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PREFACE

Conferences are unique moments of academic exchange; international gatherings allow people from around

the world to interact with a scholarly audience and to learn about diverse theories, academic approaches, and
findings. Proceedings capture these emerging ideas, investigations, and new case studies. Both the conference

of the International Planning History Society (IPHS) and its proceedings place presentations from different
continents and on varied topics side by side, providing insight into state-of-the art research in the field of planning
history and offering a glimpse of new approaches, themes, papers and books to come.

As a collection of hundreds of contributions, proceedings are a unique form of publication, different from both
peer-reviewed journals or monographs. They are also an important stepping stone for the authors; along with
the conversations held at a conference, they are opportunities for refining arguments, rounding out research,
or building research groups and the presentations they are often stepping stones towards peer-reviewed articles
or monographs. Having a written track record of the presentations and emerging research provides allows
conference participants to identify and connect with scholars with similar interests, to build new networks.

Many conferences in the history of architecture, urbanism, and urban planning don’t leave an immediate trace other
than the list of speakers and the titles of their talks; the International Planning History Society (IPHS) has long been
different. The first meeting in 1977 has only left us a 4-page list of attendees, but many of the other conferences have
resulted in extensive proceedings. Some of them, such as the conferences in Thessaloniki and Sydney have resulted
in printed proceedings, while others are collected online (Barcelona, Chicago, Istanbul, Sao Paolo, or St. Augustine).
These proceedings form an exceptional track record of planning history and of the emergence of topics and themes
in the field, and they guarantee that the scholarship will be available for the long term.

The conference call for the 17th IPHS conference in Delft on the topic of History - Urbanism - Resilience received
broad interest; 571 scholars submitted abstracts. Of those proposals, we accepted 439, many after revisions.

210 authors went through double-blind peer review of the full paper, of which 135 were ultimately accepted. The
proceedings now contain either long abstracts or fully peer-reviewed contributions. We are currently establishing an
IPHS proceedings series, digitizing earlier paper versions, and bringing electronic ones into one location. We hope
that the IPHS Delft proceedings and the whole series will be both an instrument of scholarly output and a source for
research and that they will contribute to further establish research on planning history throughout the world.

Carola Hein, Convener
Professor and Head, Chair History of Architecture and Urban Planning, TU Delft
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MAKING URBANIZING DELTAS
MORE RESILIENT BY DESIGN

Han Meyer

TU Delft

INTRODUCTION

Talking about ‘resilience’ and ‘adaptability’ seems to be a new fashion in the world of architecture and urbanism.
Many people use these terms without explaining what they mean. Both terms are often used in combination with,
and even as synonym of, terms like ‘incremental’ and ‘bottom-up’ and as an alternative of large scale ‘top-down’
interventions by the state.

But it is far more than a new fashion; the use of these terms indicates a process of fundamental transition of
paradigms in planning and design. This paradigm-change is related to a farewell of modernist and reductionist
ideas and approaches in science, engineering and design. For a long time these modernist ideas were dominating,
suggesting that it is possible to know and understand the world (the social world as well as the physical world)
completely, and that, based on this knowledge, it is possible to plan and control the development of the world
completely.

A large range of events contributed to the rising idea that it is impossible to know, predict and control the world
completely: the social revolts of the 1960s, the messages of the Club of Rome in the 1970s, the concerns with
climate change since the 1990s and many more. They contributed to an increasing awareness that systems in
nature as well in society are complex, and that the developments of these complex systems are non-linear, with
a basically uncertain future ( Scheffer 2009; Mitchell 2009). This uncertain future means that we have to take
into account that disturbances can happen suddenly, unexpected, and also that external conditions can change
substantially. Moreover, the size and scale of these disturbances and changes are unknown.

The situation and the challenges in urbanizing deltas are interesting examples in the current discussion. In a
recent report, composed by TU Delft and the Delta Alliance, commissioned by the Dutch Ministry of Foreign
Affairs for the preparation of the UN-Habitat-III conference, the authors argue that delta regions are the most
promising regions of the world, but in the same time these regions are the most vulnerable zones, were floods,
draught, salinization and pollution result in major risks for millions of people, for economic development and for
the environment (Meyer, Peters 2016).

Deltas function as magnets for economic development and urbanization already during many centuries. Their
position at the crossroads of navigation routes created many transshipment points of international trade; the
fertility of alluvial plains and the estuarine and coastal waters, make deltas attractive for agriculture and fishing.

Han Meyer
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At present, deltas are magnets for urbanization and economic development more than ever. In 2050, ca 650
million people will live in delta and coastal urban regions. In many nations, delta- and coastal regions are the
engines of the national economies with the highest contributions to national GDPs.

However, these same conditions for economic growth, urbanization and prosperity generate also a growing risk
for flooding, resulting in increasing numbers of victims, severe economic damage and ecological downgrading.
The concentration and densification of urban and industrial land use has resulted in the disappearance of the

)

natural formative power of deltas. Increasing flood risk is a consequence of this disappearance of delta territories
natural resilience capacity and is reinforced by sea level rise caused by climate change.

Land subsidence as a result of intense drainage and groundwater extraction increases the vulnerability of
urbanized as well as rural areas, often dropping below mean sea level. Between 1980 and 2013, the global direct
economic losses due to floods exceeded $1 trillion (2013 values), and more than 220,000 people lost their lives
(Winsemius et al. 2015). It is expected that populations vulnerable to flooding by storm surges will multiply
tenfold or more over the 21* century and this will affect an estimated 100 million people each year (Nicholls et

al. 2007). Floods in urbanizing deltas have disastrous impacts on the economy as well as on the ecology of entire
countries. As a consequence of flooding, local and national economic activities are disrupted for a long time,
leading to a substantial decrease in GDP. The 2015 World Economic Forum (WEF) Risks Report has put the impact
of Water Crises as the number one global risk (WEF 2015).

The high risk for flooding, heat stress, water shortages and poor air quality, resulting in increasing amounts of
socio-economic impacts; huge economic losses, increasing amounts of lives at risk and severe ecological down-
grading or impacts on natural capital. Worldwide the impact of climate change, if adaptation is not taken place, is
expected to grow to 500 billion or 1 trillion US Dollars a year by 2050 (World Bank, 2013).

Because of increasing flood risk and flood hazards, mass migration to deltas and coastal areas can quickly turn
into the reverse — which is already the case in some areas. Floods in New Orleans (2005) and east Japan (2011)
resulted in the departure of many people who never returned.

A fundamentally new approach is necessary, creating more room for natural and social processes, which can
contribute to an increasing resilience of these urbanizing deltas.

The next paragraphs will address (1) the essence of an approach which lead to an increasing resilience; (2)

what is the difference with the approach of modern engineering and planning in leading benchmarks like The
Netherlands and the USA, (3) the central role of design in the search of a new approach in two recent projects in
The Netherlands and the USA.

Han Meyer
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A Map showing the 48 deltas included in a study by Tessler et al., 2015.
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FIGURE 1 Risk trends for deltas worldwide

The Krishna and Ganges-Brahmaputra deltas, despite being only moderately susceptible to short-term hazardous events, are increasingly at risk
because of high rates of RSLR and high socioeconomic vulnerability. Ganges-Brahmaputra is abbreviated to “Ganges” in some panels for brevity.
Source: Tessler et al. 2015.
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RESTORING THE NATURAL AND SOCIAL RESILIENCE
AND ADAPTABILITY OF THE DELTAS

NATURAL RESILIENCE

A widespread misunderstanding is that delta areas are problematic because of the fickleness of rivers, seas and
because of the changing climate. However, deltas are the products of the convergence of rivers and the seas. This
convergence produced the alluvial plains, as the result of the processes of sediment transports and deposits.
Dependent on the formative power of sediments transported by river, tidal currents or waves, we can distinguish
river-dominated deltas, wave-dominated deltas and tide-dominated deltas (Bradshaw, Weaver 1995). All these
different deltas have in common the fact that they contain the richest ecosystems of the world, with the largest
amount of ecosystem services (Costanza et al. 1997). The gradual transitions between land and water and between
salt and fresh water are the biotopes and nurseries of many species that are crucial for the ecological balance of
the world’s rivers and oceans. Next to the ecological value in terms of biological productivity and diversity, the
ecosystems have significant economic value via ecosystem services such as: coastal protection, maintenance of
fisheries and wildlife, erosion control, water catchment and purification, carbon sequestration, nutrient cycling,
tourism, recreation, education and research (Barbier et al., 2011; de Groot et al. 2012).

Urbanization, industrialization and modern agriculture has led to a serious depletion of the natural system of
deltas, with three characteristics:

Decrease of the formative power of the deltas through dramatic losses of the ecosystem services. Intense urban
and industrial land use, drainage, dredging, reclaiming and damming have deprived the land-water ecosystems of
their capacity to absorb the impact of extreme events and their resilience to restore balance after disturbances.
Moreover, because of upstream damming and reservoirs, the sediment resources in rivers have been substantially
depleted, causing serious erosion of delta and coastal landscapes (Mulder et al. 2010; Campanella 2014). In their
research on 40 deltas around the world, Ericson et al. show that sediment trapping is the main cause of erosion in
27 of these 40 deltas (Ericson et al. 2006).

Land subsidence, caused by intense drainage and (industrial use of) groundwater extraction. As an outcome,
urban and agricultural territories in many deltas (including the Nile delta, Rhine-Meuse delta, Mississippi River
delta, Jakarta, etc.) have dropped substantially below sea-level, making these territories more vulnerable to
flooding. This process is still going on in many urbanizing deltas, leading to uncontrollable flood risk.

Increase of salinization, caused by the combination of intense dredging, land subsidence and sea level rise, and
resulting in a shortage of freshwater supply. Many urbanizing deltas find themselves in a paradoxical situation:
surrounded by water, but lacking fresh water, leading to problems including a lack of drinking water and water
for irrigation.

It is necessary to revitalize the capacity of deltas after disturbances. This revitalization must occur by protections
and enhancement of the natural land-water transitions: beach and dune systems, salt marsh systems, coastal
coral reefs and mangrove forest systems. In the long term, ‘building with nature’ delivers the conditions for

delta regions to adapt to climate change continuously, by using the formative power of nature as the strategy’s
foundation. Next to it, the introduction of ‘green-blue infrastructures’ is necessary to create continuous and
sustainable groundwater levels, which will provide storage-capacity during rainstorms and stop the process of
land-subsidence (Bacchin 2015).
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Many urbanizing deltas are not only victims of climate change but also contribute to climate change through their
functions as important centers and transportation hubs of fossil fuel-based economies with large greenhouse

gas emissions. The world’s largest centers of trans-shipping, storage and fossil fuel processing are situated in
deltas; the economy of these delta regions is thus largely based on transshipping, storage, processing, financing,
accountancy and insurance of fossil fuels.

The transition to more sustainable energy sources will greatly impact urbanizing deltas. A major challenge is

the reorganization of ports and industrial plants, combining adaptation (new types of land use with attention

to ecology and flood defense), mitigation (substantial reduction of greenhouse emissions) and developing new
initiatives for a circular economy and energy transition. The role of urbanizing deltas in the world’s economy and
ecology can change in a radical way: from being the crucial hubs of the old fossil fuel-based economy, urbanizing
deltas can become the engines of a new, clean energy-based and circular economy.

The development of ports and navigation channels are a critical factor in urbanizing deltas. Dredging in estuaries
and rivers has a high impact on upstream areas, leading to higher tidal fluctuations, salinization and flood-risk in
these areas. The development of ports and navigation channels can be considered a critical factor in a strategy

to enhance the resilience of the deltas. New concepts and policies for the location and lay-out of ports and cargo
transport to upriver destinations are a major priority. As an example, the Port of Rotterdam, in collaboration
with the World Wildlife Fund and Deltares, developed a new concept of The Port of the Future. This concept will
be implemented with local stakeholders and citizens, in order to contribute to the environmental and social
resilience of the urbanizing delta. The concept is also being explored in Ghana (Schipper 2015).

SOCIAL RESILIENCE

The improvement of the natural resilience of deltas is linked directly to the improvement of the social resilience.
The speed and scale of the current human migration to coastal and delta areas is unprecedented and creates high
risk for extreme social inequality. The consequences of increasing flood-risk especially affect the population with
the lowest income, often recently arrived in the city and living in areas that were not previously urbanized - often
because they are the most vulnerable areas of the deltas. The informal spatial organization of these neighborhoods
and weak building construction are often reasons behind the relatively large amount of urban poor victims.

Next to the danger of drowning, floods result in mass health and scarcity problems, disproportionately affecting
the urban poor (Wisner et al. 1994).

What makes the problem of the urban poor in delta areas special, is the lack of risk-awareness. Social inclusiveness
should start with a strong policy to inform and communicate with the population concerning the increasing risks
of the area.

Building sustainable and resilient urbanizing deltas means that strategies for flood prevention and ecological
repair should be based on involvement of people living in the most vulnerable areas and lead to a higher quality of
life for all social groups.

The inclusion of civil society and the private sector in the implementation of activities means that there is likely
to be greater ‘ownership’ of these interventions, and that they will be maintained and protected more effectively,
in part because the capacity of various actors will be strengthened to take proactive measures. If citizens
perceive interventions as contributions to their wellbeing they may be more likely to be directly involved in the
implementation and maintenance of ecological and resilient projects, potentially generating cost savings.
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A SHORT HISTORY OF INCREASING RESISTANCE OF URBANIZING DELTAS

The development of this new approach stands in screaming contrast with the dominating strategies on water
management and spatial planning in the 20™ century. The two countries who spent the largest part of their
national budgets to water- and delta management worldwide during the 20™ century, are the Netherlands
and the USA (O’Neill 2006). The approach of both countries show exactly the opposite of what is necessary as
described above.

Especially The Netherlands developed a reputation as the world’s leading benchmark in flood control and spatial
planning. Especially the large scale works of the Zuiderzee works and the Delta works are considered the icons of
a ‘battle against the water’.

It is true that these works contributed to an enormous progress of welfare in The Netherlands. They were part of
a program which transformed The Netherlands from a retarded and vulnerable delta into a rationalized industrial
landscape, creating the condition for the rise of a prosperous welfare-state (Meyer 2012; 2016).

However, a lot of the natural and social resilience capacity of the Dutch delta was lost.

The basic aim of the approach of the Dutch state during the 19" and 20™ century was to increase the resistance of
delta territory. The river-system, the drainage systems in the polders and the coastline were considered as parts
of a machine, which could be controlled, regulated in order to improve the conditions for economic exploitation
and to decrease the flood risk substantially. In this strategy, the national state was in charge, especially the state-
organization Rijkswaterstaat, founded in 1798 when The Netherlands were under control of Napoleonic France
(Bosch, van de Ham 1998).

Together with the new canals Nieuwe Waterweg en Noordzeekanaal, Serious floods in the regions of the
Zuiderzee (1916) and the Southewest delta (1953) accelerated the drive to construct the Zuiderzee works and
Delta works during the 20™ century. These works resulted in a shortening of the coastline and a transformation of
the Zuiderzee and South-west delta into sharp divisions of fresh and salt water. Both Zuiderzee works and Delta
works didnot only deliver more safety, but also transformed the estuaries in fresh water basins, which support the
extension of agricultural land and the agricultural productivity. Also the petrochemical industry in the Rotterdam
port-area would take advantage of the large scale availability of fresh water (de Vries et al. 2010). The choice of
petrochemical industrial companies for settlement in the Rotterdam port was based largely on this fresh water
availability and resulted in the development of the Rotterdam port to the second largest petrochemical complex of
the world.

The territory of the delta was reduced from a complex, rich and sometimes dangerous natural environment into a
limited amount of water-basins which were organized and controlled in an ordered way, each with their own role
and quality.

The goals of the policy concerning flood protection were combined with goals to build a modern, industrial
society, and to avoid metropolitan development by building an equally distributed pattern of small and medium-
size urban communities. Metropolitan areas were considered uncontrollable, delivering conditions for congestion,
diseases, criminality and boring environments. By taking the lead in large scale production of social housing, the
national government was able to implement the aims concerning equal spatial distribution of urban growth.

The transformation of the Netherlands into a rationalized delta was a modern project par excellence.
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The development of the Netherlands in the 20' century was an extreme example of the implementation of the
idea that the nation-state can be considered and treated as a rationalized construction, as a machine. based
upon 100% planning, engineering and control of the natural territory as well of the society. ‘Dredge, Drain,
Reclaim - The Art of a Nation’ was the title of a book, written by the godfather of the Delta works, Johan van Veen
(van Veen 1950).

More than 60 years after this publication, we can say that this ‘art of a nation’ resulted in a large success, from a
point of view of water safety and economic development. However from a long-term perspective on maintenance,
supported by the population, the flood risk system is less promising.

As a consequence of ‘dredge, drain and reclaim’, the land in the western part of The Netherlands is subsiding, the
coast is eroding as a result of a lack of natural sediment deposits, dredging resulted in increasing salinization and
the reclamation of floodplains in the river area resulted in a decrease of the discharge capacity of the riverbeds.
Moreover, many projects suffered a lack of local support.

The big water works of Rijkswaterstaat were not discussed with local people or organizations. That was not so
strange in the case of the Zuiderzee works - these works concerned the building of new land, where nobody

was living. But in the case of the Delta works, economic and environmental organizations in the Southwest delta
plead to get involved in the planning process of these works. The Dutch government rejected these pleas, with the
argument that the Delta works were part of a national interest (Meyer 2016).

With this lack of involvement of local people and organizations in the planning process, the approach of the large
water works dug its own downfall. The increasing discontent of people with the serious consequences for the local
economy (especially fish- and shellfish industries) and the increasing awareness of the value of environmental

and spatial qualities, led to a series of protests against the completion of the large water works. The result was

the cancelling of the reclamation of the Markerwaard (the last part of the Zuiderzee works), the construction

of a storm-surge barrier instead of a closing dam in the East Scheldt, and the need to change the original dike-
enforcements in the central river area into more carefully designed projects, which were adjusted to the spatial
character of the landscape.

The development of flood control in relation to spatial planning in the USA is comparable with the Dutch approach
in many respects. In the 19t century, flood control was regarded as a responsibility of the federal state; the US
Army Corps of Engineers became in charge of this task. Even more then the Dutch Rijkswaterstaat, the Army
Corps focused on the organization of the North-American river system as a controllable machine, and didn’t
tolerate any local meddling (Barry 1997).

The central focus of the Army Corps was on the streamlining of the Mississippi river as the main artery of the US
economy (O’Neill 2006). The construction of a dike system along the borders of this river in the Mississippi river
delta led to the end of the process of sediment disposal in the delta, and, consequently, to a process of serious
erosion of the delta. Louisiana lost nearly 5,000 square kilometers of coastal wetlands - about one-third of the
Mississippi delta - since the 1930s (Campanella 2014). The loss of wetlands and the lack of new sediment disposal
led to a decrease of the role of the wetlands as a buffer between the sea and the City of New Orleans, and to a
total disappearance of the possibility to recover after hurricanes. In order to protect New Orleans against the
increasing flood risk, the Army Corps provided the city with a ‘system of rigidity’ (Campanella 2014), which failed
dramatically during hurricane Katrina in 2005.

Han Meyer
MAKING URBANIZING DELTAS MORE RESILIENT BY DESIGN

TOC



V.03 P.020

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Keynote |

TOWARDS A FUTURE OF INCREASING RESILIENCE OF URBANIZING DELTAS

The good news is that new experiments have started in both countries, which can be considered the start of a
new approach to flood risk in combination with spatial planning and design.

In the Netherlands, the central river area came in serious trouble during two extreme river discharge events
in the 1990s. They were the first signs that the process of climate change developed in another direction than
was foreseen.

In the United States, the hurricanes Katrina (2005), Ike (2008) and Sandy (2012) led to huge damage and many
deadly victims in New Orleans, Houston and the East Coast.

These events speeded up the awareness that the water safety system should be improved. In the same time, it was
clear that the conventional centralistic approach of the state wouldn’t work anymore. In both countries the social
and economic pressure to combine flood defense strategies with local interests in economic development, spatial
environmental quality, was increased strongly.

In the Netherlands, a new program for the central river area (‘Room for the River’) was implemented in 2005-
2015, while a national Delta program started in 2009.

In the US, especially the ‘Dutch Dialogues’ program in New Orleans (2007 - 2011) and the ‘Rebuild-by-Design’
program in New York (2013-2015) can be regarded important attempts to develop a new approach.

In both programs, design played a crucial role as a tool of exploration of new perspectives, combining different
interests and different scales.

The Dutch program ‘Ruimte voor de Rivier’ (Room for the River) showed an important innovation in the national
policy. The program concerns the total Dutch part of the river basins of Rhine and Meuse, and aims to increase
the capacity of the river basins for extreme discharges from 12.000 to 16.000 m3/sec (Rhine). The program can be
considered a breaking event because of two reasons.

First, instead of a focus on enhancing and raising the existing dikes, the program emphasized the need to widen
the riverbed, in order to provide more room for the river, creating a condition of ‘building with nature’ and
improving environmental qualities and ecological conditions of the river beds. Second, the program was not
developed completely by a central state organization. A central program-bureau defined a series of general rules
concerning the needed capacity of the riverbed. At a local project-scale, these rules were combined with the
desires and ambitions of local administrations, civic organizations and business institutions. Interdisciplinary
teams of engineers, scientists and urban and landscape designers played a central role in bringing these general
rules and local preferences together, in an interactive process of research-by-design and collective workshops.
As a result, as well the central program bureau as the local stakeholders agreed that this approach resulted

in a substantial improvement of the flood defense system and of the spatial and environmental quality (Klijn

et al. 2013). The approach resulted in a strong involvement of local people, sometimes with their own design
proposals. In two polders (Overdiepse Polder and Noordwaard) which are determined to be flooded during high
water events, farmers succeeded to convince the planners and engineers that it is possible to combine the goal
of temporary water retention with their wish to stay with their farms in the polders. Special mounds have been
constructed for the new farms, which will stay dry during the high water events.

These initiatives are examples of an increasing involvement of local citizens in the national flood risk program.
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FIGURE 2 Overview of projects of the program Room for the River. Source program bureau Room for the River
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FIGURE 4 Birds eye perspective of the Greater New Orleans Urban Water Plan 2013. Drawing by Sabien Thomaesz, Palmbout Urban Lanscapes
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In the US comparable developments are taking place. In 2007, Dutch designers, scientists and engineers were
invited to participate in a collective design process in New Orleans, together with American colleagues, and
presented as the ‘Dutch Dialogues’. Interesting is that the initiative was taken by local citizens, led by the New
Orleans based architect David Waggonner. As a final result, the American-Dutch consortium produced the ‘Greater
New Orleans Urban Water Plan’ (Waggonner et al. 2014). The plan proposes a system which is different from

the pre-Katrina system in two ways. First, instead of a continuing soil subsidence by intensive drainage, the new
water system will result in a stabilization of soil- and groundwater levels by creating more space for retention
and storage of storm water. Second, instead of separating urban districts and downgrading public spaces, the
new water system will contribute to new spatial quality and coherence of the urban fabric. The plan shows that
innovative water management strategies not only improve protection against flooding, but also create new
perspectives for the economic and social future of the delta city. The most innovative aspect of the plan is the way
in which hydraulic engineering, spatial design and governance are related to each other from the regional to the
neighbourhood scale and the scale of the private parcel. This means that the plan only can be successful if it can
count on the a wide support and involvement of local people.

CONCLUSION = INTEGRATING SCIENCE, DESIGN AND ENGINEERING

Ongoing densification and transformation of urbanizing deltas is possible but requires clear regulations and needs
explorations by design. ‘Building with nature’, stopping the processes of land-subsidence and salinization, and the
possibility to combine these ambitions with new economic developments and social inclusion, requires a well-
organized balance among science, planning, design and engineering.

It is important to be aware that different scales are strongly linked with each other:

The scale of the drainage basin of the river(s), the scale of the delta and the scale of local interventions. Deltas are
dependent on the water and sediment supply from the rivers, which can be trapped by upstream interventions
(like hydropower dams, freshwater reservoirs, canalization and deforestation). In return, interventions in

the deltas like dredging and damming can lead to ecological downturn in upstream areas and salinization.
Communication and negotiation between planning authorities in the drainage basins and delta regions is essential
to ensure a delta’s sustainable future.

Working on the sustainable future of urbanizing deltas requires an approach that combines long term and large-
scale planning with small-scale projects that can be implemented on the short term. Plans and Projects should be
considered as two linked and parallel pathways of a sustainable, ‘learning-by-doing’ planning approach. Projects
need to be evaluated and monitored so the results can be continuously used to specify or modify overall plans.

Green-blue infrastructures can play a central role as frameworks which can be adapted to changing conditions

in the course of time, delivering space for combinations of long term water- and nature-sensitive urban
environments with economic and social initiatives. Open spaces in urban areas (wet, dry and vegetated), provide
alternative design possibilities for synergies among nature, infrastructure and users. They provide a new balance
among the maintenance, storage and discharge of storm water, resulting in a stabilization of groundwater levels
and stopping the process of land subsidence. Moreover, these infrastructures and the process of their design have
been proved to play a key role in urban revitalization, economic development and community-building. The Room
for the River project and the GNO Urban Water Plan are examples of this approach.

Han Meyer
MAKING URBANIZING DELTAS MORE RESILIENT BY DESIGN

TOC



V.03 P.024

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Keynote |

References

Bacchin, T. (2015), Performative Nature. Urban landscape infrastructure design in water sensitive cities, Delft: TU-Delft, PhD thesis

Barbier, E.B., S.D. Hacker, C. Kennedy, EV. Koch, A. C. Stier, and B.R. Silliman (2011), ‘The value of estuarine and coastal ecosystem services’. Ecolog-
ical Monographs, 81(2), 169-193

Barry J.M. (1997), Rising Tide. The great Mississippi flood of 1927 and how it changed America, New York: Simon & Schuster

Bosch A., van der Ham W., (1998), Twee eeuwen Rijkswaterstaat 1798 - 1998, Zaltbommel: Europese Bibliotheek

Bradshaw, M., R. Weaver (1995), Foundations of Physical Geography. Boston (Mass): Wm.C. Brown

Campanella, R. (2014), Fluidity, Rigidity and Consequence. A comparative historical geography of the Mississippi and Senegal river deltas and the
deltaic urbanism of New Orleans and Saint-Louis, Built Environment 40/2, 184-200

Costanza, R., R. d’Arge, R. Groot, S. Farber, M. Grasso, B. Hannon, K. Limburg et al. (1997), ‘The Value of the World’s Ecosystem Services and Natu-
ral Capital’ Nature, nr. 387, pp. 253-260.

Ericson Jason P,, Charles J. Vérosmarty, S. Lawrence Dingman, Larry G. Ward, Michel Meybeck (2006), ‘Effective sea-level rise and deltas: Causes of
change and human dimension implications’. Global and Planetary Change 50/1-2, 63-82

Groot, Rudolf de, Luke Brander, Sander van der Ploeg, Robert Costanza, Florence Bernard, Leon Braat, Mike Christie, Neville Crossman, Andrea
Ghermandi, Lars Hein, Salman Hussain, Pushpam Kumar, Alistair McVittie, Rosimeiry Portela, Luis C. Rodriguez, Patrick ten Brink, Pieter van
Beukering (2012), ‘Global estimates of the value of ecosystems and their services in monetary units’. Ecosystem Services, 1/1, pp. 50-61.

KlijnF., D. de Bruin, M. de Hoog, S. Jansen & D. Sijmons (2013), Design quality of room-for-the-river measures in the Netherlands: role and assess-
ment of the quality team (Q-team), International Journal of River Basin Management, Volume 11, Issue 3, p. 287-299

Meyer H. (2012), ‘A Rationalized Delta’, in J. Portugali, H. Meyer, E. Stolk, E. Tan, eds. (2012), Complexity theories of cities have come of age: an over-
view with implications to urban planning and design, Berlin: Springer 311-326

Meyer H. (2016), De Staat van de Delta. Waterwerken, stadsontwikkeling en natievorming in Nederland, Nijmegen: VanTilt

Meyer H., Peters R. eds. (2016), A plea for putting the issue of Urbanizing Deltas on the New Urban Agenda, Delft

Mitchell, M. (2009). Complexity: A guided tour. Oxford: Oxford University Press.

Mulder Jan P.M., Saskia Hommes, Erik M. Horstman (2011), ‘Implementation of coastal erosion management in the Netherlands’. Ocean & Coastal
Management 54, 888-897

Nicholls, R.J., P.P. Wong, V.R. Burkett, J.O. Codignotto, J.E. Hay, R.F. McClean, S. Ragoonaden, C.D. Woodroffe (2007), Coastal systems and low-lying
areas. Climate change 2007: Impacts, Adaptation and Vulnerability. Contribution of working group II to the 4th Assessment Report of the Intergov-
ernmental Panel on Climate Change, M.L. Parry, O.F.Canziani, J.P. Palutikof, P.J. van der Linden and C.E. Hanson, Eds., Cambridge: Cambridge
University Press UK, 315-356

O’Neill K.M. (2006), Rivers by Design. State power and the origins of U.S. flood control, Durham: Duke University Press

Scheffer M. (2009) Critical Transitions in Nature and Society, New Jersey: Princeton University Press

Schipper C., SVergouwen, M. de Jong. M. Vreugdenhil, M. de Bel, F. Schasfoort, S. Minderhoud (2015), Port of the Future. Exploratory study, Delft:
Deltares

Tessler Z.D., C. J. Vorosmarty, M. Grossberg, 1. Gladkova, H. Aizenman, J. P. M. Syvitski, E. Foufoula-Georgiou (2015), ‘Profiling risk and sustainabili-
ty in coastal deltas of the world’. Science 349 pp. 638-643

Veen, J. van (1950), Dredge, Drain, Reclaim - The Art of a Nation, The Hague.

Waggonner D., Dolman N., Hoeferlin D., Meyer H., Schengenga P., Thomaesz S., Van den Bout J., Van der Salm J., Van der Zwet C. (2014), New Orle-
ans after Katrina: Building America’s Water City, in Built Environment 40/2, 281-299

WEF (World Economic Forum) (2015), World Risks Report, Davos

Winsemius, Hessel C., Jeroen C. J. H. Aerts, Ludovicus P. H. van Beek, Marc F. P. Bierkens, Arno Bouwman, Brenden Jongman, Jaap C. J. Kwadijk,
Willem Ligtvoet, Paul L. Lucas, Detlef P. van Vuuren, Philip J. Ward (2015), ‘Global drivers of future river flood risk’. Nature Climate Change
doi:10.1038/nclimate2893

Wisner, Ben, Piers Blaikey, Terry Cannon, Ian Davis (1994), At Risk. Natural Hazards, people’s vulnerability and disasters, London/New York:
Routledge

Han Meyer
MAKING URBANIZING DELTAS MORE RESILIENT BY DESIGN

TOC


http://www.sciencedirect.com/science/article/pii/S0921818105001827
http://www.sciencedirect.com/science/journal/09218181
http://www.sciencedirect.com/science/journal/09218181/50/1
http://www.tandfonline.com/author/Klijn%2C+Frans
http://www.tandfonline.com/author/de+Bruin%2C+Dick
http://www.tandfonline.com/author/de+Hoog%2C+Maurits+C
http://www.tandfonline.com/author/Jansen%2C+Sjef
http://www.tandfonline.com/author/Sijmons%2C+Dirk+F
http://www.tandfonline.com/loi/trbm20?open=11&repitition=0#vol_11
http://www.tandfonline.com/toc/trbm20/11/3

V.03 P.025

Change and Responsive Planning

TOC



V.03 P.026

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure |

TOC



17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Perspectives on Industry-led Urban Planning and Development

Perspectives

on Industry-led
Urban Planning and
Development

Chair: Victor Munioz Sanz and Marta Relats Torante

V.03 P.027

TOC



V.03 P.028

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Perspectives on Industry-led Urban Planning and Development

TOC



V.03 P.029

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Perspectives on Industry-led Urban Planning and Development

BEYOND THE COMPANY:

INTENDED AND UNINTENDED
LEGACIES OF MODERN INDUSTRIAL
URBAN PLANNING AND DESIGN -
THE CASE OF THE BATA SHOE
COMPANY SATELLITE TOWNS
(1929-2015)

Victor Munoz Sanz

TU Delft

Between 1929 and 1945, the architects of the Bata Shoe Company in Zlin (Czech Republic), planned, and built, partially or in full, more than twenty
modern industrial cities in Europe, Asia, and America. These towns were part of a corporate strategy of decentralization targeted at coping

with the turbulences preceding World War II. The planning of those communities both reflected the company’s managerial system and welfare
capitalism and mirrored contemporary debates in town planning—Garden City, modernism, and Soviet linear planning. After World War II, the
network of cities was separated by the Iron Curtain. From 1945 onwards, and beyond the company’s influence, these towns have been exposed to a
multitude of realities that have altered their planned lives. However, a comparative assessment of their post-war development has not been made.
This paper looks at the resiliency of Bata’s modern physical and community planning model to diverse social, economic, and political changes, in
three continents. Based on extended fieldwork, it presents three case studies of Bata towns in transformation today—Batanagar, India; Batawa,
Canada; and Borovina, Czech Republic. The study shows a series of intended and unintended legacies of their original planning that still determine
the current development of those communities.

Keywords
Industrial urbanism, corporate urbanism, multinational planning, visionary planning, working environments, Bata Shoe Company, company towns
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INTRODUCTION

From being a small workshop in 1874, the Bata Shoe Company became a gigantic industrial concern in the 1920s,
built on principles of scientific management and welfare capitalism under the leadership of its founder, Tomas
Bata. Its growth engulfed Zlin (Czech Republic), its hometown, and transformed it into a modern industrial
garden city satisfying the needs of both its industrial population and those of the company?. After the crisis of
1929, the enterprise expanded internationally, exporting capital and investing it in the construction of a series of
industrial towns around the globe.

Between 1929 and 1945, the building department of Bata planned and built, partially or in full, more than twenty
modern industrial satellite cities in Europe, Asia, and America. On the one hand, the architecture and urbanism

of those settlements aimed at satisfying the requirements of the company in terms of industrial organization and
living standards—shoemaking is a labour-intensive industry, so workers were the great assets of the company. On
the other, the endorsement of the visionary planning paradigms guiding the company architects and planners—
namely Garden City, modernist functional zoning, and, at a later stage, soviet linear planning—showed also an aim
of using physical planning and design for representing and legitimating Bata’s transformative modernity.

After World War II, the network of cities was split up. As Communists nationalized Bata and subdivided it

into several national enterprises®, Bata managers rebuilt the company from Canada, keeping in operation the
remaining company towns until their profitability was questioned, and manufacturing moved offshore. From 1945
until today, these towns, mirrors of modern planning debates, have been exposed to diverse realities altering their
planned lives.

Some authors have looked at the post-war history of the towns in a comparative manner. Horridkova* delineated

a brief timeline of the milestones of the European towns. In 2006, a conference convened by Slachta and Silvan
brought together the mayors of the Central European Bata towns to discuss the challenges for Bata’s heritage after
the fall of communism®. Then, Seve¢ek and Jemelka’s editorial project specifically focused on the development of
the towns between 1930 and 1950°¢. However, what it is missing is an assessment on the intended and unintended
legacies of the planning and social ideas of the Bata satellites. With that, what is being missed is the opportunity
to offer a new view and judgment on the results of modernity and modernism in urban planning and design in the
period of the industrial economy, and to evaluate the contemporary relevance of the questions of modernism.

This paper is based on a survey of these cities in their post-industrial condition. It is a comparative work that has
used field trips, photography, interviews, and archival material to evaluate of the urban legacy of Bata by looking
at its towns in transformation. To illustrate this, after a brief account of the pre-1945 planning history of Bata,
the cases of Trebi¢-Borovina (Czech Republic), Batawa (Canada), and Batanagar (India) will be presented and
discussed. With that, this paper aims to find some lessons, good practices, and inspiration for re-imagination of
both future industrial and post-industrial cities and communities

PLANNING THE BAT'A TOWNS

The planning of satellites did not only deal with architectural typologies or zoning regulations, but also with the
natural, social, and infrastructural conditions of the sites. Ideally, the towns were to be situated in areas hit by
unemployment, with plenty of semi-skilled labour, and isolated from the influence of big cities. Bata would own a
large territory around the town, to avoid land speculation and usury. Finally, the settlements were remote yet well
connected to roads, railroads, and waterways—sometimes airfields too—forming a network of communities that
exchanged goods, capital, technology and know-how’.
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FIGURE 1 Plan of Otrokovice / Batov, F.L. Gahura 1934-1938.

The building department at Bata became a laboratory for the development of industrial towns. Its architects
would converge the company requirements with models as disparate as the Garden City or Miliutin’s Sotsgorod®.
FrantiSek Lydie Gahura, a disciple of Jan Kotéra, was the architect in charge of the design of the first satellite
cities. Their most defining element was the application of functional zoning in a non-hierarchical orthogonal
grid that extended all over the site irrespective of its topographical conditions; the grid was used to organize

the building program (Figure 1). Among these zones, the factory complex was in the most prominent location,
with residential and recreational areas around it. Just like in Zlin, the typo-morphology of the housing blocks

in Gahura’s regulatory plans was that of cubical semi-detached units forming a checkerboard pattern on a
landscaped field, with densities ranging from twenty to twelve dwellings per acre. Italian historian Mario Labo
praised the modernity of Bata’s urbanism abroad®. In particular, he applauded the fact that the company architects
were not dissuaded by the specific circumstances of the new sites; what is more, the projects revealed a strong
conviction for transforming the ground and subjugating nature in a high modernist fashion', implementing the
urban principles of Zlin even more firmly in “virgin territory” than in the original.

