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INTRODUCTION

A study of the clty center of Dallas, Texas, would be
incomplete without an investigation of the problems cone-
fronting North American city centers in general. It is
only by such an approsch that one can make use of the
experiences of the many others who have sought solutions
to the complexities of downtown development. Coupled with
a thorough examination of the specific conditions existing
in the Dallas clty center, thls general study should make
possible the establishment of a few basic principles which
willi govefn proposals for the future,

The proposals of the thesis are not to be considered
the dogma of a particular belief., Those which cannot be
implemented for some years were cagrefully labelled ®guldesg®
to indicate the flexibility intended, It is felt that the
most desirable element of the entire scheme is that the
basic pattern for future development is established at
minimum cost, thus making it possible to eliminate flaws
before sizable construction is recommended.

Bach progressive step can oﬁiy be taken as conditions
vwarrant it. The thesis proposals are based Wdpon the
presumption that during the next forty years there may
very well be in Dallas an expansion of facilities egual to
that which took place in the forty years past, a perlod
during which the city center doubled in size and in height.

Tnis presumption may prove to be incorrect. If such is
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CHAPTER I
THE PROBLEMS OF CITY CENTERS



The city eenter harbors largely business enterprises.
They offer a multitude of goods and services all within
convenient access one to the other. Some of the commercial
interests locate centrally beczuse they require the
entire resident population as a market. Others operate
downtown because it is a market in itselfl.

The brief paragraph preceding expresses the city
center's right to exist, Comparative shéppingg luxury
goods, highly specialized prgfesgicnal services, service
facilities for transient business people, recreational
facilitieg and cultural activities all thrive in o
eentral location. Implicit in the same paragraph,
however, are factors responsible for the three major
problemsg of downtown areas. A concentration of goods
and services implies internal traffic and a relatively
high dénsity. Because downtown is centered within a
resident population, éommater traffic and deteri@rétion‘
alsc become problems. Few major cities have been able to
cope adequately with the complexifies of deterioration,
density, and traffic which cccur at thelr centers,

The deterioration at the city center cannot be
properly analyzed without giving due consideration to
the city as a whole. One of the most well-known
ebsefvations on the composition of the urban enviranmenﬁ
is Edward W. Burgess' ®Theory of Five Concentric Zones

of City Development®. The first zone is the city center.
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Surrounding it is a transitional zone followed by
workingmen's homes, the residentiazl zone and the
commuter zcne in concentric rings. A4s a city grows
these zones move outward from the center absorbing aress
on the outer circumference and Felinquishingvareas on
the inner circumference. The Zone of Transition contains
the slums. It is the oldest resldential area of the
city. Since it is adjacent, the exlstence of urban
deterioration poses a distinct problem in relation to
the city centers

Most city officials, social workers and citizens
agree that slums are a threat to the health, morals and
safety of a community. Others, such as Daniel Seligman
of Fortune Magaszine, Iindicate that slums are a necessary
part of urban growth. “The slums are crowded becsuse
there are jobs to be had....®lt It ig in this transition-
al zocne that rural and ilmmigrant people try to adjust to
the urban way of 1life. They are to a degree poor and
ignorant. Generally, until they have had time to
establish themselves with good, steady employment, they
gseek the least expensive living accommodations avallable,

Althoagﬁ the problems inherent in slums are outgside
the bounds of the city center, it can be established

that they exist where they do as a result of its

i D. Seligman, "The Enduring Slums®, The Exploding
Metropolig, (Garden City, 1958), p. 112.

I" 2



presence. The close proximity of the central business
district gives the slum a potential which makes the land
desirable and valuable. ®Land values in the slum
Venvir@nment are high not because of the income derived
from the slum property, but becanse of high income
expected scmetime in the fétara§ when the central
business district will extend intc this area. Thus, the
high land values in the slum envirconment have a specula-
tive basig."® Furthermore, it is considered that city
tax structure encocurages this speculation. One of the
causeg of central slum development 1s said to be %high
taxes and the unwillingness of both public officizals
and property owners to édjust inflated assegsments and
values to realities®.3

Buildings in a state of deterioration exist also
within the central business district itself. They are
nc particular threat to morals or health, but normally
they fulfill functions alien to central activities.
Many are vacant. ®In America, where in some respects
the mischiefs of contemporary urban civilization have
been carried fé;thegt$ the greater part of our over-

grown metropolises are, in strict economic terms,

2 S. Riemer, The Mcdern City, (New York, 1952), p. 102.

3 S. E. Saunders and A. J. Rabuek, New City Patterns
The Analysis of and a Technigue for Urban
Reintegration, (New York, 19%6), p. 16, -




bankrupts: thelr dwindling taxes cannoct éappert the load
of debt incurred through growth, disorganization, and
blight; and their urgent repair awaits a systematic
deflation of the still absurd structure of values that
was created in the past, in anticipation_of further
grawths“u

Closely related to the traffic of an area is that
quantitative measure applied to populated land called
density. The word itself implies that there isg a
closeness, a massing of individuszl elements. In an
urban area these(elements are normally people and their
shelters. Therefore, both population and building densi-
ties ocdur.

