be organized around
the five plazas and courtyards of varying sizes. These open air
areas are connected by retail malls.

Some 15 feet below the street level pedestrians can move about
the ten acres without interference from automobiles or traffic
lights. This has been made possible by a Dallas City ordinance
which has given Main Place ownership of the spaces above and
below the public rights-of-way within the project area. Thus it
is possible to treat the ten acres as one huge sunken superblock
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while at the same time retaining the street patterns above ground.
A shopper may walk the length of Main Place fully protected from
the weather.

Constitution Plaza in Hartford was Connecticut’s first urban
renewal project. It was planned, constructed, financed and is op-
erated by a wholly owned subsidiary of the Travelers Insurance
Company. The complex, located in downtown Hartford, includes
eight major office and commercial buildings, two large under-
ground garages and a raised 12-acre landscaped plaza. The site
houses such varied enterprises as department stores, specialty
shops, book stores, pharmacies, barber shops, cocktail lounges,
restaurants, cafeterias, beauty shops and banks. Currently the
Plaza’s office and commercial space is completely occupied.

In Garden City, Long Island construction is underway for
roofing over a 28-acre section of the Roosevelt Field Shopping
Center. The roof area will cover malls and plazas at a cost of
about $1.5 million.

This enclosure project is reportedly the largest for an existing
shopping center. The center is the largest on the east coast and
one of the largest in the nation. It is visited by approximately
3,000,000 shoppers annually. In 1966, the gross volume of business
was about $BO million. A parking area for more than 9,000 cars
has been provided.

Plans for the roof coverage called for climate-controlled tem-
peratures beneath a lightweight steel roof decking of corrugated
design. The present two malls and large plaza are being enclosed
as is a new cross mall.

The roof interior is lined with fiber planking to deaden noise and
each roof extends across the malls from building to building. Sky-
lights provide sunshine for plantings below.

Designers of the roof maintain that the enclosure provides, in
addition to increasing shopping flow, covered space for such ac-
tivities as parades, trade shows, festivals and exhibitions.

Hartford, Conn.

Garden City, Long Island, N. Y.
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The City of Minneapolis has undertaken the construction of a
shopping mall (Nicollet Mall) which embodies several rather ex-
ceptional features. It stretches for nine blocks, encompassing a
major portion of the retail district. The wide mall sidewalks are
heated and will be cleared of snow with the click of a switch.
Steam-heated water fountains even in winter will be installed
and no private motor vehicles will be allowed to use the roadway
which wends through the district. Planners decided to eliminate
the private automobile because they found cars would use the road-
way primarily as a through street a means to get elsewhere.
Replacing the automobiles will be shoppers’ buses which will stop
in every block. Taxicabs will be allowed to use the thoroughfare,
only if they have fares destined to be deposited at a point on the
roadway.

The imaginative planning calls for such features as a 10-foot tall,
standing clock with exposed works, artistic benches, large terrazzo
medallions at every intersection, specially designed street lights, a
glass weather station, potted trees, flowers and shrubs, walks of
simulated brick, tile and exposed aggregate panels and also colored
concrete for curbs and gutters. Thus winter, or summer, the mall
will adapt itself to weather conditions.

Unlike a covered mall, the project will not be climate-controlled
and its users will still be subject to cold, heat, rain and/or snow.

Symphony concerts, art shows, and other cultural programs are
planned to attract more persons downtown and thus fight the
competition from outlying shopping centers.

When the project got underway, municipal crews removed exist-
ing paving and sidewalks, replaced old water mains and sewers,
relocated hydrants, and constructed the wide new walks as well
as the serpentine thoroughfare which wends its way through the
center of the complex. City crews also rebuilt the underground
areaways within the public right-of-way.

The City Council originally had advertised for bids for the en-
tire project. When opened, however, these bids were a staggering
$1.5 million above estimate. The council rejected all bids, re-
organized the work plan and readvertised. Under the revised plan
the City of Minneapolis was designated as general contractor in

Minneapolis, Minn.
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charge of all construction. Then bids were solicited only for elec-
trical, mechanical, landscaping, terrazzo and like projects. This
plan resulted in lower bids and the mall now is expected to be
completed at a cost of about $3.6 million, which is close to the
original estimate.

The entire cost of the mall, with the exception of the federal
grants, will be assessed on the adjacent property. Thus there will
be no city share. The mall is 3,500 feet in length which means an
assessment of about $4OO per front foot for each side of the street,
although the actual assessment will divide the cost between front
feet and area back to 165 feet. Under recent legislation (State
Pedestrian Mall Act, Minn. Stat. Ann. c. 430; Laws 1963, c. 504),
the annual maintenance costs, which have been estimated at $lOO,-
000 will also be assessable. This, however, will not include main-
taining the 24-foot wide roadway.

The mall project came into being under the auspices of the
Downtown Council of Minneapolis. It hired traffic consultants,
promoted the project and interviewed every merchant. It then
presented a petition to the City Council signed by more than 90
percent of the abutting property owners.

As the work progresses the Downtown Council cooperates with
the city officials to iron out construction difficulties. The merchants
report their sales as being at a normal level despite the continu-
ing construction.

The 24 foot, two-lane roadway through the mall is a transitway
for buses, financed by a federal grant from the Department of
Transportation. A Chicago firm, after study, recommended ban-
ning private automobiles. In 1959, this firm found that 44 percent
of the city’s retail patrons arrived downtown by means of the 200
buses then traveling Nicollet Avenue (the main thoroughfare
through the shopping area). Current plans call for no less than
725 buses operating daily on the new transitway. The Council is
also investigating the use of mini-buses in an effort to make it as
convenient as possible for persons to shop on the mall. Bus stops,
incidentally, will be sheltered and heated by infra-red rays.

