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History of Lafayette

In this chapter I present a brief summary of the
history of Lafayette, West Lafayette and Tippecanoe
county. My primary source to this sections, used if
nothing else is stated, is Greater Lafayette, a Pictoral
History by Martin and Woods (Martin et. al.,1989).
This section also includes parts referred to as
“outlooks” where I summarize the development in
the US within the actual time frame. As a source to
these outlooks I used Peter Geoftrey Hall's Cities of
Tomorrow: an intellectual history of urban planning
and design in the twentieth century (Hall, 2002).

From past to the present

Tippecanoe county has a long history and it is
believed that it has been inhabited since 10 000 BC.
Indian tribes were the first settlers along the wa-
terways of Indiana. In the 17th century Europeans
came in contact with the Indians when the French
entered Indiana. This was the start of a long conflict
between the groups and this tension accelerated into
what became the battle of Tippecanoe in 1811, a
war the Indians lost. This resulted in the foundation
of the state of Indiana in 1816. The city of Lafay-
ette was founded in 1825 by William Digby due to
its strategic location next to the Wabash River. As
many other cities from this time Lafayette is laid out
from a strict grid, facing the river. This is a result
from the colonial style of planning from this time.
The regular grid provided “functional efficiency” and
“equal distribution of land” (Ignatieva et. al., 2009,
p. 402). Just as in New York and Chicago the streets
are organized by numbers, starting with first street,
then second and so on. A system that often has
changed as the cities grow larger and denser.

Lafayette was one of many towns in Indiana that
was born during 19th century. It is believed that
Lafayette had its success due to its proximity to
transportation as well as talented leaders who kept
up with the latest trends on transportation. In

the 1840s the city of West Lafayette was founded
on the western bed of the Wabash river (McGill,
2012). Ever since the twin cities have shared the
river valley with Lafayette as the primary center for
commerce. At this time Lafayette held a post office,
a grocery store and a barbershop among other busi-
nesses that offered employment and commerce to
the town, all located along Main street.

Downtown life: turn of the cen-
tury & the end of an era

Greater Lafayette has been a thriving metropolis for
decades and business has been bustling in down-
town. The first development boom of Lafayette was
within the agricultural sector when the railroad
came to the city, offering new opportunities for the
farmers to trade their crops outside the county (Wa-
bash valley trust, 2006).

The Homestead Act of 1862 made cheap land acces-
sible to thousands of families and this resulted in a
strong population growth (McGill, 2012). John Pur-
due made his fortune from river trade and decided
to purchase some of this land in order to found

a university, to educate farmers and supply the
railroad with new technology. In 1869 he founded
Purdue University on the western side of the river in
West Lafayette (McGill, 2012).

Old postcard of the Courthouse that stands as the city centrepiece.

Source: LafayetteWestLafayette Downtown, n.d
As the industrial era started at the turn of the
century, quality of city life greatly improved. It was
the utilities industries that started in the 1880s that
lead to installation of a water and sewage system in
Lafayette. Residential houses were built along the
infrastructure paths and as neighbourhoods started
to spread out new businesses developed along with
them. Downtown started to lose its position as the
commercial hub and transportation which had once
been the reason for Lafayette’s strong growth was
now causing the commerce to leave downtown,
busy with the many cars and freight trains running
through town.

As the road system evolved businesses started

to move out of the downtown congestion. In the
1920s-30s the US highway 52 was constructed and
this dispersed the city center even further. In 1952
the first shopping center was established outside the
city along the highway road and it was soon fol-
lowed by others. By-pass 52 was widened to increase
traffic flow and avoid congestion caused by the in-
creased traffic load. At the same time the downtown



streets were made one-way to improve traffic flow
and the car took over street life. It was decided that
the proper location for new establishments would
be along road 52 - neglecting the life of downtown
Lafayette, and possibly marking the end of a long
and successful era of downtown as the place to be.

National outlook: the car era to
present - sprawl and the death of
public realm

Hall (2002) describes how the first wave of the
development of suburbia was intended for the upper
class of society in times when city life was over-
crowded, dirty and congested. The suburbs were
designed in order to reassure access to green space
with walk- and parkways and low density hous-
ing. Suburbia was influenced by Olmsted as well as
Ebenezer Howard and his “garden city”. Howard
intended the “garden city” to be a place where town
and country met and created the best of these two
worlds - Town-Country. Town-Country would

be interconnected by transit routes within the low
density and vast green spaces of the new city (Hall,
2002, p. 93).