In 1935, two reasons provoked a shift in the planning paradigm used in the subsequent Bata towns. First,

the construction of the first plans suffered many setbacks, mainly due the fact that building a tabula rasa in
inconvenient sites caused excessive costs. Second, the company had to face the pressures of local planning
authorities and their requests for the use ‘traditional’ plans instead of modernist ones. Drawing from previous
experiences, Josef Go¢ar and Robert Podzemny developed studies of ideal industrial towns for up to 10,000
people between 1937 and 1939, now under a heavier influence of the Garden City movement. Developing ideal
models aimed at making the production of cities fully systematized to avoid unnecessary losses for the company.
In their plans, these cities followed an organic leaf structure in which roads in the residential quarters diagonally
converged into a green axis leading first to the social and commercial centre, and then to the factory grounds,
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which were also in close proximity to the sports and recreation facilities (Figure 2). Contrary to being just

a diagram, as Howard’s Garden City, Bata’s standardized city had a specific formal outcome. These series of
towns were, in the end, modernist in disguise, universal products with a strong formal identity, still with little
consideration to the natural features of the site.

Le Corbusier’s projects for Bata' and Soviet planning heavily influenced the next planning model. Architect

Jiri Vozenilek developed in 1940 a distinct version based on the idea of assembly-line urbanism. A green buffer
separated the factory from a series of parallel programmatic bands accommodating civic infrastructure,
dormitories, apartments, schools, family housing, and recreational facilities. In contrast to Gahura’s plans, here
the belt city is understood as a self-contained unit. With the advent of the War, Vozenilek ideas radicalized leaning
towards ‘disurbanization’, proposing a precise articulation of relationships among industry, transportation
networks, high and low-density settlement units, agriculture, and regional landscape. VoZenilek’s ideal town
served just as an inspirational diagram, and the finished plan adapted to the actual landscape conditions,
dissolving the urban figure in nature (Figure 3). These units were self-sufficient and after reaching their maximum
population it was better to create a new, parallel town, creating regional patterns that bring to mind some of
Hilberseimer’s explorations in suburban decentralization.

Over the course of the 1930’s and 1940’s, planning ideas and debates overlapped, and sometimes there was a
succession of alternative plans for the same town, even when construction had already begun. At the same time
that the satellites were fulfilling the pressing and practical needs of the company, for their designers, the fast pace
of their construction and immediate tangible results became an unusual opportunity to experiment and test in
real time with urban and architectural prototypes.

IDEALNI PRUM MESTO
M 1250

FIGURE 2 Ideal industrial city for 10.000 people, FIGURE 3 Plan of an industrial town in the Moravian River valley, J. Vozenilek 1942.
R. Podzemny 1939
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BAT'A TOWNS IN THE POST-WAR

The events in the Second World War would change the course of Bata’s business, including the lives of its urban
offspring. With the threat of the war, the planning of foreign units continued, to both secure surplus capital, and
to anticipate an eventual transfer of control of the entire concern to a new Zlin in the case of its occupation. With
an unclear leadership in Zlin, the work of the architects, and the planning and construction of new settlements
continued at a slower pace, while some of the existing ones were trapped amidst warfare and violent occupation.
The liberation of the occupied towns was an ephemeral relief for the directors in exile, as the ascension to power
of Communist governments would bring the nationalization and loss of ownership and control of many of its
factories and towns, including Zlin.

The biggest obstacle for the self-sustained continuity of the Bata towns laid at the core of what defines a company
town: the dependency of jobs and economic activity on a single industry. In the towns in the western block, the
restructuring of the company hampered post-war development. As Crawford® well noted, the consolidation of
the welfare states made accessible public social infrastructure that relieved companies of such responsibilities.
Instead of that, wages raised and workers incorporated into the consumer market. The subsequent access to car
and home ownership changed also the mentality of the company regarding housing provision, and it got rid of its
real estate stock by selling land or homes to workers or other entities. When manufacturing shifted to cheaper
countries, competitiveness was lost, and factories ended up closing. With no other economic engine and in a
relative isolation, the settlements became dormitory towns or suburban enclaves.

In the Communist block, the centralized control of production as well as the existence of safe markets for their
products, mainly the USSR, made the towns thrive. The existing housing stock became cooperative or public property.
Socialist programs put into service the existing Bata social infrastructure and promoted the construction of new
buildings. The need for more housing caused the introduction of new typologies, mainly prefabricated housing
blocks. Progress and population growth—beyond the numbers they had been planned for—affected greatly the urban
landscape and suburban feeling of the towns. After the fall of the iron curtain, the companies manufacturing shoes
barely managed to survive the fierce competition in the capitalist global markets. This has forced the municipal and
regional governments to employ active policies to bring back economic development by attracting new employers.

TREBIC-BOROVINA: BROWNFIELD REGENERATION

After decades of uninterrupted manufacturing, in the year 2002, the industrial site of Borovina entered in a
process of property liquidation. The ruined firm, named BOPO, had been formed in 1991 from the assets of the
national company formed after Bata’s nationalization in 1945. BOPO struggled to sustain a firm employing 5,000
employees after the fall of communism. After its bankruptcy, Borovina became an “investment opportunity™, an
industrial brownfield available to the highest bidder.

It was not until the second half of 2006 that the buildings and the land in the BOPO passed to a handful of new
owners, all local entrepreneurs. Under the leadership of Richard Horky, founder and CEO of TTS, four companies
commissioned a project for the revitalization of the site and submitted it to the municipal planning office with the
aim of forcing a change of land-use for the area in the new zoning plan of Trebi¢".

In the following months, the project was developed in collaboration with the municipality. To begin with, the
BOPO area was renamed as SOHO Trebi¢. SOHO Trebi¢ was set out as a mixed-use campus that would keep

the industrial character of the architecture of the site. The plan basically contemplated the reuse of existing
structures for construction of almost four hundred apartments, a shoe museum tannery, and an entertainment
and shopping center, while preserving some light manufacturing'.
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FIGURE 4 Rendering of the revitalization of Borovina, Ateliér M&P Architekti, 2011.

Ultimately, the city would embrace the project of revitalization of the SOHO Trebi¢. On the one hand, it would
acknowledge the need for a zoning change as the necessary condition for successful revitalization. On the other, it
also urged for the improvement of physical infrastructure in the site. In the mind of the city officials, the investment
was worth, hoping that introducing new functions in the city would create new employment opportunities.

As construction on SOHO Trebi¢ was underway, the site developers decided to fully rebrand it. The project was
re-launched with improved three-dimensional visualizations and the new name of Borovina in February 20117
(Figure 4). On the one hand, the change was explained under the argument that recovering the name of Borovina was
more appropriate. On the other, abandoning SOHO and rooting the new Borovina in Tfebi¢ was a sign that TTS would
scale down its ambitions. In fact, Borovina had to adapt to the conditions of the real estate market after the crisis and
rethink its building program. For example, the plans for the two standard Bata buildings changed; instead of housing,
they will be used for light manufacturing, office space, and an educational institution.Regardless of the slow-down in
the redevelopment plans, TTS, and its partners have shown a strong determination in developing public engagement
with the project. Starting 2011, a yearly festival has been organized in the summer months. Further, in summer 2015,
an interactive eco-technical museum opened in an old boiler. In parallel, the city government also continued its
commitment to the project. To begin with, the municipality invested further in the improvement of the public spaces,
lighting, and landscaping. In addition, the city moved there the so-called House of the Children and Youth®.

Allin all, it could be said that rebooting Borovina as a more realistic, context-based, and low profile project

may have ended up benefiting all the parts. To begin with, the effort in connecting to the identity of the site, by
preserving the architecture, giving value to its history as a Bata site, and organizing free activities on the former
industrial grounds, increased the public acceptance of the project. Finally, bringing in public facilities, and quickly
adapting to the post-financial crisis market prevented that Borovina became a ghost district full of empty housing.
Extending the spirit of regeneration to the neighbouring former Bata colony would guarantee greater success,
however, the current mix of residential, light manufacturing, offices, public and educational facilities make of
Borovina a promising case to look at in its future development.
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FIGURE 5 Batawa Homecoming Plan, 2007. (source: BCD) FIGURE 6 Continuities and emerging types on the

site of Batanagar.

BATAWA: NEW URBANISM

The decline of Batawa was caused by the accumulation of a series of corporate decisions and economic shifts. First
of all, in the early 1960s, the Bata Shoe Organization began plans to move the post-Zlin London headquarters to
Toronto”. Secondly, back in the Batawa factory, labour relations became difficult in the late 1970s?°. Furthermore,
in the 1980s, Bata changed its view on vertical integration and quit non-shoe manufacturing activities*. Finally,
increasing competition from emerging markets would lead to a downsizing of operations and eventual closure of
the factory that gave a meaning to Batawa?’. The town never became being the new Zlin in the years after the war.
However, it became a definitive home for a small and tight community of Canadians, Czechs, and other Europeans.

In 2005, the properties of Bata Limited in Batawa changed ownership and, subsequently, new plans to revamp

the former company town emerged. Sonja Bata, the wife of Tomas Bata Jr.,, purchased the land from the Canadian
company as a personal investment and formed the Batawa Development Corporation (BDC) to manage and
develop the properties®. Although Mrs. Bata agreed with the decision of closing the factory, she had been worried
for the community since then: Batawa was for her husband and her more than just and buildings, it had been their
home.

Instead of a sprawling development of individual homesteads, future Batawa would be based—in Mrs. Bata’s
words— “on the old values and systems” of a community?* and sustainability. Those ecological and community
ideals would be translated into physical form by following the guidelines of the Leadership in Energy &
Environmental Design for Neighbourhood Development (LEED-ND) certification?; LEED-ND has at its core the
ideas of New Urbanism and Smart Growth for sustainable community development. Thus, in late summer 2007,
after intense consultation with the community, the BDC submitted a proposal (Figure 5) based on these principles
and eventually a Special Policy Area for Batawa was created?.

However, if the first objective, getting the municipality on board, was eventually a somewhat easy process, finding
actual business partners and investors proved to be much more challenging. With the real estate market hit by the
recession, and very strict regulations concerning sustainability and design, developers “shied away”* from Batawa.
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Despite the obstacles, the BDC and Sonja Bata have shown an unyielding tenacity in keeping alive and reactivating
the project after the financial crisis. To begin with, by investing on the ski hill, one of the main community assets
in its property®®, supporting grassroots initiatives, and programming numerous family oriented activities, Batawa
has positioned itself as a local family destination.

Nonetheless, the strongest evidence of the BSC and Sonja Bata’s commitment to the town was the impulse given
in the recent years to the restoration of the factory building and its transformation into an apartment building.
The Bata factory was alike other Bata factories in Europe, although its looks were altered in the 1970s when its
facade was covered by insulating aluminium panels®. Initially, the plan was to tear down the old plant since it
was a symbol of the company’s control over the town. Nonetheless, Mrs. Bata retracted after the local community
cried for the conservation of an “iconic”® and meaningful place for them during a town meeting. Subsequently,
the BDC changed its proposal and embraced the factory building as one of the icons of the new development?®.
The 1939 structure is on its way to being transformed into a mixed-use condominium building. Reportedly, the
“adaptive reuse” of the buildings would “reconfigure” the interior while “restoring” the exterior it to its original
architecture®.

BATANAGAR: NEW TOWN

In spite of the new socio-political scene brought by independence and partition, economic ups and downs, ever-
increasing trouble with worker’s unions, long lockouts and strikes, the Batanagar factory managed to remain in
operation with relative success. Nonetheless, economic liberalization in the 1990s and a failed marketing strategy
put the company in red for the first time. The Bata Shoe Organization took control of its Indian branch and began
the radical financial turnaround of Bata India®*®. After a long negotiation with the union, the Bata management
decided in 2000 that the operating expenses of Batanagar were unacceptable for the company. New austerity
measures included the phasing out of management subsidies, canteen facilities, electricity, health care, and
township maintenance3‘.

In 2005, Bata India Limited formed a joint venture with Calcutta Metropolitan Group to redevelop the site as an
integrated new town named Calcutta Riverside. As Gavin Shatkin has noted?®, Riverside is an instructive model
illustrating the planning of “urban integrated mega-projects” in Asia. In fact, when it was announced, Riverside
had the typical elements of an upscale new town development in Asia, all for a population of 30,000. In the
project website, Riverside is defined as “a city in itself, a self-sufficient development that offers quality life with
all the modern comforts and amenities, with utmost priority being given to convenience and safety.” Besides
housing developments of high-rise condominiums and villas, the new town will have numerous amenities. These
include an international school, a shopping mall, a sports club, a golf course, a “world-class” hospital, a riverfront
promenade, a multipurpose maidan, and even a film studio.

The entire building program in Riverside was designed by some big names of Indian architecture and landscape
design®®. Its build form was organized along the structuring axes of old Batanagar, since still operational electrical,
water, and sanitation infrastructure run below those roads®. Furthermore, its design was heavily determined

by the existing ‘nature’, when in fact topography and landscape were totally altered during the construction of

the town by the Bata architects. As Nouman Malik, an architect working for Hiland Group, detailed during an
interview on February 21, 2012, environmental laws in Kolkata enforce the conservation or transplantation of
trees on the site, as well as the preservation of the current water bodies.

However, the project presented differences with other developments of new towns in India. On the one hand, as
Bata India owned all of the land, there was no need of contested legal mechanisms as eminent domain to build
the new development. On the other, the project deliberately sought the consent of the existing and surrounding
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population by the relocation of street vendors in a transportation hub by the rail station, the provision and access
to some public spaces for community use and festivals, and the preservation of the Bata schools and temples.

In sum, whereas the old housing stock is being slowly demolished, part of the and environmental legacy of the
modern town will be preserved (Figure 6).

What is more, Riverside does not mean the total disappearance of working-class Batanagar, or at least, it presents
a new version of it. That is, since the Bata factory is still in operation, housing for the workers is part of the
program of the town. More specifically, Bata employees were rehoused free of cost in a more compact medium and
high-rise development on the site.

CONCLUSIONS

The legacy of Bata is uneven and somewhat problematic. The contemplation of its transformation inevitably
causes nostalgia. However, this destiny is consistent with Bata’s modernism. Modernist architecture’s functional
specificity, standardized methods, and materiality were thought for quick construction, not for lasting. However,
the work of the architects and planners of Bata left several intended or unintended legacies that still are still
shaping the contemporary form and future development of the towns.

The most obvious one is the inherent flexibility of the industrial structures, and also their iconicity. As it was
shown, production in Batanagar continues in the factories built in the 1940s. Besides, both the redevelopment
projects of Borovina and Batawa have found alternative functions that, while keeping their identity, will allow the
manufacturing halls to be part of a post-industrial economy.

However, the scope of Bata’s project and its intended legacy was not really based on the permanence of
architecture. Mostly, it entailed the construction of a vision through tangible and intangible infrastructures that
considered people and community making as the main asset of the company. Those communities are probably the
greatest legacy of Bata, and, to the extent of their capabilities, the safeguards of both its heritage and future life.

On top of all that, in its extreme nature, the case of Batanagar adds to the discussion the idea of planning future
legacies and expands the notion of what legacy means. As it was shown, a speculative large-scale project was in the
end conditioned by some of the pre-existences of the Bata project, in particular, social and physical infrastructure,
landform, and landscape. Whereas the old housing estate is being demolished, the high-modern transformation of
the land and water bodies, its vegetation, and the social networks and programs will remain in some form.

In “Preservation is overtaking us,” Rem Koolhaas®*® argued for considering preservation as a prospective activity,
one that must anticipate what will be built for posterity or not—as Bata proposed. If that is the way to follow,
in the context of rapid change and continuous transformation of an urbanizing world, could all this mean that
our work as planners of urban environments is condemned to fast consumption, replacement, and oblivion?
The Bata case shows that there is room for agency. Shifting from the univocal understanding of heritage as
preserved physical remains to a more fertile discussion about the multiplicity of forms—community, landscape,
or infrastructure—in which planning legacies can prevail, and coexist with alternative futures in a successive
palimpsest, is a lesson that opens a new field of action and relevance for designers and policy makers.
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REINDUSTRIALISATION DESIGN:
BARCELONA METROPOLITAN REGION -
AS CASE STUDY FOR EXPLORING THE
ROLE OF SPATIAL PLANNING AND
DESIGN IN REINDUSTRIALISATION
FOR THE GOOD (WORK) LIFE

Marta Relats Torante

TU Delft

Over the past three decades there has been a gradual process of overall deindustrialisation in western developed countries (western Europe,

USA and Japan). This fact is perceived as a risk by those countries, which want to reverse this trend to remain economically competitive and
avoid having their working middle class disappear. In this context, reindustrialisation is an emerging trend in Europe and increasingly seen as

an economic growth opportunity by both companies and governments. It is part of a wider renewed interest in advanced manufacturing in both
politics and society. It has been widely researched both in terms of concept and implications, but its relation to spatial design is underdeveloped,
as the focus is mostly on the economic potential of reindustrialisation. This study argues: that previous phases of industrialisation and
deindustrialisation have had direct and intrinsic links to spatial design; that spatial design is relevant when considering reindustrialisation for a
number of social, environmental and economic reasons; and that reindustrialisation can contribute to fulfil broader societal goals through design.
As a case study, the Barcelona Metropolitan Region in Catalonia, Spain is explored as one of the main industrial regions of Europe. The region’s
industrial location patterns of the past, and its future advanced manufacturing strategies are studied at a multi-scalar level, presenting the need for
coordinated action through design thinking. This study positions design at the core of said coordinated action and explores its potential operative
force.

Keywords
reshoring, industrial landscape, reindustrialization, third industrial revolution, welfare paternalistic industrialist models, industrial philanthropy,
industrial and scientific parks, factory architecture, urban design, spatial planning, role of design
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LEARNING FROM GARDEN CITIES:
INTERNATIONAL NETWORKS TO
ADDRESS CLIMATE CHANGE

Diogo Pereira Henriques

Northumbria University

In the past, several urban visions were proposed by historians, academic and practicing planners, geographers, environmentalists, preservationists,
public policy makers, communities and other stakeholders interested in urban processes, and some of these visions were planned, built and can

be experienced today as best practice examples of resilient urbanism. For example, Ebenezer Howard’s ‘garden’ cities, i.e. a network of urban
settlements combining city and country characteristics in order to manage social and economic change, has proven to be one of the most enduring
and transferable of these visions, influencing urban planning in Europe and worldwide (Ward 2016; TCPA 2015, 2014, 2011; Dunn, Cureton and
Pollastri 2014; Stern, Fishman and Tilove 2013; Ross and Cabannes 2012; Hall and Ward 1998; Hall 1988; Howard 1898).

Nowadays, the world’s population is projected to reach 8.5 billion by 2030, and up to 9.7 billion people by the year 2050, of whom 70% will be living
in cities (UN 2015; WHO 2010). This pervasive densification of urban populations will increase strains on the built environment, public and green
infrastructures, and other urban and natural systems of the planet. On the other hand, static and mobile computing technologies are embedded

in all aspects of our daily life, and particularly in today’s cities. Moreover, information and communication technologies (ICT) are currently

being developed worldwide by major transnational corporations, in order to envision, plan, monitor, and manage ‘smart’ cities from a top-down
perspective (Kitchin 2015, 2014; Boulos and Al-Shorbaji 2014; Henriques 2014; Manville et al. 2014). It could be argued that the association of

both trends, i.e. urbanisation and digitisation, which has been leading to the production of previously unimaginable quantities of data (Dragland
2013), has the potential to inform urban processes and places, but there is a need for evidence that it can also support civic and social networks for
resilient local communities.

Could the worldwide proliferation of corporate ICT infrastructures in smart cities be seen as a new form of extraction urbanism? Could successful
lessons from the garden cities movement be transferable to contemporary civic and social movements in smart cities? In this paper, recent
developments in European smart cities are identified, and comparisons are drawn between these and the established planning history and legacy
of the garden cities’ vision, around the world.

If data is acknowledged as the new gold, oil or soil, the global development of tangible and intangible ICT infrastructures in smart cities could be
regarded as a potential new form of extraction urbanism. Within European smart cities, opportunistic and participatory data mining conducted by
corporations and local communities (e.g. responding to recent extreme weather events) is compared with the planning history and legacy of the
garden city movement. The usability of transferable lessons between ‘smart’ and ‘garden’ visions in Europe is discussed, in order to support new
bottom-up perspectives on civic and social international networks to address climate change.

Keywords
data mining, extraction urbanism, garden cities, resilient local communities, smart cities.
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REVITALISATION OF AN HISTORICAL
INDUSTRIAL PORT DISTRICT - THE
GOODS STATION DISTRICT IN ANTWERP

Marianne De Fossé

Vrije Universiteit Brussel

Built after the city expansion in the 1860s-70s, the former goods station district in the north of Antwerp, near the historic port, was once
dominated by nations and warehouses. At the end of the 20th century, the harbour activities moved further northwards. As a consequence,
building promoters got interested in the vacant warehouses because of their valuable, large plots near the centre of the city. Their safeguarding is
endangered by the speed and intensity by which the urban space is being redeveloped. However, the warehouses are a key element for the revival
of the neighbourhood. This paper aims to provide a scientific base to support their preservation and adaptive reuse. It analyses the planning
history of the district over the past 150 years, defines the historical importance of the warehouses and assesses reconversions of warehouses and
their changing integration in the urban fabric. The study aims to support qualitative redevelopment projects and therefore it is essential to revalue
historic industrial buildings in the evolving city centres and to investigate how this valuable heritage can be preserved for further generations.

Keywords
Historical industrial port district, Industrial heritage, Warehouse, Redevelopment, Antwerp
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INTRODUCTION

Leveraging industrial heritage contributes to the success of re-purposed industrial areas. This is also the case for
the former Antwerp goods station district located in the north of the city, nearby the historic port. This district
was developed as from the 1870s, when new urban space became available after the demolition of the 16™-century
city walls in the 1860s. This new industrial zone was, and still is, characterised by many impressive warehouses.
In the course of the 20% century, multiple economical activities were relocated, following the development of the
port towards the North. After a period of degeneration, the goods station district became a residential district.

In 2012, the Ruimtelijk Uitvoeringsplan 2060 (RUP)! was published to guide future developments in the northern
urban district of the city.

This paper analyses the planning history over the past 150 years of this specific district and is based on a literature
study and archival research as well as in situ research. Cadastral information, urban cartography and historic
address books allow to define and to understand the development and functioning of the district. Of particular
interest is the Inventaris Onroerend Erfgoed, which is a digital inventory of immovable heritage (started in print

in 1992, but digitally updated since 2007).2 Besides, relevant research on Antwerps’ warehouses was undertaken
by historian Alfons Thijs and engineer Albert Himler in the 1970s and 1980s.? Though, the studied district stayed
out of focus in the past. Henceforth, additional archival research (urban building and environmental permits) was
necessary to understand the historic significance of the warehouses. On-site investigations provided insight into
the recent developments of the district. They enabled to evaluate the reconversion projects of the warehouses and
the changing integration of the latter in the urban fabric. This critical assessment aids to support the preservation
and adaptive reuse of the remaining warehouses, taking into account the expected impact of the RUP 2060.

CHANGING URBAN CONTEXT OF THE ANTWERP GOODS STATION DISTRICT

In the 19'" century, the city of Antwerp underwent many changes. The industrial port activities flourished and
the old city walls were demolished. The harbour evolved into a transhipment port, with the construction of many
warehouses in the goods station district as a consequence.

PRE 1860: EXPANSION OF THE CITY OF ANTWERP IN THE 19TH CENTURY

The investments of Napoleon to expand the port of Antwerp during the French period (1792-1815) revived the
harbour activities in the 19" century. From the 1850s onwards, Antwerp became an important commercial

port.* The city quickly faced two major problems: a shortage of space for port activities and a shortage of
accommodation for the influx of related workers and their families. The existing infrastructure could not cope
with the increased flow of goods. There were only five docks for loading and unloading, the storage capacity was
far too low and the rail transport to the hinterland was inadequate.® Moreover, many people migrated to the city
because of the declining agricultural activities at the countryside and searched for new (financial) perspectives in
the city. Simultaneously, the available living area intra-muros became insufficient, which led to a strong plea for
the demolition of the historic city walls® and to the further construction of illegal houses in the military perimeter
extra-muros.’
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FIGURE 1 The new building blocks are indicated in dark brown and follow the traces of the 16th-century city walls. The new goods station (1874) is
not yet drawn on the map.

Between 1859 and 1864 a new polygonal fortification system, the so-called Brialmont fortification, was built at a
distance of 2 to 2.5 km from the 16"-century city walls.® The old fortifications were demolished shortly afterwards.
The former military engineer Théodore Van Bever (1821-1875) created a master plan for the newly achieved urban
space. The attached mémoires states that “the development of the port activities is the main goal”, thus to compete
with other harbours like Amsterdam and Hamburg. The plan also included a semi-circular boulevard around the
city, the so-called “leien”, based on the traces of the former city walls. The urban area along the boulevard was
divided in building blocks by a grid of straight streets and sold to the Société Immobiliere d’Anvers, which divided
them into parcels to sell. Additional streets and buildings quickly filled the remaining area up to the Brialmont
fortifications.® (fig. 1)

During the French-German war of 1870-71, ships avoided French and German harbours and came to Antwerp.
The harbour traffic of goods increased substantially and the harbour infrastructure, the railway network and the
overall storage capacity proved again to be insufficient.'” Henceforth, the three docks were enlarged and five new
docks were constructed. The goods station (1843) lacked space to expand because of its position between the old
harbour and the city centre. Therefore, it was decided to construct a new goods station in 1874, located between
the newly constructed docks and the new district designed by Van Bever on the old city walls. Warehouses
established themselves in this district, which became the new goods station district. The goods that arrived by
ship were stored in these warehouses before further transportation by train, or vice versa.
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1874 - 1930: ANALYSIS OF THE GOODS STATION
DISTRICT AND ITS WAREHOUSES

From the 1870s onwards, new warehouses and temporary timber sheds were erected in the port area and in the
goods station district. The continuing economic expansion of the port and the shortage of accommodation in the
city left their mark on the goods station district. Although the first houses in the district were built in 1869-70, the
construction of buildings sped up only 20 years later." Thanks to the almanacs it is possible to locate the already
constructed buildings in 1888 and 1900 and to analyse the evolution and the character of the district.”? (fig. 2) An
additional study of the almanacs until 1960, with a ten years interval, proves that the overall character remains
unchanged. The shape of the parcels is derived from a cadastral map that dates between 1903 and 1911.

The two maps show clearly how the building activity progressed from the surrounding streets towards the centre,
as can be seen on figure 2. Also, the building activity moved from the street corners, usually occupied by pubs,
towards the middle of the streets. The port and the goods station were situated at the northern border of the
district. Logically, there was a concentration of warehouses and pubs for the dockers in the Ellermanstraat, in
front of the goods station. In the East, an already existing residential neighbourhood stimulated the implantation
of taverns, shops, residences and working-class houses in the Lange Dijkstraat. This was also the case for the
southern border, which is situated next to a square. The ports proximity was not only reflected by the warehouses
at the northern area, but equally by the constructions of nations' and by the population of the district, such as
dockers, warehouse workers, commercial representatives, captains and sailors. From 1900 onwards the almanacs
also mention the presence of many brothels.

The construction of houses in the southern area progressed at a much lower pace than in the other areas, though
the parcels in the neighbourhood of the Leien were overall very attractive for the upper classes.” The slower

pace was also noticeable inside the district where since the 1870s almost exclusively large scale warehouses

and nations were erected. It was commonly known that warehouse owners neglected legal and administrative
directives, as well as regulations on hazardous and polluting industries.* Because of fire hazard, noise and odour
nuisance, urban nuisance and littering, new residents established themselves at the borders of the district. Only
dockers’ taverns located themselves inside the district on the street corners. Once the parcels at the edge were
saturated, the ever-increasing population moved to the available space inside the district. Eventually by 1910, most
of the parcels in the district were occupied. The presence of the port and the goods station, and consequently of
warehouses and nations, completely determined the structure and the social fabric of the district.

HISTORICAL DEVELOPMENT OF WAREHOUSES
IN THE GOODS STATION DISTRICT

Between 1870 and 1930, at least 32 warehouses were built in the goods station district, of which five were
demolished. This paper analyses 17 still existing warehouses that are located at the street side. (fig. 3) Further
research will have to deal with the remaining ten smaller warehouses, all built between 1900 and 1930 and located
inside building blocks behind the owners’ house or office.”

The new district near the port and near the new goods station was very attractive for nations and traders who
constructed large scale warehouses in the area. Katoen Natie was the first nation that expanded beyond the old
city area. In 1869 the company bought a piece of land right in the centre of the goods station district.'® Afterwards
more nations settled down in the district.’” Also traders moved to the new district, like Osterrieth & C°, a German
business family who built a large one-storey warehouse at the Ellermanstraat (1870s, demolished in 1910s) and
three large warehouses Alfred (1881), Catharina (later Paolo, 1881) and Ernest (1881).
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FIGURE 2 The goods station district has a mixed residential and industrial character:
1888, below: 1900.

Many nations and traders divided their warehouses in smaller entities to be rented to different tenants. The stored
goods in the station district were divers. Many warehouses stored flammable goods such as coal, leather, animal
skins, horns, wool, copal, rubber, gum and naphtha, as well as straw and hay. Some also stored grains, seeds and
legumes. Brussels’ warehouses built in the 19th and 20th century often had specific characteristics depending on
the materials that needed to be stored.?® This has not yet been observed in this Antwerp’s district. The handling
companies did specialise in specific goods* and rented to tenants of the same sector, although they also rented
their warehouses for the storage of other kind of goods. As opposed to the Brussels’ warehouses, Antwerp’s
warehouses had multifunctional constructions suitable for a wide range of goods.

Because of the abundant availability of building surface in this district, not only big, multi-level warehouses
were built, but also lower premises that could be upscaled afterwards. The most impressive example of this is
the Magasins Argentins®* at the Ellermanstraat, a one level building that covers an entire parcel of 9000 m?. (fig.
4) It was possibly built during the French-German war of 1870-71 and rebuilt in 1946 after being bombed during
the Second World War. For nine of the 16 warehouses, the goods were lifted inside the building by a pulley on the
facade, sometimes with a protective hood. The pulleys of three of these warehouses have been preserved.?® The
other warehouses had a hoisting shaft behind their facade through which the goods were moved.
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= i — )
1 1869 Headquarters Katoen Natie 31, 2 1870s Magasins Argentins, 3 1870 Magazijn Elsen AJA Elsen, 5,
Van de Wervestraat Société Anonyme des Magasins Argentins De Pretstraat

4 1873 Headquarters Tabaknatie 66, 5 1881 Magazijn Alfred Osterrieth & C° 50, 6 1881 Magazijn Paolo Osterrieth & C° 46,
Van de Wervestraat Duboisstraat Duboisstraat

7 1881 Magazijn Ernest 8 1885 Graanmagazijn 9/10 1893 Magazijn La Nationale and other,
Osterrieth & C° 11, De Pretstraat Private trader 51, Van de Wervestraat Katoen Natie 36, De Waghemaekerstraat
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[ ——
11 1894 Headquarters Oude Buildragersnatie 8, 12/13 1898 and 1908 Warehouses Private 14 1902 Headquarters Kraannatie 57-67,
De Waghemaekerstraat traders 4-6, Van de Wervestraat Van de Wervestraat 20-24

14 1903 Warehouse Private trader 22, 16 1906 Headquarters Valkeniersnatie 17 1929 Boerenbond
Van Aerdtstraat Between 34 and 36, De Pretstraat

FIGURE 3 Overview of the seventeen most significant warehouses and nations in the goods station district

Warehouses often have a simple facade in red brick with large gates and a strict rhythm of windows, only being
interrupted by goods doors if the goods were brought in through the facade. The ratio windows-wall is very low

to protect the goods and since light wasn’t necessary to store them. By the end of the 19th century, as for civil
architecture®, the latest architectural styles were often applied for the facades of the warehouses to increase their
prestige. This was also the case in this district. There are warehouses® in eclectic style and neo-classical style, and
in the traditional neo Flemish Renaissance style with alternating layers of brick and sandstone with decorative
wall anchors. It were mostly nations that opted to do so, but also Osterrieth & C° carried out two of its warehouses
facades in the latest styles. Finally, the Boerenbond warehouse has a sober art deco facade. The construction of
the warehouses changed significantly during the second half of the 19 and the beginning of the 20" century. Also
here, we trace back the general evolution from timber frames over iron and steel towards reinforced concrete
frames. The Mariano & C° warehouse (1872) is for example built up with cast iron columns. The last timber-
framed warehouse, in the Kraannatie, dates from 1903.2¢ Although two early building permits (1900) were found
in the archives for the construction of coal warehouses in reinforced concrete, situated between the Dubois- and
Ellermanstraat, it is unclear whether these warehouses were actually built.?” The oldest still existing reinforced
concrete warehouse, for the Boerenbond, dates back from a later period, namely 1929. It is also the last large warehouse
that was built in the district.?® During the twentieth century fire destroyed two warehouses and the Magasins Argentins
were destroyed by V1 flying bombs in 1944.%° All three were rebuilt with reinforced concrete structures.

Marianne De Fossé

REVITALISATION OF AN HISTORICAL INDUSTRIAL PORT DISTRICT - THE GOODS STATION DISTRICT IN ANTWERP
THE CASE OF THE BATA SHOE COMPANY SATELLITE TOWNS (1929-2015)

DOTI: http://dx.doi.org/10.7480/iphs.2016.3.1252

TOC



V.03 P.052

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Perspectives on Industry-led Urban Planning and Development

In a report from 1874 on the fire safety of industrial buildings, Magasins Argentines is praised for the fact that it
was completely isolated in relation to the surrounding buildings.*® Also the one-storey warehouse of Osterrieth
& C° (demolished) was separated from the building block by a street. Osterrieth did the same for Magazijn Alfred
and Paolo, separated from the surrounding buildings by a covered passageway for loading and unloading.* Many
warehouses that stored flammable and/or hazardous goods had to implement specific regulations.*? Besides fire
hazard, there could also be noise and odour nuisance.?

At the end of the 20th century, the character of the district changed dramatically. The port had moved again
northwards as a consequence of the increase of production and the technical developments in the shipping
industry. The majority of the nations and traders left the district, other reorganised their activities and
concentrated their offices in the district.** The district was hit by social unrest and deprivation as a consequence
of the lack of socioeconomic opportunities. Still, already in the 1990s some warehouses as Magazijn Elsen, Alfred
and Paolo were re-purposed by forward-thinking entrepreneurs.

CURRENT AND FUTURE REVALUATION OF URBAN ANTWERP WAREHOUSES

In the 1970s and 80s, almost every European city had to deal with the effects of urban flight and the upscaling

of economy.* The European Union began to pay attention to the problems in the cities and the Belgian and Flemish
government quickly followed and invest in urban development programs. Many plans and projects were elaborated
and integrated into the Strategisch Ruimtelijk Structuurplan Antwerpen (strategic master plan Antwerp) in 2006.

The government focused on the redevelopment of five areas, of which two are relevant for this paper. ‘t Eilandje, the
neighbourhood of the oldest docks, consisted of abandoned warehouses in poor condition. In 2002 a new master

plan was developed and today it is an attractive area with the museum MAS (2010, Neutelings Riedijk), restaurants,
apartment buildings and expensive warehouse lofts. The second redevelopment project Park Spoor Noord (finalized in
2009) foresaw a park with space for community and city events on the grounds of the former goods station, which was
closed in 2000 and demolished. Today the Artesis Plantijn University College, Customs and Excise of Antwerp and some
apartment buildings occupy parts of the site. Both ‘t Eilandje and Park Spoor Noord have been important first stimuli
for the redevelopment of the former goods station district, leading to the improvement of the socioeconomic situation.

In 2012, the City of Antwerp published the Ruimtelijk Uitvoeringsplan 2060 for Antwerp-North. This plan
identifies the needs and shortcomings of the area. The RUP specifically mentions that the warehouses, which
are concentrated near the former goods station, are part of the identity of Antwerp-North, colouring the urban
fabric of this unique part of the city.** However, since this area came under the attention of project developers, the
larger buildings and the buildings in the inner blocks are at risk to be torn down or irreversibly changed. Nevertheless
the report offers a legal basis for the government to prevent building promoters from demolishing warehouses with
heritage value (inside the building blocks).*” The question rises whether all valuable warehouses in this district

are listed. This research shows that at least two warehouses with heritage value in the goods station district are
wrongly not on the list: the Magasins Argentins (1870s) and the Oude Buildragersnatie (1894). The importance of
the first can be found back throughout this paper. The second one is a small warehouse and although the nation
never expanded, it still survived the 21th century. Its facade with pulley has been left untouched, as has been its
interior with all the original equipment. Until today it houses the administrative headquarters of the nation.
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FIGURE 4 The RUP 2060 sets strong guidelines for the further development of the district

The impact of the RUP 2060 on the still existing warehouses is analysed to foresee which problems can occur
with respect to the safeguarding of the warehouses and their specific characteristics. RUP 2060 focuses on
five main principles: stressing the residential character of Antwerp-North and the necessity of a variety of
housing typologies, defining strategic commercial axes, taking measures to increase green space, stimulating
entrepreneurship and pinpointing project areas for strategic impulses.

The residential function of the neighbourhood, the first main principle, is not necessarily a problem for the
warehouses, as long as their characteristics are respected and their new function is not dominant. Magazijn Elsen
and Paolo are successfully reconverted into lofts and offices. The open floor plans of the warehouses are largely
preserved and the structure is left uncovered. However the program of small apartments and an aparthotel does not
enable to maintenance of the warehouse characteristics. The warehouses contribute to the creation of a variety of
housing typologies but cannot house all typologies successfully.