The relationship between density and traffic is
relatively simple., Traffic becomes ﬁore complex the
more people and goods there are in a given area. The
more space occupiled by bullding, the less space is
1ikely to be available for surface movements.

For prcpér evaluation of the factors evident in
high density and low density urban coreg, the cities of
New York and Los Angeles provide an excellent
representation of each extreme., What has happened in
New York has happened to a lesser extent in practically

every North American city. Streets and avenues vere

% L. Mumford, City Development, (New York, 1945), p. 161.




originally designed to accommodate a population density
nc greater than that which could be shelitered by
buildings four stories tall. But in a large part of
Manhattan this average bulilding height has been multi-
plied by as much as ten. The result is five or ten
'early Manhattans superimposed. The problem resulting
from such a high concentration of buildings is that the
four to nine later additlions were provided with no
independent means of access. "Our mild legél limits
on the helght of wmidtown bulldings mersly encourage tall
structures in the very areas where traffic congestion
is already close to paralysis, and we demolish crowded
slumg only to replace them with public-housing
developments whose population densities, as high ss four
hundred and fifty people an acre, are twice the aversage
residential dénsity of the city. We have consistently
acted as if there were no relation between the number of
peopls we dump on the land and the amount of congestion
on the streets and arterial traffic routes,%d

Today over six milllion people pour into tunnels
and the deep chasns which are the street of Manha%tang
but only 17% dare take their automobiles.® The remainder

crowd into mass transit. Freguented by suach a vast

5 L. gggforﬁ, From the Ground Up, (New York, 1956),
p @ @ '

6 F. Bello, "The City and the Car%, The Exploding
Metropolis, {(Garden City, 1953), p. 60.
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population the city canm provide practica every type
of service known to man except a commodious route for
each of these peopls te travel at hils convenlence,
Wnile New York was exploiting the potentials of
high-rigse buildings and motorized travel, Los Angeles
was s%ill latent. A respect for earth tremors which
have frequently occurred in Southern California placed
Linitations upon building heights. Popularity of the
motor car was in evidence before any significant
centralization had taken place. There has never been
any great need for subways or commuter trains to the
city center, Today 95% of all travel in the Los Angeles
metropolitan area 1g by antomobile.? To accommodate
these vehicles a phenomenal percentsge of land is
required for rogéwayg.: fhe city has a very undisting-

uished business and cultural center. For mere perform-

ance of casual errands, trips of many miles are often

w

e

e ed. And the most interesting point of all is that,

ording to a test made by Fortune Magazine, during

peak afternoon hours one can drive out of downtown New
York on its most heavily travelled route as guickly as
one can drive out of downtown Los Angeles on its most

3

.

heavily travellsd route,

This evidence should place in a guandary thess wha

7 Ibid., p. 58,
8 Ibii., p. 60.
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advocate decentralization as the answer to urban
problems. Use of the automobile has made lovwer density
residential development very desirable. Business
development exclusive of high densities, which the
automoblile fosters, has yet to demonsirate any
particular desirabhility.

Traffic is essentiasl to the exchange of goods and
services witnin the city center. The exchange of
services normally involvesz the movement of people.
Employees move to and from their places of employment.
Clients move about various business establishments,

The exchange of goads requirés the movement of both

goods and people. Howsver, since delivery of goods is
only a portion of the mercantile activity, and since
merchandizing is only a portion of downtown activity,
movement of goods in the city center should be considered
a traffic function secondary to the movement of people.

This lack of priority constitutes a major traffic
problem, In mos%t large cities on-street vehicle loading
and unloading in the doyntcwn arez must be limited. Even
those concerns which maintain off-street docking
facilities find it difficulit to move their large
vehicles during business hours. There is evidence that,
as a result, the larger goods-handling activities,

wholesaling in partlcular, are now moving away from the

LN




city center.” Retalling, which depends heavily upon the
presence of paople, is réhaininge It is doubtful that
the problems of moving goods wit?in the city center can
be solved by retallers independently.

The primary downtown traffic f&nction is tne
movenment of people. They travel to, from and about
the city center on foot, on public conveyance; and in
private vehicles. Chariges in vehicular transportation
have made the center what it i@ today. Further changes
appear to threaten its very exlistence.