The difference between the garden city and this

first wave of suburbia that occurred is that Howard
never intended the garden city for the upper class.
He wanted to construct communities where “free-
dom” and “co-operation” was the core (Hall, 2002, p.
95). The Garden city would be owned and managed
by its citizens and Howard had developed a system
for this social process.

From the 1920s until today the car has been shaping
cities all over America. In order to house the grow-
ing numbers of cars the layout of stores and amount
of parking lots had to change (Hall, 2002, chap. 9).
This trend started in Los Angeles where the number
of cars outgrew the existing lots and the new stores
started to set back the building from the street in
the 1930s. First by a little and then further and
further back to a point where the actual building
finally was located in the far back of the lot (Hall,
2002, pp. 326-327). These “strip malls” became a
common sight in suburbia in the early 1920s but
the larger regional shopping malls with extensive
parking areas appeared in the 1950s. At this point
the external shopping mall became the new version
of the city — a new world on its own (Hall, 2002,

p- 327). Not only did this development cause the
decline of city life, it also marked the starting point
of a consumer society where consumption is seen as
a sign of wealth.

In times of the Great Depression during the 1930s
president Roosevelt and the National Housing Act
initiated the Federal Housing Authority (FHA) in
1934 (Hall, 2002, p. 318). FHA developed a number
of different “deals” that offered long term financ-
ing possibilities, inspired from European examples.
These mortgages had lower down payments than
before and reached over a longer period of time
such as 25 or even 30 years, making them more af-
fordable. The back side of this act was the fact that
the FHA was given the power to redlined entire
communities by denying these loans. These where
often areas located in the city center, considered to

be undesirable by the FHA, most often inhabited

by poor or black people. Instead of offering loans

to improve these areas the FHA followed the zon-
ing system, where development in the suburbs was
promoted. They called this “urban renewal” but they
could in fact call it urban demolishing (Hall, 2002,
p. 319) as the city centers decayed.

Modernist planners Le Corbusier and Frank Lloyd
Wright both had ideas and visions for the cities of
the future in the 1920s-30s (Hall, 2002, chap. 7). Le
Corbusier planned his “Radiant City”, a structure
where both functions and people were separated.
The radiant city would be dense and green, with

a set ratio between hardscape and greenery (Hall,
2002, p. 224). Wright on the other hand pro-

moted his “Broadacre City” that would be possible
to achieve with the prospering new technology.
Broadacre diverted from a system of roads with
self-owned residential houses, commercial and open
space zoning (Hall, 2002, pp. 279-280). In reality
Wright’s vision of the future city was never well
received, his answer to the curse of urbanization
was frowned upon by many. Wright did not even get
support from the Planning Association of America
who also promoted decentralized planning (Hall,
2002, p. 280).

As the car gained in popularity as well as in num-
ber, the planning had to adapt to the needs of this
new era (Hall, 2002, chap. 9). In the post-war times
of 1950s and 1960s the earlier critique directed to-
wards Wright’s Broadacre city seemed to have been
forgotten. The demand for housing rose as the war
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marked the end of the Great Depression. Soldiers
returned from the war and boom of both babies and
construction of houses followed. The Housing Act
of 1949 increased the lending powers of the FHA,
once again promoting development in suburbia
(Hall, 2002, p. 319). This resulted in the 1950s and
60s boom of suburbanization on American farm-
land, as suburban areas grew by 45,9 % and the cit-
ies only by 11,5 % in the 1950s (Hall, 2002, p. 319).

In Lafayette it is visible that the city has spread from
its historical core past the hills and on the former
agriculture flat land. The effect in Lafayette did not
cause direct segregation in the same way visible in
the larger cities were poor people were left in the
decay of the city (Flint, 2006). It did however lay the
ground for what we today call urban sprawl or sub-
urbanization (Hall 2002, Flint 2006, Jacobs 1961)

=

Photo of the destruction of the street railways in 1943 in order to
give space to motorized vehicles such as cars and buses.
Source: McGill, 2012

Transportation: from waterway, to
railway, to highway

Transportation has always been important for
Lafayette and the waterways were crucial for the
milling industry that grew in the city. After observ-
ing the great success from the Erie Canal between
Buffalo and New York the Indiana leaders wanted
to create a full system of waterways over the state
(Wabash & Erie Canal Association, 2009-2012). The
construction started in 1832 and by 1843 the Erie
Canal was expanded to serve Lafayette and the Wa-
bash river, at this point you could reach Lake Erie
(Wabash & Erie Canal Association, 2009-2012).