The second principle is the limitation of trade and catering to some commercial axes and to corners of the
building blocks, thus supporting the local economy without putting pressure on the residential character of the
area.’® Restoring the public functions, mostly taverns, in the buildings on the street corners would partly bring back
the historical atmosphere of the old goods district. The Italiélei will become a main commerecial axis, the Sint-Jansplein
a secondary axis and the Van de Wervestraat -with many warehouses- and the Lange Dijkstraat tertiary axes. This will
put the warehouses back into the spotlights, but also bring them under the attention of project developers. Although
most warehouses have already been given new, mostly fitting functions, this does not ensure their safeguarding. An
exemplary reconversion by architects Robbrecht and Daem in 1991-2001 concerns all the buildings of Katoen Natie in
the Van de Wervestraat: the Valkeniersnatie, Katoen Natie, De National, Boerenbond warehouse and the warehouse
next to it. The intention was to boost the neighbourhood and also to stress the importance of Katoen Natie. With
respect for the industrial character, but without being afraid to make drastic changes like breaking down walls and
floors, they included restaurants, shops, offices, conference rooms, apartments and a museum for textile in the
different buildings.** The already existing internal street in the Valkeniersnatie not only provides daylight, but is
also a public area as can be seen on figure 5.
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FIGURE 5 Inner street of the Valkeniersnatie was made public by architects Robbrecht
and Daem. Spaces for restaurants and shops are foreseen on ground level.

This last example illustrates how public space can be created and refers to the third principle: how to decrease

the density of built space and to increase green space in the public areas and in the building blocks.*® The RUP
points its finger to the many extensions, storage places and warehouses that were built inside the building blocks.
It proposes to buy and to demolish some problematic buildings and to divide the ground into private gardens.
Whether or not to demolish a warehouse depends on the living quality of the surrounding houses and the heritage
value of the warehouse. This creates a legal basis to prevent real estate developers from demolishing valuable
warehouses.
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In the fourth principle, the RUP states the importance of entrepreneurship for Antwerp-North: “it is useful that
shops, warehouses and ateliers may still exist. [...] They provide jobs, generate a lively neighbourhood during
the day and ensure that 2060 does not become a sleeping district”. In the past decades, young and creative
entrepreneurs did find their way to the district. In 1989 a warehouse became an art studio with storage space
for electronic devices. The reconversion needed minimal interventions, proving the warehouse to be a perfect
venue. Other warehouses were converted into offices. In Magazijn Alfred, patios were inserted on the upper
level. In order to bring daylight into the offices, a floor segment parallel to the facade was removed on all levels.
An exceptional situation is that of the Oude Buildragersnatie and the Tabaksnatie, which still have their original
function.

Finally, the RUP states that a new project for Magasins Argentins can be an impulse for the neighbourhood.
The government has accepted none of the proposed projects so far. The importance of this warehouse must
be stressed. A public, social and cultural function, which are still very much missing in this area, may put this
warehouse back in the spotlights.

Indeed, although it was not included in the principles, RUP 2060 mentions that community facilities are missing.
The warehouses with their open spaces are ideal venues for amongst others community houses, cultural or youth
centres. Like the initial warehouses, the converted buildings offer the opportunity to be the centre of all activities
in the neighbourhood.

CONCLUSION

The goods station district was once dominated by warehouses that were built by nations and private traders after
the city expansion in the 1860s-70s. The evolution of the urban fabric was influenced by the predominant presence
of the warehouses that were a constant burden for the surrounding houses, although they also filled the streets
with their lively activity. At the end of the 20" century, the warehouses and nations moved further northwards,
though some are still present in the district today. The residential function of the district became predominant.
Recently, the district comes slowly back to life thanks to new redevelopment projects in its neighbourhood and the
strong guidelines of the RUP 2060. The large open spaces of the warehouses are ideal to house missing community
functions and also for new creative entrepreneurship. Although Monumenten & Landschappen must approve
redevelopment projects of listed warehouses, additional research is necessary to identify the influence of the
reconversion on the warehouse’s heritage value.

The revitalisation of the goods station district in Antwerp is not an isolated case. In the past decades, port cities
around the world had to adopt waterfront revitalisation projects to deal with similar problems. As Hein states, all
port cities had to fulfil the same functions to be part of the global network of port cities and international trade. In
different port cities, many of these requirements are expressed in the realisation of similar districts and buildings
(e.g. warehouses), though all were also influenced and shaped by their local context.* The case of the goods
station district offers an additional interesting perspective on districts that were not solely port districts, but at
the same time an intermediate zone between the port and the station, entangled in the urban fabric of the city.
The methodological and historiographical approach used in this case study may be an example of how to deal with
once prosperous districts that were neglected at the end of the twentieth century.
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FOOD PUBLIC MARKETS AS CULTURAL
CAPITAL: GIRONA PROVINCE

Nadia Fava | Marisa Garcia | Laura Plana | Roma Garrido

Universitat de Girona

The role of public market halls in European cities has been analysed from several perspectives: as specific places for feeding the city; as public
services; as the first public places built specifically for women; as places to control health and taxes on food; as places where the urban-rural
relationship can be articulated; as places to control citizens’ behaviour, or as places providing local trade within a structure. There are fewer studies
exploring public food markets as cultural and social capital with a view to improving the local and new-endogenous economy, an economy which
not only involves the environment, but also the sociality linked to the tradition of food production. Research on public markets in small provincial
towns is scarce, particularly the role they play in maintaining the urban-rural relationship by providing a local food supply, and also in constructing
the rural landscape. This case study concerns the province of Girona and its nine public markets halls. The aim of the study is to explore their role
as a public service within the territory and the agricultural landscape, the communication system, the local gastronomic culture and economic
culture, this apparently being more resilient and stable than the economy of scale.
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food market, proximity food supply, culture economy, resilient economy, Province of Girona
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INTRODUCTION

Over the past ten years, research on food public market halls has received increasing and renewed consideration
by academics, practitioners and scholars. This is a part of contemporary territorial and urban transformation and
is related to a renewed sensibility to food quality in terms of ecological and economic sustainability.

Scholars have paid attention to public market halls always taking into account their leading role in the structuring
of European cities, albeit with different modalities and temporalities. This concern appears to be in response to
an increased awareness surrounding the quality of food production, food consumption and the type of sociality
connected to food and gastronomy, as well as a response to the dissipating connection between food systems and
ecological systems, brought about by globalization.

From a historical perspective, the literature on the role of public market halls in the construction of urban spaces
and sociality emphasises a multiplicity of aspects: the food market as the origin of the city; the food market as the
place of connection between the rural and urban areas; public markets as the public services of the modern city
which control how to supply the city; the market as new public space for 19th century city women to socialise; the
food market as a generator of a complex system of local food retail and gastronomy culture transmission; and the
food market as a place to consume and be directly involved in the culture economy’.

If all these aspects were common to the cites with a large, consolidated system of public market halls, such
as Barcelona, our paper would shift from urban to rural market hall research, taking this as a new point of
view which attempts to study their relevance in the construction of the rural landscape, as well as modelling
the imaginary link to the tourist landscape. Our case study is the system of nine public market halls in Girona
province, a region dedicated to multiple kind of tourism? but also to agricultural production.

Historically, markets were basically places for supplying food under public control, which entailed the public
policies on food production, processing, distribution and retailing. Today the role of the public food market makes
up only a small segment of the entire food supply. However, the market place still deals with the public policies
concerning that part of cultural economy that applies to food consumption and quality control. One of our main
concerns is to question how the public policies surrounding feeding the population are now mostly related to
cultural projects. This tends to react to the contemporary shift in consumer pattern. As Deloitte’s research on
food value chain 3stated “Modern North American and European consumers are more health conscious than ever
before. They are worried about the content of their food, its origin, freshness, and safety. These consumers are
increasingly concerned about the sustainability of food production and its impact on the environment. Buying
local and the organic food is a growing trend that has taken hold with the modern consumer”

Interpretations of the economic origins of the city and its relationship with the countryside have traditionally
shown preference for production activities, an outlook probably originating from the experience of industrial age
cities that does not correspond to their historical reality or their current conditions. According to J.R. Lasuén*
many of the shortcomings of urban policy are caused by the limitations of its basic assumptions. Among them,
the priority given to production activities, this is understood as the production of tangible goods that are easier
to measure. For Lasuén, the origin of cities was, in fact, “consumption in common, not joint production”. In recent
years, there has been evidence of increased attention given to anything that affects consumption, but there are
still very few studies giving an insight into this area. Therefore, examining the history of the relationship between
markets, cities and the rural territory can be a good exercise for reviewing aspects that significantly affect the
problem of economic, environmental and social sustainability®.
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FOOD HERITAGE, TERRITORIES AND PUBLIC FOOD MARKETS

The emergence of processes involving the relationship between identity, food and terroir has been widely debated
since UNESCO listed the Mediterranean diet as intangible cultural heritage of humanity in 2010.

Food identities regarded as selected cultural heritage are set within the sphere of globalization and emphasize
“local production structure” processes®, along with the establishment of a “common local culture” or, in stricter
economic terms, the formation of a local “monopoly rent”?. Similar ideas are expressed by the territorialist school.
This approach to urban and regional planning defines territory® as a cultural construct which include people,
places, as well as landscape, urban features, local knowledge and culture in which the short food chain could have
a strategic role in sustaining a “local self-sustainable development” and economy. More specifically, in the case of
rural areas, cultural markers can include food, historical sites, landscapes associated with the agriculture. In the
same trend, the emergent neo-rural phenomena attempted to control the economy by means of revaluing a place
through its cultural identity development®.

Girona Province has nine food market halls and more than fifty weekly food markets which could be considered
important cultural markers, that opens a question about the relationship between the cultural identity and natural
landscape.

Historically, in Catalan rural villages and towns, the intermediary of this fusion of cuisine and landscape was the
weekly market. The remark attributed to the Catalan writer Josep Pla: “cooking is the landscape in a pan” clearly
illustrates the notion that traditional cuisine is born from the logic of proximity. Each region identified itself
with a certain landscape and cuisine. Landscape and cuisine consequently became two of the most widely shared
expressions of local identity. The need to examine and rethink the history of the landscape and the food chain,
including production, processing and distribution is due to provide elements of analysis and judgment regarding
the latent contradictions between economic and social and cultural logic and the limits of the environment'.

PAU VILA: FOOD MARKETS AND THE COMARCAL™ QUESTION

In his book Fires i mercats a Catalunya ', Lluis Casassas explains how in the 1930s the old medieval system

of holding weekly markets was losing its main function, which was to supply food. The main reasons for the
transformation were connected to industrialization and the new railway system, both of which changed the
relationship between rural and urban areas. The populations of the main industrial cities grew considerably,
while those of other localities shrank. The weekly open market system was no longer adequate for supplying cities
with populations of more than 10,000 inhabitants, which needed a daily delivery of food and a wider range of
merchandising.

In this period of territorial disequilibrium, the role of food markets became critical. The markets became
a synonym of a world that was going to be lost, and at the same time a symbol of a cultural identity, which
encompassed both human activity and the natural landscape.

Untill 18th and 19th centuries Catalonia experienced exceptional demographic and economic growth. During
this period, a dynamic, enterprising, industrial and commercial bourgeoisie emerged. It was a society open
to contemporary European urban planning culture, and it managed the relationship between the city and
the countryside, with proposals taking in the suggestive idea of Ebenezer Howard’s “garden City”, which he
interpreted as a productive urban land on a regional scale.
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This political period also introduced new landscape values related to the Catalan identity and nationalistic
politics. After the loss of Cuba, the last Spanish colony, in 1898, the Spanish regeneration movement known as the
revival, contributed to the resurgence of a renewed the nationalistic pride in Catalonia. The Lliga Regionalista
Party, formed in 1901, was one the most significant Catalanist political parties favouring regeneration, and took
administrative control of the province of Barcelona in 1908%.

The Lliga Regionalista held the power in Catalonia, and in 1913 it established the Mancomunitat institution, a
body, which was to co-ordinate the territorial actions of the four Catalan provinces, Barcelona, Girona, Lleida and
Tarragona.

In this period, Mancomunitat developed two main plans of action in order to organize the territory: the Catalonia
Regional Plan by Rubio Tuduri, Nicolau in 1932 and the regional division of Catalonia, by Pau Vila Daneru in 1931.
Both plans sought to bring structure and balance to the city of Barcelona and its surrounding rural areas, and

to develop the Catalan Countryside. Farmland was considered a national wealth, and therefore to be protected.
Industrialization and urbanization were to be balanced with agriculture and forest protection.

The comarcal division outlined by Pau Vila clearly emphasised the importance of the market place’®. When
defining new criteria to demarcate the comarques, Pau Vila took commerce and not production into account, and
the comarcal division' of Catalonia was one of the objectives of the Mancomunitat from 1917". This was when
they tried to define the natural region they belonged to, but it was not until October 16th 1931 that the Executive
Council of the Government of Catalonia approved a Decree, which led to a study of Catalonia’s regional structure.

The first objective was to establish the general principles guiding the regional division into comarques18 followed
by a second phase, which was to decide the survey questions to be asked in order to define the comarques. The
survey was sent to all municipalities in Catalonia and asked just three main questions, two of them focusing on the
relationship between the citizens and the place where they usually bought food. The questions were as follows:
Which region do you think belongs to your people? Which market do you usually go to? Do you go to another
market?

The results of the survey led to the first map of Catalonia in which public food markets (open air or covered) were
the main pole structure of the region and the main pole of every comarca. The culture and social capital of the
relationship between rural and urban territory, the territory administration, food supply and local identity was in
this way fixed in the territorial idea of comarca.

PUBLIC FOOD MARKETS IN GIRONA PROVINCE

Today, the province of Girona has 9 market halls, of which only 4 were built before the Spanish Civil War (1936-
1939), and were a consequence of the increased population in the more industrial cities along the new railway
route. (Figure 2)

Following the results of the survey regarding open-air markets, Pau Vila determined five comarques in the
province of Girona. However, the first covered market was not built until the end of the 1930s, when the provincial
cities had a population of around 10,000.

Markets in Palafrugell (1901), Sant Feliu de Guixols (1930), Olot (1937-1950-1985-2015), Port Bou (around 1930),
were the first market places in the province built using wrought iron, probably following the Barcelona example,
which at that time had already had around about 17 market hall.The first local train service of the province was the
Flaca-Palafrugell-Palamos line (Fig.3), called El tren gros. The train made its first trip in 1887" and was primarily
used to serve the cork industries located along the route. These were mostly in Palafrugell, and this was where the
first market hall of the Girona province was erected.*
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FIGURE 1 Markets and their areas of influence, 1932.

V.03 P.0O65  Nadia Fava | Marisa Garcia | Laura Plana | Roma Garrido
FOOD PUBLIC MARKETS AS CULTURAL CAPITAL: GIRONA PROVINCE
THE CASE OF THE BATA SHOE COMPANY SATELLITE TOWNS (1929-2015)
DOI: http://dx.doi.org/10.7480/iphs.2016.3.1253
TOC



V.03 P.066

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Consumption and Flows as Urban Shapers

" b roemscu

- i
1
P TET
4
e e
I R i
o 9% 1 RLCHIT S MR . P

Year of corstruction of Girona province Market Halls

FIGURE 2 Market Halls and year of construction in Girona Province.

Likewise, the train service Sant Feliu de Guixols-Girona was launched 1892 in order to transport cork to the port
of Sant Feliu de Guixols or Girona. Both Sant Feliu de Guixols and Palafrugell experienced a significant rise in
population and industry. The population in both cities was around 10,000 at the beginning of the 20th century?>.

The situation in Olot was similar when its market was built. The Girona-Olot railway was launched in1898 and
the boost in the textile industry expanded its population to 10,000 inhabitants by 1930. It was then that the city
council decided to retrieve the idea of constructing a covered market.

The memorandum of the Olot market proposal® clearly expressed the reasons behind building the market. There
was as need a market in a city with a population of 14,000 inhabitants. A new closed market would provide better
hygiene and a solution to weather conditions of the open-air market- rain in winter and high temperatures in
summer that that compromised the quality of the meat.

Girona market was built during the Franco dictatorship by the municipal architect Juan Gordillo Nieto?, as part
of the project of modernizing the old city, but the idea had already been maturing since the beginning of the 19th
century®. Four proposals for a new market hall were presented between 1892 and the start of its construction in
1941 with the main aim of freeing the streets and the square from an open-air market. When Girona Market was
finally finished in 1941, the rest of Europe saw the market hall as an old-fashioned formula in comparison to the
new emerging retailing systems?®.
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FIGURE 3 Girona province Market Halls and Railways system relationship.

The next generation of Girona Province markets was around the 1980s, within the context of a very different
political, economic and social situation. Franco passed away in 1975 and the “transition” to democracy and the
modernization of the country, in line with the other European states, began. Mass tourism had begun to change
the landscape of the Costa Brava, which was losing agricultural land through abandonment or developments

in construction®. This generation of markets was characterized by the construction of 3 market halls along the
Girona coast. Food markets in Roses (1986), Palamos (1989), Lloret de Mar (1989) were built around the same
time, and were one of the public services offered to citizens by the new democracy. The memorandum of the
proposals seem to express the difficulty in finding a role for this market building at a time when direct contact
between food producers and consumers was at an end, and supermarkets were about to boom.

For example, the language used in the Roses market project proposal expressed these contradictions. It reports
they were working on the “semiologic expression of the market building” as a public building and for this
reason they were suggesting historicist architecture 2 with some modern elements, such as refrigerators or an
outside car park. The report stressed that the main focus of the project was the construction of a public building
surrounded by a green public zone, but there was no reference to product quality, or to social, functional or
economic aspects in relation to the project (Fig. 4).
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FIGURE 4 Roses Market Hall building project, 1985.

The nine food market halls of Girona Province were not a system, which had been pre-planned as like in Barcelona.
They arose out of specific city council policies. Even today, there are no common goals or objectives, which can
give value to their cultural capital as link to urban and rural territory.

The situation in the Catalan capital was rather different, with a strong system around 40 markets at the end of the
Franco regime. During the 1980s, the market halls in Barcelona recovered their prominent role. The Barcelona
Food Facilities Plan (PECAB)* (Fig.5), which was introduced by the city council, adopted the commercial polarities
of the market halls as something to be strengthened. This was in order to restructure a local commercial system.
The plan also sought to limit the effects of the megastores that were beginning to acquire great importance in
Spain. A sustained policy of modernization of the market halls and their surroundings has been promoted in the
city since that time. Their purpose is to revitalize the local commercial structure and, consequently, bring renewed
activity to the neighbourhoods.

Despite the example of Barcelona, the nearby Province of Girona did not consider the cultural capital of the
market place to be valued as a social space where rural and urban values could come together. It was merely seen,
in the case of the Olot and Girona market, as part of the food value chain, able to activate the cultural economy in
the food sector.
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CONCLUSION

Nowadays nearly all of the markets in Girona province are active. However, apart from the renovated market in
Olot, which opened in 2015, and with a new image following the principles of “sustainable”, “organic” and “local’,
most of them need to be adapted to the “reflexive modernity”*°. They need to acknowledge a society requesting a

renewed relationship with food, and which includes both its production and distribution. (Fig. 6)

Knowing how to eat and how to produce food has now become a part of the image of the city and territory, and
generates new sources of income. By the end of the 1960s, Catalan gastronomy was receiving growing attention.
To recover the Catalan cuisine was a way to claim local identity. The discourse on gastronomy took a new turn
at the beginning of the 1990s, when Catalan gastronomy was presented as a candidate for UNESCO heritage.

As in other European countries, in Barcelona gastronomy became an economic driver and involved the public
administration, but also with the food social movement.

FIGURE 5 Areas of Clientele of Local Municipal Markets according to data from 1983-84 by the PECAB. The three crowns mark the source of 25%,
50% and 75% of the clientele of each market.
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In Girona Province the discourse on gastronomy was and is mostly handled by the private sector. If Pau Vila seen
in the market institution the identity symbol for the structuring the Catalan comarcal system, today the reality is
fragmented. Even today, the public food market is still not seen as cultural capital. It is not perceived as something
which is not only able to attract tourism, but also able to develop an active and more creative relationship between
the territory and its citizens.

Appropriate policies developed at a municipal and regional level could strengthen the cultural role of food

markets, and at the same time bolstering the local micro economy, making it more resilient to the cycles of
economy of scale.

STALLS

250 B active stalls

chasead sralls

Portbau Rosas Ot Glona Taht Palafruge Palsmids StFelin  Lioret de Mar

FIGURE 6 Occupancy in Girona province Market Halls, 2016. The image shows that the markets of Lloret de Mar, Roses and Portbou are in crisis
and most of their stalls are closed.
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MAPPING CONSUMER MODALITIES:
RETAIL CENTERS, TRANSPORTATION
AND CONSUMER CULTURE IN
CONTEMPORARY NEW DELHI

Suzanne Frasier

Morgan State University

This paper describes a project that seeks to initiate a critical investigation of Indian urban society as it specifically applies to the collective,
present-day idea of the nation via displays of contemporary material culture and acquisition. Theories of continuity and extinction are described
that relate post-Independence Indian eras conspicuous consumption, and creative as well as co-opted consumerism as modern historic phases
characterized by urbanization in India. It also strives to define the uniqueness of Indian conspicuous consumption, as well as the specific cultural,
religious, and political, and economic parameters through which these attitudes and behaviors are shaped by focusing on the domestic market as
mediated through global commercialism. The project explores historic precedents and extant examples, and persons, ideologies, and traditions
that have defined conspicuous consumption in India’s capital city. This investigation into historic archives and in situ examples and direct
contact with consumers bolsters theoretical understanding of the social and physical structure of consumer culture specific to the South Asian
subcontinent. The research reveals multiple systems of tension as Indian conspicuous consumption is discussed in relationship with nation,
state, religion, and gender. Applied case studies reference current theoretical ideas about the influence - both positive and negative - of civic
tradition (indigenous, imposed, and coopted) and of over-determined urban design amidst the rapid alteration of social structure, which provides
a context for understanding the contemporary relationship between post-colonial global urban design and the everyday urban interaction on
urban consumer culture. This particular inquiry considers the consequences of metropolitan planning and development that has impacted urban
retail spaces in New Delhi via a matrix of urban sociology and culture, urban enjoyment, and environmental design. This investigation bolsters
theoretical understanding of the social and physical structure of urban culture specific to the South Asian subcontinent as it struggles to live up to
the demands of functional urbanism.
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THE TRANSFORMATION AND
INFLUENCE OF OVERSEAS COMMERCE
OF MINGZHOU PORT-CITY

IN TANG AND SONG DYNASTIES
(821-1279) - CONCENTRATED

ON THE HISTORICAL RELICS

Li Baihao | Wu Sha

Southeast University

Known as Mingzhou in the Tang and Song Dynasties, Ningbo was one of the largest port-cities in ancient China. This thesis takes historical relics
as the breakthrough point to research the transformation of overseas commerce in Mingzhou port-city from the Tang to the Song Dynasty (821-
1279), and on this basis, to discuss the effect on the city. By comparing the historical relics and archaeological information of “Heyi Gate-Yupu Gate
District” and “Dongdu Gate-Lingqiao Gate District”, which are the port areas of the Tang and Song dynasties respectively, this thesis explains that
the core port-zone in Mingzhou has shifted from Tang to Song Dynasty. Additionally, the port’s function has transformed from that of a single to a
comprehensive. This shift reflects a process in which management of overseas-related institutions in the sub-city scaled up and spilled over, then
completely separated. Finally, the author suggests that a function of the port-city was that it transformed the port region into the earliest street
market, which caused the relaxation and disintegration of the Block Mart System; the nature of a port-city established an asymmetric spatial
pattern in which “western residential, eastern commercial”; the orientation of the port-city gave birth to the ideas and concepts of open culture.

Keywords
Mingzhou Port-city, Overseas Commerce, Ningbo, Ancient City Planning of China
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INTRODUCTION

STUDY ON THE ANCIENT PORT-CITYPLANNING

In recent years, European and Japanese historian circles have compiled a wealth of achievements in the studies of
port-cities, which is one of the special forms of a city. However, Chinese historical research on the port-city is still
confined to the historical representation of individual city cases and the analysis of related cause and effect. Few
researchers have set the ultimate research goal of clearly ascertaining the universality and particularity of changes
of Chinese port-cities'. At the same time, existing research on the port-cities in China rarely analyse the impacts of
ports on cities from the perspective of city planning.

Ancient China attached importance to the mainland culture, and regarded the oceanic culture as the “edge of
culture”. Therefore, the development of port-cities, represented by Ningbo, was naturally less subject to central
political policies. City planning of port-cities is distinguished from that of most political and military type cities.
They focus on economic trades as the main goal and motivation of city developments. This paper studies the
characteristics of planning in ancient port-cities under economic and political competition. This research can not
only provide the reference for research on planning of port-cities, but also provide a more practical significance to
the theoretical researches of modern city planning.

SELECT NINGBO AS A CASE STUDY

Ningbo has always been a big overseas port for commerce with other countries. It is a central state-level city of
the eastern Zhejiang Province, and also an important port for cultural exchange between China and outside world.
The choice of Ningbo as a research case is both representative and unique.

The first element is the continuity of Ningbo city’s culture. Since its establishment in 821 A.D., the old city of
Ningbo has steadily endured at its original site for a millennium. Furthermore, the history of foreign exchanges
in Ningbo could be traced back to 7000 years ago; it began from the Gouzhang port?, then gradually to the lower
reaches of the Yangtze River, and finally advanced to the coastline. Though there were ups and downs, the history
length of its continued development is unique in the history of China’s ports?.

Second is the historical status of Ningbo city. The most important ancient ports of overseas commerce in China
are Guangzhou, Quanzhou and Ningbo*. Among these, Quanzhou and Guangzhou mainly face the South China Sea
routes, and Ningbo faces the East Sea route. Additionally, Ningbo is on the coastline and is the junction between
the North-South routes. It can be concluded that location of Ningbo port determines its character and historical
status.

Finally, the port-city feature has played a decisive role. As a local city that combined both port and waterside
characteristics, the Ningbo’s city planning is not only limited by its waterside property, but also guided by the
development of port trade. At the same time, it possessed the flexibility of a local city beyond the ancient capital
under the central system. Among these three points mentioned above, the most prominent feature of Ningbo
exists in its characteristic of being a port-city.

OBJECTIVE AND METHODS

By studying the transformation of overseas commerce in Mingzhou port-city from the Tang to the Song Dynasty,
this paper analyses the process of change and its causes and characteristics. On this basis, it analyses the influence
of the shifted port-zone in the decisive city planning of ancient Ningbo.
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Ningbo's position around Hangzhou Bay Ningbo's City area

FIGURE 1 map of Ningbo showing the geographical area

The reason for defining study period as the Tang to the Song (821-1279 A.D.) is that ancient Ningbo overseas
commerce port has been developed since the late Tang Dynasty (618-907A.D.) and reached its peak during the
Song and the Yuan Dynasties (960-1368A.D.). The research focusing on the transition period of reaching its peak
can represent the characteristics of a port-city.

This paper focuses on relics® and ruins and uses documentation as supporting. There are two reasons: Firstly,
the existing archaeological material of the port-city is rich and highly reliable. Secondly, the information of
foreign relations and trades in Ningbo’s ancient chronicles and the literatures is sparse, thus it can only act as a
supplementary material for this paper.

ANALYSIS OF THE PROCESS, CAUSES AND
CHARACTERISTICS OF CORE PORT-ZONE CHANGES

In this paper, we use the word “port-city®” to summarize a waterway hub of coastal cities, which differs from

the modern “port metropolis” and other terms. The port-zone function in pre modern time consisted of water
shipping terminals, ancillary storage, lodging, shops’, and etc. Therefore, we use “port-zone” to summarize the
spatial characteristics of this unique city in this paper.

Ningbo is located in the Eastern part of the Zhejiang Province. To its north is the Hangzhou Bay, its west is the
Shaoxing, its South is the Taizhou, and it crosses the sea in the northeast Zhou Mountain (Figurel). Ningbo is the
economic centre of the Yangtze River Delta Southern wing, and it is an important port city on the southeast coast
of China, the state historical and cultural city® of the country.

Li Baihao | Wu Sha

THE TRANSFORMATION AND INFLUENCE OF OVERSEAS COMMERCE OF MINGZHOU PORT-CITY IN TANG AND SONG DYNASTIES (821-1279)
- CONCENTRATED ON THE HISTORICAL RELICS

DOI: http://dx.doi.org/10.7480/iphs.2016.3.1254

TOC



V.03 P.078

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Consumption and Flows as Urban Shapers

ERar, . %
FIGURE 2 map of Ningbo showing the model of Mingzhou city in the Tang Dynasty

FIGURE 3 map of Ningbo showing the 1843 Walled City
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FIGURE 4 map of Ningbo showing the ancient ruins of FIGURE 5 map of Ningbo showing the excavated site at Heyi Road-Yupu Gate District
overseas traffic

Ningbo city was originally founded in 821 A.D. (the Tang Dynasty). Prefectural governor Han Cha constructed
the Sub-City® of the Mingzhou at Sanjiangkou (Figure 2). This Sub-City continuously served as the location

of Mingzhou’s State government office'®. In 898 A.D. (late Tang Dynasty), prefectural governor Huang Sheng
mobilized the populace to building the Outer-city !(Figure 3). Since then, the Mingzhou port-city has been
established as the centre of state-level politics, economics, and culture in the Eastern Zhejiang Province.

SHIFT OF CORE PORT-ZONE: HISTORICAL RELICS AND
ARCHAEOLOGICAL PROCESS AND CONTENT

As the overseas commerce port, the Mingzhou city equipped good port facilities and possessed a fixed pier
location. Therefore, this port had a rich accumulation of relics (Figure 4). According to archaeological excavations,
there are concentrations of historical relics alongside the Yuyao River, the Fenghua and the Ningbo River: the Heyi
Gate-Yupu Gate District and the Dongdu Gate-Linggiao Gate District in the Mingzhou city.

Heyi Gate-Yupu Gate District: historical relics in Yuyao riverside

This region refers to the Sanjiangkou confluence. It is near the southwest bank of the Yuyao River along the
riverfront, and is near the Yupu Gate on the northeast side of the Heyi Road. As such, it is referred to as the Heyi
Gate-Yupu Gate District (Figure 5). During the Heyi Road excavation of 1973, archaeologists discovered the ruins
of large area with significant “Tang Dynasty Culture Accumulation”?. The major remains are as follows:

Tang-Song Dynasty City Gate The Tang Dynasty Gate had width of 3.02m and depth of 9.6m. Based on the gate in
the Tang Dynasty, The Five Dynasty (907-960) Gate had width of 2.96 m and depth of 8.9m. In the Song Dynasty,
the gate had width of 4.4m, depth of 10.96m. In conclusion, to some extent, the Song Dynasty Gate was stacked on
the five Dynasty Gate, and it has been widened comparing with the gate in previous generation. The gate ruined is
the Yupu Gate of the Outer-city, Mingzhou.
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Tang Dynasty Ships and Shipyards These sites are located in the north of the Heyi Road. Archaeologist unearthed
woods slags, irons nail rusts, and etc., which clearly belonged to ship components®. Based on this, the shelters for
maintaining and constructing ships were constructed in these places in the Tang Dynasty. In addition, wide vessel
was found in the north of the Heyi Road, which has length of 11.5m and width of 0.95m.

Tang, The Five and Song Dynasty Relics Cultural There are 3 cultural relics including the Tang, The Five and the
Song Dynasty Relics Cultural in all. Divided into 3 layers, cultural layer of the Tang Dynasty relics has the thickest
formation among all eras and the most abundant relics. The excavated of the cultural layers are generally same
and give priority to porcelains and building components.

Seen from the above mining data, the most abundant culture accumulation of the Tang Dynasty has in the historic
district of the “Heyi Gate-Yupu Gate” along the Yuyao River. There is a large number of nonlocal porcelain, which
could be shipped overseas. In addition, gates, shipbuilding factories, ditches and other relics indicates that the
region had been made constructed elaborately in the Tang Dynasty and it should be the location site of the whales
in the Tang Dynasty.

Dongdu Gate-Lingqiao Gate” District: historical relics near Fenghua riverside
Lying in the Southern Sanjiangkou, this region is near the western bank of the Fenghua River. It is named for the
two relics of the Dongdu Gate and the Linggiao Bridge (Figure 6). The identified remains are as follows:

Shibo Departmentl4, Laian Pavilion, Laian Gatel5 in Song Dynasty In 1995, the Ningbo Municipal
Archaeological Institute excavated the relics and ruins of Shibo Department. Firstly, they found the Laian
Pavilion and the Laian Gate, which confirmed the existence of the Laian Pavilion in the first time; Secondly, they
found the warehouse of the Shibo Department. The Shibo Department in the Song Dynasty occupies an area of
about 12000m?, and confirmed its scope' (Figure 7). In addition, archaeologists dug out the base floor of Shibo
Department fared 50m from the Laian Gate.

Song Dynasty wharfs In 1978, the Municipal Relics Management Committee excavated the shipping wharf" of the
Song Dynasty. Then, they dug up 3 piers in the east gate of the Fenghua River extended from west to east. Through
the unearthed ancient ceramics and other artifacts, it can be proved that they were the piers in the Song Dynasty
(Figure 8, Figure 9). Moreover, a seagoing ship of the Song dynasty was clean out in lower of Pier 1.

Song Dynasty Shipyard A large number of the wood, nail and other relics were unearthed in the northwest side
of pier 1, which proved that it was the location of shipyard with repairing’®. The relics located in the Song Dynasty
cultural layer and in the pier outside the Dongdu Gate.

Comparing the above two historic district, we find that the Heyi Gate-Yupu Gate District and the Dongdu Gate-
Linggiao Bridge District directly gave priority to the remains in the Tang and the Song Dynasty. Therefore,
conclusion supported by archaeological data is shown as follows: after the Song Dynasty, the core port-zone of the
Mingzhou city had gradually shiffted from the southwest bank of the Yuyao River to the west bank of the Fenghua
River in the Sanjiangkou.
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NATURAL GEOGRAPHICAL AND POLITICAL POWER: REASONS
FOR THE SHIFT OF THE CORE PORT-ZONE

Limited by nature technology and geographical location conditions

The natural environment of the Mingzhou city is that there is the Fenghua River flowing from south to east in the
eastern city and the Yuyao River flowing from north to south city in the northern city. Two rivers intersect into

an obtuse angle at Ningbo River in the east of the city, then form the “Sanjiangkou”, and finally flow eastward to
the sea. The water flowing in the upstream of the Fenghua River is gradually reduced, and the shipping function
weakens. However, the Yuyao River is different from it. Its upstream can not only communicate with the Grand
Canal, but also becomes the start point for deep in the inland of Eastern Zhejiang Province, and becomes the other
end of the logistics from the eastern Zhejiang Province and other place.

In addition, the common ground of the 3 rivers is that the water level is along with the tide fluctuation of the East
China Sea. Ancient marine technology must rely on the tide and wind, thus Ningbo River mouth of Sea-going ships
can flux and reflux with the up and down to the Ningbo River and the Yuyao River. However, the Yuyao River and
the Fenghua River constructed a right angle. It was extremely inconvenient for the ships arriving at the western
bank of the Fenghua River, which had no choice but to upstream during the low tide. Furthermore, the technology
also failed to meet the requirements”.

Therefore, selecting the southern bank of the Yuyao River near the Heyi-Road as the location of the port-zone in
Tang Dynasty was conformed to the objective laws of nature and it was the most appropriate.

Decided by the city spatial pattern including the government office and street market

In ancient times, the port-zone should be very close to the city centre. The closer the port-zone with the main
market street and the management organization was, the more convenient the affair of trade, warehousing, traffic
and management were. When the Mingzhou’s Sub-City was built in Tang Dynasty, the distance between the north
margins of the Sub-City and the northern bank of the Yuyao River was only 500m. It was extremely convenient for
the seagoing ship to be inspected.

In addition, there were 3 marketplaces set up in the Tang Dynasty, including the Big Marketplaces, the Medium
Marketplaces and the Small Marketplaces, in which Sub-City was centred. However, in the Song Dynasty,
specialized management institutions and facilities for overseas commerce, such as the Shibo Department, the
Laian Gate and warehouse and etc., had begun to set up in Jiangxia Street zone, which was established for the
foundation of the Jiangxia international docks in the Song Dynasty.

Therefore, it was a practice of adjusting measures to local conditions that the wharf shifted from the southern
bank of the Yuyao River to the western bank of the Fenghua River.
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FIGURE 6 map of Ningbo showing the wharf sites at Dongmenkou FIGURE 7 map of Mingzhou showing the Shibo
Department sites

PO

FIGURE 8 map of Mingzhou showing the wharf FIGURE 9 map of Ningbo showing the wharf sites at Dongmenkou in Song Dynasty
sites at Dadaotou in Song Dynasty
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THE MANAGEMENT SPECIALIZATION OF OVERSEAS COMMERCE:
CHARACTERISTIC OF SHIFT WITH CORE PORT-ZONE

Single to comprehensive: the structural evolution of port-zone function

The Mingzhou’s port-zone function gradually developed from the track of necessary, comprehensive and diverse
in the Tang to the Song Dynasty. Meanwhile, it reflected the general disciplines of the port-zone spatial growing
matched up with the city development.

In the Tang Dynasty, there were such ancillary facilities as the fixed wharfs and warehouses near the Yupu Gate

of Outer-City. At the same time, the archaeology also proves the existence of the hovels for ship build and repair
in the port-zone. In the Song Dynasty, the overseas commerce of the Mingzhou port reached to a new peak?®,
which has brought a significant adjustment of the port’s function and structure. Firstly, functions of the port-zone
were expanded in a large area. For example, the number of wharfs increased from 1 to more than 3 (Figure 10,

11). Secondly, functions of the port-zone were added. The additional specialized management institutions such

as the Shibo Department, Laiyuan Pavilion and Shibo warehouse were added. Living facilities such as the Korean
embassy, the Persian embassy, etc. were added too.