Before the advent of the motor vehicle, travel was
slow, Animal drawn carts and wagons were used largely
for transporting heavy goods. Where baggisg were used
to move people, it was essentlally for comfort, not
speed. Over short distances one could travel quickly
by mounting and running an animal, but this speed was
heavily offset by the time involvédgih saddliing and
unsaddling. As & result, people §ended to live in areas
where everyday necessities were within walking distance
and staple commodities a convenient buggy-ride away.
Since the size of a city center depends upon the number
of people 1t is capable of serving conveniently, centers
of this time were able to develop only insofar as people

could be crowded around within a negotisble radius. For

9 Philadelphia City Planning Department, Philadelphia
Central District Study, (Philadelphia, 1950), p. 58




this reason large citles tended to be, according to
today's standards, decentralized, Those living ocutside
the attraction of the center sacrificed any of its
advantages for the time saved in carrying on the majority
of their family sctivities nearer home. Since people

and goods travelled at the same speed, 1t was profitable
for merchants tc bring the goods to the people.

That there must %av& been some need or desire for
centralization, however, 1s demonstrated by the fact that
the first use of intracity motor venicles was for the
trangport of people, not goods. Those means of
transportation which had caused cities to develop prior
tc the twentleth century were not generally adaptabie
to carrying either goods or peopls about within the city.
Yet, at these transportation intersections and terminals
many activities toolt place which offered employment
opportunities. If a worker could not find a place to
live within walking distance of this center, he had to
find a local means of transportation. The privately
owned horse and buggy was not generally suitable, since
the horse could not be left all day at the place of work.
Collectively, however, workers could afford to hire &'
driver. 8o, for many yesars ééd@l@ rode horse drawn
street cars, not because they were particulariy faster
than walking; but because they were more comfortable,

offered protection from bad weather, and were not

L



hampered by muddy roads.
The adaptation of an electrlically driven car to
these rail lines provided the first economical, rapild,
intra-urban transit. . Through this development in mass
transit and other technical improvements the city center
was able to attain a phenomenal growth. For the first
time within the clity, people were travelling faster than
goods, Clothing and furnlture stores andicther forms
of merchandizing tended to move to the city centere.
Professional men found that in the centrasl business
district they were able to offer a better service by
specializing. In many cities lzarge downtown high
schools, churches and theaters were bullt to ssrve the
entire urban population. MAs a result of these transfers
of functions, the central business section of the city
grew rapidly, whether or not the clity itself was growinéwﬁlo
This era of centralization began around 1900. By
the late 1920's another phenomenon was taking place.
Automoblilles were sérieusly challenging the role of the
street car as the principal means of urban transportation.
Motor trucks, which were reasonably perfected during
World War I, were making it possible once again to move
goods as quickly as people, Another transfer of functions
was Ilnevitable. Another traffic problem was apparent,

not one of insufficient means of transportatlon, but one
e

10 H. W. Gilmore, Transportation and the Growth of Cities,
(Glencoe, 1953}, p. 115.
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of too many. The Greatl Depression and World War II did
not alter the fate of the city center. Th@y merely
postponed it.

During the ten years following the Second World War
the number of automobiles in the United States doubled.
There became one car for every thre@~peaplee11 Transit
riding declined. By 1956 the street car had all but
disappeared. Clothing and furniture stores found 1t
agalin more profitable to operate nearer the residential
areas, The large downtown churches, high schools and
theaters began losing their popularitye.

The problem of moving people to, from and about
the city center has become acute. Many centers have
hecome too large to move about on foot. The streets,
designed for use of a relatively few number of hofses
angd buggies, cannot accommodate all the automobliles
which manage to arrive downtovie Mass transit is unable
to operate profitably. Parking facilities for private
vehicles, gulite uncommon prior to autohbbiies, are
insufficient. In short, the jowntown that was promoted
by the street car can no longer serve adegquately a people

who, in most citles, perfer to travel by private mearns.

11 Belloc, ©D. Silte, Pe e
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CHAPTER IT.
THE CITY OF DALLAS AND
THE MAJOR PROBLEMS OF ITS CENTER



It has been stated that the city center offers
comparative shopping, luxury goods, highly speclalized
professional servicss, service facilities for transient
business people, recreational facllities and cultural
activities. An examination of the location of these
fonctions will reveal that Dallas, Texas, with a
population of approximstely 750,000 departs from the

normal in some respects. The lack of complete

conformity gives Dallas a distinction and should cause

its problems to be desglt with in s unicue manner,

The strongest concentration of shopping facilities
iz in the very center cof the city. In the four block
arez bounded by Maln Street, Harwood, Elm, and Akard
are five large department stores. On the opposite
side of Maif Street at Ervay, which splits this four
block section, is Dallas' most well-known store. At
Lamar Street, which ig four blocks from Akard, between
Main and Elm are the twe remaining large departiment

stores, Shops handling high quality gocds line both gides

of Main Street and the scuth side of Elm Street from
Harwood to Akard. Lower guality shops and specizality
shops are located zlong both sides of Elm Street from
Akard to Lamar and for five blocks from Harwood to Gooda 0 50
Street, The remaining notable retall ssles areas are

the auteomobile showrooms on the north side of downtoun

scattered along Pearl Street scutheast of Ross Avenue,

iz



along Ross Avenue from Pearl to Akard, somewhat along
Harwood from Ross te Cedar Springs Boulevard and on
Cedar Springs from Harwood o Maple Avenue. {See Plate
1.}