No parking problems are anticipated in the Minneapolis shopping
area. Historically, city policy has been to stay out of the off-street
parking business. Downtown Parking, Inc., a merchant-owned
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corporation, guarantees parking space for shoppers. It operates a
number of parking ramps for service, rather than profit, and re-
tains a traffic consultant to study changing city needs in this re-
spect.

Fifteen acres of blight, assessed at a mere $2 million, is now
a development in which over $4O million is invested. A section
which formerly brought in $90,000 annually as tax revenue with
all the problems of a slum area now produces an annual return to
Minneapolis of nearly $1,300,000.

Of all of the cities researched in this study, Montreal has made
the greatest strides in providing its citizens and visitors with a
multilevel network of shops, stores, transportation systems and
pedestrian promenades. Because of the radical approach taken in
Montreal the city’s once traffic-choked streets are now for the most
part free of time-delaying and irritating traffic jams.

The Montreal renaissance began about ten years ago when
William Zeckendorf brought to the city a team consisting of
Architects I.M. Pei and Henry N. Cobb and Planner Vincent Ponte
to construct Place Ville Marie, with its 48-story Cruciform office
building next to the huge 1,200 room Queen Elizabeth Hotel on the
22-acre Canadian National Railroad site, beneath which the rail-
road maintains its multi-leveled railroad terminal.

Today some 200 acres of the core section of the city is being
linked by about four miles of climate-controlled shopping prom-
enades that will in 1978 crisscross and connect this vast acreage.

This pedestrian network is fed by intercity buses, the terminal
of which is on the periphery of the core; by suburban trains that
terminate on the fringes of the new Downtown, or traverse it at
another level; and by the new Metro subway lines which alone
bring about 500,000 persons into the city on working days. This
network is completely separated from Montreal’s surface streets
and highways which reach underground into the core, ramp up to
street level, and feed into Mansfield Street, a distribution point
which siphons traffic directly into parking garages with an ultimate
capacity of 9,000 stalls.

Montreal, Canada
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Pedestrians using the network on their way to and from work
and during lunch hours circulate past and through more than a
million square feet of stores, restaurants, shops, movie theatres,
book shops and galleries.

To most observers the dramatic part of Place Ville Marie (PVM)
appears to be the Cruciform office building which was placed off-
center next to a four-acre plaza. The tower contains 1.5 million
square feet of rentable office space.

Even more significant are the four levels, totaling 1.2 million
square feet of space underneath the Plaza. This consists of a net-
work of promenades about one-half mile long, lighted in part
through sunken courts and serving about 160,000 square feet of
rental space. Below these promenades are two levels of parking
for 1,200 cars, and below them are the Canadian National tracks
and platforms.

Trucks are brought into Place Ville Marie by means of under-
ground roadways without interference at any level with parking
or pedestrians.

PVM’s network does not stop at the property line. It was tied
into adjacent buildings.

Making the location attractive, of course, is the fact it is served
by a system of commuter trains, including a railroad tunnel that
heads due north from the Canadian National station and passes
under Mount Royal; the Canadian Pacific’s Windsor Station is
nearby as is a major bus terminal. Only a block to the north is
St. Catherine Street, Montreal’s principal shopping thoroughfare
with many large department stores.

The new complex became an immediate success with the result
that others were soon planned and constructed. They include (a)
Place Victoria, a 47 story tower-type office building which houses
the Stock Exchange; (b) Place Bonaventure, a 15 story rough
concrete structure which contains 3.1 million square feet of space,
including shopping galleries, exhibition halls and a 400-room hotel
on the upper level; and (c) Place du Canada, a complex of two
dissimilar buildings which share a common pedestal. One building
is the Hotel Chateau Champlain, 38 stories high and containing
640 rooms, while the other is a 28 story office tower.

Under a paved plaza, in a five-story podium, are located a bank,
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shopping promenades, a movie theatre and other facilities. There
is also underground parking on five levels and the entire complex
is tied, by means of a pedestrian bridge, at plaza level to busy
Dominion Square.

All of these complexes are closely tied to subsurface systems in-
cluding underground service roads for trucks.

One most significant detail which emerged as these new struc-
tures went up was that those which tied into the PVM complex
by means of the promenades and networks tended to rent very
rapidly. Some of those which stood alone found it more difficult
to attract tenants.

When Place Ville Marie was completed there was some reluctance
on the part of store owners to move from shops fronting on streets
to an underground location because of a fear their wares would
not be seen. At first those who made the move were given ex-
tremely low rents, but when the venture proved so successful these
rents were adjusted upward.

The 1962-1963 rental figures for 16 tenants out of 64 in the
Place Ville Marie promenade level are listed below:

Rental Fees for Selected Businesses at Place Ville Marie
(1963 -1964)

Rate Net Area
(per sq. ft.) Percentage Rate (sq. ft.)

Cigar Store $B.OO 6% 1,557
Cleansers Shop $7.50 10% 692
Ladies’ Shoes & Handbags $B.OO 8% 1,499
Confectionery Store $B.OO 10% 485
Shoe Store (1) $6.05 6% 2,312
Shoe Store (2) $6.04 6% 1,443
Women’s Wear $7.80 7% 1,062
Cinema $2.13 12% 14,070
Women and Children’s Wear $7.00 6% 4,185
Book Shop $B.OO 6% 831
Copper Shop $7.50 9% 1,850
Toy Shop $7.90 8% 2,639
Shoe Store (3) $B.OO 6% 1,175
Barber Shop $7.00 10% 2,628
Photo Center $7.06 7% 855
Stationery Shop $7.42 9% 1,871

TABLE 1
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Rentals were renewed for retail tenants on the promenade level
on the basis of a formula whereby the current rental income per
square foot generated by the tenant under the percentage rate and
the existing percentage rate was increased by ten percent.