In short, in the Song Dynasty, the formation and establishment of diplomatic institutions and foreign embassies
made the port-zone’s function mature and perfect, which was also a product of overseas commerce developing to
a certain historical stage.

Brief summary: the refinement and specialization of the administrative agencies’ functions concerning
overseas affairs

At the beginning of the city building in the Tang Dynasty, the Mingzhou Sub-City assumed a responsibility of
management of overseas commerce. In the Northern Song Dynasty, the centre government has removed the Shibo
Department of Zhejiang Province into Mingzhou city?.. The establishment of the Shibo Department made the
management of overseas-related institutions in the sub-city scaled up, spilled over, and then completely separated.
Compared with that of the Tang Dynasty, the Shibo Department’s function division was thinner, the procedure
setting was more reasonable and the responsibility was more pragmatic in the Song Dynasty. This reflects the
refinement and specialization of the function of administrative agencies concerning overseas affairs in Mingzhou
port-city.

In short, the development of port commerce was closely connected with the extension of political power in
ancient time. Although the port trade, as an economic factor, can produce an irreplaceable influence on city
development, the political power is sure to be strengthened accordingly, and then in turn accelerates the
development of economy and trade. It is inevitable that happened in ancient China, where political occupied the
absolute dominances. Even the port-city is no exception.

The prosperity of the overseas commerce would bring a series of effects on the management system and the
spatial pattern of the city planning.
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FIGURE 11 map of Ningbo showing the Ships leave for Japan

FROM ECONOMIC DOMINANCE TO POLITICAL SYNERGY
-INFLUENCE OF PORT-CITY PLANNING

SYSTEM REFORM: PORT-ZONE BECAME THE STARTING POINT OF
THE DISINTEGRATION OF THE BLOCK-MART SYSTEM

In Song Dynasty, the Block-Mart System?* was broke up in Chinese cities, which began to implement the Street-
Market System. Similarly, the Mingzhou city started to carry on the reform of Block-Mart System.

The first year of the Southern Song Dynasty (1228), the illegal structures and the street invasions of residents led
a big fire, which destroyed the half of the city. After the disaster, the prefect Wuqu was ordered to rectify the lane
boundary. The fire was a demarcation line, marked the complete end of Block-Mart System in Mingzhou port-city.
After this rectification, the Mingzhou city was divided into 4 compartments including the southeast, northeast,
southwest and northwest compartments?. Finally, by the use of the Street-Market System, the government of the
Song Dynasty obtained the effective management of the city®.

Anchor to market: function transform of the core port-zone

In fact, the reform of the Block-Mart System was formed with a long process of spontaneous. Since the Northern
Song Dynasty, with the development of economy and society, the merchant organization of “Hang?®” and “market”
grew and then they promoted the vigorous growth of the sites nearing the bridge and the river and the city-gate,
as the traffic core space?.

However, the commercial space was firstly born in port-zone in this port-city. In the early Tang Dynasty, 3
marketplaces are planned in near the quay wharf and revetment®. In the Song Dynasty, along with the prosperity
of overseas commerce, port-zone gradually transformed from anchor function into the market center®.

The interface of port-city including the East Main Street, South Road, Dongdu Gate and Lingqiao Gate has
spontaneously gathered into kinds of commercial activities of shipping, commerce, finance, equal etc.

At this point, from the Tang to Song Dynasty, the first born of the market centre was transformed from the port-
zone, and thus brought the change of other public space inside the city wall.
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Rise of commences inside the city: workshop and Wa Zi30 appeared in succession
Explosion of the Markets outside city became the catalyser of the commerce and thus it led to the generation of
the professional workshops inside city. Wa Zi and the business district were around the city gates.

Firstly, the development of production has brought the differentiation of industry, therefore, a variety of
professional workshops inside the city has formed. Then, textile industry, brewing industry and iron processing
workshop area had concentrated in the lunar lacus area in the West of city. Meanwhile, Wa Zi produced, which
distributed in the present of Xingiao area, with opera, ballad singing® and etc.

Secondly, from the Tang to Song Dynasty, the city began to expand to connect the traffics of markets in port-zone,
therefore, the new market concentration was born around the city gates. Such as the doorway of the Yupu Gate in
the south bank of Yaojiang River broadened from 3m to 10m during this period. At the same time, the Yupu Gate
had become a famous market street.

In conclusion, with the prosperity of the overseas commerce since the Song Dynasty, the port-zone functions
spontaneously transformed from anchor function into the market centre function gradually, and thus promoted
the development of the workshop, Wa Zi and market streets inside the city wall. Consequently, the port-zone
markets have become the starting point of the disintegration of the Block-Mart System.

Asymmetric spatial pattern: the western residence and eastern commerce

Mingzhou’s Sub-City planning followed the Chinese traditional Confucianism and ritual ideology and adopted the
fully axial symmetry principle. However, due to the development of overseas commerce in the Song Dynasty, the
spatial pattern still produced an interesting and unique change (Figure 12).

Solemn and prosperous: shipping, commerce and administration of the East city
Demarcated by the central axis Zhenming Road, Ningbo city formed two kinds of character that were totally
different in west and east.

First was the function of shipping. Port-zone such as shipyard dock and warehouses were all located in the east
side. The management facilities of the port, such as the Shibo Department and the Laian Pavilion, were located in
the east side. Thus, facilities related to sea shipping less appeared in the west side.

Second were the market streets and lanes. The East Street of the Dongdu Gate was the largest commercial street,
however, the same east-west direction street in the west side was just a commodity street. In addition, the density
of the streets in the East was higher than that of the West.

The third were the administrative offices. Mingzhou’s Sub-City had located on the northeast since the city built
firstly. Since the Song Dynasty, with the overflow of the administrative facilities, the management institutions
were all move along the port development trajectory®?, which never touched the West city.
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FIGURE 12 Thus, the shipping space of the east port possessed the FIGURE 13 map of Ningbo showing the transform of spatial pattern in
characteristic of prosperity. The administrative offices located on Mingzhou port-city from Tang to Song Dynasty

the East and the North created the solemn and elegant atmosphere

of the East city. Therefore, the East city became the first place of the

Mingzhou port-cit®3.

Quiet and indifferent: culture and residence of the West city

Located in the west of the Zhenming Road, the west half of the city had another scene. First of all, the west was a
pure area of citizen living. Due to the excavation of Ten Continents of Lunar Lacus, the lake zone turned from a
Reservoir into a Park, and thus attracted celebrities and bachelors to move there.

At the same time, it was suitable to read in the West city because of the quiet and indifferent environment. Thus,
the West city has become a cultural region. The ten Libraries of the Mingzhou were located in the West city, and
also, most of academies were run there. In addition, temples and other religious facilities were set in the West city.
Therefore, the West city became the education land.

Overall, with the further development of overseas commerce, the port-city characteristic was purer and the
intangible traction of a port-city was reflected more clearly. Space texture that radiating from external into the
inner of the city was reflected more clearly, hence the asymmetric pattern of “western residence and eastern
commerce” were totally appeared.
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IDEAS AND CONCEPTS: THE FORMATION OF THE MIXED
SPACE NODES AND THE OPEN CIVILIZATION

GEOGRAPHICAL LOCATION: A MIXED SPACE NODE OF
THE CHINESE AND FOREIGN CULTURES

Located in the middle of China’s coastline, on the one hand, Ningbo was a window for foreigners contacting and
understanding the mainland through overseas commerce, on the other hand, radiated the advanced mainland
culture to foreign countries. At the intersection of logistics all the time, flow and information flow, Ningbo has
become a space node for the propagation and the blend of the East Asian culture.

Port-zone was the specific projection of such culture blending on the space. Firstly, the spaces, such as the Persia
Embassy and the Celestial Queen Palace, hold a large proportion of the port-city inside. Secondly, the city owned
more than 60 main streets in the Southern Song Dynasty, of which was a Persian street. Consequently, the opening
concept to outside world has been incorporated into the fabric and gone deep into a city culture.

In conclusion, Ningbo was not only a space node for the propagation of the East Asian culture, but also gave birth
to the distinguishing regional cultures, in which the open ideas and concepts are one of them.

IDEAS AND CONCEPTS: THE FORMATION OF THE OPEN CULTURE GENE

There is continuity between the classic and the modern theories. Despite a long time, the classical and the modern
theories are not separated but have internal relations.** For thousands of years, the open feature of the Ningbo
city has internalized into idea and conception, which is reflected in the planning and the construction of the city.

First of all, when the first building of the Outer-City in Tang Dynasty was built, a Long and narrow band about
100m was sets aside along the rivers in the east of the wall. It does not only show that the overseas commerce
in this area has been very well developed when the city built, but also proves that this deliberation is a more
visionary far-sighted consciousness of the city planning. Secondly, the concept of hydrotropism was reflected in
the Mingzhou city planning. There are 10 city-gates in the Tang Dynasty and the 7 of them face the water. It is
rarely seen in ancient China where the continental culture was regarded as the core culture.

Thus, the characteristic of ancient Ningbo as a port-city gave birth to the open civilization of itself. Interpreting

it from the perspective of city planning, the open civilization had already been cultivated into its idea, which has
been used in city construction. Long term material constructions and planning concepts had combined action, and
then continued to affect the formation of the concept of modern city planning.

CONCLUSIONS

Regarding two historical riverside relics of Mingzhou port as the origin, this paper elaborates the shift process of
the riverside core port-zone. And we propose that the reasons for the shift are the common function of natural
geographical restrictions and the control of political power. Among above, the control of political power is the
main reason. At the same time, when port trade developed to a certain stage, it’s a history product that the port’s
function transformed from single to comprehensive and tended to be mature and perfect.

Finally, we propose that the development of port would prompt the revolution of city management policy, bring
about the spatial pattern change of port-city, and accelerate the formation of city ideas and concepts.
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The general conclusions of this paper:

First, the development of port trade is inseparable from the political power’s extension. Although the port trade

as an economic factor can produce an irreplaceable influence on city development, the political power is sure to be

strengthened accordingly, and in turn accelerates the development of economy and trade. That is to say, the port-
city will eventually change to be political collaboration from economic dominance. It is inevitable that the society
which the political power has the overwhelmingly dominant in ancient China. It is no exception to the port-city.

Second, the city planning of the port-city is more open in concept and more freedom on the space pattern and

more front in system than that of a general city.

Third, port has a one-way traction effect on the city’s spatial structure. However, at the same time, there is a
two-way interactive relationship between the city and the port. City planning, including management system
and infrastructure construction, can provide the hinterland for the port development. At the same time, the

development of the port can enhance the status of the city and promote the development of city planning.

ANCIENT CONTEMPORARY INTERPRET

Mingzhou port-city Ningbo city It has been called Mingzhou, Qingyuan
Prefecture, Qingyuan Road, Mingzhou
Prefecture and Ningbo(now).

Shibo Department Customs office Foreign trade administration in ancient China.

Laian Pavilion

Places for the ticket checking and imported
goods pumping.

Block-Mart System, Street-Market System

The Urban Planning Administration System in
ancient China.

Wa Zi(Wa She) Theater Terms Sites for performances, with abundant folk rap
acrobatics.
Hang Hang is also refers to trade, market.

TABLE 1 Attached Table - Glossary of comparison between ancient and contemporary times
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Endnotes

1 LiuH. W,, Wang L. J. “Formation of Ningbo port-city and development of the foreign maritime route.” In Ningbo and the maritime Silk Road,
edited by Ningbo Institute of cultural relics and Archaeology,123-132. Beijing: Science Press, 2005.

2 Gouzhang port is Ningbo’s first military port. Archaeological excavations proved that the mountain is located in the Chengshandu, the con-

struction of a city.

Yu H. X. “The main culture of Ningbo: culture of Maritime Silk Road.” Ningbo Daily, February 2,1999.

Yu H. X. “The main culture of Ningbo: culture of Maritime Silk Road.” Ningbo Daily, February 2,1999.

Relics in this paper refers to the historical remains that have already excavated by archaeologicals.

Mingzhou was kinds of estuary ports in the Tang Dynasty, which was different from that of inland ports and sea ports.

Liu H. W,, Wang L. J. “Formation of Ningbo port-city and development of the foreign maritime route.” In Ningbo and the maritime Silk Road,

edited by Ningbo Institute of cultural relics and Archaeology,123-132. Beijing: Science Press, 2005.

In July 2, 1999, the State Council has approved the overall planning of Ningbo City, to determine the location and nature of city.

9 Tang and Song Dynasties, Ningbo was called Mingzhou, because of the territory of the mountain of Si Ming.

10 The regime refers to the local government resident, including provincial governance, government, state government, county government etc.
In the ancient city, Mingzhou city has always been the local government administration and governance.

11 The Outer-City is also known as Luo Cheng.

12 Lin S. M. To reproduce the old civilization——the archaeological research of the eastern port Ningbo. Shanghai: Shanghai Sanlian Bookstore, 2005.

13 Lin S. M. “Ningbo Heyi Road excavation site Report in Zhejiang Province. ”, Oriental Museum, Janauary 5,1997.

14 Shibo is known as the foreign trade ships in ancient China. The meaning is not consistent in different ages. In Tang, Song and Yuan Dynasties
collectively called Shibo. The establishment of the overseas trade is a sign of the Mingzhou port-city into a prosperous stage.

15 Shibo department also called Laianmen, is set for the management of overseas commerce. In addition, Laianting was built in the Song Dynasty
(1165-1173), located outside of the Laianmen. Laianting is the most important official facilities in Mingzhou port-city.

16 LinS. M. Transformation of Sanjiang: history research of the city development of Ningbo. Ningbo: Ningbo Publishing House, 2002.

17 Lin S. M. To reproduce the old civilization——the archaeological research of the eastern port Ningbo. Shanghai: Shanghai Sanlian Bookstore, 2005.

18 Lin S. M. To reproduce the old civilization——the archaeological research of the eastern port Ningbo. Shanghai: Shanghai Sanlian Bookstore, 2005.

19 Xu M. G. “Verification for the forming time and the exact site of Mingzhou Port in Tang Dynasty. "Zhedong culture, (2001):172-180.

20 The Northern Song Dynasty increased with the Korea (North Korea) trade, foreign trade in the Southern Song Dynasty object expanded to
Southeast Asia, Southeast Asia and Arabia and other countries.

21 LinS. M. Ming Zhou, as a famous port of the maritime Silk Road. Beijing: Ocean Press, 1990.
To set up overseas commerce duties for the Bureau, proved that Song Dynasty government attaches great importance to overseas trade, also
illustrates the importance of the overseas commerce in Mingzhou port-city in Song Dynasty.

22 The system of Chinese ancient authorities of city planning and market management.

23 From the “inside square” evolved, cancel square wall, the neighborhood oriented streets, shops along the street set, and along the roadway
layout of residential streets to. Commercial and industry layout is open.

24 Luo R (Song Dynasty). Baogin Siming Zhi. Taipei: Chengwen Press,1983.

25 Wang R. C., Kong W. The history of Ningbo City. Ningbo:Ningbo Press, 2010:64.

26 Hang is also refers to trade.

27 Yang K. Study on the system history of the capital in ancient China. Shanghai:Sanghai people’s Publishing House, 2003.

28 (Japan) Y.Shiba. Chinese urban history. Beijing: Peking University press, 2013:96.

29 LinS. M. Ming Zhou, as a famous port of the maritime Silk Road. Beijing: Ocean Press, 1990:29.

30 “Wa Zi”is also called “Wa She”, “Wa Si”, which are places concentrated with entertainment in the city in Song and Yuan Dynasty.

31 According to the book of “Ducheng Jisheng” published in the Southern Song Dynasty of Naideweng.

32 ZheF. Old Pictures of Ningbo(atlas). Ningbo: Ningbo Publishing House, 2004.

33 Zhou S. F. The old city of Ningbo. Ningbo: Ningbo Press,2008:113.

34 Dong J. H. Study on the history and theory of city planning. Shanghai: Tongji University Press,1999.
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The current location of the commercial and industrial harbour of Strasbourg dates from the late nineteenth century, as the municipality decided
to remove it from the inner city and bring it closer to the Rhine. In reality, Strasbourg’s port facilities were first situated on the river Ill, in order

to avoid the frequent flooding of the Rhine, whose course was not canalized before the nineteenth century. Located between Basel and Karlsruhe,
Strasbourg is trying to assert a leading position among the other Rhine harbours and engaged a strong development policy at the beginning of

the twentieth century. Today, the future development of these territories is a major challenge for the construction of the cross-border metropolis,
due to harbours’ central location, as well as for the energy and ecological territorial transition, a central issue within local debates. Presented as
the new “metropolitan belt”, the Strasbourg-Kehl urban development axis connecting together the French and German historical city-centers,
highlights the interface between the city and the harbours areas. The international competition for the urban development of the customs sector
in which we have participated as urban designers in 2012 is a very good illustration of these debates. In reality, the harbour sets new challenges
related to industrial ecology, energy transition, environmental concerns, innovative mobility as well as contemporary urban condition and lifestyle,
that are at the core of our professional practice (Atelier CMYT) and our action-research (AMUP-ENSAS research laboratory).

This contribution aims to set, from a historical perspective, the socio-economical issues for the territorial development on both sides of the Rhine.
We will refer to the new conceptual tools of the metropolitan scale - exploratory scenarios and Territorial Modelling and Visualizing Platform - that
we explore through both our research programs and operational practice.
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INTRODUCTION

In the European context, Strasbourg appears to be an exemplary case study due to the central position of its
commercial and industrial port(s) within the new cross-border metropolis and its geographical location in the Upper
Rhine. The planning history of Strasbourg, considered through the harbor’s relation to the city, shows that the port has
always played a key role in defining a “sustainable” planning practice. In reality, since the nineteenth century, when the
port first moved from the river Ill to the new southern canal, the city had already started to initiate long-term urban
development thinking. By recovering and transforming old harbor sites into urban neighborhoods and completely
rethinking urban connections to the new port, Strasbourg essentially engaged a “life-cycle” based urban process.
Furthermore, ever since the historic establishment of trade routes along the Rhine, the “long-term” urban planning
school of thought seems to characterize not only the development of Strasbourg, but also of all the cities within the
Upper Rhine valley. This “long term” urban approach contributes to the creation of the polycentric urban network of
the valley, structured by a very dense communication system, over both short and long distances. Ports, like railway
stations, represent the strategic nodes of this system, sustaining its proper functioning and ensuring lasting durability.
In this paper, our hypothesis is that the prospective planning of the city of Strasbourg and the engaged
transformations for achieving a cross-border metropolitan dimension are strongly linked to both a “long-term”
logic and the idea of “life-cycle”. These concepts have always accompanied the city’s urban development and
planning. Thus, the idea of slowness as seen through a long-term, life-cycle lens, combined with the respect of
natural and geographical constraints lead us to think of Strasbourg as a “resilient city”. Besides, in terms of energy
transition strategies, the new planning tools - the Plan local urbain intercommunal (PLUI) in particular - also point
out this long durability tradition and attention to the natural elements of the territory.

Regarding the relationship between planning history and planning practice, we stand by the theories of historians

such as Reinhart Koselleck, who understood contemporaneity as a sequence of time that fits between the “space of
experience” and the “horizon of expectation”. Moreover, we embrace the theories of Italian urban planners, such

as Bernardo Secchi, for whom wastelands and brownfields are not to be understood as territorial “wounds”, nor as
“pockets of poverty” (architectural, social, economic, relational, etc.). Instead, these urban situations could be seen
through the concept of the “life-cycle” and through the potential of resilience they express. We also relate to Secchi’s
ideas regarding the importance of future thinking for urban planning, through projects, visions and scenarios. In this
sense, we also refer to Future studies theorists, like Lena Borjeson and her colleagues, whose theoretical frameworks
accommodate our position in favor of an experimental and imaged prospective, as a necessary step in planning practice.

THE PORT WITHIN THE CITY: A MOVING HARBOUR ALONG THE ILL RIVER

The planning history of Strasbourg shows that although once a structuring element, water thereafter became

a protective element in the thirteenth century following the construction of the Faux Remparts basin on the
north branch of the river. This basin presented a central median, a piece of land where tower-gates, marking the
entrance into the city, were built. In the eighteenth century, as the central median became obsolete, it was first
converted into a pedestrian walking area and then completely demolished between 1803 and 1833. Thus, until the
nineteenth century the harbour activity was maintained in the southern part of the island ellipse, along the old
customs area. In fact, within the first decades of the nineteenth century the use of the riverbanks extended almost
to the mouth of the Marne-Rhine Canal.

When Strasbourg became a border-town due to its attachment to France with the Treaty of Westphalia, a heavy
fortification system designed by Vauban was consequently built. (Figure 1: The first harbor on the Ill River)
These fortifications durably marked the city’s development especially when it came to those across from Germany.

At the same time, on the other side of the Rhine, the fortress of Kehl was built in order to protect Strasbourg. Once
again, water played a major role: the dam designed by the military engineer Vauban as part of the fortification,
allowed for flooding in the southern territories (Montagne-Verte, Meinau, Neudorf) in case of siege.
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FIGURE 5 Commerce basin activity FIGURE 6 Oil Port

Initially a protective element, the notion of water transformed once again to become a developmental factor,
especially along the newly built canals: Bruche (J. Tarade 1682), Rhone-Rhine (open for navigation in 1833) and
Marne-Rhine (open for navigation in 1853). The Bruche, with a length of twenty kilometers starting in Soultz-
les-Bains, was redesigned according to the plans of Vauban. He quickly allowed commercial use and transport of
materials, hewn stone in particular, used for the construction of the fortification'. As for the Rhone-Rhine Canal,
its Alsatian section was part of a larger project, linking the two rivers (the Rhone and the Rhine) and connecting
Marseille to Rotterdam. 324 km long and punctuated by 161 locks, its construction began in 1784 and ended in
1833. Its layout in the south of Strasbourg would fundamentally change the urban development of the suburbs.
The straight line of the canal crossing the countryside permanently divided the territories south of the city,
which were initially vegetable plots. The suburban neighbourhoods of Elsau and Meinau were thus separated and
therefore pursued different urban developments.

Finally, the Marne-Rhine Canal was created, and connected Strasbourg to the rest of the hydrographical network
of the nineteenth century. With a length of 314 km, it crosses the Vosges Mountains through the Saverne Pass.
This technical achievement was not only an answer to economical issues, but more importantly, it represented a
political statement: the inclusion of Alsace, and Strasbourg in particular, to French territories through the river
network. This was also an opportunity to restructure certain northern city districts notably the “neighbourhoods
of the three suburbs”. The establishment of an intramural railway station was also announced and the structure
of main boulevards in the northern insular ellipse, were to be further extended in the nineteenth century in the
Neustadt. The train station’s location on the site of Les Halles in 1855 would have a major impact on further port
developments, which took a decisive turn. (Figure 2: The harbor during the 19th century)

Indeed, in the 1830s, Mayor Schutzenberger considered the development of a new intramural port. However,

the idea was quickly abandoned, as the military was strongly opposed to it. Besides, sailing conditions seriously
deteriorated partly because of the canalizing works undertaken by the Baden engineer Johann Gottfried Tulla2.
(Figure 3: Strasbourg and the canalization project of the Rhine 1830) In 1864, the port of Strasbourg was no
longer accessible to the barges coming from the Rhine and freight transport upstream of Mannheim was done via
railway.
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THE PORT OUTSIDE THE CITY:
STRASBOURG'S HARBOUR MIGRATION TOWARDS THE RHINE

After the annexation of Alsace-Lorraine to the German Empire in 1871 and the expansion of its capital city
Strasbourg, the ambition to open towards the Rhine was reaffirmed. For the city and the Reichsland, this came
from an economical and political necessity: to be integrated into the German market. The new urban extension
plan established in 1871, tripled the city surface with a new system of fortifications. In this plan, the port as well
as the railway station and the university, became the main urban polarities, symbolising the new economical

and cultural role of Strasbourg. (Figure 4: The harbor at the beginning of the 20th century - before 1910) It is
within this building momentum, attempting to become a new industrial capital that Germans decided to remove
the former French railway end-station and the old port on the Ill. Thus, the construction of the new monumental
through-station was planned in the west, in order to replace one of the former bastions of Vauban. The university
was set to be developed in the northeast extension of the medieval city. As for the port, the long debates regarding
competition of the urban extension led to its location in the southern part of the city, on the Canal de jonction 3.

The municipality financed the construction of the Porte des Bouchers harbour in 1892. This was the starting
point of the slow migration of the port and industrial infrastructures towards the Rhine. The groin system of
the Commerce and Industry basins opened in 1901. (Figure 5: Commerce basin activity) As a response to the
increasing traffic and the threat of economical monopoly that Strasbourg represented, in 1900 Baden railways
inaugurated the port of Kehl in order to keep control of fluvial transit to southern Germany. During this German
urbanization period, a unitary vision of the city emerged called the Grof3stadt. This concept shows how the
engineering of the port and rail infrastructures, as well as architectural design and urban planning, articulate
together in order to shape a coherent metropolitan landscape, despite the contrasts and fracturing elements

it might include and/or generate. Through this unified vision, the emerging metropolis reinvested the old port
and rail sectors, offering them the possibility of a new life-cycle. At the same time, new interconnected roadway
systems, such as boulevards and avenues, were set up and linked to the old urban fabric through new bridges over
the I11.

After the First World War, as Strasbourg returned to France, its harbour continued to play a major part on the
Rhine’s chessboard, while the port of Kehl became, between 1920 and 1929, an international organization, working
in harmony with Strasbourg. A new special status for the French side of the port established new rights and
freedoms: in 1926 the Port Autonome de Strasbourg was created. Between 1919-1928 and 1945-1951, the Port of Kehl
was repeatedly put under French jurisdiction. Later, a Franco-German board consisting of members from Baden-
Wiirttemberg and the Port Autonome will gain control of the port. In the 1930s, Strasbourg’s port was extended
north and south to occupy the entire Rhine facade. To the south, connected to a shunting yard, six docks were
planned therefore doubling the size of the port infrastructure®. However, their construction never took place due
to the Second World War. Nevertheless, activities related to hydrocarbon continued to grow, especially with the oil
port’s creation in 1927, and extension later in 1963%(Figure 6: Oil port).
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FIGURE 7 Extension towards the Rhine in the 1930s FIGURE 8 The last extension of the harbor along the Rhine

THE CITY WITHIN THE PORT:
THE CROSS-BORDER DUAL-HARBOUR-CORED METROPOLIS

All the aforementioned historical developments help to understand the close relationship between urban development
and harbour areas, emphasising the complex nature of recent urban planning challenges and debates.

As previously shown, the relationship between the port and the city, in Strasbourg’s singular historical context,
has gone through either symbiotic or conflictual periods. Outside of the city walls, before the southern
fortifications were demolished in the 1920s, the new harbour area reached a strategic metropolitan location,
between the city centre and the southern neighbourhood of Neudorf and was very well connected through an
efficient railway, tramway® and logistical system. (Figure 7: Extension towards the Rhine in the 1930s) It was
also directly connected to the Stock Exchange headquarters (Place de la Bourse), strategically located at the
crossroads of the North-South transit routes and East-West fluvial trade flows (aspiring to have a major role in
national and international trade). Further developed by the French state, port facilities extended progressively to
the east, away from the city, creating a North-South development along the Rhine. That is why, within the second
half of the 20th century, Strasbourg’s urban development was conditioned by this thick double boundary - the
national border and the harbour strip - preventing its growth to the east and the urban connection to the river.
Thus, during the 1960s and 1970s, the city’s development was always envisioned either in a North-South direction
(parallel to the Rhine) or, growing at 180° angle, leaning against the Rhine and the harbour. (Figure 8: The last
extension of the harbor along the Rhine)
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However, as the harbour’s activity was permanently migrating towards the Rhine, it was already agreed upon
dating from the 1960s that the old port sites (west of Pont Churchill) were doomed to urbanization. By the end
of the 1980s, the old port and former industrial areas on the Canal de jonction were vacated and became a huge
abandoned wasteland territory next to the city centre. Together with the “green belt” of Strasbourg” whose non
aedificandi status was repealed only in 1990, the old harbour areas turned out to be a great urban development
opportunity for the city.

In 1992 the city of Strasbourg organised an International Competition of Ideas for the urban development of this
East-West axis, covering the old port’s land up to the Rhine. The designs envisioned urban continuums expanding
throughout the city and connecting them to the river by this urban strip in between Strasbourg’s north harbour
and south port area, while also creating connections to Kehl’s urban fabric. Though not of operational use, the
1992 designs gave rise for the first time to the idea of cross-border urban development, which was to be reinforced
in 1993 with the opening of the borders. Although the idea existed long before, it was only by the end of the 2000s
that both French and German stakeholders commonly put pen to paper in a joint document (Ecocités).

Meanwhile, the first official step in this direction was the engagement of Strasbourg’s and Kehl’s local authorities
in a common project: a cross-border garden park located on both riverbanks of the Rhine (Jardin des Deux Rives)
in 1996. Completed in 2004, its construction became a symbolic gesture marking a different understanding of the
border, a closer partnership between the two countries, a symbol of their European roots, and also the beginning
of a closer collaboration between French and German stakeholders.

The Ecocités approach, elaborated in 2009, was the first official document expressing the cross-border
metropolitan goal and stating common principles for a shared urban strategy. Signed by both Strasbourg’s and
Kehl’s authorities, Ecocités structured the cross-border urban development within three specific “threads” or
networks: the blue hydrographical one, the green vegetal one, and the “red” one, specifically underlining the rail
and light-rail (tramway) public transport infrastructures. (Figure 9: Ecocités Approach)

At its core, a cross-border metropolitan “belt” connecting Strasbourg and Kehl’s city centers and accommodating
new metropolitan facilities and functions would take shape in the old port and the “green belt” areas, resuming
the initial ideas of the Strasbourg-Kehl axis, studied in 1992. But, for many observers, this urban cross-border
development directly threatened (at least on the French side) the accessibility of the northern and southern port
areas, weakening and ultimately leading to a decline in port activities.

These issues became strategic key points regarding the discussions between urban and port authorities and thus
led to two co-produced documents: the Development Agreement CUS8/City/Port (2010) and the Schéma Directeur
des Deux Rives, the Two Riverbanks Masterplan (2012).

In the first document, the Port recognized the decommissioning of its central part as an active productive area,
but decided to maintain ownership of the land. Future urban development of this territory is therefore further
subject to a shared project management between the two authorities. The city also committed to ensuring and
reinforcing existing industrial activities, and to maintaining a dual access to harbour areas. Both sides were
equally strongly in favour of acting for the betterment of the environment and working together as partners by
putting into place joint energy transition strategies®.

Cristiana Mazzoni | Andreea Grigorovschi | Hélene Antoni

THE INDUSTRIAL AND COMMERCIAL HARBORS OF STRASBOURG:

WASTELAND TERRITORIES IN TRANSITION TOWARDS A SUSTAINABLE CROSS-BORDER METROPOLITAN CORE
DOTI: http://dx.doi.org/10.7480/iphs.2016.3.1255

TOC



V.03 P.098

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Consumption and Flows as Urban Shapers

. L
rr il

- -
FIGURE 9 Ecocités Approach, Strasbourg, the two- FIGURE 10 Two Riverbanks sector (Schéma Directeur des Deux-rives) - extracts, Reichen
riverbanks metropolis (Strasbourg, métropole des et Roberts et associés/CUS-PAS, 2011

deux rives) : general view

T ™

-

¥

3

.

[ )
o e [EEES
FIGURE 11 Border thickness (L'épaisseur de la frontiere), urban design project - FIGURE 12 The harbor and the cross-border urban

international competition “ Cours des douanes Kehl et Strasbourg (Custom’s Yard projects (under construction)
Kehl and Strasbourg)”, 2012-2013, CMYT et associés/CUS-DAUH-Ville de Kehl, aerial
perspective: Matthieu Buisson.
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Accordingly, in 2012, in the Schéma Directeur des Deux-Rives, the eastern, cross-border part of the “belt”, called
the Two Riverbanks sector (Deux-Rives), represents the spatial framework of these commitments. Designed

at first to mainly accommodate tertiary and economic activities, the project gained a stronger residential
dimension. (Figure 10: Two Riverbanks sector) This development strategy relies on a new planned cross-border
tramway line, which would complement the existing east-west railway and road networks, and become the main
structuring element of urban development, according to a TOD10 approach. This joint development strategy is
an interesting and complex example of the three intertwining “threads” (blue, green and “red”). On one hand,
the city-port relationship demonstrates both the strategic role of the port as a multimodal platform as well as its
priority as an economic sitell for the city, On the other hand, we can see the strategy used in residential areas to
reduce heavyweight traffic and pollution sources. From the German border perspective, the city-port interface
issues are similar. New residential neighbourhoods, connected to the tramway line coming from Strasbourg
represent the city’s extension to the north, beyond the railway station, next to the Kehl harbour. The old French
and German customs sectors representing the face-to-face urban development across the Rhine, were the object
of an International urban design competition in 2012. (Figure 11: Border thickness (L'épaisseur de la frontiere),
urban design project - international competition)

The numerous ideas, sketches and designs that have been developed since the 1990s for Strasbourg, are finally
coming together in the new cross-border urban band, which is still under construction. (Figure 12: The harbor
and the cross-border urban projects -under construction) The ambition to keep the two sides of the Rhine
together while remembering the multiple heritages of this strip - military functions, industrial features and
heavy transport networks crossing the harbour areas -, finally leads to a unique way of imagining cross-border
development. In Strasbourg, this important cross-border metropolitan project responds at first to the desire to
build the “city within the city”, as well as to the goal of reconnecting to water through direct contact with basins
and the Rhine. Throughout its development, what really emerges is the very idea of building the city within the
port, as seen by the Port Authority position itself as a proponent of keeping control of the land.

Today, as discussed within the new PLUI, the future of this dual-harbour-cored metropolis evokes new challenges
related to industrial ecology, energy transition, environmental concerns, innovative mobility as well as
contemporary urban conditions and lifestyles. A new life-cycle is still at its beginning, based on the heritage of the
historical structures and infrastructures of the early twentieth century metropolis.

Thus, as we have emphasized with our work as urban designers (Atelier CMYT) and with our research (AMUP
laboratory), the challenge for Strasbourg is to give life to the cross-border metropolis by relying on existing
mobility infrastructures, ports and railways, which are all the technical and humanistic heritage of urban planners
from the late nineteenth and early twentieth century; Joseph Stiibben and Georg Simmel in particular. The future
scenarios we develop through our action research and master workshops, envision for Strasbourg 2030, resulting
encounters between a “smart” and a “human” city, between high speed and slow mobility, between historical
heritage and multiple horizons of expectation. It is through these encounters that Strasbourg may continue to be
aresilient and sustainable city.
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2 Uber das Leben des Wasserbauingenieurs und Gelehrten Johann Gottfried Tulla, Beitrige zur Stadtgeschichte, Rastatt. [exhibition catalogue,
2015]
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6  The first tramway network of Strasbourg created in 1878 and developed until the 1930s, included both urban and suburban lines. The longest
suburban line reached Markolsheim village, at about 60 kilometres south to the city. An urban tramway line crossing the Rhine to the city of
Kehl was inaugurated in 1907. As the road public transport (at first the trolleybus and then the bus) gained ground since the 1940s, the whole
tramway network was closed and dismantled by 1960.

7  Resulting from the city’s former defence system the Green Belt area is basically the former large free space surrounding the fortifications. After
the fortifications’ destruction, this area was classified as non aedificandi land (non-constructible green area and free space maintained in a
hygienic purpose) by the laws from 1922 and 1927, decommissioning the fortification status. That is why, within the 20'" century, the free space
of the Green Belt served mostly for the development of the railway and highway infrastructures.

8 CUS -Strasbourg’s Urban Community (administrative unity). Since January 2015, according to the French law on cities of 27 January 2014,
Strasbourg has become a local authority with special status - the Eurométropole - replacing the former CUS (Communauté Urbaine de
Strasbourg). Supposed to “enhance metropolitan economic functions, transport networks and academic resources, research and innovation, in
a spirit of regional and interregional cooperation and with a desire for balanced development of its territory” (LOW 2014-58), this new status
offers the opportunity to invent new cooperation strategies and frameworks in order to further question the metropolitan territorial develop-
ment within multiple scales: from the Upper Rhine metropolitan region to the metropolis’ urban cores.

9  Beyer, A, “Les ports fluviaux, outils d'une métropolisation durable ”, Colloque International Futurs urbains, Session no. 4 - Des infrastructures
et des services urbains pour une ville économe ? , Marne la Vallée, 2013. [Online], date of access: 08.04.2016, URL: https://trid.trb.org/view.aspx-
?id=1267900

10 Transit Oriented Development (TOD) is a planning strategy introduced by the American architect and urban planner Peter Calthrope in the
1990s. Neighbourhoods envisioned within the Schéma Directeur des Deux Rives are typically mixed-use (residential, commercial and tertiary
functions) TOD designed, centred on the transit (tramway) stations located within 400m and 800m from each other.

11 The port is considered to be « a vital asset for the economic development of the metropolis, that needs to be consolidated » (Strasbourg
Eco 2030, Un territoire a faire grandir ensemble, [Online] URL : http:/www.europtimist.eu/wp-content/uploads/2015/12/STRASBOURG_
ECO_2030.pdf)
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THE “VENEZIA NUOVA" DISTRICT

IN LIVORNO, ITALY - THE ROLE OF
THE DOMINICANS IN THE URBAN

DEVELOPMENT OF THE CITY

Maria Grazia Turco

Sapienza University of Rome

The paper analyses, through a study of the Dominican convent in Livorno, the development of this city, from the 17" century, when the Friars
established there. They reached Livorno, a maritime trading center, and obtained from the Grand Duke Cosimo III, in 1695, a land in an expanding
area, the “Venezia Nuova”. The Dominicans found an urban structure which was particularly appealing to their religious activities and their desire
to expand. Indeed, this area had developed in order to suit the merchant class needs. After the suppression of the Dominican convent, this complex
was assigned to the Ecclesiastical administration. During the French dominion (1808-1814), the structure was turned into a prison until a few
decades ago.