There has been no significant expansion or develop-
ment in retail sales areas on Main and Elm Streets since
16b1, Three department stores have made additions on
their sites, but the majority of expansicn has taken
place in suburban shopping centers, Many of the downtown
automobile showrooms were bullt petween 1946 and 1950,
especially on Ross Avenue and on Cedar Springs. There
have been very few new showrooms in the downtown area
since that time,

Office space is heavily concentrated at the heart
of the city. 26.%% of the total downtown floor area is
devoted to office space and financlal institutions, a
total of over eight million square feet.,+ The bulk of
this office use is found between Wood Street and Pacific
Avenue, Field Street and Harwocd. The area north of
Pacific and east of Akard is significant in that most of
the recently bullt office space is scattered within this
area, (See Plate 2.)

Officials of the City of Dallas and members of

1 Dallas Department of City Planning, Dallas Central
District, (Dallas, 1961), Table 2, p.z2.
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citizens® groups have made a recent effort to promote
Downtown Dallas as a convention center. The major result
of this effort has been the construction of the Dallsas
Memorial Auditorium, a2 huge arena and theater complex
located on South Akard Street five blocks from Commerce
Street#and twe of Dallas' largest hotels. 4L approximate~ .
1y the time of this construction bofh the Statler-Hilton
and Sheraton chains were either building Orvplanning new
large hotels in the downtown area. The St;tler occuples
a single block jointly with the Public Library on
Commerce and Salnt Paul. The new Sheraton is part of
the Southland Center whieh cccuples a block on Olive
and Live Cak, The Dallas Chamber of Commerce reports
that 156 major conventions were held in Dallas in 1959,
The largest conventions brought as many as 10,000 to
20,C00 peoplé to Dallas at one time.< The city center
can be described as having excellent transient facilities.
{See Plate 3,)

Dallas departs from the normal in that it has more
than one entertainment center and more than one cultural
center. Downtown does not act as a cultural center,

Lerge motlon pleture theaters are located on’ the north

ia

side of EBlm Street across from the major shopping area.

Three are in one block between Harwood and Saint Paul.

2 Ibid., p. 89.
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One ig near Ervay Street cne block away. The four major
hotels feature well-known entertainers in thelr ®supper
clubs®, Near the corner of Akard and Commerce there is

a concentration of restaurants and night clubs. (See
Plate 4, The only significant cultural activitiesvwithin
the city center take place at the Dallas Memorials
Auditorium, where one can see productions of Bréadway
plays, and at the Public Library.

Ancther entertainment center is found within the
State Falir Grounds in Southeast Dallas two miles from
the center, On these grounds there are a 75,000 seat
ctadium, an ice arena, a roller rink, an amusement park,
a rodeo arena, an amphitheater, the State Fair Musicals,
& large swimming pool and an aquarium. The Falr Grounds
also act as a cultural center; since it is at the State
Fair Auditorium that performances both of the Dallas
Symphony Orchestra and of the Dallas Civic Opera are
given, and since it is here that the Dallas Museum of
Fine Arts and the Hall of State,; a historical museum, are
located.

A second cultural center is fhe campus of Southern
Methodist University in North Dallas four miles from the
center. Here one finds recitals by well-known artists,
lectures, drama, a large library, and various evening
courses. {See Plate 5.)

With this description one should be able to sense

18
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the role played by the Dallas central district in the
life of the community. From the investigation of city
centers in generszl it was determined that deteriocration,
density and traffic composed the major categoriss of
difficulty within the average éeﬁtral business district.
In this respect Dallas 1g no exception.

There is evidence of deterioration both within the
neart of the city and upon the fringes of the central
district. The greatesi deterioration of commercial
buildings 1s on both sides of the major office and shop-
ping area; that is, west of Field Street and east of
Harwood. Residential slums are apparent particularly
in the scuthern and northern extremities of the central
business district, The extent of deterioration in
comparison to other, especially older, cities is not so
serious. However, a large area of blighted dwellings
defined approximately by = circle of _twc mile radius
about the center of the city preseﬁ%é aiserioug
potential., (See Plates 6, 7, 8 and 9.)