The following example illustrates the method of application:

1,000 sq. ft.Area
$20.00 per sq. ft.
10%

Minimum rent
Percentage rent
Annual rent $20,000

In the above example, assuming tenant’s sales are $200,000 they would
cover the minimum rent ($200,000 x 10% = $20,000).

If the same tenant increases sales to $300,000, applying the 10% will re-
sult in a $30,000 rental which reflects $30.00 per sq. ft. (Minimum of
$20.00 + $lO.OO percentage).

As of November 1967, the rentals at Place Ville Marie averaged
$11.50 per square foot annually plus a percentage of from six to 10
percent. These same figures also apply to Place Bonaventure.

Today, shop managers in the Ville Marie Complex report that
their business volume has doubled, and in some cases, tripled over
levels experienced when their establishments fronted on Montreal’s
streets. One tenant who went underground at Place Ville Marie
with some misgivings achieved $650,000 worth of sales in 1966
from the use of 1,175 square feet of space. He now, reportedly, is
one of the most enthusiastic boosters of underground shopping
complexes.

Future developments indicate greater benefits in store for Place
Ville Marie and related projects. Thus, the Trans-Canada Highway
System is being extended, rapidly, into the center of Downtown.
Originally planned as an elevated expressway to run along
Montreal’s waterfront (in typical U. S. fashion), the highway has
been relocated and will follow an underground route. The first
section of the Downtown tunnel is under construction, and the new
expressway leading south, to the EXPO 67 site, is nearing comple-
tion. It, too, dips underground as it enters the Downtown area;
and its connections to the Trans-Canada Highway are underground
also.

Finally, the Canadian National Railroad, whose commuter tracks
run north under Mount Royal, is virtually certain to convert its
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lines to rapid transit, thus increasing capacity and making Down-
town even more accessible to suburbanites.

In the early 19305, planners and architects in New York recog-
nized the values to be obtained from underground shopping con-
courses. Thus, when the world-famed Rockefeller Center went into
the planning stage it was agreed that such underground malls be a
part of the complex.

Because of the far-sighted planning the Center’s famed below
street level Concourse now links its buildings and other key sky-
scrapers in the area. More than one and one-half miles of climate-
controlled passageways lead from 48th Street on the south to 52nd
Street on the north and from Fifth Avenue westward to the Rocke-
feller Center Subway Station Concourse and thence to the Time and
Life Building. There is also a Concourse connection from the Esso
Building to the Sperry Rand Building located on the Avenue of the
Americas.

Today, fascinating shops and specialty stores line the Concourse.
All space is filled and there is a long waiting list for tenant space.

Soon to be added to the 18 building complex will be a 54 story
skyscraper on the Avenue of Americas, 49th and 50th Streets.
Presumably this building, too, will be connected by underground
concourses, but no final decision has as yet been made.

In recent years an addition to the Center’s underground passage-
way system was constructed (the Subway Station Concourse). It
connects the Time and Life Building and the Independent Subway
Station at 50th Street and the Avenue of the Americas. This was
accomplished by the Center leasing a portion of the mezzanine of
the subway system from the New York Transit Authority. Over
16 million passengers annually use this busy station which was
completely redecorated and refurbished by the Center to conform
with the rest of the Concourse.

The concept of underground shopping complexes tied into high
rise office buildings drew support in Philadelphia in 1953 when the

New York, N.Y.

Philadelphia, Pa.
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old Broad Street railroad station was demolished and some 23
acres of midtown land were cleared.

Some time later work started on the construction of Penn Center,
with the first building being finished in 1956. The Center was sub-
stantially completed in 1962 and its 12-acre underground concourse
system connects with towering office buildings in the surrounding
25-acre area. Currently another towering office building is being
constructed in the complex.

The underground concourse level comprises shops and stores that
are oriented to the convenience of tenants and their employees in
the office buildings. These comprise in the main florist shops, bank-
ing facilities, small specialty shops and stores.

This underground complex, according to the city’s Planning Di-
vision, has a heavy volume of pedestrian traffic during rush hour
periods, at noontime and especially during inclement weather.
Similar to the Montreal situation, it has done much to remove
pedestrian traffic from the overhead streets and this factor, itself,
has accelerated the flow of vehicular traffic.

The city recently embarked on another project, involving a gen-
eral renewal plan for the downtown retail area, known as the
“Market Street East” plan. This project is designed to (1) reverse
the decline in downtown retail activities which Philadelphia has ex-
perienced, and (2) unite the city’s transportation system.

The major design effort is centered immediately north of Mar-
ket Street where two commuter rail lines, the subway, and bus and
automobile traffic are brought together and then interwoven. It is
here that Philadelphia will construct a shopping core unequalled by
that of any other major city.

The city decided to improve its economic situation when study
revealed that from 1954 to 1963 the shopping core area’s share of
total retail sales in Metropolitan Philadelphia declined from 38 per-
cent to 26 percent and total sales fell from $466 million to $419
million.

The basic objective of the Market Street East project is to bring
suburban ease to downtown shopping, in the typical suburban pat-
tern of a mall joining large department stores, and to relate it to
other functions of the core.