A recent restoration on the ex-Dominican convent, which aim was the transformation of the edifices into a new site for the State Archives, gave the
opportunity to know the religious complex.

Nowadays the area still provides great potential, deriving from a perfect synergy between architecture, urban environment and the city. This
“value” relationships need to be recovered in a future project that will reinterpret the site and foster retrieving both the functional use and the
valorisation of the architecture within the entire urban center.
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Dominican Order, Livorno (Italy), Venezia Nuova district, Urban transformation, Planning strategie
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INTRODUCTION

The Dominican monastery in Livorno (Italy) was recently consolidated and renovated in order to house the city’s
State Archives. This was a perfect opportunity to collect more data about the complex which over the years has
undergone architectural and functional alterations. The survey and archival research clarified its history as an
unicum within the city, i.e., the urban area developed in the late seventeenth century based on the master town
plan, better known as “Venezia Nuova”, drawn up by the Governor of the city, Alesandro Dal Borro (...-1701)".

This essay analyses the urban history of the Tuscan city when the Order of Preachers settled there permanently.
The Dominican monastery has always characterised the whole area and continues, even today, to be an important
point of reference in the historical, cultural, religious and tourist debate.

The perfectly integrated religious architecture and historical landscape in this complex urban area reciprocally
influence each other. To this day the district and the monastery cannot be considered as separate entities; they
have reciprocally modified each other and adapted to the economic and social changes they have both experienced
down through the centuries.

“VENEZIA NUOVA"

The Medici family founded the city of Livorno in the late sixteenth century (1577) based on a design by Bernardo
Buontalenti (1531-1608), architect at the court of the Grand Duke in Florence. Commissioned by Francesco I (1541-
1587) to draft a town plan that included the fortified city and the port (Figure 1), Buontalenti based his plan on
contemporary enlargement projects implemented in several cities in The Netherlands.

When more and more people settled in the Medicean city its boundaries had to be enlarged. In 1629 approval was
granted to another project by the Sienese architect Giovan Battista Santi (..-1631) who designed the ‘enlargement’
of the inhabited area between Fortezza Nuova and Fortezza Vecchia?. The intervention involved an area -
trapezoidal island - running alongside the Canale dei Navicelli which from Pisa® flowed directly into the port of
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Livorno*. Work progressed slowly due to both Santi’s death and the difficulties associated with building on marshy
ground. In 1646 only some houses and warehouses had been built along the canals, as well as a small church
dedicated to St. Anne and the Nativity of Mary.

To continue to build on the swampy ground a decision was taken to adopt more complex building techniques and
bring in specialised workmen from Venice®. Technicians and workmen were called not only from Venice, but also
from The Netherlands, while architects were brought in from the Low Countries and France so that they could
become familiar with these novelties and improve their skills®.

The district earned its name, “Venezia Nuova” thanks to the small islands, ditches and canals that influenced the
urban plan and to the Venetian labourers entrusted with building the underwater foundations. The envisaged
division of “Venezia Nuova” into plots included an initial strip of land along the canal and a second plot near the
envisaged fortifications; part of the latter was to be allocated to the Dominican Order so that they could build a
monastery.

Work began again in 1653; the first enlargement of “Venezia Nuova” included houses and warehouses arranged
orthogonally to the pre-existent Canale dei Navicelli, as well as a new link to the rest of the city ending at the small
port of the Genovesi.

This urbanisation phase was supervised by Annibale Cecchi who also designed the seventeenth-century Customs
House. In 1682 the Governor, Marco Alessandro Dal Borro, authorised the construction of a proper fortified
system further north: the fort dedicated to St. Peter of Alcantara under the supervision of the Grand Duke’s
architect, Pier Maria Baldi (1630-1686)’. The ravelin of St. Mark was built between the latter and Fortezza Nuova,
while the Canale dei Navicelli was redirected, before entering the city, towards the Fosso Circondario, an integral
part of the city’s defensive system.

The buildable area allotted to the Dominicans was located between these three fortified systems while another
enlargement (also designed as an island) involved the partial demolition of Fortezza Nuova (Figure 2). Most of this
area was granted to the Jesuits so that they could build a monastery.

The “Venezia” district was built mainly for the merchant shipping community; it included rentable housing,
multi storey buildings, warehouses and storerooms. The private entrepreneurs supervising its construction
developed a new housing that included large, covered, three-floor warehouses with vaults and pilasters as well
as an underground floor, connected to the moat, a floor at street level and a second floor to be used as residential
accommodation®.

When the famous, French traveller Bernard de Montfaucon (1655-1741) sojourned in Livorno, considered one
of the most important cities on the eighteenth-century Grand Tour, this is how he described the district: “This
extremely well-fortified city has developed day by day; there is a part of the city that has been built and is now
called Nuova Venezia, since there are canals in the middle of the streets™
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FIGURE 2 Development of the “Venezia Nuova” district between the seventeenth and eighteenth centuries

THE ARRIVAL OF THE DOMINICANS

The Dominican Order arrived in Livorno, the cosmopolitan city of maritime traffic and trade, in 1695. Grand Duke
Cosimo II granted them a plot of land in the new enlargement known as “Venezia Nuova” so that they could build
their monastery. The Dominicans considered this district as a perfect area in which to carry out their religious
activities and proselytism. The district was created for the mercantile community and the very diverse population
present in that area were chiefly traders. The monks were rather suspicious of traders because the latter were
more vulnerable to the ‘ultimate sin’: usury.

In fact, in the early eighteenth century several religious complexes belonging to the Jesuits, Trinitarians and
Dominicans, amongst others, were erected in this area. The latter had gradually settled in Livorno. The first
monks - the German missionary Sebastianus Kenap (or Knab, 1632-1690) and the Armenian priest Israyélean -
arrived in 1669; both had been invited by the Congregation for the Evangelisation of Peoples to act as the spiritual
heads of the Armenian community in Livorno™. The monks stayed in a small inn in Via Grande and performed
their religious rites in a small chapel inside Fortezza Nuova'?. Later on, Cosimo III Medici (1642-1723) authorised
the master general of the Dominicans, Antonio Cloche (1628-1720), to set up the first Inquisition Tribunal in the
city. From 1686 onwards it was located in a small alms-house near the church of St. Barbara close to the Pisa
Gate®.

As instructed by the Order, the learned, linguist Dominicans chose to settle in the seaside city of Livorno because
it provided excellent opportunities for evangelisation due to the many ethnic communities living in the city. The
task of the Dominicans was to support the Christian faith, represented by the Catholic Church, in a city overrun
with social and economic unrest. Preaching and apostolic poverty were the arms they used to achieve their goal;
their commitment focused on tangible objectives in a complex social situation that required flexible behaviour and
conduct.

In 1547-1548 Cosimo I de’ Medici (1519-1574) had already promulgated two edicts granting freedom and safety to
foreigners who had decided to settle in Pisa and Livorno because they had problems with the law in other towns.
Foreigners in Livorno included: Jews from the Iberian peninsula, Greeks, non-Catholic Orientals, people from
Provence, Liguria, Lucca, Corsica, England and The Netherlands, inhabitants from the Kingdom of Naples and the
Papal State, as well as slaves, most of whom were Muslims.
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Duty-free trade quickly increased after Ferdinando I (1549-1609) not only issued a series of edicts (beginning in
1590), known as the “Livornine”’, granting privileges to shopkeepers, merchants and artisans, but also named the
city a “Free Port” in 1618 as a subsidiary of Florence’s mercantile activities. This led to a plethora of rather complex
social and religious traditions between Christian, Jewish and Muslim merchants, so much so that it prompted
numerous religious Orders to settle in the city.

The Livornine Laws were to spark an increase in the population in Livorno: the city went from 530 inhabitants in
1590 t0 10,000 in 1606 when Ferdinando I proclaimed the castle-port of Livorno a “City”. In 1690 it increased to
30,000.

It did not take long for the Catholic Church to get organised in this complex situation after being pressured by
the Medici to play an active role in the religious construction of the city. The first to arrive were the Augustinians
in the church of St. John; a few decades later other religious orders arrived, called to evangelise a region where
heresy and apostasy appeared capable of co-existing with Jewish tradition and the Greek-Catholic communities.
All the orders in the city focused on reviving the initial religious fervour to combat its widespread moral and
disciplinary decadence. Undoubtedly the Catholic Church could not intervene to curb this religious tolerance
considered necessary to achieve the Livorno project, but it could keep an eye on the verdicts of heresy: different
populations with different faiths resided permanently in Livorno, but not those condemned by the Inquisition.
The monks’ vow of poverty was a powerful weapon in the battle against heresy; it gave the monks credibility and
freedom of movement, but at the same time made them dependent on all kinds of foundations and the donations
people were often willing to make to save their souls.

The first settlement strategy enacted by the Dominicans appears to be anything but haphazard, instead it looks
like a well-prepared development plan associated with activities linked to the Inquisition and preaching.

Given the demographic and religious situation the Dominicans wanted to ensure their presence, but this required
a permanent monastery, i.e., the complex in the Medici “Enlargement” area. Mendicant Orders always try to
establish themselves in more developed cities and productive areas not only because the latter provided better
settlement prospects from an economic point of view, but also due to the spiritual and social environment in those
areas. Rarely are they to be found in city centres, instead they settled more frequently in recently renovated old
city centres or close to more newly-established areas.

In 1695 Cosimo III, supporter of a rigid Catholic moral, facilitated the establishment of the cenoby in Livorno by
granting the Dominicans a piece of land near the Fort of St. Peter of Alcantara'®. The irregular area where the new
district of the Dominicans was being built is 9,332 square Florentine braccia adjacent to the cemetery"” (Figure 3).

Later on, when the Dal Borro project was being reviewed the surface area was reduced by a third, because “during
the redesign of the enlargement plan of Livorno a decision was taken to narrow the moat and the street and

this required reducing the size of the entire plot assigned to the Fathers”®. The envisaged reduction of 6,674
square braccia changed the shape of the plot and included a street between the area assigned to the monks, near
the cemetery®”. The smaller plot, where the monastery and church were to be built, now required a planimetric
solution to optimise the space available.

In February 1698 the monks pestered the superintendent of housing in Livorno, Matteo Prini, to be given the
area as quickly as possible because they had already “designed and built a model of the new building which had
been sent to Rome to be approved by their superiors”*. The monastery, completed in the first two decades of the
eighteenth century (1699-1720), included a small church dedicated to St. Catherine. The church (now completely
lost) was located in the south-west corner of the monastery.
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FIGURE 3 Livorno, the Dominicans monastery. Survey

The French missionary Jean Baptiste Labat (1663-1738), a Dominican abbot, wrote about events surrounding the
monastery in Livorno while travelling in Italy (1706): “The Preacher Monks, known in France as Jacobins, began to
settle in Livorno in 1704. The Grand Duke granted a piece of land next to the Royal Port to the Congregation of St.
Mark so that they could build a church and monastery. Facilitated by the generosity of the Grand Duke and other
monasteries of their congregation, in 1706 they had begun to build one of the wings of their monastery when I
passed through for the first time. Since then they have successfully continued and in fact in 1716 the monastery is
almost finished and building appears to have begun on the church”?.

Indeed, work on the monastery began after collecting alms and contributions from other Dominicans monks - St.
Mark in Florence, St. Dominic in Fiesole, St. James in San Miniato and St. Agnes in Montepulciano?? - who pledged
to donate 100 scudi each year to maintain the monks in exchange for hosting monks from other monasteries. In
1699 the Dominican building was mentioned for the first time in archival documents when the monks began to
make detailed records of the expenses for the works “to be executed for the construction of the new monastery”
dedicated to the Virgin of the Rosary and St. Catherine of Siena. They began by buying the “stones for the
building”, including bricks, mortar, “sand, beams” left over from the demolition of the nearby Fortezza Nuova®.
The numerous pine trees used as foundation poles were floated down the river from the pine forests of the
“Offitio de Fossi di Pisa”*. In fact, the position of the building along the canal required the use of special building
techniques: these Venetian techniques included, for example, choosing and producing the right poles for the
foundations.
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FIGURE 4 Livorno, “Venezia Nuova”. Dominican monastery with the new church of St. Catherine (right)

The first building was completed in two years. In fact, the monks moved on 12 November 1701 while continuing
to work with all haste on the nearby church of St. Catherine® (Figure 4). The almshouse had to be comfortable in
order to welcome visiting monks; this is how Jean Baptiste Labat describes his stay there: “We were welcomed by
these pious monks with particular kindness and generosity. The prior was from a high-ranking Florentine family
and had lived for a few years in our monastery in Via S. Honoré in Paris. His education and status compelled

him to take special care of us, for which I will be eternally grateful ... The poverty of this new institution had
forced the prosecutor general of the order to ask all the religious who stayed there to pay a per diem of two Giuli,
approximately fifteen soldi, to cover expenses. Although this is a small amount in a city where supplies are very
expensive, the monks never forced anyone staying at the monastery to pay, nor did they force them to continue
their journey when they were unable to pay”2°.

The church covered the fully vaulted room used as a cellar. The first floor, used as a dormitory, could be accessed
using a rather pokey staircase the remains of which could, most probably, be the small flight of steps discovered
during a recent restoration project between the extrados of a vault of one room in the monastery.

Work progressed rapidly so that they could welcome fellow monks from all over the world; this justified the
enlargement of the monastery and the church, decorated with stuccoes and large windows, running along a north-
south axis?. The church has “three naves with pietra serena columns, five on each side, two altars on either side, a
main altar placed on the spot of the former chapel, seven confessionals placed in niches in the walls and a pulpit
and sacristy, all covered in real vaults”?.

In 1711 the church dedicated to St. Catherine was completed and was blessed by the provost of Livorno, Angiolo
Franceschi. The church was now fully functional and since 1712 the rooms underneath had been very profitably
rented to private individuals who used them as warehouses®. In fact, owners of houses in the “Venezia Nuova”
district were allowed to build under their houses and under the road to create cellars with entrances giving
directly into the moat area. These underground depots had palisade walls built using huge poles and groin vaults,
thus making large open spaces in which to store goods?°.

In 1706 Labat realised how important these canals were for communication and transportation: “all the streets
have a canal in the middle with magnificent banks and, from time to time, bridges ... These canals are very
convenient. The tugs transport the goods to the doors of the depots. The goods that are not affected by moisture
are stored in cellars accessed from entrances dug out of the walls of the banks; they are placed well above the
water level so that high tides will not be able to ruin them”".

When the Dominicans needed to enlarge the complex they asked other congregations of the Order for funds while
other worksites in the “Venezia” district also donated some of the materials they needed to continue construction.
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FIGURE 5 Livorno, St. Catherine. Inside the church

A bigger church was built in the nearby kitchen garden. Designed by the architect Giovanni Del Fantasia (1670-
1743), the “foundations of the New Church began to be laid on the feast day of St. Martha, 29 July 1720, and on 17
September 1720 the first stone was solemnly laid in the second pilaster to the right in the evangelical chorus™2.
The new church was used for the first time by the Bishop of Pisa and Livorno in 1721 during a solemn procession
from the old to the new church® (Figure 5).

In the 1740s the first church (no longer consecrated and in a state of neglect) was rented out as a “storeroom”
together with other underground rooms connected directly to the moat area by the same entrance®. These
decrepit and decaying depots® were used to store “grain, fodder and similar supplies”.

Between 1753 and 1758 the three-storey monastery was reorganised to accommodate “two free schools and ... [an]
Oratory for the education of young girls” in one area of the old church?. Building continued until the 1780s in
order to financially exploit the rooms in the monastery complex. These important upgrades were performed to
turn the refectory rooms on the ground floor into “supply storerooms”. All the other rooms in the “Old Church”
along the moat underwent the same refurbishment®* (Figure 6).

Maria Grazia Turco

THE "VENEZIA NUOVA" DISTRICT IN LIVORNO, ITALY - THE ROLE OF THE DOMINICANS IN THE URBAN DEVELOPMENT OF THE CITY
WASTELAND TERRITORIES IN TRANSITION TOWARDS A SUSTAINABLE CROSS-BORDER METROPOLITAN CORE

DOTI: http://dx.doi.org/10.7480/iphs.2016.3.1256



V.03 P.113

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Urban Expansion & Urban Innovation

= — —— : = ot |

FIGURE 6 Livorno, the monastery, 1753-1759. Plans ground floor and first floor

THE SUPPRESSION OF RELIGIOUS ORDERS

During the suppression of the religious orders*, Grand Duke Peter Leopold of Lorraine (1747-1792) issued a motu
proprio on 25 September 1785 ordering the closure of the Dominicans monastery, protectors of Catholic orthodoxy
and opposers of the Jansenist heresy.

While the church was erected in the parish (1790), the complex was assigned to the administration of the
ecclesiastical heritage and in 1786 underwent architectural and functional alterations.

The annulment of the secular confraternities and regular orders, together with their monasteries and convents,
severely affected the social fabric and church buildings; it led to their abandonment or reuse and many pieces of
antique furniture ended up on the market.

An enlargement plan was presented for the Dominican complex; it was to be turned into a public school and
further divided up to create classrooms as well as rooms for the prior, clerics and chaplain.

The monks returned to the monastery for a brief period after Queen Maria Luisa of Etruria (1782-1824) returned it
to the Order. However in 1808 they were again evicted by Napoleon. Under the French (1808-1814) the monastery
was used as the city prison after an order was issued by the Tuscan Junta on 19 September 1808. It has continued
to be used in this manner until very recently*’.

On 9 April 1811 an Imperial Decree assigned the building of the Dominicans in Livorno to the Commune; in fact,
the decree established that departments, districts or communes could freely use buildings as courts or public
education facilities.

In 1815 the monks returned to the city after restoration of the old Grand Duchy, but the motu proprio issued by
Ferdinando II (1769-1824) on 4 April 1817 only assigned the Dominicans the new church and part of the monastery
not yet used as a prison*. From this moment on, the complex gradually underwent important alterations that
changed the monastery forever*.

However, there were limits to how a pre-existing monastery could be used as a penitentiary. A report by a “visiting
commission” on 8 November 1897 highlighted the dire conditions of the prisons due to the extremely small cells.
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Nor did the situation improve in the twentieth century; the prison remained overcrowded and unhealthy hygienic
continued to prevail due to the insalubrious air of the moats that facilitated the spread of contagious diseases.

Between 1948 and 1950 the prison complex was damaged during an aerial bombing attack, while on 1-2 April
1950 the complex was hit by an earthquake. This prompted further reconstruction and alterations including the
additional floor and the enlargement of the women’s wing*:.

After such an eventful past, the building was given a new lease on life in 1984 when the correction facility was
transferred to the new Prison. The building was earmarked to become the new State Archive. Since 2001 the
project is part of the historical and architectural system of the city of Livorno for the recovery of historical
buildings.

CONCLUSION

By using unpublished sources the study has provided new data regarding the foundation and development of the
Dominican monastery; the latter is crucial if we are to obtain more in-depth data about the settlement dynamics
of religious communities during this period of massive economic and social growth.

Notwithstanding the different, specific characteristics of the site, the Dominican complex has recurrent uniform
features that more often than not reveal that the architectural model changed continuously, influenced as it was
by its surroundings closely linked to the customs and ideals of the religious community. The fact it is now an
Archive housing historical documents regarding Livorno from the late sixteenth century to the second half of
the twentieth century bears witness to the conservation project implemented to preserve a unique and priceless
cultural heritage.

That said, any other alternative should allow the community to take it over and open the complex since it not
only testifies to its own history, but also to the culture of a multi-religious and multi-ethnic city that still contains
documents and important remains. These structures are all linked to the communities of foreigners who passed
through or worked in the free port of Livorno up to the second half of the nineteenth century. The city has a long
tradition of cohabitation, at times dialectical but never banal. This cohabitation has always been based on the
merger of very diverse cultural and spiritual heritages which, however, was inspired by a common economic and
social perspective.
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NORTHERN ISTANBUL PROJECTS:
A CRITICAL ACCOUNT

Evren Aysev Denec¢

Istanbul Bilgi University

As an urban settlement dating as early as 8000 years ago, and the capital for Byzantine and Ottoman empires; Istanbul has been a significant
global city throughout history. The most drastic changes in the macro form of Istanbul have taken place in the last seven decades; starting from
1950s with rapid industrialization and population growth; pacing up after the 1980s with the efforts of integration to the global capitalist system;
reaching to a climax in the 2000’s with the adaptation of a neoliberal urban regime. Today, the rate of urbanization, together with land speculation
and real estate investment has been growing enormously. Every inch of urban land is conceptualized as a commodity to be capitalized upon.

This neoliberal mindset has many controversial implmentations, from the privatization of public land to the urban transformation of historical
neighborhoods and consumption of natural resources. City planning decisions have been mainly top down initiations; conceptualising historical,
cultural and natural heritage as commodities to be capitalised and consumed in favour of creating rent value.

One of the most crucial implementations of this neoliberal urban regime, is the project of establishing a “new city” around northern Istanbul;
together with a number of large scale infrastructural projects such as the Third Bosporus Bridge; a new highway system, a Third Airport Project
and a secondary Bosporus project called the “Canal Istanbul”. Urbanizing northern Istanbul is highly controversial as this area consists of major
natural resources of the city; being the northern forests, water supplies and wild life; which are bound to be destroyed to a great extend following
the implementations. The construction of a third bridge and a third airport began in 2013, despite environmental objections and protests. Over
five hundred thousand trees are planned be cut for solely the construction of the bridge and the Northern Marmara Motorway. Yet the real
damage will be the urbanization of the forest area; irreversibly corrupting the natural resources and attracting millions of additional population
towards Istanbul. Furthermore, these projects lack an integrated planning scope as the plans prepared for Istanbul are constantly subjected to
alterations forced by the central government. Urban interventions mentioned above are executed despite the rulings of Istanbul Environmental
plan by top down planning decisions. Instead of an integrated action plan that prepares for the city’s future, Istanbul is governed by partial plans
and projects issued by a profit-based agenda; supported by legal alterations and laws issued by the central government. This paper discusses

the ongoing implementations of northern Istanbul; claiming they are not merely infrastructural interventions but parts of a greater neoliberal
urbanization strategy. In the course of the study, a brief account on the northern forests of Istanbul are presented first. Then, the projects are
discussed in detail, addressing how the current planning schemes deal with the natural heritage of the city. Lastly, concluding remarks on how the
implementations could affect the future of Istanbul are presented.
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GARDEN CITIES AND SUBURBS IN
BRAZIL: RECURRENT ADAPTATIONS
OF A CONCEPT

Renato Ledao Rego

State University of Maringd

What is the contribution of the garden-city idea to urbanisation in Brazil? Focusing on several layouts for new towns and suburbs designed along
garden-city lines all over the country throughout the twentieth century, this paper will show that the garden-city concept was adapted to various
purposes and different contexts and will present a panorama of recurrent adaptations. As a conclusion, the paper will stress that the fashionable
garden city was mostly and extensively used as a way of achieving modernity, a civilising instrument, a real-estate venture, a potent regional
planning tool. It was adopted not because of effective urban-reform initiatives or genuine social problems; it was mainly embraced for stylistic
convenience, ideological principles, and as a marketing strategy.
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INTRODUCTION

The garden-city idea invigorated planning initiatives in Brazil while swept through the world. The garden suburb
was the first version of the idea to be locally disseminated in the 1910s; two decades later, whole new towns were
being designed upon the garden-city layout and a huge private land-development enterprise was considering

the social city scheme for a regional planning proposal; later on a capital city and spa town were also designed
following the same path. Afterward, private and governmental colonisation schemes in pioneering agricultural
zones adapted the satellite town concept.

While major projects for urban improvements in the most important Brazilian towns evoked images of Paris, new
residential areas were also being designed according to the formal principles of the garden city,? for everything
‘English’ was highly appreciated in early XX-century Brazil, when a kind of informal British imperialism was still
being experienced.’ Moreover, an outward-looking economic orientation within South America had also brought
about an association by local elites of ‘modern’ with everything foreign, whereas ‘traditional’ remained associated
with activities linked to domestic production.* Furthermore, the creative and dominating role played by world
metropolises endorsed urban globalisation to the point that cultural deference and native aspirations encouraged
local initiatives for foreign models, reinforcing the international circulation of ideas.®

Though resulting from a specific set of historical circumstances,® the garden city ended up being re-used in
different contexts and for new reasons. From its initial appearance in Howard’s book, Tomorrow: a peaceful
path to real reform (1898), and its ‘classic’ implementation at Letchworth, the garden-city idea found fertile soil
worldwide, though its international dissemination did not strictly follow the original proposal. The garden-city
movement thus popularised ‘country’ aesthetics; the lanes and cul-de-sacs designed by Raymond Unwin ‘became
the exemplar for hundreds of “garden-type” suburbs and developments catering to this need to partake of
“country” in territory that was by no stretch of the imagination any longer countryside’’

As a point of fact, Atlantic crossings provided a kit of planning tools, some of which lay unused while others
were eagerly taken up, and others still were transformed.® The garden city’s dissemination proved that Howard’s
model was capable of being reinterpreted to suit local climates and cultures.® As noticed elsewhere, a selective
application occurred during its process of global diffusion, as well as a shift in emphasis from social reform to
physical planning.”’ In fact, ‘the more that the original blueprint was mediated through various disciples of the
cause, and the more that cultural factors came into play, the greater was the degree of deviation’" For planning
ideas are not imported and put into use as easily as a material object; it rather involves emulation, rejection,
combination, and transformation. Indeed, the movement of ideas - from person to person, from situation to
situation, from one period to another - necessarily involves processes of representation and institutionalisation,
which are different to those at their point of origin.’> More commonly, foreign cultural aspects are partially
accommodated, partially rejected, and transformed by their new uses and their position in a new time and place.

With no specific association in Brazil, the garden-city concept was mainly disseminated through isolated personal
attitudes and international intercourse. In 1917 Victor da Silva Freire, the engineer responsible for Sao Paulo city
planning, lectured on the garden city idea at the local engineering institute after having visited Letchworth Garden
City and Hampstead Garden Suburb in 1910 - probably one of the earliest references to the British planning

idea in Brazil. In that very year Barry Parker disembarked in Sao Paulo, where he designed some new residential
areas, including Jardim América. However, from 1930s onward Brazilian planning culture also assimilated the
garden-city idea through less direct sources, particularly via imported specialised texts (such as those published
by Werner Hegemann, Karl Heinrich Brunner-Lehestein, and Georges Benoit-Lévy besides those by Ebenezer
Howard himself, Raymond Unwin, Thomas Adams and Charles B. Purdom); international conferences and

fairs; the contact with foreign consultants (namely Joseph Antoine Bouvard, Alfred Agache, Giacomo Palumbo,
Father Lebret, Josep Luis Sert, Paul Wiener, Robert Moses and Constantinos Doxiadis); the knowledge of French,

Renato Leao Rego

GARDEN CITIES AND SUBURBS IN BRAZIL: RECURRENT ADAPTATIONS OF A CONCEPT

WASTELAND TERRITORIES IN TRANSITION TOWARDS A SUSTAINABLE CROSS-BORDER METROPOLITAN CORE
DOTI: http://dx.doi.org/10.7480/iphs.2016.3.1257

TOC



V.03 P.121

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Urban Expansion & Urban Innovation

German, Italian and American planning practices as well;*® and, more importantly, the roles of (national and
international) model cities and native aspirations, which helped stimulate the mirroring of progressive ideas and
modern practices.

Focusing on several layouts for new towns and suburbs designed on garden-city lines all over the country along
the twentieth century, this paper will show that the garden-city idea was adapted to various purposes and different
contexts in Brazil and will present a panorama of its recurrent adaptations. The paper is divided into three
different sections according to the design scales: the suburb layout, the regional planning and the design of entire
new towns, so that their physical and symbolic aspects can be noticed.

NEW NEIGHBOURHOODS IN TRADITIONAL URBAN SETTINGS

Early Brazilian garden suburbs are related to urban modernisation, healthier environments and ‘aristocratic’
way of living. The ‘modern’, greener and ‘chic’ new neighbourhoods boosted the real state market, inspired the
creation of company suburbs and occasionally served as governmental propaganda.

Jardim América, probably the first garden-city initiative in Brazil in 1917, was originally ‘a middle-class enclave, not
a comprehensive endorsement of the Howardian ideals of a self-contained settlement’, and the local requirement
for detached houses mitigated the enclosed spaces created by groups and terraces, found in the English
interpretation of Camillo Sitte." Its original semi-public internal gardens were progressively being eliminated for
Brazilians tended to consider gardening in a different light to Britons: as descendants of a slavery society, there
was no dignity in outdoor manual work;" besides, neither homeowners nor the municipality felt responsible

for the Victorian gardens laid out by Parker, which led to the re-parcelling of the areas, eliminating the original
internal gardens.!® As a result, plots ended up being walled off, leaving just a few aspects of the original garden-
city layout intact - the winding tree-planted streets and the substantial green areas. Moreover, the affluent people
who could afford to live in such a remote area tended to be fond of French-style luxury palaces rather than of the
house styles seen in Letchworth Garden City and Hampstead Garden Suburb. Yet, the first Brazilian garden suburb
affirmed the successful transference of British garden suburbs to a tropical milieu, and its adaptability to the local
conditions.”

FIGURE 1 Nova Manchester Garden Suburb, 1924
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Many speculative builders and land developers were inspired by the Jardim América venture, and Pacaembi (1919),
Alto da Lapa (1921), Jardim Japdo (1922), Chdcara da Modca (1923), Jardim Europa (1923), Vila Maria (1923), Vila
Nova Manchester (1924. Figure 1), Parque Edu Chaves (1926), Jardim Saude (1938), Vila Campesina (1947) and

Vila Formosa (1947) are just a few garden suburbs create in Sao Paulo city. Jorge de Macedo Vieira, who was an
intern of The City of St. Paul & Improvements Freehold Land Co Ltd when they hired Barry Parker to lay out
Jardim América, designed most of those new neighbourhoods; actually, Vieira was responsible for the layout

of 1,300 ha of new residential areas, besides the design of four new towns (Aguas de Sdo Pedro, Pontal do Sul,
Maringd and Cianorte, which make 2,800 ha), as we will present later on. Likewise, in the increasing urbanisation
and modernisation context of early twentieth-century, other Brazilian cities sprawled by adding the unusual,
contrasting and thus modern layout of garden suburbs to their more traditional urban forms; this was the case of
Cidade Jardim Fazenda Velha (late 1930’s) in Belo Horizonte; Vila Recreio (1929) in Rio Grande do Norte; and Vila
Balnedria Nova Belém (1927), Vila Cristo Redentor (1930), Balnedrio de Ipanema (1930) and Vila Conceicdo (1940) in
Porto Alegre.

Company suburbs also evoked garden-suburb aspects.® Pioneer Vila Operdria was created in 1919 in Niter6i, Rio
de Janeiro, for the employees of Companhia Commercio e Navegagdo. The new district designed by Angelo Bruhns
de Carvalho included school, church, medical facilities, warehouse and accommodation for bachelors, among

158 houses for employees: single or double-family chalets in a picturesque scenery of winding roads. Bruhns de
Carvalho followed Unwin’s planning manual while Port Sunlight was among his planning models."”

Differently though, Vila IAPI, in Porto Alegre (Figure 2), stands out as a result of the federal government policy
for social housing in late 1930’s along with an adaptation of the garden-suburb ideal. President Vargas aimed at
boosting an urban-industrial, capitalist society by strongly intervening in many aspects of Brazilian economic
activity. Thus, national retirement funds (IAPIs) were destined to foment real state market by financing the mass-
production of social housing.?’ The sixty-seven-hectare new neighbourhood for working class presents single

and double-family chalets and multi-family three-story buildings arranged in an organic layout, among tree-lined
winding roads and parks that, according to the engineer Edmundo Gardolinski, would ‘permit the development of
an integral and healthy life’*

In general, informal pattern of roads and greenery represented both modern and healthy environments for
residential areas. However, certain City Beautiful features can be noticed when the bucolic, countryside image
of garden suburbs did not solely correspond the longed image of progress. That is the case of Campina do Derby
(1922-1926. Figure 3), in Recife: a new neighbourhood created to expand the town, occupy an inhospitable area
and accommodate a new military base; the grand project was used for governmental propaganda as a sign of
progress.*

The ‘discourse of distinction’ was usually applied to the launching publicity of these new suburbs, mostly eminent
upper and upper-middle class neighbourhoods. The posh Jardim América was described as a ‘chic suburb’ (bairro
chic) and a ‘noble suburb’ (bairro nobre), enabling each of its residents to become a ‘privileged man’?* Likewise,
Shangri-ld (a suggestive name for a garden suburb) was marketed in 1952 as the first ‘aristocratic residential
neighbourhood’ in Londrina, a new town created in 1931;* interestingly its houses were styled according to
mid-twentieth century modernist/rationalist taste. Thus, these new neighbourhoods clearly embody what

Robert Fishman has called the bourgeois utopia.?® All in all, somewhat distant from the idea of Howardian social
reform and more closely related to lush green planned residential environments, Brazilian garden suburbs can be
understood as the emulation of a stylish image.
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FIGURE 3 Campina do Derby, 1922-1926.

V.03 P123 Renato Ledo Rego
GARDEN CITIES AND SUBURBS IN BRAZIL: RECURRENT ADAPTATIONS OF A CONCEPT
WASTELAND TERRITORIES IN TRANSITION TOWARDS A SUSTAINABLE CROSS-BORDER METROPOLITAN CORE
DOTI: http://dx.doi.org/10.7480/iphs.2016.3.1257




V.03 P124

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Urban Expansion & Urban Innovation

PRIVATE AND GOVERNMENTAL COLONISATION ENTERPRISES

Along with the proliferation of garden suburbs all over the country, accelerated urban growth and
industrialisation forced the ‘reconstruction’ of town planning notions and practices put into use in Brazilian cities
in 1930s, which included aspects that are rooted in the garden city model.?® The two most eminent planners of Sao
Paulo, engineers Francisco Prestes Maia and Luiz Anhaia Mello, albeit in different periods, somehow employed
ideas from the garden city movement in their planning proposals for the city’s metropolitan growth. Maia, in

his 1930 Plan of Avenues, emulated the ‘park ring’ proposed by Barry Parker; he also brought up the satellite
towns scheme as remote agglomerations of limited area, but complete in themselves, which ‘receive preferably
the character of the garden city, according to the land price; at the same time he criticised urban sprawling

and concluded that ‘garden cities are only appreciated by intellectuals’?” Mello, on the other hand, proposed

the construction of two garden cities, each of 60,000 inhabitants, in order to solve the problem of metropolitan
growth. For him, it was time to ‘choose between making 120,000 citizens materially and spiritually happy in

the graceful and confortable environment of the garden city, or simply increase the number of victims of the
metropolitan chaos, a path to national suicide by negligence’?®

These two engineers - as well as Macedo Vieira - graduated from, and taught at, Sdo Paulo polytechnic school,
where modern planning ideas were lively debated. Two other engineers graduated from that school belonged

to Companhia Melhoramentos Norte do Parand board of directors, a company responsible for a huge private
settlement enterprise that founded dozens of new towns in a pioneering agricultural frontier. Their urbanisation
policy adapted the English satellite-town scheme, comprising a hierarchical system of urban settlements.?

Companhia Melhoramentos’ colonisation scheme and planned settlement venture in Parand state were initiated

in 1924 by a British company, which adapted the garden city repertoire to a new agricultural region and, less than
five decades later, had settled one million people in 1,200,000 ha, in what was considered to be ‘the greatest private
colonisation experience in Brazil’*® Originally it adapted Ebenezer Howard’s regional planning scheme (Figure 4),
namely the social cities concept, which was later on turned into a satellite towns’ scheme in which Maringa was to
be one the regional centres.*

Companhia Melhoramentos’ successful results turned it into a planning model for other colonisation enterprises,
which also featured hierarchical, inter-connected urban settings, closely related to rural areas, and green belts. In
northern Mato Grosso state, a cluster of new towns founded by a private company in early 1970s was based on that
regional planning concept.*? In unison, a governmental plan targeting land reform via settlement and colonisation
in northern Brazil agricultural frontier proposed an urbanisation scheme along the Transamazonian highway that
featured similar regional planning.* The colonisation scheme for the Amazonian region, named Rural Urbanism
[Urbanismo Rural], built a series of hierarchical, connected, regularly spaced urban settlements that were to
stimulate agriculture in small rural plots and bring the benefits of town life to the countryside. Thirty rural villages
and one small town had already been built by 1973, eleven more villages were being created and a medium-sized
town was under construction in Par4 state, along nearly 1,200 km of highway, in an area of roughly 2,400,000 ha.**

While in the Amazonia settlement new towns were designed according to post-Brasilia functionalist planning
ideas in northern Parand two regional centres were laid out upon garden-city lines: Maringa and Cianorte.
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FIGURE 4 Northern Parand regional planning featuring the social city idea.

URBAN SETTLEMENTS IN PIONEERING AGRICULTURAL
ZONES, A CAPITAL CITY AND A SPA TOWN

The layouts for Maringa (1945-1947) and Cianorte (1953. Figure 5) clearly reproduce Unwin’s recommendations to
artistically design a new town. When Macedo Vieira designed those towns he already had a reputation as a designer
of modern, garden-city-like towns and suburb layouts. According to Vieira himself, in Maringa he intended ‘to
design a modern town. A town whose street layout didn’t obey the grid that the Portuguese had taught us, had
bequeathed in the colony’** - which meant the picturesque, irregular street pattern taught to him by Parker.