Dallas is characterized by a dense building
development in the core of the city. It has been noted
for years as having the tallest structures in the
Southwest. Combined with narrow congested streets thisg
aspect gives a blg city atmosphere %o an urban aresa
populated by less than a million, Downtown Dallas has

been the object of the great admiration of travellers

21
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ASSESSED VALUATION OF PROPERTY

PLATE 7:

tax department

S
(o}

1 - over 1*0.00 “ 5.00'9. 99

e

u city of dallas

T

1.00-4.99

g &= 20.%"39099

n E3 10.00-19.99

d

¢ octgber
e 1938

—1 under 1.00

in dollars per square foot



PLATE 8: EXISTING DOWNTOWN ZONING CLASSIFICATIONS

=

ggsification

A-1 Apartment

A-2 Apartment

LR=-3 Local Retail

C=1 Commercial

=2 Commercial

M-1 Manufacturing

M=-2 Manufacturing

Typical Uses Permitted

Simgléwf&mily? two-Tamily and
miltiple-family residences.

Same as in A-1 plus hospitals,
boarding houses, hotels and
doctors? offices.

Retall establishments, offices,
commercial parking, garages and
other services plus uses permitted
in &-2

Commercial uses such as lumber
yards, wholesale, heavy services,
light manufacturing and storage plus
all uses permitted in LR-2.

All uses permitted in C-1 plus some
heavier activities such as breweries,
motor freight terminals, bag cleaners,
and paint shope,

Heavier manufacturing than permitted
in C-1 and C-2 such as the manufacture
of flour,; dyes, hardware, metal
products and insecticides. Alsc
includes welding, gascline storage

and cotton ginning.

All uses permitted in M-1 except
residences plus the heagviest types
of industry such as slaughter plants,
foundries, forge works, asphalt
refining and acid manufacture.

zening ordinance
city of dallsas

1947
amended 1951

(OB v B @ o 7
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and citlzens alike, but its excellent qualities are in
opposition to its surrcundings. As yet this conflict of
maintaining a loosely knit, low density city with a
compact, high density center has not been resoclved. (See
Plate 10.)

The smallest percentage of copen space surrounding
any one block in the downtown area is approzizately 397,
In the older area west of Lamar Street 50% of the land is
devoted to open spaceé., Practically all of this open land
is used for circulation. The notable exceptions are two
small plazas on Houston Street and City Park on South
Ervay. {See Plate 11.)}

The Dallas downtown street system suffers from the
conflicting claims of tuwo of its earliest settlers. The

original almost east-west orlented grid extends into a

o]

larger grid-iron pattern of streets intersecting at
approximately 30°®. Pacific Avenue, Elm, Main, and
Commerce Streets have elighty feet wide rights-cf-way. and
fifty-two fest wide pavements. The early street pattern
west of Lamar also malintaing eighty feet wide rights-of-
way f@f all streets. Practically all the remaining
streets in the city center are narrower at some pocint or
other. A typleal width is fifty feet for the right-of-
way and thirty-six feet for the pavement, Since 1875
there has been little change in the circulation system

of the urban aresz which exlisted at that time. (See Plate
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BUILDING AREA - LAND AREA RATIO
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Much of the vehicular traffic within the downtown

area 1s through traffic. In September, 1953, a survey
the Dallas City Planning and Traffic

Control Departments revesled that during a2 twelve hour
period 78,518 automobiles, 58% of the total number,
and 20,107 trucks, 70% of that total, passed through the
central business district destined elsewhere.’ (See
Plate 13.) This alien function places an extremely
heavy burden upon the downtown strests., To accommodate
this traffic, on-street parking and truck loading is

generally prohidbited between seven ofzlock and nine

st

523

ofzlock in the morniag or from four-thirty to six in the
evening.

Since 1946 the maximum number of persons accumulated

&

in tne downtown area has increased from less than 75,000
to almost 110,000.7 The fourteen feet wide sidewalks on

the east-west sireets asccommodate these people adequataly

most of the time. The north-south sireets which are much
farther apart have sidewalks about half this width. It

4

is common to see people walking in the guiters of these

treets,

[ O]

business district has
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4 Ibid., Plate 21, p. 65,
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PLATE 13: TRAFFIC DESTINATIONS--24 HOUR PERIOQD
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enter the downtown arsa in one daylight period as com-

pared to 4050 in 19%6. The number of passengers enter-

ing has decreased from 127,907 to 71,09%, a decline of

more than 4%0%. The number of persons entering the city

center by automobile has increased 70% during the same

periocd. 85,274 private cars brought 147,215 people down-
63

town in one daylight period in 19k6, 139,632 automobiles

broaght 207,50% people downtown in one daylight period in
1958, 70% of the total number of people entering the
contral area arrive by car. Only 19% travel
Pedestriansg and trucks gccount for the remainder,

The maximum accumulation of automocbiles downtown
has increased from less than 13,000 in 1946 to over 38,000
in 1958.% To accommodats the parking of these vehicles
there are 26,418 off-street and 1965 on-street parking
spaces in ths area bounded by Young, Houston, Pacific,
Austin, Ross and Harwood. Within the entire central

parking

(ad

business district there iz s total of 58,18
a6 nizh 9428 = rpeats,? It 4

spaces of which 9428 are on the streets. It is

snticipated that much of the on-street parking will

ultimately be prohibited to allow maximum space for

&

vehicular movement. (See Plate 14.)