To complete this massive project, the city has applied for an ur-
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ban renewal grant of $125 million from the federal government but
to date no approval has come from Washington. The schedule calls
for completion of the initial stage of construction five years after
federal approval.

Financed by private capital, developers in San Francisco are
building a $125 million Embarcadero Center in the downtown area
of the city. It is scheduled for completion in about six to eight
years, and will be one of the largest privately financed renewal
undertakings ever built in the West.

The site contains about 8.5 acres. When completed, the Center
will contain three office buildings, all of the skyscraper type; one
will be 60 stories high, the tallest in San Francisco.

The design, in addition to the office buildings, includes stores,
shops, a hotel, three theatres, an art gallery, restaurants and under-
ground parking facilities. Over $1 million in sculpture will be set
up in landscaped public areas. Wide sidewalks will front street-
level shopping stores on Sacramento Street and other stores and
shops will be located on two other levels.

The project has acquired the nickname “Rockefeller Center
West.”

The City of Seattle is contemplating underground shopping com-
plexes in connection with its proposed rapid transit system, but as
yet final definitive plans have not been prepared. However, accord-
ing to Seattle Mayor J. D. Braman the city received the major
source of its inspiration along this line from the developments in
Montreal.

Because Seattle is a hilly city, it probably will not be able to
have the vast one-level concourses that prevail in Montreal, but
the city, nevertheless, feels that it can connect some of its major
shopping areas with an underground type of mall, even though it
may require transportation from one level to another by escalator.
Such an underground complex is expected to materially improve
the Seattle traffic problem.

San Francisco, Calif.

Seattle, Wash.
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In June 1965, Toronto’s Planning Board submitted to the City
Council a “Plan for Downtown Toronto”. It recognized the need to
separate pedestrian and vehicular traffic in an effort to improve
traffic conditions in the downtown area of the city.

The plan suggested that this could be accomplished either hori-
zontally by creating shopping malls where shoppers could walk
freely while vehicles were kept outside, or vertically by putting
pedestrians and vehicles on different levels from one another.

Recently the trend has been towards the construction of under-
ground shopping malls in the downtown area. Already one under-
ground shopping facility, the Richmond-Adelaide Center, has been
completed. It houses seven shops and two restaurants and ties
into a recently completed high rise office building which has a floor
area of 607,860 square feet and will accommodate about 4,000
workers. A considerably larger underground shopping complex
with 20 shops, a bank, cinema and cafeteria, has been planned in
another project which is currently under construction. It is known
as the Toronto-Dominion Center. When completed, this project
will have a floor space of 2,773,000 square feet and will accommo-
date about 15,000 employees. Both projects are located in the
downtown area and are only a block apart.

The Planning Board is studying the feasibility of incorporating
these complexes into an underground walkway system and linking
the latter with public transportation and other traffic generators in
the downtown area.

In 1966, the Metropolitan Toronto Planning Board initiated a
Central Area Transportation Study of Toronto, and a preliminary
report on this study also suggests the establishment of an under-
ground walkway system to improve traffic circulation in the down-
town area.

W. F. Manthorpe, Toronto’s Commissioner of Development, points
out that the city’s downtown area has remained strong during the
past 20 years despite an enormous population increase in the subur-
ban areas. The population of Metropolitan Toronto now stands at
about 1.8 million of which some 40 percent reside in the core area.

Preliminary estimates of studies show the need to provide for a
greatly increased pedestrian volume in the downtown area. This,

Toronto, Canada
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Mr. Manthorpe believes, is partly because of the increase in down-
town employment arising from substantial redevelopment projects
and partly from the additional concentration of passengers arriv-
ing at Union Station on the recently inaugurated “GO” Transit
system which was established by the Ontario government. This
system is in addition to the city’s subway system which is being
extended into the eastern and western suburbs. Plans are also
being made to extend the subway system to the northern bound-
aries of Metropolitan Toronto. The GO Transit System has only
been in operation for a relatively short time, but the growth in
passenger volume is already exceeding advance estimates.

Mr. Manthorpe indicates that these considerations reinforce ideas
which have been developed over the last few years for underground
pedestrian walkways in the downtown area. He states:

“We fully expect our underground mall system to relieve surface con-
gestion. During winter weather I anticipate that the system’s effectiveness
will increase with the extent to which people may leave their offices and
walk about the city without winter outer clothing. During fine weather
people will probably prefer surface routes, but this is something we can
only judge by experience.

“We have been working on the assumption that underground routes
would form a network passing for the most part through new projects and
connecting subway and railway stations, major centers of employment and
major department stores.

“This city has two major downtown department stores which are
across the road from one another. One of them is in the process of ex-
tending and refurbishing its building and the other has for some time
been considering plans for rebuilding at the same location. The location
of these two stores at a subway station and close to the new City Hall
and another major redevelopment project are providing a major oppor-
tunity for underground routes.

“Basically, we regard the underground routes as a means of getting
from one place to another and we hope that there will be much ancillary
commercial development along the way to enhance the attractiveness of
underground routes.”i

Canada’s largest department store, the T. Eaton Company, en-
gaged in extensive planning and research relative to the feasibility
of an underground shopping complex as part of its contribution to
the overall development in downtown Toronto. Subsequently the
concern decided not to proceed with the development but its think-

1 Communication from W. F. Manthorpe, Commissioner, Development Dept.,
Toronto, Ontario, June 16, 1967 to Legislative Research Bureau.
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“We intended to situate approximately 400,000 square feet of rentable
retail space below grade for independent retailers, theatres and restau-
rants encircling 200,000 square feet of an Eaton’s Department Store. This
was planned to be on two levels below grade 200,000 square feet of
independent retailers encircling 100,000 square feet of the Eaton Center
Department Store on each of the two levels below grade. We believed that
this was a feasible approach especially in that the shopping complex would
be directly tied into one of the major subway stations of the Yonge Street
subway, that 2,000 parking spaces were below the shopping levels, and
that our shopping complex would be interconnected with a number of
other office buildings, retail facilities and hotels below grade.