The layout of Maringa presents different influences combined in a harmonious style. Combining with planning
notions by Camillo Sitte, Saturnino de Brito, Werner Hegemann, Nelson Lewis, Jean Claude Nicolas Forestier, and
Frederick Law Olmsted, it depicts the image of the garden city’s physical model and, consonant with it, features of
the City-Beautiful movement, particularly the placement of a civic centre at the core of the urban form and Beaux-
Arts characteristics in the design of the public gardens. Regarding the city as an organism, the layout reveals a
functional hierarchical street system, with the unusual roundabouts, wide winding avenues, principles of zoning
(especially for residential and industrial areas), and multi-nuclei urban structure.

Nevertheless, the most impressive element of the plan was certainly the civic centre: a symmetrical grouping of
public buildings at the end of a wide palm-tree-planted boulevard that connected the train station to the main,
central public area. Crowned by a crescent, the main square was to be adorned with fountains and parterres.

In fact, the implemented layout actually depicts a fairly functionalist square layout surrounded by avant-garde
modernist buildings. Around the civic centre, positioned on a plateau, the gridiron endorses the convenient
classical formality of the administrative and central commercial area of a regional capital city; beyond it,
residential areas present a picturesque image as street patterns are irregular and less formal, leading to small and
intimate secondary commercial centres with enclosed squares. Vieira, once again, insisted on large residential,
single-house lots with a conspicuous number of public squares, rather than on internal semi-public gardens,
which were not viable in a land speculation enterprise.

The grandiloquent layout for the new capital city of Goids state had also combined garden-city notions and City
Beautiful features. Attilio Corréa Lima designed Goiania in 1933 according to site conditions, traffic improvement
recommendations and zoning specifications, as well as Beaux-Arts principles of formal composition.
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FIGURE 5 Cianorte, 1953. FIGURE 6 Goiania, civic centre, 1933

Goiania’s classic central arrangement of three convergent boulevards (Figure 6), inspired by the layout of
Versailles, Karlsruhe and Washington,* clearly set the civic centre at the core of the new capital city, with the
expected pomp arising from the grouping of governmental buildings. On the grand boulevard, whose exceptional
width and luxurious aspect would suit parades and civic festivals,* tropical palm trees were to enhance the
monumentality, while a transversal fourth avenue would define the commercial area. Clearly the focal point of the
town layout, the civic centre was set on the highest area of the site for aesthetic and symbolic effect.

Despite formal historical references, the layout also depicts modern, functional town planning values, particularly
those expressed by the circulation system put forward by Eugéne Henard. Nevertheless, a parallel primary target
was the creation of a green urban environment. Lima had laid out a network of parks and parkways in order to
preserve natural environments and improve the quality of urban life, and, according to his plans, tree-lined streets
and squares were to be widely planted. This would tame the searing heat during the extended dry season that
normally affects the region.*® Tree-planting and landscaping were essential elements of the English garden-city
image, and its idyllic, healthy, park-like appearance was a recognised model for Lima’s design for Goiania.

Partially implemented, Goiania’s layout was revised in 1936 by the civil engineer Armando Augusto de Godoy, who
had just replaced Lima as the town planner in charge of this governmental enterprise. Godoy was primarily known
as an advocate of modern town-planning ideas, whose writings helped to disseminate the garden-city model

by arguing that Howard’s idea was ‘an admirable project for the people, raising them to the level of a modern
civilisation, educating them and guiding their activities in the right direction’. And the garden city, according

to him, was ‘the most perfect creation of our time’ for establishing, among other things, the most extended
contact between town inhabitants and nature.* Godoy reinforced the garden-city aspects of Goiania’s original
plan, preserving much of the initial proposal, though he believed that classical layouts could no longer withstand
the demands of modern cities. The town expansion proposed by Godoy depicted a new middle-class residential
neighbourhood whose layout was based upon an irregular, organic urban tissue, unusual super blocks, cul de sacs,
and the total separation between cars and pedestrians - as had happened in Radburn, USA, - a ‘garden city for the
motor age’.*’
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However, Godoy neglected a major local cultural aspect in the design of the new neighbourhood: the habitual
relationship between the house and the plot area, with the front door facing onto the street. In his layout, the
main entrances to detached single houses were to be positioned facing the superblock-interior parks, while

back entrances would face the internal lanes. The foreign pattern was not compatible with the local tradition

of providing houses’ main facades with straight, visual and physical communication to the street, which led to

a distortion of the plan right from its implementation. Thus abandoned, the remaining marginal semi-public
green areas became the destination for illegal waste-disposal and illicit activities, and the eventual location of the
surrounding buildings left no sign as to their original purpose.

Otherwise, Aguas de Sdo Pedro presents a more picturesque townscape. For aspects of British villages were
traditionally found in spa towns in Brazil, notably the usual cottages and the ‘arranged disorder’ of the jardin
anglais, and the marriage between town and country offered by the British garden-city idea was an additional,
important promotional force for this sort of development as long as it could appeal to a select public interested
not only in cures and leisure, but also in the benefits of a high-quality environment. Bearing that idea in mind,

the developers of Aguas de Sdo Pedro intended in 1936 to build a new health-town model for South America in Sio
Paulo state based upon modern principles of medicine, sanitation, and town planning. Thus, the garden-city model
was applied to the layout of the Aguas de Sdo Pedro spa town in order to enhance the relationship between nature
and urban settlement, setting up vast green areas, park-avenues and tree-lined boulevards as a means to attract
tourists. The foreign planning model added greatly to the building of scenery befitting the needs of quietness and
contemplation, and the local newspaper proudly announced a town designed according to the ‘patterns of famous
European spa towns’.*

A park system was the backbone of the town, settled in a valley, proving Macedo Vieira’s ability of enhancing the
sites’ particularities. Aguas de Sdo Pedro was located close to the spring between two parks, which were connected
by a 100-meter-wide avenue, set alongside the open canal. The upstream park surrounded the main buildings
(hotel, casino, spa, swimming pools, gazebos, etc.) and offered a picturesque four-kilometre path through English-
style gardens, while the downstream park was created to avoid flooding.**> Tree-lined winding streets meandered
from the town centre and the commercial zone and continued throughout the main residential area, where plots
accommodated single or semi-detached houses, no higher than two stories, set back from the front boundaries of
the plots; and carried on up to a posh residential neighbourhood, where larger plots bordered streets on both their
front and rear boundaries. Residential lots were to be enclosed by either hedges or low, discrete fences in order

to maintain the garden-city style. Initially, residential lots were 600 square meters, but later, unfortunately, they
were halved, interfering with the overall picturesque aspect of the town.**
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CONCLUSION

The garden-city concept contributed to the changing image of Brazilian towns in a period of intense urban
modernization and expansion. The local planning culture absorbed physical aspects of the garden city, as well as
other planning notions.

According to the examples discussed, the garden-city model fashioned by the prestigious British thus came to

be used in Brazil as a way of achieving modernity, a civilising instrument, an efficient planning tool, a real-estate
venture. Derivatives of the garden-city image were adopted not because of effective urban-reform initiatives

or genuine social problems: they were mainly embraced for stylistic convenience (as the most aesthetically and
functionally appropriate image for an exceptional urban settlement such as a spa town); for ideological principles
(as the best modern prescription for a healthy and high-quality urban form); as a marketing strategy (as the novel,
modern town layout in contrast to the traditional, ordinary grid); and as a potent regional planning scheme for
colonisation enterprises where new towns were to be created.

The sophisticated way the garden-city idea dealt with nature within the urban form also suited different proposals
and local interests. Urban parks, abundant open spaces, and parkways were tools for building an uncommon
urban beauty - be it in a bucolic spa town, a modern capital or even in a private settlement town built in a
deforested area. The copious green areas and tree-lined streets not only created pleasant townscapes but also
improved tropical urban climates. The conformation of the urban settlement according to site conditions was
indeed a technical improvement. And along with low population density and larger lots, the irregular street layout
was to produce a trendy, modern urban environment.

Nevertheless, physical town planning was a welcomed sign of progress usually associated with industrialisation
and urban overcrowding, and the picturesqueness of the garden city ultimately conveyed a rural aspect to the
townscape, threatening the ‘civilisation’ process.** But this did not compromise the supposed image of progress of
the garden cities and suburbs, for combining different planning traditions and ideas they ended up being better
balanced with formal arrangements, modern wide avenues and boulevards, functional roundabouts, park systems
and a touch of beaux-arts urbanism and City Beautiful monumental grandeur and elegance.
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TRANSFIGURATION OF URBAN
CENTERS AND THE MODERNIZATION
OF PORT LOGISTICS IN

YOKOHAMA CITY, JAPAN

Nobuharu Suzuki

Urban planner, Department of Urban Engineering, University of Tokyo.

Today port cities are facing worldwide port logistic competition and are required to have an appealing urban center not only for citizens but also
for domestic/international tourists.

Therefore, the land-use change and redevelopment of old port area have been the common issues to be tackled among those cities for these several
decades. In Japan, Minato Mirai 21 in Yokohama City is known as the most successful case of waterfront urban redevelopment. The purpose of

this study is to examine the process of the redevelopment, especially focusing on its early period. Yokohama is the one of the major port cities in
Japan and its history starts from 1859 when the port was constructed by Edo Shogunate as one of the first five ports open to the Western countries.
Therefore, the development of port has strong influence upon the planning of urban centers. Especially, the modernization of port logistics started
in 1950’s accompanied by the introduction of container-system, and required not only the modernization of port facilities but also the change of

its location and scale. The oldest part of port, neighboring old downtown, was not suitable for container transportation and expected to be less
used. Accordingly, the plan of urban center in Yokohama had to be renewed and “Urban Rehabilitation Project (URP)” was proposed as one of

“6 Major Projects” that was announced by Yokohama City in 1965. The original ideas of these projects were planned by Kankyo Kaihatu Center
(KKC), pioneering planning firm established by Takashi Asada, former assistant of Kenzo Tange and honorable chairman of Metabolism Group. The
chief planner of this project was Akira Tamura, who became the head of the head of Planning and Cordination Bureaux of city government later

in 1970’s. Based on this plan, urban redevelopment project called “Minato Mirai 21 (MM21)” was started at the beginning of 1980’s. In this paper,
author tries to clarify the planning process of “6 Major Projects” and reviews the concept of this “Urban Rehabilitation Project” by examining the
report proposed by KKC. As the result of the study, following points were identified; 1) 6 Major Projects were proposed as an integrated solution

to cope with the expected change of industrial structure and modernization of port logistics, 2) the original ideas were mainly planned by Akira
Tamura but some conceptual ideas like ‘master program’ and ‘urban axis’ are proposed by Takashi Asada.
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THE RHETORIC OF “PROVISION™:
PUBLIC AND POLITICAL DISPUTES
OVER PORT PLANNING IN HAMBURG
IN THE 1970S AND 1980S
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Urban development projects are usually specific. There is a concrete designation of what the land is going to be used for, what buildings will be
built and what infrastructure will be required. This enables a meaningful discussion of the proposed concepts and the balancing of public and
particularistic interests. But what happens when areas are designated for development and cleared of inhabitants as a measure of economic
“provision,” without a precisely defined purpose and with a time schedule stretching decades into the future, and when the underlying ideology
of economic growth is called into question? This paper will discuss this question in the form of a historical case-study on port expansion in the
North German city state of Hamburg in the 1970s and 1980s. It will shed light on public and political conflicts, some of which were the result of
particularities of port planning in general, some were the result of specifics of place and time. It will focus on rhetorical strategies used to bridge
the ideological gap between politicians, port planners, environmentalists and private citizens directly affected by the expansion plans.
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INTRODUCTION

Many historians currently focus on the 1970s as a watershed in the economic and social history of the second
half of the twentieth century. With the first oil crisis of 1973/74 roughly twenty years of uninterrupted economic
growth in Western Europe and the United States came to an end. “After the boom” the 1970s and the following
decade were not only marked by a new economic scenario of deindustrialization and rising unemployment but
by a variety of profound changes on many levels of politics and society.! The emergence of new social movements,
in particular the rise of the environmental movement, had important consequences for many areas, not the
least urban and infrastructure planning. Urban development and the building of infrastructure, from hospitals
or schools to power plants and transportation, were no longer a matter of experts and government officials
alone. New stakeholders made themselves heard in public and subjected projects to scrutiny.> Today there are
administrative instruments and processes in place that ensure public participation and attempt to balance out
general interests and individual needs, but in the 1970s and 1980s conflicts played out in less structured ways.?

The following article is presenting a case-study on the conflict over port expansion in the German city state of
Hamburg and the framing of the contemporary public discourse about it. It is based on a broad survey of archival
sources, parliamentary debates, and contemporary journal and newspaper articles. In the 1970s protests against
the expansion of the port of Hamburg, one of Europe’s biggest seaports and an important pillar of the local

and regional economy, flared up by residents of the area in the Southwest of the city that was to be evacuated

and prepared for use for the port. Critics questioned the ideology of economic growth that lay at the base of

the expansion plans. Peculiarities of port planning, especially the long time horizons and the indefiniteness of
projections on future cargo development, put additional pressure on Hamburg’s government, the Senate.* The
political and economic leadership of the city responded by devising a rhetorical strategy to overcome public
resistance that revolved around the term of “land provision” (“Flachenvorsorge” in German). This strategy can

be described as an early attempt at solving planning legitimacy issues through communication.® The seizure of
private property in the villages of Altenwerder, Moorburg and Francop for the port was justified in countless
public statements of the Senate and port-related interest groups like the Chamber of Commerce as a measure

of “provision,” indispensable for the economic well-being of the entire city. This calls for a closer look and an
explanation, since the term is not often used with regard to planning in economy and infrastructure but is
primarily linked to social, public health, or environmental policies. Here the term and its underlying concept of
restricting risks of modern life has become increasingly important in the second half of the twentieth century and
is usually connoted positively.®

Moorburg and Francop are still partly residential areas, not because of the protests but as a result of unforeseen
changes in transportation economics, whereas in Altenwerder in the 1990s — more than a decade later than originally
anticipated - a huge container terminal was built. Nevertheless, in retrospect the strategy of the Senate to take
advantage of the positive image of “provision” for port planning must be considered a failure. Today expansion
projects in city ports worldwide are difficult to implement, and “negative externalities” of port expansion especially
from an environmental perspective are broadly discussed and even mathematically measured in the literature.”

PROVIDING LAND FOR THE PORT OF HAMBURG

Provision in the port of Hamburg since the late 1950s has meant “land provision:” the purchase or expropriation
of property and its preparation for the expansion of the port. It took place not only at a specific location - for
geological reasons south of the river Elbe and to the West of the existing port -, but the identification and legal
and physical transformation of (parts of) the urban space itself was the act of provision. It was not about port
planning in general and concepts for the future, which could have also related to the technical equipment of the
quays, the organizational structure of the port, or the development of new markets. Since the land in the port of
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Hamburg was (and is) owned by the city and the municipal enterprise of the “Hamburger Hafen- und Lagerhaus-
Aktiengesellschaft” (HHLA) was closely linked to the Economics Ministry and in charge of the day-to-day
operation at the quays, the state played a central role in all port matters.®

A first attempt at expanding the port in the Southwest of the city was made in 1929, when the city state of Hamburg
reached an agreement with neighbouring Prussia to expand the port onto 4,500 hectares of Prussian territory,

but because of the economic downturn of the Great Depression it had no consequences. The same was true for

the expansion plans of the Nazi era: The “Greater Hamburg Act” of 1937 had incorporated the areas in question
into Hamburg to allow for self-determined port planning, and the “General Development Schemes” of 1941 and
1944 envisioned extensive port expansions, but in World War II they were not executed. In the interwar years, city
officials and their planning experts felt no need for devising a line of argumentation to convince the public and
especially the inhabitants of the affected villages of their concept - they simply announced their intentions.’

After the massive destruction of port installations in the war, in the post-war period and the reconstruction years
port expansion was not an issue. Only in the late 1950s, when the annual cargo throughput of the port surpassed
the previous peak of 1928, port expansion became relevant again, not the least because other European ports
identified new areas for dealing with the growth of cargo handling and for attracting more port-related industry.
In Hamburg the expansion of the port was supposed to strengthen its economic position and make sure that it
would not fall behind in the competition with its direct rivals Bremen, Rotterdam, and Antwerp. This seemed
particularly urgent after the loss of part of much of its hinterland in the East because of the Iron Curtain.”

THE “PORT EXPANSION ACT" OF 1961 AND ITS CONSEQUENCES

On October 30, 1961, Hamburg’s state parliament passed the “Port Expansion Act,” which designated 2,500
hectares of land in the village of Altenwerder and in neighbouring Moorburg and Francop as “port expansion
area” The people living there were subjugated to constricting regulations and in perspective to resettlement. In
addition, Hamburg traded with the state of Lower Saxony harbour rights it held in Cuxhaven in exchange for the
Elbe estuary islands Neuwerk and Scharhorn, which were being considered as a location for a new deepwater port
more than 100 kilometres away from the existing upstream port. For a variety of economic, financial, and political
reasons, this port was never built though."

It was in the context of the activities in the early 1960s, that officials introduced the phrase of “provision”.
Friedrich Miihlradt, the director of the municipal Port Construction Office, argued in his concept for port
development in August 1960, that in view of the growing worldwide flow of cargo and its structural changes, it had
“become necessary to take provision for a more distant future,” as had been intended in 1929 already. Hamburg
could not do without “far-sighted spatial planning and the valorisation of land for port purposes,” even though
Mihlradt acknowledged that it involved speculative moments. Miithlradt demanded a special law and had no
objections to expropriate land if necessary, because port expansion was unquestionably in the public interest.” In
anewspaper article on the occasion of the 775th “anniversary” of the port in May 1964, Hamburg’s Economics Minister
Edgar Engelhard emphatically proclaimed “provision for the port” as an act of “provision for Hamburg” as a whole.”

Mihlradt and Engelhard both spoke of provision already with a thrust that should become another central feature
in addition to “land provision,” namely the concept as an expression of developments which might - or might

not - happen in the port in the mid to distant future.” Taking provisionary measures was different from concrete
planning of new docks, terminals or the establishment of industry. It was basically a statement of political intent
to keep the uncertainties and risks of the future under control and to keep options for action. Port construction
officials wanted to be able to adapt “elastically” to changes in shipping and transportation and demanded
“freedom of choice”””
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FIGURE 1 The port of Hamburg in the early 1960s. Marked in red is the designated port expansion area of Altenwerder, Moorburg, and Francop /
Insert: The city state of Hamburg. The river Elbe divides it into a northern and a southern part. In the latter area in the district “Mitte” most of the
port installations and the expansion area are located

Future port planning at this time was less motivated by scientifically based predictions, but the latest trends
in maritime and port industry were relatively freely extrapolated. One of Miithlradt’s successors, Hans Laucht,
argued more than ten years later still vigorously for a praxis-driven and pragmatic approach to port planning
and rejected any “principled” solutions to planning problems.’ Nevertheless, experiences and activities

of the competing ports played an important role: In particular, Rotterdam, where from 1958 to 1964 with

the “Europoort” a large new port was built and in the 1960s additional expansion plans were announced,
simultaneously served as role model and bugbear.

Public opposition or at least a controversial discourse on the planned activities in the Stiderelbe area did not
exist in the 1960s. The Senate could rely on broad political, public, and media support. The victims of this policy,
primarily the inhabitants of the village Altenwerder who faced relocation, were pitied rather casually.

Shortly after the passage of the Port Expansion Act the city bought the first properties in Altenwerder. About
ten years later, in 1973, relocation activities were accelerated to allow for the construction of a new bulk cargo
port and a new container terminal. Engelhard’s successor, Economics Minister Helmuth Kern from the ruling
Social Democrats (SPD), justified the activation of the first parts of the area set aside for port expansion in 1961
by arguing that it was necessary “to take provisionary measures in time for the need to increase the economic
strength of our city and the competitiveness of our port.””” The emotionally charged debate focused on the
remaining 2,000 inhabitants of Altenwerder. They were relocated with financial aid, but also under more or
less massive pressure and the threat of expropriation for those reluctant to leave. The neighbouring villages of
Moorburg and Francop were targeted by the port expansionists for use in the 1990s.
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FIGURE 2 Proponents of “land provision:” Hamburg’s Economics Minister Edgar Engelhard (1957-1966) (left) and his successor Helmuth Kern
(1966-1976)

In Altenwerder the relocation came to a halt at the end of 1978, when one of the remaining inhabitants
who had sued the city triumphed in court. At this time, the Hamburg Finance Ministry, which managed
municipal land and was responsible for the expropriations, had internally already raised doubts about
the legality of the procedure and the far-reaching rights the city had granted itself by the Act of 1961.

LEGAL AND POLITICAL IMPLICATIONS OF PORT EXPANSION IN THE 1970S

One of the key problems of Hamburg’s approach had been described in legal port literature at the beginning of
the 1970s already. It is directly linked to the pitfalls of a “provisionary” clearing of land with long time horizons.
After all, expropriation of land in the interest of the common good for infrastructure projects was allowed only
for concrete projects, which required planning assessment processes and development plans, but it could not be
“stockpiled” for some unspecified use for the port in years or even decades into the future.”® The relevant Federal
Building Act also covered only classic infrastructure projects - highways, bridges, railway lines - but not the
profitable establishment of private industry, on which the Hamburg Senate insisted for the port expansion area
under the slogan of the modern “universal port.” In internal considerations the definition of “port industry” had
been even expanded to include not only industry directly dependent on deepwater access but also its suppliers.
Expropriation should also be allowed “in order to ensure effective structural policies” - which was vague and not
necessarily congruent with the legally required public interest."”
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At the same time is was undeniable that the port expansion area could be prepared for use economically only by
using existing dredged material from the Elbe and the port basins and that the land had to settle for some time
before port installations could be built and that therefore aspects of time had to come into play in port expansion
planning in a different way than in other quickly realizable construction projects.?

But in the second half of the 1970s, the port came under criticism not only because of the legal problems of the
expansion plans. Firstly, in light over an ever growing demand of the port for financial subsidies - to be able

to meet the challenges of containerisation and other technical upgrades - and declining tax revenues after the
crisis of 1973/74, even in the Senate and the state parliament sceptical voices could be heard. The conflict of

goals between support of the port and other politically relevant issues such as education, healthcare, or urban
development was evident. Secondly, the Senate encountered increasingly fierce headwind from the environmental
movement. In its formative years in Hamburg, next to the fight against nuclear power plants and the pollution

of the Elbe, resistance against port expansion in Altenwerder, Moorburg and Francop was an important and
emotionally charged field of mobilisation for the movement. Its representatives challenged the economic
assumptions provided by the government and the port that lay at the base of the paradigm of “prosivion”: “The
so-called progressive planners think that you need these residential areas for port expansion and industrial
development. At a time in which one can read daily about the limits of growth, for the port expansion planners
progress cheerfully proceeds, progress that the affected citizens don’t believe in at all.”* The leftist newspaper
“taz” commented that the destruction of Altenwerder was premeditated “in the heads of people who have the
power to impose on us their visions of the future. These are terrible visions, nightmares. Some of these dreams
have become a reality already. Much of it is only paper however. And here our resistance must begin. We must
fight these dreams, when they are dreamed, tug the plans to light when planning is done. And if that is not enough,
we must prevent that these dreams become reality.”**

During negotiations between Social Democrats and the Green Alternative List (GAL) to form a coalition
government in the summer of 1982, a GAL representative reiterated: “Senate and SPD have to do without the
port expansion. The plans are based on unrealistic hopes of growth, the expansion does not bring new jobs and
destroys beautiful villages and an ecologically valuable landscape.”* Instead of a port policy focused entirely on
the preservation of competitiveness, the GAL demanded “political general planning” in the port, restriction of the
size of the port and increased collaboration with other ports.?* Compared to the harmonious debates of the early
1960s in economic and port policy, there was now - as in other fields, too - a fundamental conflict visible, in which
official planning and economic activities and (claimed) interests of the society as a whole were newly scrutinized
and weighed against the interests and needs of individuals. The alternative social movement fundamentally
criticised the ideology of progress and distrusted technocratic promises of salvation which had been important
characteristics of planning in general.

“LAND PROVISION" AS A STRATEGICAL ARGUMENT

The Senate responded to the legal problems of the Port Expansion Act of 1961 and the questioning of its port
policy of growth and competition on two levels: with the drafting of the “Port Development Act” which was
adopted in January 1982, and a rhetorical strategy of justifying its activities in Altenwerder, Francop and
Moorburg by emphasizing in public the argument of “provision”. In this discourse general ideas of the government
being responsible for economic growth and prosperity - and with the aid of modern planning and management
instruments being able to achieve it - mixed with the attempt to activate generally positive connotations of
provision from social and public health policies such as a sense of responsibility, foresighted action, and the
establishment of security.
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After the defeat of the Senate in court in 1978, the Port Development Act was tailored to the specific needs of the
port and defined a “gliding” planning process with several separate steps. It was supposed to cast the provisionary
principle - expropriation and eviction a long time ahead and without concrete intentions of usage - in a legally
acceptable form.? In the text of the Act itself the term “land provision” was not used, but those in charge in the
Senate, First Mayor Klaus von Dohnanyi (1981-1988) and the Economic Ministers Jiirgen Steinert (1978-1982)

and Volker Lange (1982-1987), all Social Democrats, argued in countless public statements with the need for
“provision”. They were supported by the Hamburg Chamber of Commerce and interest groups representing the
port industry.*

Minister Steinert declared in April 1980 in front of 450 enraged citizens in Moorburg that the competitiveness of
Hamburg had to be preserved. He claimed that not following a policy of provision meant stepping backwards.?”
A year later Steinert defended his port policy in a parliamentary debate on the planned eviction of Moorburg
and parts of Francop: This had “nothing to do with growth euphoria but something with provision for future
generations and securing jobs even in 15 to 20 years.” Helmuth Kern, since 1976 chairman of the board of the
municipal HHLA, seconded that the Senate acted correctly if it took “timely provisionary measures” since the
reserve of available land in the port was down to just 200 hectares. Steinert and Kern both acknowledged that a
short-term decline of cargo handling at the port was possible and that forecasts of cargo turnover reaching more
than ten years into the future were difficult, but Steinert nevertheless persisted that there was a clear trend “and
this trend obliges us today to take provision and not only in the year 1990. Because then it would be too late.” As
always, a reference to the much larger land reserves of competing Rotterdam and Antwerp on the Rhine estuary
and some words of appreciation for the “victims” of his policy of “securing the future of the port” were included.*®
Environmentalists countered: “Who says that land provision is done to secure long-term prosperity of the
population, obfuscates that here the short-term quality of life is already impaired.”*

In October 1982 in a radio broadcast on Moorburg, Steinert’s successor Volker Lange referred to tradition: “It
has always been said: provision. And if you read the protocol of the debate in parliament, then all chief whips [...]
said very clearly, we have taken this decision out of a need for provision for Hamburg.” Even without an increase
in the volume of cargo more space was needed for containerisation, and one had to be prepared for “potential
enterprises.” Lange concluded: “You have to grant a state, a city the right to take provisionary measures.”*

First Mayor Dohnanyi emphasized in February 1983 that he wanted to combat unemployment and maintain the
economic competitiveness of the city. Strengthening the port which he claimed was good for more than 100,000
jobs was crucial for this goal. Therefore, he would “consistently continue a provisionary policy in the port.”' In
the same parliamentary debate, Social Democratic chief whip and later First Mayor Henning Voscherau went one
step beyond the city’s “right to provision” by stating: “Since no one can predict with certainty to what extent the
need will increase, Hamburg is lawfully obliged to take provision. [...] Careful, differentiated legislative provision is

important and useful.”*?
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FIGURE 3 Hamburg’s First Mayor Klaus von Dohnanyi (1981-1988) (left) in 1986

Despite the efforts of Dohnanyi and the others, the Senate was politically on the defence with its plans for port
expansion, as became clear in a survey of the Institute for Applied Social Science in late fall of 1982: Although

a majority of the population of Hamburg attributed to the port great importance for the economy and its job
share was even overestimated, about a third of the people opposed port expansion, in particular young people (72
percent) and people with high school degrees (52 percent). Not surprisingly 91 percent of the supporters of the
GAL rejected port expansion, but also about a third of Dohnanyi’s Social Democrats and a third of the economy-
friendly conservative Christian Democrats opposed it.**

The Senate tried to combat this mood with the argument of provision: In the context of port policy it was to be
an expression of responsibility, logic, rationality — against the emotionality of the opponents -, foresight, and
anticipatory action for the public good. In addition, it was supposed to close the legally and, given the forced
relocations, morally problematic time gap between the early evacuation and lengthy filling of the land and

the subsequent steps of concrete planning and utilization. However, given the decline of cargo volumes in the
port of Hamburg in the early 1980s and a by no means strong demand for industrial land close to the water, in
June 1985 even representatives of the port economy, including HHLA chairman Helmuth Kern, granted that
Moorburg initially would not have to be used for port expansion.* Social Democrats of the District Assembly in
the southern district of Harburg reproached Lange that the needs of the port were “increasingly in tension to
the needs of the people living in these areas.”® The Senate decided on some relief for the residents, but did not
advance from its principles. Lange stressed in another emotional parliamentary debate in April 1986, that the Port
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Development Act was a compromise between the interests of the city and the interests of the affected citizens.
Although the conservative opposition criticized that the forecasts of the Senate from the 1970s had proved to be
faulty and denounced that parts of Moorburg and Francop “for years had been let to rot” instead of improving the
living conditions of the people there, but “the overall long-term provisionary policy for the port” was not called
into question. The GAL reiterated that the Port Development Act was “megalomaniac,” stipulated “completely
exaggerated standards for the space requirement of the port” and had “already completed widely the destruction
of the southern Elbe villages.”*¢

This debate focused again on the fundamental differences between the specific interests of local residents and the
interests of a vague “general public” and between a concrete present age and an undetermined - and presently
indeterminable - future. The fact that future spatial requirements of the port could not be proven by scientific
means and that predictions about the time horizons from the 1960s and 1970s had turned out to be wrong,
increasingly undermined the postulate of rationality of the Senate and the port economy and therefore upset a key
element of any policy of provision. Altenwerder, which at this time was almost completely cleared but lay fallow
and was partly used as a landfill, appeared in the mid-1980s as a warning sign that the economic provision the
Senate promoted, unlike social policies of safeguarding against illness or poverty, not necessarily paid off and may
have been superfluous. Critics were not convinced that the benefits would exceed the costs - just as in other areas
where environmentalists balanced economy with ecology and the well-being of society in a different way - which
meant that another central justification of provisionary action was undermined.

Ironically, both sides were under the impression of increasingly accelerated changes in world economy and cargo
transportation since the 1960s but arrived at different conclusions. The shock of the containerisation, when in

a short time all major seaports had to change their spatial layout and technical equipment at huge costs new in
order to remain economically successful, continued to have an effect. The consequences of deindustrialization
became noticeable in the ports for example in the crisis in European shipbuilding. Gloomy forecasts had already
in the late 1970s predicted economic decline for the Northern German coastal states and saw the future of the
Federal Republic in the south. Precisely because the economy appeared to be subject to further changes, reliable
forecasts for the future were difficult and concrete investment plans with longer time horizons in the port
appeared to be no longer useful, officials in Hamburg concluded that it was all the more important to provide for
future uncertainties and be prepared for all kinds of scenarios with large undetermined land reserves. By contrast,
the critics were committed to accept the limits of growth, in the port literally, and to respond to new economic
challenges by structural reforms.

In Altenwerder the construction of the ultramodern CTA (Container Terminal Altenwerder) began only in 1997. In
2002 it was completed, nearly thirty years after the start of the evacuation. However, at that time those in charge
could feel vindicated by the economic success of the CTA and the spectacular growth in cargo handling in the
2000s: Had Altenwerder not been available and ready, Hamburg would not have been able to respond as quickly to
the new economic opportunities after the fall of the Iron Curtain and the opening of China.*

The framework that had established in Hamburg in the late 1950s the economic need for “land provision,” that
is: growth as a key indicator of the success of a port, the desire to have substantial freedom and flexibility for
planning, and the fear of falling back in the competition between the seaports of the European North range, has
not changed much to this day. The political disputes over port policy, however, have moved to other fields such as
the deepening of the Elbe because there have not been activated any new controversial areas for a while now.
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FIGURE 4 Protest against port expansion in 1982: “Moorburg mustn’t be buried. No money and no sand! We stay on our land!”
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FIGURE 5 Container terminal Altenwerder in 2004

CONCLUSION

In the 1970s and 1980s, the Hamburg Senate used the argument of “land provision” to overcome the resistance of
local residents and environmentalists against the eviction of land for the expansion of the port and to convince
them of the necessity of the measures. The desire of the port planners for maximum long-term flexibility - beyond
concrete construction projects - and thus long-lasting uncertainty of planning in a time of accelerated economic
and technological change made this difficult. Abstract benefits in the future: to be a citizen of an economically
successful city, came at the cost of concrete disadvantages in the present, namely the destruction of ecologically
and socially valuable living space in an albeit small and not central part of town. This dilemma could not be
covered by the rhetoric of “provision” and is still a contentious issue in urban and regional planning. The conflict
in Hamburg took place at a time, when the sole legitimacy of the state and its technocratic experts in issues of
economic and infrastructure planning and the underlying ideology of growth was publicly called into question by
the new social movements, but democratic mechanisms of civic participation and new forms of balancing public
interest and the interests of individuals had yet to be developed.
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30 StaHH 135-1 VI, Staatliche Pressestelle VI, 2167, Transcript of a NDR-broadcast, October 13, 1982.

31 Biirgerschaft der Freien und Hansestadt Hamburg, 11th legislative period, 5th session, February 23,1983, 193.

32 Biirgerschaft der Freien und Hansestadt Hamburg, 11th legislative period, 5th session, February 23, 1983, 227, my highlighting.

33 Quoted in: StaHH 131-21, Senatskanzlei - Planungsamt, 4681, Letter by HW / Rahlffs, February 28, 1983, Enclosure.

34 “Hamburger Hafen: Senator Lange zum Hafenentwicklungsplan,” Hansa 122 (1985): 1952.
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THE PORT OF NEW YORK, 1865-1929:
TOWARDS A MULTI-SCALAR
HISTORY OF PLACE

Nick Lombardo

University of Toronto

By the turn of the 20th century, the Port of New York had become the busiest in the United States and one of the busiest in the world. Between
1865 and 1929, the Port’s huge increase in cargo and passenger traffic was accompanied by a reconfigured, enlarged, and modernized material
form. From a ramshackle collection of wooden docks and wharves, New York’s waterfront would eventually be characterized by massive
concrete and stone piers, shipyards and terminals that involved the dredging of hundreds of thousands of tonnes of riverbed and the creation of

thousands of acres of infill from Brooklyn to Manhattan. In this paper, I ask how we can study this diverse, complex, and challenging site, and what

implications this study would have for urban history and geography more widely. This paper seeks to elucidate the significance to urban history
and geography of the study of the Port of New York, and suggests possibilities for further research. I ask how we can study such a functionally
and historically diverse set of linked spaces as the Port of New York. From Manhattan to Brooklyn to Staten Island, the port was geographically
expansive. Local landowners, industrialists, and international shipping companies vied with the city, state, and federal governments over
ownership, use, and construction of the port’s facilities. This broad historical, functional, and spatial context within which the port needs to be
studied is reflected in past scholarly work.

Scholars have examined the port by looking at its governance, focusing on novel administrative configurations developed from the 1870s to

1920 (Betts 2002; Buttenwieser 1987; Scobey 2002; Doig 1993). Other scholars have examined the ecological history of the port, particularly
human-made changes to the river and shoreline (Steinberg 2014). The built form of the waterfront, particularly its architecture, has received
considerable attention from scholars (Bone et al. 2003). Still other studies of the port have focused on labour and social life at the waterfront
(Mello 2010; DiFazio 1985; Levy 1989). Undoubtedly important, these histories of the port remain largely isolated from one another, and from

the larger-scale contexts of national and international economic, technological, and social changes. I argue that a multi-scalar examination of the
port, with particular attention to the larger theoretical and historiographical frameworks of infrastructure, ecology, and capital, promises a more
contextual understanding with implications outside of the local history of New York City. Using a brief preliminary examination of a case study of
the construction of the Chelsea Piers in New York, I demonstrate some of the potential avenues for the study of the Port of New York. By bringing
together the diverse range of scholars who have worked on New York, this paper suggests ways in which to move past such compartmentalization
and demonstrates the significance of the port to urban history more broadly.

Keywords
Port, Urban, Waterfront, Historiography, Scale, Political Ecology
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LEARNING FROM WATERFRONT
REGENERATION PROJECTS
AND CONTEMPORARY

DESIGN APPROACHES OF
EUROPEAN PORT CITIES

Fatma Tanis' | Fatma Erkok?

TU Delft
ITU

This paper analyses the processes and approaches of waterfront regenerations in Europe and aims to evaluate the implementations. There are
some common processes and cross-cultural transactions between port cities, as all port cities have to respond to the same functions to be part
of the network. Since ports were interrelated, architectural approaches and implementations in port cities were transferred to other locations.
Port areas changed through the expansion of the city, economical changes, technological developments, wars, fires, de-industrialization and
containerization. Facts like containerization and de-industrialization caused the relocation of the port. Through regeneration projects, industrial
heritage is preserved and derelict areas are used for the implementation of contemporary architecture. Examining some case cities (Docklands,
Genoa, Hafencity) helps learning from previous projects realised in last decades. Hamburg Hafencity project demonstrates a successful
intervention, but a relatively failed example might be Izmir waterfront regeneration project. The port area of Izmir became a derelict area after
de-industrialization. As industrial buildings could not adapt to the changes, they have been abandoned. The failure of the project provides an
opportunity to study the role of actors (including architects, planners, organizations, stakeholders) and draw some lessons through previous
generations of waterfront regenerations for Izmir.