% Ibid., p. 56 and 37.
6 Ibid., p. 63.
I?" XQ&»&Q@ p& r{?é’g 77 aﬁ(i ?8@
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CHAPTER III
PROPOSALS FOR THE DALLAS CITY CENTER




POLICY

The purpose of this thesgis is to attempt solutions
to the problems of deterioration, density and traffic
in the central business district of Dallas, Texas. In
se doing it is important that an assessment of the value
of this type of area be established. The thesis supports
the opinion that the centralization of shopping, office
space, transient facilities, entertainment and cultural
activity is desirable. The basis is on grounds short of
proof. However, there are factors which lend support.

An examination of the two contrasting cities, New
York and Los Angeles, will reveal that the quality and/or
convenlence of shopping, transient facilities, enteftain»
ment, and cultural activity is far superior in the
centralized community, The strong movement toward
centralization which took place in Dallas between 1900
and 1930 is evidence of a desire for such which can be
attributed to the citizens themselves. Centralized
activity became a workable reality through the
development of mass transit, a development which would
not have occurred without the desire for centralization.
Since 1946, even with a sharp decline in the use of the
transit system, there has been in Dallas a marked
expansion of certain central activities. The
desirability of the downtown ares as such must, there-

fore, still exist,
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Dallas nas a distingulshed downtown area worthy
of preservation. Present trends in suburban living and
travel plus the policles of municipal, state and federal
government threaten to extinguish the center's source of
life., No one interested party, speculator, or developer
is likely to reverse this trend. Action by the people as
a community, through thelr municipal government, can,
however, bring about policies which would lend
protection to the central business district. The
following policies would exercise control over the
mz jor problems of the Dallas city center.

The problem of deterioration upon the periphery of
the downtown area can be controlled by distinct
separation of the retall and office area from the
residences and warehouses which produce lower revenues,
Ideally this separation should be accomplished by an
intervening land use or combination of land uses which
will encourage retall and office growth on the interior
and discourage it on the exterlor. The measure will not
eliminate slums within the clty. It should, however, deter
the speculative holding of poorly improved lands, since
the area to be developed as the central city will be more
clearly defined. Furthermore, a well co-ordinated city
center will encourage the ultimste development of
deteriorated land within the center to new or improved

tses instead of allowing shifts of the center from the
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more expensive old retall and office areas to the less
expensive 0ld residentisgl and warehotise areas.

Density is not yet s great problem in downtown
Dallas. The traffic difficulties accompanying high
density central development can be adequately solved,
particularly when the conveniences afforded shoppers
and workers in a compact center outweigh some of the
inconveniences or expense necessary in travel to and
from i1t, Measures should, nevertheless, be adopted to
restrict the increase of the bullding to land ratio in
those sreas which have already the highest densities.
It is assumed that downtown expansion will take place
more vertically than laterally., Yet to exclude the
possibility of sizsbiée lateral expansion wculd be a
seriocus mistake. The boundaries of the city center
must either be meovable or encompass enough area to
accommodate lateral expansion..

The alleviation of traffic congestion in downtown

Dallas is one of the post complex and difficult tasks

facing the city government., This much is known from past

experience, New facilitieg for automobile traffic to and

from the city center encourage additicnal traffiec to such

a degree that their capacities are soon exhausted. It

appears doubtful that there will ever be sufficient

nunicipal funds to provide convenient and congestion-free

motor car access to downtown for all the residents of the

Dallas Metropolitan Ares, Even if adequate motorways
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were provided, so much land area would be required
within the c¢ity center for rights-of-way and parking
space that a great deal of the convenience of
centralization would be lost, One of the major tasks,
then, 1s to find a suitable alternative,

Centralization was made fully feaslble by the use
of rapid transit., This thesis contends that no large
establicshed concentration of business and social
activities will continue to flourish without tolerable
public transportation facilities. Once agzin a
compariscn of New York and Los Angeles demonstrates why
centralization takes place. The growth of Los Angeles
occurred at a time when éut@mabiﬂes had made private
transportation just as rapid as local public transit.
Because of the development of subways in New York,
public traﬁsit has always been faster than transportation
by private means. |

Therefore, for the preservation of the Dallas central
business district municipal expenditure for public tranmsit
is in order. Considerabls funds are now allctted for
street improvements, traffic contrel devices and
enforcement of traffic regulations to make driving
downtown more convenlent tc Dallas car owners. The city
- would fulfill better its democratic function through
utilization of a portion of these funds to provide =z

good transit system for those who do not own cars or



who would own fewer cars if they had an alternate means
of transportation.