“Furthermore, the example of Place Ville Marie in Montreal conclu-
sively demonstrates, in our minds, that a properly planned underground
shopping complex can be immensely successful. In the case of Place Ville
Marie there are several instances of retail stores having sales per square
foot in excess of 3450.

“In our own complex we forecast that it would be possible to obtain
rentals for independent retailers, excluding the department store, that
would average approximately 38.00 per square foot . . .”

Finally, the following table indicates the extent of shopping cen-
ter developments both in this country and elsewhere, according to
the professional opinion of the source named.

ing concerning the feasibility of underground shopping complexes
remains unchanged, as indicated below, if its plan is incorporated
into an overall major development;

TABLE 2
Shopping Center Complexes

United States
Major Pedestrian

City Project Status Circulation Levels

Chicago Civil Center Built Below Grade
Dearborn Street Planning Below Grade

Cincinnati Fountain Square Construction Above Grade
Dallas Main Place Construction Below Grade
Hartford Constitution Plaza Built Above Grade
Houston Downtown Construction Below Grade
New York Rockefeller Center Built Below Grade
Philadelphia Penn Center Built Below Grade

Market Street East Planning Above & Below
Grade

St. Paul Capitol Center Planning Above Grade
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TABLE 2 (Continued)

Shopping Center Complexes
Major Pedestrian
Circulation LevelsProject StatusCity

Canada

Scotia Square UnknownHalifax
Montreal

Above Grade
Below Grade
Below Grade
Above & Below
Grade

Place Ville-Marie Built
Place Victoria BuiltBuilt
Place du Canada Built

Above & BelowPlace Bonaventure Built
Grade

Toronto-Dominion
Centre

Toronto
Below GradeBuilt

Richmond-Adelaide
Centre Below GradeBuilt

Block South of
Civic Square Below Grade

Below Grade
Planning

Eaton Centre Planning
CP & CN Union

Station & Railway
Yards

Above & Below
GradePlanning

Vancouver Mace Development Planning
Blocks 42 & 52 Planning

Below Grade
Below GradePlanning

Japan
Kobe Below Grade

Below Grade
Below Grade
Below Grade
Below Grade

Sannomiya Chikaggi Built
Hakata Chikaggi BuiltKyushu

Nagoya
Osaka
Tokyo

Nagoya Chikaggi Built & Expanding
Uneda Chikaggi Built
Yaesu Chikaggi Built

Vincent Ponte, Planning Consultant, May 31, 1967.Source

Moreover, the following cities have converted downtown streets
to pedestrian malls Kalamazoo, Mich.; Knoxville, Tenn.; Minne-
apolis, Minn.; Pomona, Calif., and Ottawa, Ontario.



SENATE —No. 971. [March44

I

In 1962 a non-profit organization, the Committee for the Central
Business District, Inc. (CCBD), was formed for the express pur-
pose of starting preliminary planning for the Central Business Dis-
trict. This undertaking was to be a joint effort with the Boston Re-
development Authority (BRA).

Approximately $235,000 was raised from private subscriptions
and the corporation retained the firm of Victor Gruen Associates
to initiate preliminary planning for the city’s Central Business Dis-
trict. This occurred about six months before the Boston Redevelop-
ment Authority retained the Gruen firm for further planning.

A key problem in the planning was the development of a renewal
program for the Central Business District which would provide
the needed dramatic changes which would not be too costly nor too
disruptive to businesses located within the district.

The Gruen organization started this task with a number of ob-
jectives in mind. These included (a) improved accessibility to the
city’s core area by private and public transportation; (b) separa-
tion of utilitarian functions, including all transportation, from
human functions by means of vertical and horizontal separation;
(c) the improvement of the environmental qualities of the business
core area; (d) the addition of new economic strength and de-
velopment sites; and (e) the interweaving of business activities
with such other urban functions as apartments, entertainment,
government, cultural and social institutions.

But Boston, as an old city, presented unusual problems. Its his-
toric buildings and streets had to be preserved and at the same time
the city’s narrow streets and lanes had to be freed from heavy and
restrictive vehicular traffic.

Eventually on May 19, 1967, the Central Business District Ur-
ban Renewal Plan was released, reflecting a project cost of $97,-
000,000. Of this amount the federal government would contribute
$78,400,000 (including a relocation grant of $7,000,000) and the
City of Boston’s share would run to $25,600,000, 50 percent of
which would be reimbursed by the state. Overall, an investment of
$400,000,000 from both public and private sources was anticipated.

CHAPTER IV. AN UNDERGROUND COMPLEX FOR BOSTON

Central Business District Plan
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In November 1967, the Boston Redevelopment Authority and the
sponsors of the Central Business District Plan received a setback
when the New York regional office of the Department of Housing
and Urban Development (HUD) denied the application for a grant
of some $7B million, on the grounds of insufficient funds.

Meanwhile, the Boston City Council had given full approval of
the urban renewal plan and had voted approval of a cooperation
agreement and an urban renewal loan order of $25 million as the
city’s share.