Keywords
port cities, European waterfront regenerations, Izmir, contemporary architecture
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INTRODUCTION

This paper discusses the history and evolution of the waterfront regeneration projects undertaken in Europe

via paired comparisons in order to highlight the current changes in architectural design and development
approaches. Waterfronts in port cities have unique qualities, such as being located on water’s edge and have
valuable, but abandoned industrial heritage in historical environments. This situation is a chance for architects
to develop ideas and implement their design practices. This leads to an opportunity to observe changes in the
interface between cities and ports. These areas can also be considered to be laboratories for the process of urban
renewal on a wider scale and lessons can be drawn as instructive for contemporary architecture and planning.
Here, the main aim in examining different implementations of port city regenerations is to draw lessons for a
Turkish city, which experienced an unsuccessful transformation procedure. This paper is developed from the
completed master thesis of one of the authors’.

THE NEED OF WATERFRONT REGENERATION PROJECTS

The urban waterfronts of port cities have always been hubs of transportation, trade and commerce?. However, the
port and city relationship also shifts due to the needs of the port and the temporal needs of some key players in
time®. Global, political, economic and technological developments have reshaped ports and their waterfronts since
the first interrelations between cities started. In terms of waterfront regeneration, we can see it is forced by port
closure, deindustrialisation, land abandonment, a desire for open space and containerisation®. After becoming
derelict, since the 1960s most of these spaces have been converted to other uses in an attempt to reconnect local
people with water and associated waterside areas. Urban waterfronts have been under debate since then and it

is argued they have become great opportunities to create public open spaces. Technological changes in shipping
and cargo handling facilities triggered the transformation of ports. Containerization and other technological
innovations were accepted on a global scale after the mid-1960s, and ports moved away from the city core’. Once
this move had happened, the port-city relationship began to split and they started to become two distinct entities.
This separation was accelerated with the advent of more recent advanced port logistics and especially with
containerization: the effect of which cannot be underestimated on the relationship between the working classes
and the port as employment levels within the port decreased significantly. Such effects can also be seen in the
physical landscape with changes in building stock and new uses for the land. Schubert® recognised a more general
trend when he labelled these changes as “from ships to chips”, reflecting the increased value of information
processing for economies globally and the corresponding decreased value of the physical transportation of cargo.

Because of their geopolitical locations and the interest, port city waterfront projects have garnered from various
agents and actors, regenerated port areas have somehow become a reflection of the contemporary architecture
of each decade since the 1960s. Four case studies are chosen to exemplify successive waves of port city renewal
-London Docklands, Genoa Expo, Hamburg Hafencity and Izmir by authors. These case studies are selected
from different decades in order to reflect the effect of accumulated experience in European waterfront projects
culminating in suggestions for the Izmir project.

LONDON DOCKLANDS DEVELOPMENT PROJECT

By the mid-1930s, London’s upriver docks were at their peak and The Royal Docks achieved a peak of
economic growth in the 1950s. But between 1961 and 1971, Greater London lost a significant quantity of jobs

in manufacturing, trade, communications and public utilities. After the advent of containerisation and other
technological changes, the decline truly began and, at the end of the 1960s, the Port of London Authority (PLA)
decided that the docks were no longer affordable. The ports of London have shifted several times towards the
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North Sea across their history. This reflects the fact that container ports are usually located further from ports,
which emerge with or close to the city core. Today, Tilbury Port is in use but Gateway Port has been under
construction on the North Bank of River Thames since 2011.

The West India and Millwall Docks were closed in 1980 and the Royal Docks were closed for general cargo
handling at the end of 1981. Cargo handling operations were transferred to Tilbury after the closure. When the
Docklands area became deindustrialized, working and living conditions were not suitable in these areas anymore.
Additionally, in the 1960s, the manufacturing industry dramatically declined in the United Kingdom. This has
been traditionally associated with poor housing. These are the reasons why socio-economic and environmental
problems were incurred after deindustrialisation.

Similar to other regeneration projects, Docklands Development Project was a long-term project, which can be
understood through the three phases of the process. The first phase of the development was based on the initial
decisions. First of all, a decision was needed over whether or not to fill the land. The main purpose of the project
was the economic regeneration of the East End. Accordingly the actors of development project clarified the focal
point as the Isle of Dogs. The marketing process started to sell the land to investors, and to the private housing
market. The infrastructure development programme played an important role in order to connect the East End
and central London. Therefore, transport was a significant issue and Docklands Light Railway (DLR) became part
of the agenda and a decision was made to build it.

According to Meyer’, the development of the Isle of Dogs is based on three elements:

An improved connection to the city centre, a highlight of which is the construction of a new eastern extension of
the Jubilee Underground line.

The development of Canary Wharf into a full-fledged city centre surrounding the basins of the West India Docks.
A strong spatial awareness of and anchorage to the Isle of Dogs was to be achieved by a good structuralization of
east London’s large open spaces: parks, watercourses, and basins.

The urban design of the area was based on the architectural and landscape design, and conservation of the
architectural and industrial heritage. Wharves and warehouses along the Thames became abandoned after port
activities moved further downstream. Therefore conservation works became important to maintain the industrial
and maritime heritage.

Conservation decisions decreed that®:

the remaining water areas that distinguished the area from other parts of East London were to be retained.
the remaining docks were to be repaired.
large areas of filled dock were to be re-excavated in Wapping, Surrey and Greenland Docks.

In 1981, LDDC faced the problems of dereliction in Docklands. The image of Docklands for living and jobs in the
area changed rapidly after the regeneration. Economic decline was notable until the project started. Most of the
area enclosed with water became abandoned and under-used. This situation was related to the economic collapse
of Docklands. The local inhabitants of Docklands were no longer appropriately skilled for the economic growth
of London. Therefore the idea of selling the land was important to lead to social regeneration rather than simple
marketing, thus the project resulted in gentrification.
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GENOA EXPO'92

In the mid-nineteenth century, Genoa played an important role in industrial activities connected to the sea and
maritime transport facilities and related industries such as shipyards, steel production and oil refineries®. This
resulted in the rise of Italian industrial development in the late nineteenth and early twentieth centuries. Genoa,
thus, became not only one of most industrialised cities in the world at the time, but also the most economically
advanced area, with the so-called ‘industrial triangle’.

The decline of the old port started in the 1950s and in 1965 the building of a substantial physical barrier, a super
elevated road, finally excluded it from the old town'. Since the modern facilities came into use in the 1990s, the
circulation of goods and people both increased. However, the city and port could not reintegrate after the earlier
creation of the physical separation. The reasons for decline can be summed up as follows™:

Maritime activities alone did not provide enough wealth for the inhabitants of Genoa.

After de-industrialisation, the factories close to port did not produce anymore and the fuel industry ceased to exist.
Residential neighbourhoods were badly affected by the overall port system (due both to the traffic movement and to
the permanent structure of terminals, roads and railways). The waterfront of Genoa maintained the local identity.

Genoa established first rehabilitation of the crescent-shaped port via EXPO’92, an event to celebrate the fifth
centennial of the arrival of Christopher Columbus in America. Reconnection of people and water in the frame of
cultural development was the main objective of the project in Porto Antico. The focal point of the project was the
re-connection of the port and the historical city centre. Renzo Piano was responsible for the whole project.

Seassaro™ indicates the objectives of EXPO ’92 as:

to regenerate the previous port functions and remodel the passenger terminal (100,000 m?) to create a port grill
(6000 m®) and a cruising centre with shopping and sport facilities (180,000 m?);

to develop the service sector related to water with the creation of a multicentre to accommodate hotels, a
shopping centre, housing, marina and parking (360,000 m?), a culture and exhibition center including marine
research institute, university library, museum, public parking, etc. (400,000 m?);

to expand the city’s service functions with the special project entitled ‘Colombo 1992’ (416,000 m?)*.

The abandoned waterfront was regenerated through cultural development. Genoa EXPO ’92 as an example of
1990s’ waterfront regeneration project provides a guide for event-based developments. As a result of the Genoa
port regeneration project, the waterfront changed and gained cultural, recreational and commercial activities via
museums, restaurants and other entertainment facilities. In terms of architecture, the most important criticism
was about the demolition of some buildings. The project area in Genoa was not as big as other port developments
in Europe and it was dominated by only one architect in contrast to the HafenCity Project, which chose to open
the design up to architectural competition.

HAFENCITY HAMBURG

The face of Hamburg has changed many times throughout the history. The Great Fire of Hamburg in 1842 and

the massive destruction occasioned during WWII caused unplanned transformations. Today, the last planning
approaches undertaken on the former port area have occurred through functional transformation. Moving back to
recent past, Hafencity area became a place of abandoned sheds and warehouses. Hafencity’s master plan has been
revised several times in order to reach the ideal plan for HafenCity. The first master plan was established in 2000
and revised in 2010"%.
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FIGURE 1 Building Arabica located in Uberseequartier and designed by Trojan + Trojan & Dietz Joppien on the left, former warehouse in use of
Maritime Museum presently on the right.

According to the updated master plan, the eastern part of the city was re-designed in order to transform the area
for a variety of uses. Three districts with a variety of uses are in the pipeline: the Baakenhafen neighbourhood
will be used for different types of housing and recreation. Oberhafen will become a creative and cultural district,
where existing older warehouses will be reused and sport facilities right by the water will be provided. The most
eastern district, the Elbbriicken neighbourhood, will be the entrance gate with higher buildings and a mix of
offices, residential and shopping facilities.

The main objectives of the project are:

to respect architectural quality.
The urban landscape and sustainability.

The master plan was evolved with public discussions through a series of exhibitions and other events. In fact,

the pattern of the area has been almost totally changed. Previously, the sheds were completely rectangular and
located along the fingers of the Elbe. According to the master plan, the majority of the buildings tend to be vertical
in contrast to Speicherstadt’s horizontal character. The master plan is based on mixed-use. As a result, innovative
facade designs can be observed in the HafenCity project. Numerous sub-projects within Hafencity have ecological
certificates due to their concepts of flexibility, redundancy, diversity, compactness, mixed-use and perspectives of
adaption and resilience.' The Ubersee Quarter neighbourhood plays an important role in the HafenCity project.
Significantly, the district is blended with port heritage (Figure 1).
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FIGURE 2 Functional Diversity in the Waterfront Regeneration Projects

Historically, the area of Hafencity was a former port area. The port cities were originally conceived from the sea or
rivers. Hamburg had been perceived from River Elbe before the former port area became derelict. This is why the
warehouse district Speicherstadt had an important role for the face of the city. However, Lake Alster gained more
importance during the modern era. Therefore planning and building activities increased around Alster, while
former Hafencity area was becoming derelict. But today, Hafencity project thus is a tool to reintroduce the value
of the former port area. On the other hand, the neglected port area became accessible and available for public

use after the transformation. So the project can be seen as a tool to reconnect the public and water as well. Hence
social and cultural capacity generation is concerned.

EVALUATION OF THREE EUROPEAN CASES

There is a clear progression from London Docklands to Hafencity today. Each the biggest regeneration projects of
their time in Europe, there have been significant differences in planning and architectural approaches, especially
with regard to social cohesion, between London and Hamburg waterfront revitalizations. The latter is a project
of accumulated knowledge and experience of previous waterfront projects, which focuses on building quality,
sustainability, new approaches regarding the use of resources and learning through the evaluation of previous
works.

The Docklands Development Project was linked to regional strategy, but then its influence spread all over the
world with the idea of the ‘Mega Project’ exemplified in Canary Wharf. Across the projects under examination, the
methods for waterfront regeneration can be seen to differ. As the London Docklands Development Project’s focal
point was local economic regeneration, it was expected that social development would be obtained as a result of
the regeneration project. Hafencity Project is a more recent example of such a project, which is equally concerned
with economic and social development.
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FIGURE 3 Housing-distance-office relation in modern times based on zoning on the left, housing-distance-office relation in Post-modern times
based on mixed-use on the right

Today, the contemporary architectural movement is abound with landmarks, which are irrelevant to their built
environment. Even though the Hafencity project already has its landmark, partially observable initiatives, like
the opt out from OMA’s Ring, lead the way in escaping this architectural crisis. The Uberseequartier could be
highlighted as a guide for contemporary architecture, for instance.

While only Hamburg, Genoa and London have been examined, these examples lead to clear conclusions about the
identity of Europe. Because Europe has a cumulative culture, we can see this reflected in architecture throughout
its history. Planned and unplanned interventions, such as great fires and wars, have destroyed some aspects of
local heritage, but nevertheless port cities have been able to keep the identity and pattern and, in particular, the
memory of their heritage alive.

Hafencity, as a relatively late project, references the previous projects. The concept of mixed-use is important

as it makes the city slower. In addition, modernist cities are based on zoning. London Docklands followed the
modernist idea and is based on an office-led concept but mostly separated the functions, whereas, the Hafencity
project created a slower city (Figure 3) partly based on the notion of mixed use (Figure 2). In contrast to the
modernist zoning approach, functional diversity exists within mixed use neighbourhoods, exemplified by master
plans created around notions of increased bicycle and pedestrian pathways supported by rail links rather than
roads, in the case of transport and mobility (Figure 3). This does not mean that in Hafencity, the work places of the
residents will immediately be in the close surrounding or vice versa, but the project gives us the chance to observe
the tendencies of inhabitants.

Hafencity project offers different typologies for housing so that people can afford to rent or buy. Most of the
waterfronts were developed with recreational facilities in mind, as well as offices, housing and other functions,
in order to attract tourists and visitors. Street activities such as fairs, festivals etc. create a lively atmosphere and
attract people to be a part of this kind of new regeneration project. Although Hafencity is not yet a completed
project, there are already users, offices, companies, restaurants and tourists in the area. Spaces meet with users
and this shows the project has already achieved the expected success.
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FIGURE 5 The Shift of Izmir Port
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REFLECTIONS ON DZMIR

As the case studies show, general themes can be ascribed to the decline of port city waterfronts, which can be used
to make predictions for the future of other port cities. Some predictions can be made based upon this examination
with concrete implications for contemporary port cities like Izmir, which are as yet to complete the process of
transformation.

In this study, four case studies were chosen to exemplify successive waves of port city renewal - London Docklands,
Genoa Expo, Hamburg Hafencity and finally Izmir as the main target. Additional factors in the choice of case
studies includes the fact that the study deals with different scales of transformation, which can be seen in the
various examples. Not only that but the case studies were also selected from different decades to reflect the effect
of accumulated experience in European waterfront projects culminating in suggestions for the Izmir project.

While London, Hamburg and Genoa are considered successes, which exemplify their generations, Izmir stands
apart. Izmir is a port city and it has long played an important role in transshipments in the east Mediterranean. In
fact, the city of Izmir has had the identity of a port city since its establishment in 3000 BC. The port of Izmir shifted
several times throughout the history (Figure 5) and the coastline also changed over time. But the port-city identity
of Izmir reached its peak in the nineteenth century, when the city became the main entrance port of Europe to
Western Anatolia, especially in connection with the industrialization processes underway all around the world.

In common with the other case studies, the port area of Izmir became a derelict area after de-industrialization.
The industrial zone, which is directly connected with the port, was particularly heavily affected by geopolitical
changes and became vacant. Industrial buildings could not adapt to the economical and global changes and so
they therefore became abandoned.

The Greater Izmir Metropolitan Municipality launched an international competition for the redesign of the
waterfront in 2001. The successful project was influenced by London Docklands and proposed an enterprise zone
for Izmir. The master plan competitions for both the Hafencity project and Izmir waterfront regeneration project
were launched at the turn of the Millennium. The development process began for both cities more or less at the
same time. However, the Hafencity project is on track, but the Izmir waterfront development project has not yet
come into effect as expected. There are a number of differences between the port-city structures of Hamburg and
Izmir, such as the generation of the port. In recent decades, most ports were separated from their city centers all
over the world. But Izmir port remains in the city core. So the first phase has not yet been completed. There is
motivation for moving the port, but current levels of investment are not enough to realize the project.

CONCLUSION

Cross-culturalism is an important factor that influences the identity of the city with a harvest of different cultures.
There are lots of reflections of transcultural movements in waterfronts of port cities and their hinterlands.
Infrastructure developments were important to connect the ports and hinterlands in order to transport raw
materials and goods. Waterfronts were therefore shaped through trade-relations and this is affected by cross-
culturalism. Interestingly, cross culturalism seems to have developed in parallel to Kontratieff’s globalization
waves. Cross-culturalism may have achieved its peak today as it is illustrated in Figure 6.
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FIGURE 6 Cross-culturalism and its influences on waterfronts of port cities

Although port cities have dynamic character, the line and the face of the waterfront changes rapidly in any

port cities around the world, the historical pattern and the local identity must be considered in any step of
development project. As we accept that the waterfront regeneration projects are the ambitious projects for the
contemporary architectural design approaches, we can say that today’s architectural and urban design tendencies
are mostly based on sustainable design with sustainable identity.” Waterfront regeneration projects are considered
as ambitious initiatives for the urban development process and shall be the layout for reflecting the architectural
design approaches of the era or decade. The changes on waterfronts through waterfront regeneration projects

are reflected in Figure 5. The waterfront regeneration projects steer our future through past. With this in mind, it
could be better to avoid implanting iconic buildings simply to attract tourists. Instead, the project itself must be
contemplated with ideas and decisions that consider the built environment. Architectural heritage and the identity
of the area must be preserved. Learning from previous projects and even from projects themselves will provide
more sustainable and successful results. High architectural quality, regionalism, conservation & preservation of the
pattern and the environment of the architectural heritage, the avoidance of irrelevant iconic buildings, an emphasis
on the local identity and a re-connection with the port culture through events, which are connected to the identity
are the leading notions of today’s architectural approaches.’®
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CAPITAL ACCUMULATION PROCESS
AND RESILIENCE: URBAN
PLANNING AND REDEVELOPMENT
OF PORT AREAS, A CASE STUDY
OF SANTOS (BRAZIL)

Clarissa Duarte de Castro Souza

Catholic University of Santos

The present work aims at outlining a current urban scenario of the urban planning implemented in the city of Santos (Brazil), especially the
policies of urban and port requalification through the analysis of the actions of Alegra Centro Program. Alegra Centro is the Revitalization and
Development Program of the Historical Central Region of Santos. This work discusses the realized actions in the process of urban requalification
and compares them with the ones taken towards housing policy. It discusses and concludes the following hypotheses: the proposal of
requalification is more of an ideological rhetoric, which perpetuates the accumulation of capital, therefore the resilience of the urban space; the
studied demonstrates the impact of the proposals in the urban dynamics and reality and its social issue. It confirms the thesis that the ongoing
redevelopment project is an urban policy that favors the allocation of public resources in strategic areas, especially in the central area, for the
benefit of private entrepreneurs. And finally it demonstrates the city plan or scheme that is being implemented in Santos, which is the allocation of
public resources in the central area as a public strategic that has been deepened the social issues without considering the local residents.

Keywords
Urban planning, Resilience, Regeneration projects, Port cities.

Clarissa Duarte de Castro Souza
CAPITAL ACCUMULATION PROCESS AND RESILIENCE: URBAN PLANNING AND REDEVELOPMENT OF PORT AREAS, A CASE STUDY OF SANTOS (BRAZIL)
WASTELAND TERRITORIES IN TRANSITION TOWARDS A SUSTAINABLE CROSS-BORDER METROPOLITAN CORE

TOC



V.03 P.164

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Port History

INTRODUCTION

This paper addresses the urban planning in the city of Santos, in the twentieth century. The methodology is the
analysis of the urban planning history in the city of Santos focusing the analysis on urban revitalization policy that
has been implemented in the city, in the central area.

The study object is the central area of Santos, the first urban site and port facilities, which have become outdated'.
This area is a strategic site as an urban and social place. It is a service area linked to port activities, a shopping
center for low-income and poor living space, however it has infrastructure and public facilities, concentrating the
largest collection of historical / cultural heritage.

It is an area of high social vulnerability: low income, low education, informal labour, and the existing
concentration of housing in slums. This area is the object of the urban revitalization project, called Alegra Centro
and most recently, the project named Porto Valongo, based on the premised of “adaptive reuse”? of the old
warehouses of the port and its incorporation into the urban structure as the renew of the water front®.

Urban revitalization projects are widespread strategic to leverage local, tourist and cultural development of the
city in the same way adopted in global cities such as Barcelona, Baltimore among others.

The thesis explored in the present work, is that the Santos redevelopment project is an urban policy that
perpetuates the allocation of public resources in strategic areas, and also that the proposed urban renewal model
is the adoption of “displaced ideas™ therefore the importation of models without considering the local reality and
social fragility.

URBAN PLANNING

Santos urban planning is historically formed by the development of various master plans, which determine the
functions of the city and proposes strategies for development and zoning, in order to control the rapid urban
growth in the late transition from the nineteenth century to the twentieth, known as the coffee cycle®.

Even before the sanitarian intervention, the city promulgates in 1847, the Code of Postures establishing building
criteria for the central area, but without having a direct relationship with the existing urban structure. In this
code it is possible to see the “embryo” of what had become the spatial segregation process through the urban
legislation. The code prohibits traditional buildings and industrial uses in the central area, creating a pattern of
urbanization that aims to preserve the quality of life of the richest citizens and excluding the residents in slums.

This is the beginning of sociospatial segregation in Santos where the regulation pattern defines the space for the
formal city, leaving out of regulation the periphery zone.

In the early twentieth century, it is implemented the proposed by engineer Saturnino de Brito, hired by the state
government to development the infrastructure of Santos in order to maintain the port activities and the capital
reproduction in the space °.

Since 1930 we have the production of various plans that define proposals, but there is the gap between plan and
execution, discourse and practice, it is the modernist and functionalist urban planning, the Fordist economy and
the mass consumption society ’. These actions conceal the true source of the problem and the failure of the state
to solve them, so “there is the speech planning and ineffective planning.
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Among others urban law, the Master Plan of Santos from 1968 is the first to foresaw the need for urban renewal of
the central area, but it was not implemented. Actually actions to face this problem only occurred in the 1990s, with
the adoption of strategic planning?, that outlined goals, policies and well-intentioned guidelines, which eliminated
the disagreement and hidden conflict in order to build the consensus, the strategies known as “market urbanism”™.

Within the development of the global economy and market flexibility, there is the emerging of “urban
competitiveness”, where it is up to governments to “sell the same thing to the same virtual buyers who have
invariably the same needs””’°. In this new scenario it is understandable that the so-called urban marketing has
been grown and that basically all strategic plans have essentially the same characteristics.

The Plan of Santos can be analysed by this focus, by proposing the flexibility of urban instruments, defining
strategic areas of the city and proposing the sale of the city to international buyer without considering the existing
social fragilities.

SANTOS: REGENERATION PROJECTS

In 1980 it began the mobilization of Santos society in the rescue of cultural heritage with the establishment of the
local heritage council in 1988, called CONDEPASA. Caldatto" remember that the articulation and formulation of a
local political rescue of historical heritage was necessary due to the low activeness of the agencies already in place,
IPHAN (federal government) and CONDEPHAAT (state government). The CONDEPASA begins its operations
toppling representative historic buildings, most of them built in the coffee cycle ™.

The formulation of a specific policy in preserving the existing heritage happened in the Master Plan of 1998
with the definition of Cultural Protection Corridors (CPC) Figure 1. These corridors are further including in the
Cultural Protection Area (APC) that also started the strategy for Alegra Centro in 2003.

ALEGRA CENTRO

The Revitalization and Development of Historical Central Region of Santos (Alegra Centro)® is a specific urban
policy, the first in Santos history, focused on the revitalization of the central area.

The Alegra Centro’s policy encourages the resumption of economic development through actions in the following
areas: improvement of the urban landscape; preservation and restoration of historical, artistic and landscape
heritage; integration between the pier and the central area - project Porto Valongo; rescue of identity; economic
re-articulation; social inclusion and housing solution with the implementation of Alegra Centro Housing Program,
approved in 2010™.

The first actions took place with the restoration of cultural heritage and the search for a new urban center image
in order to leverage the economic recovery process in the city as a whole, the so-called urban renewal.

We can cite the following interventions: urbanization of the central squares (Maud, Rui Barbosa, Andradas and
Republic), replacement of sidewalks paving honouring the coffee cycle, restoration of the train station, among
others. Therefore, these interventions seek to rescue the symbolic value of the central area to build a new image
for the city center in order to leverage urban regeneration.

Since its establishment the number of properties incorporated by the program tripled, from 686 to 1805
properties in its atual phase'™
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The identification and classification of properties of historical and cultural relevance is done through cultural
inventories that points the existing architectural heritage and classifies them into four levels of protection’®. The
inventory establishes which of the building has historical values, therefore can receive tax benefits defined by law,
in order to stimulate the economy and attract investors to the projects. The main idea is to stimulate emerging of
new activities, such as entertainment, culture, leisure and tourism.

The program also defined the possibility to sale the construction potential not used in this building to others cities
areas such as the beach zone. Despite this possibility it’s almost impossible to do so, since the adopted building
standards in the city are so high that does not make it possible.

We can define as Alegra Centro features: the regulation, the definition of standards and the creation of tax
incentives as tools to leverage the revitalization of the central area. The public investments, the responsibility to
invest in urban interventions (squares, streets, infrastructure) that will serve as the starting point of the process
and creating the necessary conditions for the emergence of private investment property restoration and the
establishment of new uses.

The tax exemption for private property and public investments in infrastructure and public buildings are
essentially the Alegra Centro strategies, but the most significant point is that none of the strategies include the
social fragilities and even actions to face these problems. Housing policies and social programs were not part of
Alegra Centro.

Therefore, the public-private partnership is based on the allocation of massive public investment in strategic
points. As a result of this action there is the deepening of social disparities, the fragmentation of the city. The real
estate speculation process is also benefit by these strategies .

The program is guided by the reference of the strategic plan, which aims to sell the city and its investment
opportunities from “deregulate, privatize, fragment and give the market an absolute free pass™.

Therefore, the Alegra Centro is a program of strategic actions and not a revitalization urban plan?, since they

did not implement integrated actions in infrastructure and urban re-articulation (port-city). More direct action
related to a new urban re-articulation will be defined during the development of “strategic projects” or “anchors”
in key points of the city, such as the area of the old warehouses, the use of which will be discussed in the
implementation of this project, Port Valongo Santos.

ALEGRA CENTRO HOUSING PROGRAM

The Rehabilitation Program of Residential Use in the historic Central Region of Santos (Alegra Centro Housing
Program) is created by the supplementary law number 688 in 2010 and its origin is a direct result of Alegra Centro.
Initially the program did not provide housing witch will be included only in the Alegra Centro review, in 2008, with
the installation of residential use in the periphery area and not inside of it.

Therefore the Alegra Centro Housing Program (2010) do not include the central neighborhoods like Valongo and
Center?. that concentrated almost entirely the public investments already made, a contradiction within itself. For
the slums existing in the area the law defines “the properties of families living located in the area of Valongo [...]
may be directed to properties located in the area covered by the program”.

So in the area of Valongo, it will not be encouraged and existing housing should be redirected. This attitude shows
that the Alegra Centro will result in the gentrification process®?. Theafore, we can establish that the Alegra Centro is
based on a mistaken premise, displaced from the social reality of the central area, not including the residential use
and the resident population of the Valongo neighborhood.
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For the suburbs the program establishes a strategy to adopt tax incentives for private investors and owners of
real estate in the rehabilitation of precarious houses %. The program identifies 221 precarious properties and
establishes a deadline of two years to the beginning of the rehabilitation process, and administrative penalties for
non-compliance.

Since the beginning of the program in 2010, no property has been rehabilitated, not by the government or by
the private sector and no administrative penalty was imposed. There is no political interest to face the housing
problem.

In this sense the public action is omitted since it is not planned municipal budget source for the rehabilitation of
precarious housing estate, leaving the owners and / or residents facilitate the rehabilitation of homes through
existing funding programs in the market.

If we compare the Alegra Centro and Alegra Centro Housing Program, in the first the public sector “signals” to
entrepreneurs the possibility of intervention throws public investment (historic buildings and infrastructure), in
the second it is established that public investments are not intended, leaving the owners undertake rehabilitation
of precarious buildings, aggravating the sociospatial segregation.

Therefore, the Alegra Centro Housing policy can be seen as another legal instrument that exists on paper and not
in fact.

PORTO VALONGO SANTOS

This Project embraces the intervention of warehouses 1 to 8, for urban revitalization in order to return to the
urban landscape its aquatic view, the waterfront renewal strategy and aiming to “[...] transforming them into one
of the largest tourist centers, leisure and entertainment and business in Brazil. This project will be one of the main
urban interventions in port areas already held in Brazil”*.

It was established a shared management model between the city hall (PMS) and the port authority (CODESP),
made official by the signing of the agreement on 28 February 2008%. The agreement establishing the Working
Group Participatory (GTP), composed equally by PMS and CODESP and the decisions are taken from the
consensus between them.

The proposed program consists of the implementation of diversified uses based on the development of tourism
and the service sector, including marina, cruise terminal, restaurants, shops, event space and fairs, offices, site and
services. The program seeks to illustrate possible promotion strategies that it is possible to do in order to attract
potential investors, is the adoption of city marketing.

With the change of municipal management in 2013 the program is in standby, without effective action of viability.

PROGRAM RESULTS

After a decade it is possible to define some results of Alegra Centro program, however being a recent case it is
important to verify the ongoing actions. As it can be seen in Tables 01-03, since the beginning, it has been invested
more than R$ 100,000,000.00 (one hundred million reais) of public nature (municipal and other spheres), without
considering previous investments before 2003, which were not accounted or disclosed. (Tables 01-02: identifies
the amounts invested by the program and details these values in 2009 and 2010)
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For private investments, the amounts estimated by management and disclosed are less than R $ 50,000,000.00
(fifty million reais). This value is obtained by lifting any intervention in the central area and its cost is calculated by
square footage, for example: the face of a building is painted, it is an estimated area the cost per square meter and
counts as private investment. The calculation of investments follows this methodology since the beginning of the
program. The justification of the administration for the use of this method is guided by the premise that the values
declared in the payment of any type of service tax (ISS) do not correspond to the actual amount invested, so take
as real tax evasion and also estimate a higher value of the private investment made. With this method the amounts
disclosed private investments are in fact lower than estimated, would otherwise be released the effectively
declared values and not estimated.

According to official reports the sum of amounts invested in the program both public and private exceeds R$
150,000,000.00 (one hundred and fifty million reais). However, we found that in this value were not accounted
the amount invested in infrastructure such as Perimetral Avenue. If we sum these projects the invested amounts
exceeding R$ 300,000,000.00 (three hundred million reais), 82% of public investment, public-private 3% and only
15% private. (Table 02).

The strategy of displaying the amount investment in the program, regarding the value adopted in infrastructure, it
is strategic to show the effectiveness of the program in capture the private investment, which it is not relevant, as
shown before.

In relation to real estate benefited from the program, we found that the 254 granted tax exemptions are
concentrated in 64 properties, among 889 (NP1 and NP2). It should be noted that only 22 business licenses were
granted within the program, which can induce the Alegra Centro has not been effective in its role to attract and
stimulate new activities.

The creation of jobs and activities are the key arguments for the implementation of the project, with the indicated
results reveal Alegra Centro weaknesses regarding these matters. Thus, the reflection on the cost-benefit of the
program is needed, even in the case of an urban policy based on public investment ratio and tax incentives to
entrepreneurs. Note that the first two years of the Alegra Centro reports that the program is responsible for
creating 172 jobs jobs, concentrated in 13 companies and more than R$ 14,000,000.00 (fourteen million Reais)
invested. If we compare the number of jobs created 172, with the number of unemployed in March of the same
year (2005), corresponding to 34.087, we find that the program is inefficient and insignificant in job creation.

In the physical aspect, interventions by public authorities recover the cultural and artistic heritage of the central
area reshaping the urban landscape. Such interventions are located on the APC1, where is also the concentration
of the particular investments. The region of Valongo concentrated public investments in the same proportion
generates the concentration of private investment.

So the appropriation of public investment (more than US $ 300 million) occurs in only 64 properties that
concentrate 254 tax exemptions. We can define the beneficiaries of Alegra Centro are these private entrepreneurs,
who use public resources for capital reproduction warranty on urban space?, accentuating the sociospatial
segregation.

There is a relationship between beneficiaries and non-beneficiaries, and the beneficiaries are the real
entrepreneurs and non-beneficiaries are the local people. As shown before, the program does not include the
social reality of the residents of the central districts, not facing the housing problem, which has historical roots,
not put into practice the instruments provided by the municipal law in order to ensure the settlement of the local
population.
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In an attempt to combat the process of real estate speculation and aiming the search for a process of social
re-articulation, it is promulgated by Federal Law in 2001, the Statute of City*”. However, despite inserted and
regulated the instruments of the Statute of City in the municipal law, no municipal action was found that seeks to
break the speculation process.

We can define the actions implemented by the Alegra Centro perpetuate socio-spatial segregation process by
establishing investments in specific areas, promoting the real estate valuation and does not take control actions
to the real estate market. The implementation of the rehabilitation project of the port area, focused on upgrade
citizens and the massive public investment required for its implementation will put in check the public policy in
place.

CONCLUSION

This work reflected on the capitalist process of space production through urban planning analysis focusing on
the urban renewal project implemented in Santos, the Alegra Centro, Alegra Centro Housing Program and Porto
Valongo. As studied the sociospatial segregation in Santos was consolidated by urban regulation that defines
occupation standards for the formal city, and leaves unregulated the impactful uses and housing in the periphery
areas.

By opting for intervention in the official spaces of the city, in this case the central area of Santos, public policies
have strengthened the sociospatial segregation process, excluding the right to citizenship, people who are not
seated in these spaces, which in Brazil is mainly the low income population. The adoption of urban planning
practices that exclude part of the population reinforces unequal opportunities contributing to the maintenance of
poverty.

So it is correct to say that urban legislation transfers to space the ideology of class society, where the introduction
of a large number of laws is not linked to effective actions to confront the problem of sociospatial segregation, but
indeed to reinforce the status quo patrimonialism of Brazilian society of classes.

The Alegra Centro program, although recent, has proved a municipal urban policy that allocates massive public
investment, rather than few private investments, in infrastructure and restoration of buildings symbols of the city,
grants tax exemption for entrepreneurs and especially do not invest to face the housing problem. In other words,
the strategy of revitalizing the central area is based on the attraction of new uses and solvents users, not the
resident population.

The adoption of urban practices that disregard the resident population, leads us to say that the implementation of
the urban renewal strategy is the adoption of “ideas out of place”?. It is the resumption of the central area by the
elite and the market.

These facts confirm the thesis that the ongoing redevelopment project in the city of Santos is an urban policy that
favours the allocation of public resources in strategic areas of the city, especially in the central area, for the benefit
of private entrepreneurs. And finally it demonstrates the city plan or scheme that is being implemented in Santos,
which is the allocation of public resources in the city central area as a public strategic that has been deepened the
social issues without considering the local residents.
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TABLES AND FIGURES

LIDCHE FiCa,

FIGURE 1 Alegra Centro Program and its areas: Cultural Protection
Corridors (CPC) and Cultural Protection Area (APC1)

ALEGRA CENTRO INVESTMENT VALUE FROM 2003-2010

FIGURE 2 Investments of Alegra Centro Program. Blue Public
Investment and Red Private Investments.

Public investment public investment private investment public/private total
municipality others investment
No VALUE No VALUE No VALUE No VALUE No VALUE
Restauration 2003 1 3.250.000,00 2 10.500.000.00 19 4.761.200.00 0 0,00 22 18.511.200.00
and X 2004 1 7.250.000.00 0 0,00 8 412.400,00 0 0,00 9 7.662.400,00
conservation
of historical 2005 1 3.500.000,00 1 2.000.000,00 14 1.831.200,00 0 0,00 15 7.331.200,00
building 2006 3 1.700.000,00 3 5.200.000,00 70 7.357.262,00 0 0,00 77 14.257.262,00
2007 3 330.000,00 1 1.000.000,00 96  15.940.000,00 1 3.000.000,00 101 20.270.000,00
2008 1 2.250.000,00 2 6.228.975,00 69 4.499.279,00 0 4.100.000,00 72 17.078.254,00
2009 5 13.546.000,00 2 2.133.022,00 64 7.833.705,00 0 1.000.000,00 72 24.512.727,00
2010 6 14.195.000,00 1 700.000,00 55 5.818.347,00 1 1.000.000,00 63 21.713.347,39
Total Works 21 46.021.000,00 12 27.761.997,00 395  48.453.393,39 3 9.10.000,00 431 131.336.390,39
Infrastructure 2003 0,00
2004 0,00
2005 2.000.000,00
2006 13.520.000,00
2007 7.011.000,00
2008 2.250.000,00
2009 2.250.000,00

Total Infrastructure

15.520.000,00

11.511.000,00

Total per Sector

61.541.000,00

39.272.997,00

48.453.393,39 9.100.000,00 158,367.390,39

TABLE 1 Font: Alegra Centro Investment Value from 2003-2010
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ALEGRA CENTRO INVESTMENT VALUE WITHOUT INFRASTRUCTURE FROM 2003-2010

Publick Invest. Municipality 46.021.000,00 35,00%
Public Invest. (Others) 27,761,997,00 21,00%
Private Invest. 48.453.393,39 37,00%
Public-Private Investment 9.100.000,00 7,00%
Total 131.336.390,39

TABLE 2 Font; Alegra Centro Investment Value without infrastructure from 2003-2010

ALEGRA CENTRO INVESTMENT VALUE WITH INFRASTRUCTURE FROM 2003-2010

Publick Invest. Municipality 61.541.000,00
Public 39.272.997,00
Infrastructure 1 91.600.000,00
Infrastructure 2 54.100.000,00
Infrastructure 3 8.591.484,60
Total Public 255.105.481,60 82,00%
Public-Private 9.100.000,00 3,00%
Private 48.453.393,39 15,00%
Total 312.658.874,99

TABLE 3 Font; Alegra Centro Investment Value with infrastructure from 2003-2010
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Endnotes

1  Pedro Sales approach the relation between the city and the port of Santos, 1999.

2 Inthe book Peter Hall explores the strategies of urban requalification. Peter Hall. Cities of tomorrow. Sao Paulo. Perspectiva, 2002.