The Dallas transit system, in order tc compete with
private transportation, must provide service faster than
driving an automoblile to town. Mere reduction of fares
through subsidy from municipal funds in not likely to
influence greatly the commuting public. Translt fares
have always been and must continue to be cheaper than
driving a car, even discounting investment, insurance,
and highway expenses. The Dallas commuter, if his
undeniable present preference for private transportation
is an indication, is far more interested in comfort,
convenience and speed than in cost. If his desirs for
speed were satisfled; the chances are that, like the
New York subway patron, he would be willing to sacrifice
some comforts and conveniences,

It is possible at little cost to provide rapid
transit service utilizing the flest of alr-conditioned
buses presently owned by the Dallas Transit Company. It
seems obvious, however, that these buses cannot be
expected to operste on the same streets as private
transportation andvtravel faster than the automobiles,
There are several long narrow streets leading intce the
downtown area which are able tc move only relatively
small amounts of vehicular traffic. If some of these
were prohibited to all but bus traffic and if a signal

light system were utilized at each intersection of the
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necessary c¢ross streets, buses could safely travel at
speeds of as much as forty miles per hour. This device
wouild provide adequate transit service to most of the
¢ity proper.

But, as New York City clearly indicates, good
public transportation alone will not solve traffiec
problems, The Dallas system of motorways requires
reshaping. With the help of United States Government
funds freevways which by-pass the downtown area are being
built as part of the Interstate Highway System. If the
number of cars travelling in the environs of the central
business district were to remailn constant, the by-pass
freeways would accommodate the sixty per cent of traffic
travelling through the city center with destination
elsewhere, The present downtown street sys%em would be
adequate for the remaining forty per cent destined there.
However, the six new freeways, either now complete or
under construction, which are converging on the city
center will attract such a heavy Ioad of traffic that it
i1s hopeless to think that the present downtown street
system will serve with any degree of sufficilency.

The only reasonable attitude to take consistent
with a policy of preserving the compact, central
character of downtown Dallss is one which recognizes
that the collection and dispersal of vehicles in one

locality has always been and will likely always be a
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relatively slow process. An excellent example of this
natural occurrence is the faet that, even by our fastest
mearis of alr transportation, a hearty percentage of onet's
time is spent on the airport runways or obtaining access
to them. One of the most important considerstions for
automobiles in the Dallas city center is that those
which must necessarily travel slow be separated from
those which, because of further destinations, need not
reduce speed and would only add to the collection of
automobiles in the central business district if they did,
The six freewvays converging on the center must
interchange traffic in the downtown area, This in itselif
nas a retarding effect upon speeds. It is hereby
recommended that the influx of traffic to the central
business district be drawn from the freeways at points
in advance of the freeway interchange. Likewise,
entrances tc the super-nighway system from the city
center should be at the same points. This form of
separation of traffic according to origin or destination
offers ssveral advantages. The purpose of the Interstate
Highway System under construction at great cost to the
Federal Government will not be thwarted by the congestion
of mostly locsl traffic. Interaction of movement on the
downtown street system willl be reduced as the regquirement
for crossing through-traffic is minimized., Traffic will
be facilitated by the more orderiy traffiec distribution.

L0



The automcbiles destined for the center must under
most any circumstances utilize the downtown street
system, In attempting to reshape the present confused
pattern of streets emphasis should not be placed upon
providing street area for vast numbers of cars, buat upon
providing the least number of conflicts to movement.
Those areas of downtown which have negligible parking
facilities have no requirements for private passenger
automobiles at all. Those streets which are not suitable
for moving traffic should be reserved solely for service
and property access., In so doing many of the inter-
sections, great impediments to traffic movement, can be
removed.

The fundamental theory of good downtowrn street
planning is siuple. The physical character of a
particular street should be such that it atiracts
sutomoblles with gimilar speed requirements. Streets
with considerable access to parking facilities should
not be thoroughfares. Movement on thoroughfares shculd
not be impeded by traffic desiring to park.

The most logical place for downtown parking 1s on
the periphery. Land values there are low enough to make
parking revenue an adeqguate return on invesiment.
Furthermore, the closer parking facilities are to ths
freeway exits to the city center, the fewer cars will

reach points of directional interchange of traffic.



Since not @very driver will enter the center near hils
final destination, parking can be encocuraged on the
periphery only if fast bus service is provided from the
periphery to the main employment and shopping areas.