After further conferences, the BRA was authorized by HUD of-
ficials to divide the overall plan into a series of separate urban re-
newal projects. Thus, instead of one application for $7B million,
several applications for lesser sums of money will be submitted.

It is feared that because of this setback, progress on the project
has been delayed for at least six months and probably a year.

The pertinent provisions of the CCBD plan, plus related informa-
tion, has been reprinted as Appendix A of this report.

Some planners and developers feel that Boston’s Central Business
District would be better served if the shopping complex were con-
structed underground.

They envision such a complex stretching from the Park Street
Subway Station at Park and Tremont Streets underground be-
neath Washington Street and then emerging at grade level near
Chauncy Street. From this location the complex gradually rises
to a point where it would pass over Dewey Square, tying into the
South Station area where the Massachusetts Port Authority plans
a $6O million trade and transportation center on a 23-acre tract,
part of which is now occupied by the South Station. This is also
the general area where it has been proposed that a domed sports
facility for professional baseball, football and other events be con-
structed.

One professional planner, who was associated with the Montreal
underground shopping complex and who prefers to remain anony-
mous for professional reasons, advanced the theory that the Bos-
ton terrain is well adapted to such a complex. He reasons that
there is a natural slope to the land from Beacon Hill in the direc-

Professional Planners’ Views
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tion of the South Station. The Park Street station area, he points
out, has many advantages, also the Washington station on the
MBTA’s Cambridge-Dorchester rapid transit line and its adjacent
Winter-Summer Streets’ stop on the Forest Hills-Everett line.

An underground complex stretching from the Park Street sta-
tion underground beyond Washington Street and then coming to
grade and extending over Dewey Square would attract very sub-
stantial retail buying power. Furthermore, the volume of vehicular
traffic in this area would be considerably reduced.

Such a project, he admits, would first involve separate studies
of MBTA lines, underground public utility lines, property assess-
ments and ownership in the area involved before a mosaic could
be constructed.

“Senate Order No. 937, which directs the Legislative Research Coun-
cil to make an investigation and study of the problems of traffic con-
gestion in the larger cities of the Commonwealth for the purpose of
ascertaining whether the construction of underground shopping com-
plexes would tend to alleviate said congestion, was introduced by me
primarily because of my concern for the well-being of Boston the
core city of Massachusetts.

“For if the core city is not strong and vibrant the entire Com-
monwealth will suffer.

“It has been my feeling that the plan for Boston’s Central Business
District, when completed, will do much for the city, economically as
well as to alleviate traffic congestion.

“However, I do feel that the plan would do much more for the core
city if substantial underground developments could be included in the
overall plan.

“If Boston is to embark on a massive rehabilitation program for the
Central Business District, that program should be a pace setter and
model for American cities, much in the same manner as was Montreal
which now has one of the largest and finest underground shopping
complexes in the entire world.

“The Montreal complex has aided immeasurably in controlling traf-
fic; has boosted the city's economy; shrunk unemployment rolls and
made of the city an international showplace.

“There are, indeed, principles that emerge here in terms of develop-
ment that would indicate the system, as produced in Montreal, could
be a model for Boston.

Views of Senator Joseph D. Ward
Senator Joseph D. Ward of Fitchburg is somewhat critical of the

CBD plan as indicated by the following remarks:
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“However, there are some problems. These include topography, ex-
isting land uses, current traffic flows, and others which will require ad-
justment to the Boston scene.

“But from preliminary discussions I have had with architects and
planners, it appears that the natural slope from the area of Park
and Tremont Streets toward Dewey Square should lend itself ideally
to the construction of an underground complex.

“Imagine, if you will, a completely climate-controlled underground
shopping complex which would stretch from Park Street under Wash-
ington Street, emerging at grade at a point near Chauncy Street and
then going overhead as a shopping mall to cross Dewey Square and
then tying into the transportation facilities of South Station, and
if it is ever constructed • a huge sports stadium.

"Such a complex would be reached by all MBTA vehicles entering
the Park Street Station, the Forest Hills-Everett rapid transit line at
the Summer-Winter street station and the Cambridge-Dorchester rapid
transit line, both at Park Street and the Washington Street stations.
It could be reached at South Sation by patrons of the New Haven
and Albany railroads.

"Thus, the buying public could shop at will, protected at all times
from the elements of rain, snow, cold or intense heat.

“Such a climate-controlled area, completely enclosed, with space for
stores, shops, banks, cinemas, restaurants, cafes, parking, etc., would
give verve and elan to a city desperately in need of inspiration. The eco-
nomy would flourish and the traffic congestion be reduced to a minimum.

“I am certain there is still time for a study of the feasibility of such
a plan.”

Boston businessmen generally approve the Central Business
District Plan because, in their opinion, it will solve major prob-
lems of the downtown retail area, such as pockets of blighted store
fronts, traffic congestion and limited access. Support has been
voiced by the Greater Boston Chamber of Commerce, heads of re-
tail establishments, banking and financial institution executives, as
well as the Greater Boston Real Estate Board.

Commissioner Edward J. Ribbs of the Massachusetts Depart-
ment of Public Works questions the economic feasibility of such a
project and doubts that an underground shopping complex can be
built in Boston because of the maze of underground tunnels (MBTA
and highway). underground utilities, existing buildings and founda-
tions.

Views of Boston Businessmen

Views of the Massachusetts Department of Public Works
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He suggests, however, that some minimum planning be done on
such a project and he admits that any method that would take
trucks off the street will help alleviate vehicle congestion. The
fewer vehicles in the street, the easier it is to perform snow and ice
control, he points out.