In the mid-1800s the railway system grew over the
entire country. In 1853 the railroad opened for ser-
vice to Lafayette, connecting the city with Chicago,
IL and later Bloomington, IN. The railroad offered
a new way of transportation and the river lessened
in importance. Along with this, residence houses
started to spread along both waterways and railroad
and the city grew east. Public transportation was de-
veloped in Lafayette early on. In 1870 the first street
railway pulled by a horse and wagon was started.
The service operated Main Street and in 1888 the
railways were electrified. As the streets grew wider
to house the automobile, the street railway was dis-
missed in April of 1940 and later removed.

National outlook:

the effect of the car

In This land: The Battle Over Sprawl and the Future
of America (Flint, 2006) Flint describes the start of

a new era as Henry Ford watched the first car - the
Model T ford - leave the assembly line in 1908. Ford
was in fact facing the future of the modern America.
Ford expressed his detest towards the city and saw
only one solution; to abandon it. The solution for
this abandonment was of course the car (Flint,
2006).

Just as Lafayette, many American cities have a long
tradition of public transportation. The city of Los
Angeles had an impressive system of public trans-
portation with more than 72 different light rail
interurban systems in 1911 (Hall, 2002, p. 304). The
routes of this light rail system had a huge impact on
how the city grew as developers would avoid areas
more than four blocks away from a street car route
(Hall, 2002, p. 304).

By 1920 the focus had shifted and Los Angeles held
the largest number of cars in the world, hustling the
streets together with streetcars, trolleys and people
(Hall, 2002, p. 303). In 1930 the ratio was 1 car per
1,5 citizens, numbers well above the National aver-
age at this time and Los Angeles experienced how
this “freedom” of the car also created the first city of
suburbs (Hall, 2002, p. 304). Los Angeles was a fore
runner in this development of decentralization and
as in many other towns this development did not
appear in Lafayette until after World War II.



Contemporary Lafayette

The cities of Lafayette and West Lafayette has their
individual organization but share the Lafayette
downtown area. The photos show examples of the
Lafayette-West Lafayette setting. From the right:
Chauncey Mall in West Lafayette, The Wabash land-
ing, the view from the pedestrian bridge and the
Main street setting.
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Organization: Political rule and legislation

The cities of Lafayette and West Lafayette lies under
three levels of legislation.

The state of Indiana
Tippecanoe county

City of Lafayette / City of West Lafayette

STATE OF INDIANA

Agriculture and Environment
Law and Justice
Tourism and transportation

TIPPECANOE COUNTY

Area Plan Commission (APC)
Building commission
Highway commission
Maintenance department
County Parks and recreation

CITY OF
LAFAYETTE

DEPARTMENT OF:
Community development
Economic Development
Parks & Recreation

Street

Traffic

IMPLEMENTATION
DESIGN OF PROJECTS
MAINTENANCE

SETS LEGISLATION

SETS COUNTY LEGISLATION
& CONCEPTUAL GOALS

CITY OF
WEST LAFAYETTE

DEPARTMENT OF:
Development
Engineering

Parks and Recreation
Street and sanitation

IMPLEMENTATION
DESIGN OF PROJECTS
MAINTENANCE

Hllustration of the top-down hierarchy of Planning within the state
of Indiana.

The state of Indiana

The state of Indiana sets the frames for development
within the entire state in this top down planning
system. The politicians within the numerous depart-
ments of Agriculture and Environment, Law and
Justice and Tourism and Transportation steer this
development (In.gov, 2012). The county of Tippeca-
noe are compelled to follow the state legislation and
the comprehensive state wide projects decided by
the State, such as infrastructure.

Tippecanoe county

There are a number of commissions and boards
within the organization of Tippecanoe county
(Tippecanoe county, 2009). The county is divided
into 23 different departments with different tasks.
The primary one dealing with physical and urban
planning is the Area Plan Commission of Tippeca-
noe county (APC). The Tippecanoe County Park
and Recreation departments deals with county
parks.

All information in this section about Tippecanoe
county originates from the Tippecanoe county
home page (Tippecanoe county, 2009) if nothing
else is stated.