3 Joao Sette Whitaker Ferreira studies the large and expansive projects planned for the World Cup 2014 as well as the renewal strategies such as
the Puerto Madero and Docks Stations in Belém, Brazil.

4 SCHWARZ, R. Sequencias brasileiras. Sdo Paulo. Cia das Letras, 1999.

5 Clarissa Souza, 2006, addresses urban planning in Santos during three different periods. The beautification by Saturnino de Brito intervention,
the second period, from 1930 as the regulatory plans and finally, the strategic planning.

6 Saturnino de Brito proposes the recovery plan for the city of Santos. According to Ana Lucia Lanna (1996, 92) the thought of this period was
the construction of new symbols, demolition and denial of the past and the association between hygiene and aesthetics.

7  Joao Sette Whitaker Ferreira in his doctor thesis explores this concept 2010, 187.

8 Vainer, 2000.

9 Vainer, 2000 and Ferreira, 2010.

10 Vainer, 2000a, p. 80.

11 Ney Caldatto, architect and head of the Department of Urban Revitalization of the City Hall of Santos 2012. Interview granted to the author in

January 2012.
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12 The coffee cycle corresponds to the period of transition from the nineteenth to the twentieth century when the agro-export economy of Brazil
is based on coffee production. Ana Lucia Lanna, 1996, studied this period in the city of Santos, marked by agro-export entrepreneurs that rede-
sign the urban landscape by investments in infrastructure and symbolic buildings such as: Coffee Exchange, Theater among others. The coffee
cycle ends with the global crisis in 1929 and the burning of the coffee stock in 1930.

13 Alegra Centro was created by a municipal law, number 470 from febuary 5%, 2003.

14 Alegra Centro Housing was created by a municipal law, number 688, 2010.

15 The first phase (2003-2005) includes the properties located in the Cultural Protection Corridors (CPC), as defined in the Master Plan of 1998,
including 686 properties. The second phase (2005-2008) includes the rest of the properties listed in the Cultural Protection Areas (APC)
through to 1785 properties. After 2008 it was set a new border totaling 1805 properties.

16 The four preservation levels defined in Alegra Centro and later revisions are based on the compartmentalization established by Law of Use and
Land Use n. 312/98 to the properties located in the Cultural Protection Area and defined as follows:

Protection Level 1 (NP1) - Total protection, reaches real estate to be preserved fully, the entire building, its construction elements and decora-
tive, internally and externally;

Protection Level 2 (NP2) - partial protection, reaches the buildings to be preserved partially including only the facades, the volume and the
roof;

Protection Level 3a (NP3a) - free design option, keeping the predominant type of existing NPI and NPII property in tested the court;
Protection Level 3b (NP3b) - free design option, but respecting the jig 35 meters counted from the border to curb property.

Protection level 4 (NP4) - free design option, respecting the urban indices of the area where the property is, as the supplementary law n.
312/98, as amended.

The subdivision protection level 3 in 3a and 3b is given in the review of the law 470/03 for the supplementary law No. 640 of 2008, which eases
the feedback from real estate to this classification, allowing construction with feedback up to 35 meters. This revision was necessary as the
property entered in the APC were “frozen”, according to information from the director of urban revitalization.

17 The building potential sale is based on the City Statute instruments (Federal Law, number 10.257 of 2001 regarding the transfer of the right to
build and onerous grant the right to build. It has premised on the possibility of the entrepreneur to sell the unused potential in fallen buildings
to other areas of the city. However, as the law of use and occupation establishes fivefold use coefficients to lot area and an extensive list of
non-computable areas, building potential purchase is not required. for the selling tool or building potential transfer to take effect it is neces-
sary that the town planning legislation is more restrictive.

18 Ferreira, 2003, p. 215.

19 Maricato, 2001, p. 59.

20 Jordi Borja, 2001a, p. 70, the revitalization plan has the role of integration, accessibility and mobility seeking “a qualitative leap regarding
the accessibility and mobility of the urban-regional space and the generation and centrality of conversion throughout the territory “and are
linked to the” [...] feasibility operations and mass transit, logistics activity zones, realization or conversion of communications infrastructure
[stations, ports] etc. “.

21 Law n. 688/ 2010.

22 Arantes, 2000, p. 31, defines the concept and gentrification Bidou-Zachariasen (2006) discusses in detail the gentrification process in several
cities worldwide.

23 Paragraph 5642 Decree of July 29, 2010 identifies the real estate precarious plurihabitacional residential use that will make the property of the
rehabilitation process, must within two years from its publication.

24 Caldatto, 2008.

25 The process of integrated management between the municipal level and port authority begins in the 1990s, in the management of Mayor Telma
de Souza, with the signing of a cooperation agreement. However more concrete actions will only take place after 2006 when the Development
and Zoning Plan of the Port of Santos (PDZ) approved by the Port Authority of the Port of Santos (CAP) CAP Resolution No. 2 of March 22,
2006, establishes the extent of warehouses 1 to 8 for urban revitalization area in line with the set up Alegra Center. It is worth noting that the
current GTP is premised on the loon intervention strategy approved by the Technical Group, created as concierge July 2003.

26 Harvey, 2002

27 The CF (1988) in its Article 182 provides that the urban development policy is aimed at ordaining the full development of the social functions of
the city and ensure the well-being of its inhabitants, also defining the urban property fulfills its social function when it meets the fundamental
requirements for the ordainment of the city expressed in the master plan.

28 Schwarz, R. Sequencias brasileiras. Sao Paulo. Cia das letras, 1999.

Bibliography

ARANTES, Otilia; VAINER, Carlos; MARICATO, Erminia (Orgs.). A cidade do pensamento tinico: desmanchando consensos. Petrépolis, Vozes, 2000.

ARANTES, Otilia Beatriz Fiori. Uma estratégia fatal: a cultura nas novas gestoes urbanas. In: ARANTES, Otilia; VAINER, Carlos; MARICATO, Er-
minia (Orgs.). A cidade do pensamento tinico: desmanchando consensos. Petrépolis: Vozes, 2000. p. 11-74.

BORJA, Jordi; CASTELLS, Manuel. Local y global: 1a gestion de las ciudades en la era de la informacion. Madri: United Nations for Human Sttle-
ments,Taurus/Pensamiento, 1997.

BORJA, Jordi (Ed). Barcelona un modelo de transformacién urbana. Quito: Programa de Gestion Urbana/Oficina Regional para América Latina y
Caribe, 1995

—. Urbanizacao e centralidade. In: ALMEIDA, Marco Antonio Ramos de. Os centros das metrépoles: reflexoes e propostas para a cidade democrdtica do
século XXI. Sao Paulo: Ed. Terceiro Nome; Viva o Centro; Imprensa Oficial do Estado, 2001a. p. 69-71.

—. Grandes projetos metropolitanos: mobilidade e centralidade. In: ALMEIDA, Marco Antonio Ramos de. Os centros das metropoles: reflexdes e
propostas para a cidade democrdtica do século XXI. Sao Paulo: Ed. Terceiro Nome; Viva o Centro; Imprensa Oficial do Estado, 2001b. p. 73-85.

BIDOU-ZACHARIASEN, Catherine. Introducao. In: —. (Coord.). De volta a cidade: dos processos de gentrificacdo as politicas de “revitalizacdo” dos
centros urbanos. Sao Paulo: Annablume, 2006. p. 21-57.

Clarissa Duarte de Castro Souza
CAPITAL ACCUMULATION PROCESS AND RESILIENCE: URBAN PLANNING AND REDEVELOPMENT OF PORT AREAS, A CASE STUDY OF SANTOS (BRAZIL)
WASTELAND TERRITORIES IN TRANSITION TOWARDS A SUSTAINABLE CROSS-BORDER METROPOLITAN CORE

TOC



V.03 P173

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Port History

BRITO, Saturnino Rodrigues de. A planta de Santos. Sao Paulo: Typografia Brasil de Rothschild & Co, 1915.

FERREIRA, Jodo Sette Whitaker. Sdo Paulo, o mito da cidade global. 2003. 336 f.Tese (Doutorado) - Faculdade de Arquitetura e Urbanismo, Univer-
sidade de Sao Paulo, Sao Paulo, 2003.

—. Cidade para poucos ou para todos? Impasses da democratizacdo das cidades no Brasil e os riscos de um “urbanismos as avessas.” In: OLIVEIRA,
Francisco de; BRAGA, Ruy; RIZEK, Cibele (Orgs.). Hegemonia as avessas: economia, politica e cultura na era da serviddo financeira. Sao Paulo:
Boitempo, 2010.

HALL, Peter. Aree portuali: nuovi approdi del progetto. Casbella, n. 589, 1993.

HALL, Peter. Cidades do amanha. Sao Paulo: Perspectiva, 2002.

HARVEY, David. A condi¢do pds-moderna: uma pesquisa sobre as origens da mudanca cultural. 11. ed. Sdo Paulo: Edi¢oes Loyola, 2002.

LANNA, Ana Licia Duarte. Uma cidade na transi¢do. Santos: 1870-1913. Sao Paulo: Hucitec; Prefeitura Municipal de Santos, 1996.

MARICATO, Erminia (Orgs.). A cidade do pensamento tinico: desmanchando consensos. Petrépolis: Vozes, 2000. p. 121-192.

PMS, Prefeitura Municipal de Santos. Decreto-lei n. 403, de 15 de setembro de 1945. Estabelece o novo cédigo de obras do municipio de Santos e d4
outras providéncias. Didrio Oficial, Santos, 1945.

PMS, Prefeitura Municipal de Santos. Lei n. 3.259, de 16 de abril de 1968. Institui o Plano Diretor Fisico do Municipio de Santos, suas normas orde-
nadoras e disciplinadoras e d4 outras providéncias. Didrio Oficial, Santos, 1945.

PMS, Prefeitura Municipal de Santos. Lei Complementar n. 311, de 23 de novembro de 1998. Institui o Plano Diretor. Didrio Oficial de Santos, 24
novembro, 1998.

PMS, Prefeitura Municipal de Santos. Lei Complementar n. 312, de 23 de novembro de 1998. Disciplina o ordenamento do uso e da ocupagao do solo
na drea insular do municipio de Santos e dd outras providéncias. Didrio Oficial de Santos, 24 novembro, 1998.

PMS, Prefeitura Municipal de Santos. Lei Complementar n. 448, de 30 de dezembro de 2001. Altera dispositivos da Lei de Uso e ocupacao do solo na
drea insular do municipio de Santos. Didrio Oficial de Santos, 31 dezembro, 2001.

PMS, Prefeitura Municipal de Santos. Lei Complementar n. 470, de 05 de fevereiro de 2003. Cria o Programa de Revitalizacao e Desenvolvimento da
Regido Central Histdrica de Santos. Aprovado em 30 dezembro, 2002, pela Camara Municipal. Didrio Oficial de Santos, janeiro, 2003.

PRODESAN - Progresso e Desenvolvimento de Santos. Plano Diretor Fisico: politica de desenvolvimento fisico. Santos: Prodesan, 1968.

SALES, Pedro Manuel Rivabem de. Santos: the city and port relation and its (re)valorization in the macrometropolitan terrtitory of Sao Paulo . 1999.
285 f. Thesis (Doctor) - University of Sao Paulo, Sdo Paulo, 1999.

SCHWARZ, R. Sequencias brasileiras. Sao Paulo. Cia das letras, 1999.

SOUZA, Clarissa Duarte de Castro. Urban planning and public policies in regeneration projects of port areas. Santos Port - the challenge of this new
century. Dissertation (Master) - University of Sao Paulo, Sao Paulo, 2006a.

SOUZA, Clarissa D. C. Santos and the regeneration port areas under the urban planning perspective. 2012. 202 p. Thesis (doutorado) - Faculdade de
Arquitetura e Urbanismo, University of Sdo Paulo, Sdo Paulo, 2012

VAINER, Carlos. Pétria, empresa e mercadoria: notas sobre a estratégia discursiva do planejamento estratégico. In: ARANTES, Otilia; VAINER,
Carlos; MARICATO, Erminia (Orgs.). A cidade do pensamento tinico: desmanchando consensos. Petrépolis: Vozes, 2000a. p. 75-103.

VAINER, Carlos. Os liberais também fazem planejamento urbano?: glosas ao “Plano Estratégico da Cidade do Rio de Janeiro” In: ARANTES, Otilia;
VAINER, Carlos; MARICATO, Erminia (Orgs.). A cidade do pensamento tinico: desmanchando consensos. Petrépolis: Vozes, 2000b. p. 105-119.

Image sources

Figure 01: Souza, Clarissa. Elaborated by the author with the database from the PMS, 2012.
Figure 02: Souza, Clarissa. Elaborated by the author with the database from the PMS, 2012.
Table 01: Alegra Centro Technical Office, 2010.

Table 02: Alegra Centro Technical Office, 2010.

Clarissa Duarte de Castro Souza
CAPITAL ACCUMULATION PROCESS AND RESILIENCE: URBAN PLANNING AND REDEVELOPMENT OF PORT AREAS, A CASE STUDY OF SANTOS (BRAZIL)
WASTELAND TERRITORIES IN TRANSITION TOWARDS A SUSTAINABLE CROSS-BORDER METROPOLITAN CORE

TOC



V.03 P.174

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Port History

TOC



V.03 P175

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Coastal Landscape

Chair: Michelangelo Russo

TOC



V.03 P176

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Coastal Landscape

TOC



V.03 P177

17th IPHS Conference, Delft 2016 | HISTORY = URBANISM = RESILIENCE | VOLUME 03 Change and Responsive Planning |
Ports, Industry and Infrastructure | Coastal Landscape

“THE FUTURE OF JAMAICA
BAY:” PLANNING THE COASTAL
LANDSCAPE OF JAMAICA BAY
IN NEW YORK CITY, 1898-1942

Sben Korsh

University of California, Berkeley

Across the United States, the movement to make shorelines malleable for a future of rising tides is already underway. City, state, and federal
agencies, nonprofit institutions and philanthropies are mobilizing to build coastlines that are resilient to global warming. The phrase “hard
infrastructure” appears widely in the movement’s discourse to denote state-built structures that sharply define land from water in a given coastal
landscape; while “soft infrastructure”, describes adaptable networks of materials which allow for new coastal formations. In this oppositional logic,
the former is cast as out-dated and harmful to people and plants, while the latter is seen as capable of accommodating the city and ocean of the
future.

This paper is a case study of the design and implementation of “hard infrastructures” around Jamaica Bay in the first half of the twentieth century.
The body of water covers nearly forty square miles of New York City, and as such, many proposals have come forth in its history. Examining these
proposals requires a multiplicity of sources (letters, newspapers, reports, and plans) supported by evidence from Jamaica Bay’s built environment.
Several distinct eras are legible in this assembled archive, connected by shared “truths” about the city, nature, and society. My paper takes up

two: The first period starts in the late 1890s, when plans emerged to transform Jamaica Bay into the world’s largest port. These plans were
instigated by the congestion of Manhattan piers, recent improvements to the Erie Canal, and the consolidation of New York City’s five boroughs

in 1898. Businessmen, elected officials, and appointed commissioners worked on a series of plans to transform the shallow bay into an industrial
landscape of piers, warehouses, and railroads. The primary motivation was private monetary gain, with wealthy industrialists lobbying the state
to construct reclaimed land, piers, and bridges. Regional plans would eventually place the port expansion in New Jersey, yet port plans remained
in city ordinances and the public imaginary for decades. The second period starts following Robert Moses’ appointment to various commissions in
the 1920s and 30s, whereupon his planning apparatus dismantled the port plans and built highways, parks, beaches, and sewage systems around
the bay. Moses wrote down his vision in the 1938 pamphlet, “The Future of Jamaica Bay.” The framework laid out in this pre-war era increased
recreation and transportation through large-scale interventions; these plans protected wildlife, promoted public leisure, and bettered circulation
in the city. The government projects prior to 1942 continue to dominate Jamaica Bay’s present landscape. I examine the shift between these two
eras using the concept of “futurity” to unpack how people projected the future of Jamaica Bay. Through an analysis of the actors according to their
contemporary circumstances, I rearticulate how they constructed the future using claims to truth in the present. Tracing how truths have shifted
in the past planning of Jamaica Bay complicates the location’s current plans, which utilize a “hard” and “soft” argument to instigate funding and
political support for infrastructures of the future.
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ANTWERP CITY WASTESCAPES -
HISTORIC INTERPLAYS BETWEEN
WASTE & URBAN DEVELOPMENT

Julie Marin | Bruno De Meulder

KU Leuven

This paper analyses waste management and the production of space over time in the city of Antwerp, Belgium. By reconstructing how shifting
waste practices simultaneously reshape our urban environments at multiple scales, this paper also articulates historic interplays between waste
management, urban development and planning practices. Benefiting from available waste processes and materials is a practice that disappeared
during industrialisation scale jumps and more linear processes of urbanisation and consumption indeed dominate the current practices. But cities
like Antwerp are rethinking these resource consumptive processes and orienting their policies towards what is generally labelled as a resource
independent ‘circular economy’. In order to be resilient for climate change, Antwerp’s centralized and heavily engineered and stressed waste
collection and treatment installations of the last century require revision, if not systemic redefinition. After a century of dumping on peripheral
locations, bottom-up initiatives such as repair cafés, zero waste shops, green schools and even supermarkets are changing the cultural appreciation
of ‘waste’ in Antwerp by pulling ‘waste practices’ back into the city and activating social community spaces. What can we learn from the historic
interplays between waste and urban development in Antwerp at the eve of Antwerp’s next —circular- waste geography?

Keywords
urban form, waste and history, infrastructure, transition, Antwerp
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INTRODUCTION

This paper brings a retroactive planning history of Antwerp, from the angle of waste management. Such a reflexive
exercise is timely at a moment when paradigms in waste management are once again shifting and a new phase

in the interplay between waste and planning announces itself. Before industrialisation, waste did merely exist as
such. It was not something to be disposed of. It was systematically integrated into cycles of reuse and considered
as a resource.! With the rise of consumption society after the second world war, and with the centralisation of
waste management by the Flemish waste Agency (OVAM), citizens and municipalities became more and more
detached from their wastes. Waste travelled ‘out of sight, out of mind’ to inter-municipal, always peripheral,
wastewater treatment plants, landfills, incinerators and recycling centres in city peripheries. Today, with resource
scarcity around the corner, municipalities like the city of Antwerp are reorienting their waste policies from ‘waste
management’ to ‘sustainable materials management’ in a transition towards a circular economy that is detached
from resource extraction® The reappearance of waste as a collective urban, social as well as economic, agenda,
asks for reintegration of waste practices and infrastructures in urban space and life. By consequence, it becomes
part of an integrated (public space, social innovation, ...) urban design and planning agenda.

The historic interplay between waste and urban development is closely linked to transitions between linear and
cyclical practices. A waste, or better reuse, system that initially functioned as a (cyclic) (eco)system with limited
waste streams, became more and more linear with the industrial revolution. Chemical fertilisers were more
reliable and performant than biological residues and consumption society after the second world war massively
generated what we know today as ‘waste’?® The introduction of plastics and other not biodegradable materials
substantially added to our modern ‘waste issue’. Today, as a result of a resource crisis, waste is increasingly
revalorised as a resource with economic, cultural and social value. The consequences of waste are gradually (re)
integrated into spatial design agendas that spatialise the ‘circular economy’.

WASTE AS A RESOURCE, A BLAST FROM THE PAST

Before industrialisation around 1900, waste flows were a more integrated part of daily life, economy and culture.
Materials flowed in cycles between the city and the countryside. Poverty forced people to use and reuse every
resource until it had no more use. Food scraps were given to pigs and chicken in the streets and organic waste
such as human faeces was transported from the city to the countryside and used as natural fertilizer. As early as in
the Roman Era, inert waste was used as foundations for buildings and roads*.

In Antwerp, this biological cycle of ‘waste as a resource’ was supported by an infrastructure of inner-city waste
farms such as the ‘Mestkaai’ in Antwerp, where waste was collected to be transported to the countryside across
the Herentalse Vaart and later the Campine Canals. One of the arguments to construct a new canal to Antwerp in
1748 and to improve the Herentalse Vaart, was the possibility to ship up to 4.000 waste loads to the countryside.’
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FIGURE 1 18th-century map of Antwerp showing the ‘Mestkaai’, where waste was collected, and waste transportation routes (open water
connecting underground to Herentalse Vaart).

The countryside functioned as the vacuum cleaner of the city, producing food for the city, that was transported
back across the same canals. This ‘circular economy’ initiated a series of trades and professions around waste. In
Antwerp city accounts of 1401 mention a civil servant who is responsible to keep important public and economic
places clean, the ‘slykmyder’. Around the middle of the 15th century, waste was a lucrative business. In the city of
Antwerp waste was collected selectively by specialized haulers with a monopoly over a certain type of waste, the
‘gruismeester’ for construction waste, the ‘moosmeier’ for household waste and the ‘pachters van beer’ for faeces’.
From the 16th century onwards, waste collection and treatment became a source of income for the municipality,
by granting exclusive rights to waste collection®.

Despite local ‘circular economies’ around waste, there was still quite some waste left and the medieval city was
smelly. Around 1400 most city streets were unpaved. Horses and carriages were the main transportation mode.
Farmers travelled with their cattle over the roads from the field to the slaughterhouse. On the way the animals
produced manure. Inhabitants and craftsmen also did not have a formal ‘dumping’ place for their wastes, so many
of it ended up on the streets or in waterways. Small animals such as pigs, chicken or goose were scratching the
streets. All that that did not really contribute to a hygienic environment?, but norms and standards of cleanness
and the like were of course very different in that time.

WASTE AND THE EMERGENCE OF URBAN DESIGN: THE RUIEN AS A
TRANSFORMATIVE MULTIPURPOSE URBAN INFRASTRUCTURE

Waste has been an important factor in the emergence of the discipline or urbanism. One could say that dealing
with the hygienic condition of the 19th-century was the reason for urban management to emerge. Pressured by
congestion, diseases and impossible living conditions, streets were widened, sewage pipes were introduced below
ground and waste management systems such as the collective waste bin (Paris) were put in place.
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FIGURE 2 Pre-industrial waste infrastructures in Antwerp. Situation around 1783 (map) and photograph of Herentalse Vaart (1928).

The Ruien (indicated in light grey on Figure 1), a network of small-scale waterways conceived in the 11" century,
are one great example of how hygienic conditions were translated into infrastructural transformations, even
before the concept of hygiene was widespread. Originally, the Ruien drew in water from the Scheldt river for
multiple purposes. The water was pumped up as drinking water or used by craftsmen such as painters or delivered
to watermills. Inner-city ports were created for the transhipment of goods. With time tidal changes increased and
the Scheldt water became brackish. In order not to pull brackish water into the city, a series of sliders was put

in place to stop the brackish water from entering the city. At the same time these sliders became a mechanism
allowing to gather water in the Ruien, enabling to clean the Ruien bij purging the water at once into the Scheldt.
But by the late Middle Ages the Ruien had transformed into open dumps. Craftsmen dumped their industrial
waste in the Ruien and citizens connected their ‘privaten’ (toilets) directly to the Ruien.
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FIGURE 3 Situation between 1850 and 1950 (map). The Ruien were entirely covered and integrated into the municipal sewage system, evacuating
waste water in the Scheldt River. Waste was transported to the countryside via the Campine Canal (1885-1916) (picture) and railway network.

In the 16" century, when the dumping of waste in the Ruien and the streets started to create discomforts such

as smells, pests and diseases, it became the municipality’s problem. In an attempt to keep the inner-city clean,
Antwerp ordered its inhabitants to clean the street in front of their houses every two weeks." Instead of dumping
the collected dirt in the Ruien or other ditches, they had to bring the waste to Antwerp’s first legal landfill,
Rattenborch. Rattenborch was located on a swatch of vacant land at the edge of the city, between the Begijnen
and Sint-Jorispoort. Animal cadavers had also to be taken outside city walls, near the water at het ‘Kiel’. In 1783,
there was also a new rule by Kaiser Jozef II that human corpses should be buried outside of city walls. In this case,
Antwerp selected a couple of terrains in the north (current Stuivenbergplein) and the south (current Kielpark)."
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Smells and diseases became a big problem in the 16" century, Antwerp’s golden century as a metropole of

trade, when population, and by consequence the waste they produced, increased. The municipality tried to
regulate waste dumping by encouraging the use of sceptic tanks, giving fines for dumping waste in the Ruien
and by organising big ‘rui-cleanups’ in which sludge was removed from the Ruien. But these clean-ups cost

the municipality a lot of money and the inhabitants along the Ruien who were asked to share in the costs were
complaining about this. In the meantime, initiatives took place to incrementally start covering the smelly Ruien.
The Jesuits for example, created a new square and the current Sint-Carolus Borromeus church by covering two
Ruien. From the 17* century onwards, when the Ruien started losing their economic importance, the municipality
also started subsidizing inhabitants to cover the part of the Ruien in front of their houses. Parts of the Suikerrui
and the Minderbroedersrui were covered in that way by citizen committees as they were allowed by the
municipality to construct new buildings on top of the Ruien on the reclaimed ‘land’®

In 1803 Napoleon ordered the complete coverage of the Ruien. By 1835 around three-quarters of the Ruien were
covered and it would take until 1882 for the entire covering of the Ruien'. By that time population in Antwerp was
still growing, as was the number of poor people with bad sanitation infrastructures. The introduction of the water
closet made the sceptic tanks overflow and cholera, pocks and dysentery were forming another health threat.

Only in 1849, the link between contaminated drinking water and cholera was made. The thousands of victims urged
the municipality to get some order in the management of the Ruien, that became officially part of Antwerp’s sewage
infrastructure in 1882. Advised by expert committees the municipality improved the water level to increase the
water’s force in order for it to take with it waste along its way. In 1862, a public sanitation department was created.
The ‘Régie des Vidanges, Boues et Immondices’ kept the public domain clean and collected household waste.”

The hygienic conditions in the city improved relatively quickly. The demolition of the Spanish city walls around
1860 enabled a city expansion, allowing the population pressure in the centre to release. By the end of the 19th-
century the open ditch system of the Ruien had completely disappeared. In 1898 the city allowed home owners
to connect their toilets directly to the Ruien, which were then officially part of Antwerp’s sewage infrastructure.
From then on, the originally multipurpose water infrastructure of the Ruien became a subterranean waste
infrastructure (Figure 4 middle picture).

The Ruien accumulate traces of its tumultuous history, such as segments of the incremental coverings and original
stone walls. The Ruien are still part of the current municipal waste water infrastructure. Two collector pipes,

one for wastewater and one for rainwater, collect this water from the entire city center and bring them to a 3km
collector along the Scheldt Quays, that was installed in 2002 and directs the water to the waste water treatment
plant just south of Antwerp (Kielsbroek). Only in case of heavy rainfall, rainwater spills over directly in the Ruien
instead of through the drainage pipes.

The interplay between the Ruien and the production of urban form is closely linked to water. Besides drawing

in water from the Scheldt river, the Ruien were fed by the Schijn river, that formed a natural edge to Antwerp
until the 15" century. At the end of the 19th- Century, when the Ruien were integrated into the municipal sewage
infrastructure, the Schijn was disconnected from the Ruien', canalised and rerouted in different phases around
the ever expanding docks of the Antwerp Port.
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FIGURE 4 The Ruien tunnels were partially recovered and rerouted for the construction of the premetro in 1970 (top). For a large part, houses
were built on the covered Ruien. Their sewage was directly connected to the underground Ruien network (middle). Where the Ruien were
transformed into streets, such as the Minderbroedersrui, the width of the street is quite generous, based on its subterranean ‘water size’ (bottom
left). Above ground, elements such as ventilation shafts offer clues of the now entirely covered Ruien network (bottom right).

BREAKING CYCLES: FINDING SPACE FOR WASTE

The industrial revolution at the beginning of the 20th- century meant the start of our modern waste issues.
Industrialisation brought specialisation, mass production and upscaling for the economies of scale, centralisation
and increased technicality. Gradually, material streams were segregated in efficient industrial processes.

The idea of getting waste ‘out of sight’, gradually disconnected waste production and processing from daily life and
economy, erasing it from the collective conscience ‘out of mind), as it increasingly became something people did
not need to worry about as soon as the trash bins and the like were picked up from the curb side.

While innovations in production processes were thriving, methods of waste disposal remained similar to those
from the Roman era. Ideas of re-cycling and conserving surely existed, but were meant to save labour rather

than natural resources. From the point of view that ‘our natural resources are ample for all our present needs’”’,
commodities were extracted from nature, efficiently turned into products, to be dumped after consumption.
Production was a linear process, from commodity to product to waste.
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FIGURE 5 Mabp of polluted soils (light orange) and former landfills (dark orange), often located in naturally floodable areas (light grey).

The spatial context of Flanders’ dispersed urbanisation'®, with its dense occupation and little, but crucial leftover
open spaces, caused high land prices. Together with the lack of a market for compost, this made municipalities,
who were responsible by law for their waste, opt for an incineration oven rather than a composting facility or a
landfill, like the city of Merksem in 1978 to the north of Antwerp. Only financial arguments, not environmental
ones, were taken into account®.

The fact that each municipality in Flanders dealt with waste in its own way, resulted in a landscape of scattered landfills
and incinerators. In Antwerp it was not different. A confetti of former landfills in what used to be Antwerp’s edge or
periphery, is now hidden under forests or parks such as the Rivierenhof in Deurne. Many of them are located in the
riverbed of the Groot Schijn, since this type of wet land was considered useless or unproductive, waste-land?°.

Up to the 1970s, there was a general ignorance about the causality between waste disposal and environmental problems
such as soil, water and air pollution. As a result of environmental issues and disasters which had previously been
hidden or unknown, at the end of the 1960s a new social movement arose that placed the environment as a priority.

In the Antwerp Province, local Action Committees such as ‘Actiecomité Leefmilieu Rupelstreek’, opposed against
environmental pollution in their immediate surroundings. Growing incidents around waste and pollution led to the
creation of the first Belgian Waste Law on toxic waste in 1974. In Antwerp environmental activism was fierce. Around
that time (1979) the political ecological party AGALEV (To live differently) was founded. AGALEV was one of the
forerunners of opposition against illegal dumpings in the Hooge Maey landfill in Antwerp.
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FIGURE 6 (situation 2015) As a result of waste centralisation policies, Antwerp’s waste processing facilities are composed of a series of outer city
waste hubs that combine different waste related infrastructures such as waste water treatment plants and municipal recycling parks. Picture:
Hooge Maey.

On the Flemish level, this ‘environmental awareness’ resulted amongst others in the creation of the Flemish Waste
Agency (OVAM). Being part of modernist planning at that time, gradually, responsibility for waste management
was centralised at the Flemish level, resulting in a ‘cleaning’ and upscaling of waste processing facilities. But the
centralisation of waste management immediately created problems, in terms of increasing the burden of waste
handling on certain communities and in terms of the cost of waste transport. In Antwerp, an inter-municipal
waste incinerator (ISVAG) was created in 1975 about 5 km to the south of Antwerp in the middle of a housing

area. The creation of ISVAG immediately caused protest by inhabitants. After a high number of birth defects and
health problems with neighbouring citizens, ISVAG became a symbol file in the battle against waste incinerators.
Advised by a panel of scientists, in 1994 a judge closed the ISVAG incinerator in Wilrijk because of environmental
and health issues?. Today, ISVAG is still burning waste and is positioning itself as a ‘green’ industry, converting waste to
energy for about 20.000 families?.
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BACK TO THE FUTURE? GRADUAL TRANSITION TO A CIRCULAR ECONOMY

Within the transition to a circular economy, the city of Antwerp is aiming to go much further than simply
recycling waste. Its latest administrative agreement sets out ideas for ‘innovative materials management- circular
economy’®. In an optimisation effort of its building stock, the city is working on a centralising project of Antwerp’s
current 18 waste collection facilities into two multifunctional technical clusters, one in the north and one in the
south of the city. These two clusters will be developed as exemplary hubs for the circular economy, integrating
innovative and sustainable technology and synergies between various public services. There will be publicly
accessible workshops where materials as well as tools are shared and reused. While sharing collective spaces and
materials is definitely in line with the philosophy of sustainable resource use in a circular economy, the idea of
centralising solid waste appears a continuation of the 20th- century centralisation thought.

Antwerp appears to be vulnerable to the consequences of climate change. The city will become hotter, dryer and
is expected to experience more peak moments of pluvial flooding?*. 19th-and 20th- century energy and sewage
networks were not conceived for these extreme future conditions. The existing sewage network has an under
capacity to respond to these changes, but because of the high cost to adapt this existing infrastructure, the city
council prefers infrastructural interventions above ground. The city will over dimension new sewage pipes, new
city developments will limit paved surfaces to allow rain water to infiltrate in the soil, and where possible rain
water is buffered. Urban areas are being greened as much as possible.?®

At the same time when the municipality is recovering the cyclic ideas from the past about materials reuse and
nature-based solutions® for rainwater management, a renewed collective interest in ‘waste as a resource’ can

be identified in Antwerp, as in many other cities both in Flanders and abroad. Small-scale waste practices such

as flea markets, repair cafés or ‘geefkasten’, are collaborations between the city and community organization to
encourage reuse or give a second life to clothes, electronics or even food in a stimulated ‘sharing economy’. Other
initiatives, such as the Flemish MOS or ‘green’ schools initiative, support primary and secondary schools to make
the school a sustainable and environmentally friendly learning environment where limiting waste production is
one point of attention. Also in the private market, waste-conscious businesses such as a ‘zero waste’ shop without
packaging are making their entry. Not only do these waste practices contribute to the reduction of waste volumes,
they also bring back waste as part of daily life and economy.

CONCLUSION

At this moment, paradigms in waste management are once again shifting. With the introduction of the

circular economy, a new cycle in the interplay between waste and planning announces itself. Untangling the
intricate historical relationships between waste flows and the production of space in Antwerp, reveals direct
interdependencies between choices related to waste management, urban economies, infrastructures, natural
systems and urban spaces. After decades of centralist waste handling outside of the collective realm, the transition
to a circular economy could be seen as a chance to reconnect waste flows to daily urban life, economies and urban
form as well as to intigate synergies between varying public agendas (social, economic, ecological, ...).

The subsequent uses and appearances of Antwerp’s Ruien infrastructure give us an insight in how flexible and
hybrid infrastructures can adapt over time, supporting an evolving urban tissue. The Ruien are a fantastic example
of a polytechnic infrastructure?, a layered, flexible and transformative infrastructure that combined different

uses over time, while remaining strongly intertwined with urban form. The Ruien were conceived as a functional
water infrastructure, anchored by the natural hydrographic system of the Scheldt and the Schijn rivers. The Ruien
evolved into municipal sewage infrastructure, sometimes in combination with transportation infrastructure (part
of Meir metro). They demonstrate that resilient infrastructures have the potential to be reinscribed in new logics
that give them meaning in subsequent layers and transformations of urban form. At the same time studying the
Ruien reveals the strong interconnection of Antwerp’s waste and water flows and the river system.
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CARIBBEAN ‘CRUISEBANISM’, THE
RESILIENT CRUISE DESTINATION

Sofia Saavedra Bruno

University of Curacao

This paper explores the spatial conditions of a Caribbean urbanity within the context of what Wood called the most rapidly growing type of
tourism in the Caribbean and almost certainly the most globalized form of all: ‘Cruise tourism. As a reference in 1950 there were 25 million
international tourist arrivals worldwide. 60 years later only the Caribbean receives that number of tourist alone and is the leading region of

the world concentrating up to 50% of cruise market share. More specifically the past processes of urban transformations resulting from an
encounter with the very fast changing cruise economy contain learning potential for pursuing the project of accommodating a regional urbanism
in a global era; The changing Centre - Periphery and as such City - Pier relation of (Caribbean) cruise destinations can be categorised a spatial
condition that engenders and regulates a certain regional urbanity. The paper illustrates how cruise tourism over time is changing the spatial
(also environmental), economic and social interrelation between the city and pier, centre and periphery and questions the cruise destinations and
Caribbean regions’ resiliency. Although piers always had a recreational and consumptive aspect, nowadays, the introduction of the cruise pier the
on transport-oriented function has given in completely on this recreational aspect. Originally the pier was the extension of the local economy. It
was meant to be the gate that marked the entrance of a destination. As the cruise industry is now financing, building and deciding the position of
new piers, the pier has become an extension of the boat itself not of the destination. This apparently insignificant shift is a crucial move that has
displaced the role of destinations in the power game of tourist spatial economics.If originally the cruise pier became the extension of the touristic
destination that had to lead the tourist carefully to the old city centreby seducing him to spent as much time and money as possible in locally
owned shops, nowadays the cruise pier became the destination as such providing leisure and shopping wrapped up in duplicates of historical
villages, divorced from the existing cities and its economies. As massive cruise ships sail away from their old ports of call and lay course towards
small, nearly inhibited territories, the ratio between visiting and stable populations on shore shifts. The changing Centre - Periphery and as

such City - Pier relation of (Caribbean) cruise destinations can be categorised a spatial condition that engenders and regulates a certain regional
urbanity.
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Caribbean Cruise tourism, Resilient cruise destinations, Regional planning in the global era
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