“With fewer vehicles on the street, the number of accidents would tend
to decrease. However, the average speed per vehicle would tend to in-
crease and the severity of accidents due to increased speeds would probably
increase.” Ribbs claims.

Commissioner Theodore W. Schulenberg of the Massachusetts
Department of Commerce and Development believes that the acci-
dent rate does not seem to have a linear relationship with traffic
volume. One can argue, he says, that by reducing exposure to ac-
cident-causing circumstances, that is, by reducing the number of
vehicles and pedestrians in a traffic artery, the accident rate would
decrease.

According to Schulenberg, the corollary to reduced traffic is
easier snow removal. The control of ice, however, raises different
problems. One way to cope with ice on sidewalks is to install radi-
ant heat. Another is the overhead enclosure of the sidewalks by
arcades as implied in the BRA plan. The Commerce Director agrees
that both solutions have merit, but a definite assessment of their
relative value requires a detailed analysis.

He suggests a feasibility study of the proposed project, but he
agrees that truck portals could have the beneficial effect of sep-
arating delivery service from the pedestrian circulation and re-
ducing the volume of surface vehicular traffic by diverting trucks
to underground delivery zones.

Commissioner John J. O’Neil, Jr. of the Boston Traffic and
Parking Commission was unable to offer any opinion, either pro
or con, on the feasibility of an underground shopping complex and
instead suggested consultation with the Boston Redevelopment
Authority.

Views of Massachusetts Department of
Commerce and Development

Views of the Boston Traffic and Parking Commission
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Project Statistics

AREAI.
Total Project 245.5 acres

58.2 acresArea to be Acquired

ESTIMATED PROJECT COST
Federal Grant*

11. $ 97,000,000
78.400.000
25.600.000Local Share

State Reimbursement to City 12,800,000
(*lncludes $7,000,000 Relocation Grant)

RELOCATION111,

Total Number of Businesses in the Project 4,800
1,300Businesses to be Relocated

Retail - Commercial 420
Office 620
Miscellaneous 260

26,000,000 sq. ft.
1,000,000 sq. ft.
5.900.000 sq. ft.
2.400.000sq. ft.
1.100.000 sq. ft.
1.700.000 sq. ft.

Total existing building space in Project
Vacant building space to remain
Building space to be acquired

Retail - Commercial
Office
Miscellaneous
Vacant 700,000 sq. ft.

NEW DEVELOPMENTIV.
Estimated building space to be developed

Retail - Commercial 2.500.000 sq. ft.
2.400.000 sq. ft.
1,500 aptmts.

Office
Residential
Hotel - Motel
Parking

1,000 units
12,000spaces

PARKINGV.
15,000Existing parking spaces serving the Project

Net increase in Parking Spaces 8,000
23,000Parking Spaces after Development

ASSESSMENTSVI.
$ 284,710,400

235,161,100
Total Assessed Value -1950
Total Assessed Value -1960
Total Assessed Value -1966 218,788,500

43,283,000Assessed Value (1966) of Property
to be acquired

APPENDIX A

CENTRAL BUSINESS DISTRICT PLAN
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APPENDIX A (Continued)

Developer Estimated Estimated Start
Development of

Cost Construction

Cabot, Cabot & Forbes $ 25,000,000 Summer, 1968
Coffman (Parking Garage and Shops) 3,600,000 Fall, 1967
First National Bank 30,000,000 1968
National Shawmut Bank 10,000,000 1969
Raymond’s Development Associates 8,500,000 Summer, 1967
Boston Five Cents Savings Bank 1,200,000 1968

1. Circulation
The purpose of the circulation or street improvement proposals is to clarify

for the motorist the street system in the area and to improve the carrying
capacity of the system through selected street widening and realignments.

The vehicular circulation plan consists of the following major elements:

(a) North-South System
1. Existing Tremont Street southbound and a realigned and widened

Chauncy-Arch Street northbound.
Chauncy-Arch Street is intended to be the main direct through street
from Harrison Avenue to the south, running to Cambridge Street on
the north. This street will have the capacity to carry the flow from
Washington Street at such time as Washington Street is made into a
pedestrian mall (as discussed below).

2. Devonshire-Kingston-Otis Streets southbound and Lincoln connected
through Dewey Square to High-Federal-Congress Streets northbound.

3. Purchase Street connected through Dewey Square to South Street
southbound and Atlantic Avenue northbound.

4. A new two-way Dorchester Avenue, built out in the Fort Point Chan-
nel connected to the relocated Atlantic Avenue in the Waterfront
Project will serve north and southbound traffic on the eastern edge
of the CBD.

5. Charles Street extended from South Cove through Park Square,
thereby providing direct access to frontage roads along the Turnpike.

(b) East-West System
X. Existing State-Court Streets westbound.
2. School Street realigned to provide a smooth flow across Washington

Street into Milk Street eastbound.
3. Franklin Street realigned to provide a smooth flow across Washing-

ton Street into a widened Bromfield Street westbound.
4. Two-way Summer Street widened and realigned to Chauncy Street.

(This realignment, coupled with the north-south movements discussed
above, will eliminate the vehicular and pedestrian hazards and con-
fusion at Dewey Square).
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5. Two-way Essex Street widened from Atlantic Avenue to Kingston
Street then functioning as a one-way pair with a new street run-
ning westbound to Tremont Street and, existing Boylston-Essex re-
aligned for a smooth flow across Washington Street eastbound.

6. Existing Stuart-Kneeland Streets two-way east of Park Square with
Stuart Street eastbound from Back Bay to Park Square and, Eliot-
Providence-St. James Streets westbound from Park Square.