APC — Area Plan Commission of Tippecanoe
county

This commission is multi-jurisdictional and serves
the cities of Lafayette and Lafayette as well as the
other parts of the entire county. It was founded in
1959 with the primary purpose to deal with com-

prehensive-, current- and transportation planning.
The APC got its present organization in 1976 as a
result from the changes in the Area Plan Act of 1976
(Tippecanoe county, 1981). The commission is run
by 15 elected representatives, 2/3 officials and 1/3
citizens, and has a planning department with pro-
fessional staff. The comprehensive planning deals
with future plans and policies primarily zoning,
land use ordinances and transportation. The intent
is to create strategies and plans to fulfil the needs of
future transportation.

Tippecanoe county park and recreation
department

The parks and recreation department was founded
in 1966 and are responsible for development and
maintenance of all larger open space parks, outside
city limits, within the county. They have a 5,1 square
kilometres of park land divided over some fifteen
parks. The department has 12 full time employees
and is run by a park board with representatives
from the communities assigned by city officials.

The cities of Lafayette and West
Lafayette

On the city levels both cities are primarily work-
ing with realization of plans made by the APC (the
county) and the state maintenance of their planned
environment. The Cities have representatives in the
APC and can therefore surveil their interests there.
Both cities are however responsible for the finaliza-
tion of projects, including the design of the imple-
mentations.



City of Lafayette

All background information in this section about
the City of Lafayette comes from the City of Lafay-
ette home page (City of Lafayette, n.d.).

The city of Lafayette is divided into a number of de-
partments. There are five departments linked to the
urban environment; Community development, Eco-
nomic Development department, Parks & Recrea-
tion, Street department and the Traffic Department.

The key department is the Economic Development
Department. They run a number of projects in
order for business to flourish, to make sure land use
is appropriate and to improve the neighbourhoods
of Lafayette. They run neighbourhood stabiliza-
tion-, street improvement- and district development
programs for the Lafayette area. The community
development department focuses on neighbour-
hood revitalization through programs and oversees
funding supporting social services, park and street
improvement and historical preservation. The
parks, open space and trails within the city limits
are overseen by the Parks and Recreation depart-
ment, that also run projects such as tree inventory
and the “adopt-a-spot” program. The traffic depart-
ment are responsible for the technical aspects of the
infrastructure such as signage and street lights as
well as performing traffic counts for the APC. The
street department is accountable for the functional
aspects of the street with an obligation to maintain
the 240 miles of public streets, patching pot holes,
snowplowing and cleaning for instance.

City of West Lafayette

All background information in this section about
the City of West Lafayette comes from the City of
West Lafayette home page (City of West Lafayette,
2011).

The city of West Lafayette have four departments
connected to the urban environment; the Depart-
ment of Development, The Engineering-, The Parks
and Recreation- and the Street and sanitation.

The department of Development has a large fo-

cus on strategic planning and modes of economic
development, such as projects for retention, rede-
velopment and expansion. The Land use and zoning
issues are dealt with within the department of en-
gineering that also are managing and constructing
new roads and deals with the design of the project
implementation. Accessibility and streetscape also
lies under this department even though street clean-
ing and maintenance is managed by the Street and
sanitation department. Finally the parks, open space
and trails are managed by the Parks and Recreation
department. They also run the popular Riverside
Skating center as well as other community and
nature centres.

Reflection on political rule

The result of this organization is that decisions
regarding both planning and zoning are taken by
the APC. On the one hand this implies that both

the City of Lafayette and West Lafayette work in a
similar way with planning but on the other hand it
leaves little space for the cities to move forward with
projects without the involvement of the APC. This
arrangement could also mean a lack of responsibil-
ity towards the adapted plans due to the fact that the
cities themselves have to take responsibility towards
the citizens but are in fact pinioned by county legis-
lation.

The representation of citizens within the APC board
is a positive way to include civic participation in the
process, however there is a need for excessive civic
participation sessions for dealing with more long
term changes.
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Current Plans

Zoning

The Zoning map is what controls the develop-
ment of the entire county. All zoning is decided by
the Area Plan Commission (APC) of Tippecanoe
county and the Cities of Lafayette and West Lafay-
ette are obliged to follow these decisions.

Zoning decides the usage of every single plot within
the county and both guides and restricts develop-
ment through the applied zones. The categories
used are various types of residential (single family,
single and two family), businesses (neighbourhood,
general, central), industrial, offices/research, central
businesses, industrial and agricultural for example
(see image left: Lafayette North zonal plan).

The zoning system has been used since the 1920s
and legislation from this time still bears the ground
for zonal planning today (APA, 2011), originally
this system implied a separation of functions in

a strict manner. The intent with zoning was to
promote health and the common welfare (Hoover,
1926). Today you see new, looser, forms of zoning
with a focus on a more functional mix of uses, or
even zoning focused on aesthetics and the character
of neighbourhood as in form based zoning (Purdy,
2007).