In summary the pollicy for the Dallas Central Business
District will discourage deterioration by giving the
city center a definite form and control density through
the use of bullding regulations and periodic lateral
expansion when necessary. 1t will minimize traffic
problems by encouraging use of publie transit and
insuring that streets and highways are used for the
purposes for which they are best suited.

In addition, some consideration should be given tne
nearby entertainment and cultural center on the State

Fair Grounds. A policy directed toward providing a

closer relationship between the city center and Fair
Park would have a number of advantages., For example,
duplication of services would be avoided,; inasmuch as
people congregate at Fair Park during hours different
from the peak periods downtown; the good transient
facilitiss in the city center would be more convenient

to State Falr visitors; and an extension to the

downtown area of an existing exhibltional monorsil
installation on the Falr Grounds might become feasible.
It is not anticipated that the relationship between

these two centers will become close in the near fut&r@9
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but a planning policy encouraging the ultimate merger

of the two has more desirable aspects than otherwlse,
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PROCEDURE

Programming policy requires that each step of the
ultimate goal be accomplished at its appropriate time,

To make the policy for the Dallas Central Business
District effective changes must be made to bullding
regulations, the zoning ordinance, the street and
highway system, the transit system, and publiec parking
facilities. This action on the part of the city
gsvernment‘will foster changes by private citizens and
reassessment of tax values., It is anticipated that
some alterations could take place immediately providing
that the boundary of the central business district is
determined,

As either completed or proposed freeways converging
upon the city center will present formidable barriers, it
is recommended that Highway 77 act as the western
boundary of the city center and Highway 67-80 the southern
poundary. gince the most practical way of commecting the
two completed sections is either by submerged or by
elevated roadway, it is suggested that Highway 75 will
present less of a physical barrier and need not act as
the entire boundary to the east. Instead, the Good-
Latimer Expressway will be the boundary from Bryan
Strest and Highway 75 to Highway 67-80., The temporary
northern boundary will be Continental Avenae, McKinney

Avenue, Field Street and Ross Avenue. The northern and

Lly



eastern boundaries will be reinforced by large open
areas of parking either city owned or encouraged by the
avalilability of rapid transit to the downtown core., The
municipally owned parking will be located in the right-
of -way of a currently proposed freeway connector to be
financed by the city and on governmsnt property
adjacent to the train terwmingl, The aforesaid freeway
may not be built for some time. Purchase of the property
would, however, be far less expensive now than later.
Ultimately the connector will act as northern boundarye.
The eastern boundary snould, in contrast, be movable,
thusg encouraging lateral growtn only in the directiosn of
Fair Park.

Within these bounds it is suggested that the

following program be establisheds

IMMEDIATE ACTION
Zoning change
New Building Regulations
Reservation of sireets for transit use only
AT COMPLETION OF INTERSTATE HIGHWAYS IN DOWNTOWN AREA
Changes to Sireet System
Congolidation of T?ansportation Terminals
BY TURN OF THE CENTURY

Fusion of Fair Park and Downtown



PROPOSALS

ZONING CHANGES
The classification Local Retail 3 (LR-3) is
renamsd Retail 3 (R-3). Its permitted uses, height
regutations, and area of lot reguirsments remain the
sameé, The Dallas Central Business District is rezoned

as shown in Plate 15.

BUILDING REGULATIONS

Within the ares bounded by the East-West Freeway
(Highways 67 and 80}, Stemmons Freeway (Highway 77),
Continental Avenue, McKinney Avenue, Field Street, Ross
AvenuegAﬁgntfai Expressway (Highway 75), and Good-
Latimer Expressway the following regulations apply:

Neo bullding may be bullt having a floor area to
ground area ratic greater than 8, if the entire ground
area is to be occupled by a building.

Wnen the entire ground area is not to be occupied
by a building, the floor area to ground area ratio of
8 applicable in the preceding regulation may be
increased by a percentage equal to the percentage of the
total ground ares not occupled by a building. No
building may be bullt having a floor area to ground area
ratioc greater than this adjusted figure.

For purposes of computing the percentage of total

ground area not occupled by a bulilding, one-half of an
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PLATE 15: REZONING




-exterior, but covered, area may be considered as not

occupied by a ballding.

No floor of a building may occupy more than halfl
of that area between the street right-of-way and a line
formed by the intergection of the top of the floor and a
plane extending from the center line of the s%ree%_fightm
of -way forming on the bullding side an angle of sixty

degrees on the upper side of a horizontal,.

RESERVATION OF STREETS FPOR TRANSIT USE ONLY

Those sirests indicatzad on Plate 16 are proalbitsd
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PLATE 17:
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GUIDE TO STREET CHANGES AT COMPLETION OF

INTERSTATE HIGHWAY SYSTEM IN DOWNTOWN AREA
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PLATE 19: GUIDE TO MERGER OF
DOWNTOWN AND FAIR PARK
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