2. Parking Plan
Approximately 10,250 new parking spaces in ramp-type garages are pro-

posed to bring the net total parking spaces up to 23,000 in the CBD. A major
garage facility of 5,000 spaces is located in the South Station area to serve
the shoppers and commuters’ parking needs. Smaller facilities are proposed
adjacent to the major access streets, to serve the retail, office and entertain-
ment centers. The Plan generally calls for integration of parking facilities
with other uses. The parking plan essentially forms a ring around the dense
retail core.

3. Servicing
The goal of the CBD Plan is to remove, wherever feasible, loading that takes

place on the street or is off-street but still results in traffic congestion. Off-
street loading will be required for all development.

Three major systems for providing truck servicing underground to new and
existing developments are proposed. These “underground streets” will be pub-
lic improvements within the Project. The systems are;

(a) A tunnel running from Bromfield Street to West Street (the Ladder
Blocks). This system will be developed through the center of this area
and there will be a requirement in the Plan that all new and existing
buildings shall tie into the tunnel to provide off street servicing. (This
will permit the use of the streets in this area for pedestrians only, as
discussed below.)

(b) A tunnel ramping down from Arch Street into the Raymond's develop-
ment is proposed to be extended under Hawley Street and Franklin
Street to connect to Filene’s and the proposed new development on the
present Kennedy’s site.

(c) A tunnel complex is proposed that would tie in and serve proposed de-
velopments along Summer Street, replacing Jordan Marsh present truck
docks on Chauncy Street and, where economically feasible, the other
servicing points of the Jordan Marsh complex.

4. Pedestrian Improvements
(a) Washington Street

An open pedestrian mall is proposed on Washington Street through the
retail district. It is to run from Water Street to New Street, with cross
traffic at School-Milk, Franklin-Bromfield, and West-Bedford Streets.
The mall area will be accessible for fire equipment and other emergency
vehicles and be available for minibuses or other similar forms of aux-
iliary transportation. Landscaping, lighting, kiosks for convenience-type
retail, benches and other well-designed features on the mall will create
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a pleasant and exciting new element in the retail core. This mall can
only be implemented after completion of the Chauncy-Arch improve-
ment discussed under circulation.

(b) Ladder Blocks
Winter Street, Temple Place, Hamilton Place and a new mid-block ease-
ment will provide a network of pedestrian ways in the area between
Tremont, Bromfield, Washington and West Streets. The malls will vary
in width and design treatment to increase the variety and amount of
retail frontage in the district. These malls can only be implemented
after the underground servicing system is completed.

(c) Summer Street

A second level pedestrian concourse integrated with new development
is proposed on the south side of Summer Street which will connect the
new development at the South Station with Chauncy Street. Cross-
overs and drop-off points will be provided at appropriate locations. This
second level walkway will terminate at Chauncy Street, and Summer
Street up to Washington Street will be a pedestrian way at grade. The
second level concourse may be serviced by some intermediate mode of
transportation (i.e. minibuses, moving sidewalks, etc.)
On Summer Street, a 20-foot setback will be required for any new de-
velopment undertaken at the present Kennedy location. This widened
portion of Summer Street may be utilized for taxi service into the major
department store area.

5. Development Areas
The development areas discussed below are shown on the attached subarea

diagram.
(a) Upper Washington (Court to Franklin Streets)

This area will include sites for three substantial office buildings, open
space adjacent to the Old South Meeting House and the Old Corner Book
Store, parking structures, general commercial space and the proposed
new Raymond’s store and parking complex.

(b) Ladder Blocks (Between Washington and Tremont Streets)
The proposed truck tunnel will make possible the creation of a totally
new and convenient shopping environment in this area. New commercial
development is proposed, with the possibility of residential towers over-
looking the Boston Common. A full mix of these uses would be permitted
by the Plan.

(c) Washington-Summer-Church Green Retail Area
This area will include sites for expansion of existing and the construc-
tion of new retail facilities along Washington Street and Summer Street
towards South Station. Other commercial uses will be permitted. Pro-
vision is made in the Plan for a substantial increase in parking facilities
in this area, which are to be incorporated into the new construction for
retail and other commercial activities. A site for a substantial office
building is provided on lower Summer Street adjacent to the South Sta-
tion complex.
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(d)

(e)

(f)

(g)

Provision is made in this area for a major complex consisting of a
5,000 car garage, a transportation center with related facilities, and a
hotel-motel.

Hinge Area Park Square
The Hinge Block, bounded by Boylston, Washington, Stuart and Tremont
Streets, is to be devoted to a mix of uses, including commercial, enter-
tainment, hotel-motel and residential uses developed around a center
block open space. Underground parking and servicing would be pro-
vided here.
Acquisition and demolition in this area will clear out a seriously blighted
and blighting area of downtown and establish a strong connection be-
tween downtown and Back Bay.
In the Park Square area, a major street improvement (Charles Street
extension) will resolve the traffic confusion and congestion, and sites for
residential, hotel-motel or office uses will be provided.

Garment-Ghinatown-Leather
In these areas no land takings are proposed and it is the intent of the
Plan to secure improvement of the property and general upgrading ot
the area through rehabilitation.

Financial
Renewal proposals for this area are only for necessary street repairs and
utility improvements, and the improvement or creation of attractive
pedestrian connections from the financial district to the retail area ot
downtown. Developments proposed between Purchase and High Streets
will bring the financial district down to the boundary of the Artery, a
natural point.

South Station
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