The present zoning maps for Tippecanoe county
were revised in 1978 but originates from earlier on.
The county is divided into 28 zoning sections of
different size and are available online (APC, 2007).
The plans were last adopted in 1997 but many of
them have been amended in 2003 and 2004.

The zoning in Lafayette is primarily divided into
single-family housing and other housing areas,
marked in red, in the example of Lafayette North
seen below. As visible in the zoning map this is one
result of the mono-cultural single family housing

in- Latmystin Bouth Sening May

use for certain districts and sometimes even plots. All areas high

lighted in red are residential. The light red is single family residen-
cies and the darker are multi- family residencies. The yellow indi-

cates businesses districts. The darker the yellow the more central

The zoning map of Lafayette North. The map shows the assigned

caused by suburbanization. The only areas suggested
for mixed use are within the immediate surround-
ing of the downtown area (orange),

Lafayette North
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the businesses. The orange areas are areas planed for mixed use.
The circle indicates the downtown area, the blue Wabash river.
Interstate 65 lies to the right outside the section.
Source: Area Plan Commission, 1997
Modified by the author, 2012



Comprehensive planning

The present plan for Tippecanoe county is the 1981
Comprehensive plan amended by the Area Plan
Commission (APC). The plan is divided into a
number of sections, the Land Use Plan is the most
influential one but it also include the Housing plan,
the Throughfare plan, The Park Recreation and
Open Space Plan (APC, 1981).

The APC has performed groundwork for compre-
hensive planning since the 1960’s (APC, 1981). An
extensive land use survey was completed in 1965 as
of the adoption of the Unified Zoning Ordinance,
the start of zonal planning. The first complete land
survey for the entire region was performed in 1969,
and revised in 1978-79 for the 1981 Comprehensive
plan. The result of this land survey is in other words
what lies as a basis for the present comprehensive
plan.

The Land Use plan

The “Current and Expected Land Use Plan” was a
result of the inventory of how land was used at the
present time (APC, 1981, v.2). This plan was strictly
divided into five categories of usage; residential,
industrial, agricultural, commercial and open space.
In this plan open space include both green space
and other recreational facilities according to volume
5 of the Comprehensive plan; the Park, Recreation
and Open space plan.

The Land Use plan was further developed in the
“first cut land use plan” that is a hands on theoreti-
cal image of the potential for land use without any

consideration for conflicting land usage (APC,

1981, v2.). These potentials were then refined in the
“Phased Land use plan”, where the actual land use
for the urbanizing and rural areas was proposed.
The urban core was separated in “The Urban Land
Use Plan” were traditional land use planning laid as
a base and the key word for development is “stabili-
ty” and the only change within this urban core is the
result of “reuse and the infilling and intensification of
existing uses” (APC, 1981, p. 23).

The two plans were tied together by the APC goals
and objectives for land use planning within three
fields: Public Facilities and Services, Environmental
Consideration and Economic Growth. The goals
and statements were a result from civic participation
sessions in the mid 1970s and the work of the APC
crew. There are altogether four goals were two of
them are environmental; the protection of scenic ar-
eas and preservation of prime agriculture land and
the consideration of soil type for development. The
economical goal states: “Support orderly, manageable
industrial and commercial development that will en-
courage the economic growth and well being of Lafay-
ette, West Lafayette and Tippecanoe County” (APC,
1981, v. 2, p. 2). This is a fairly arbitrary wording
that is followed by five objectives that underline the
importance of safe-guarding areas, focusing on the
development of accessible neighbourhood shopping
facilities, the protection of existing land uses for
development and to discourage “strip-commercial”
areas (APC, 1981, v. 2, p. 2), in other words external
shopping centres.

The Thoroughfare plan

The 1981 Thoroughfare set standards for road con-
struction such as the width of roads and the overall
needs of transportation (APC, 1981, vol 4). In ad-
dition to the Thoroughfare plan the Transportation
plan describes the future needs for transportation in
the county. These plans where focused on vehicular
traffic until 1997 when they where complemented
with the Tippecanoe County Bicycle and Pedes-
trian Plan. This plan was created due to changes

in national legislation that required bicyclist and
pedestrians as a part of the transportation planning
(APC, 1997).

The transportation plan is the most frequently
updated plan with four updates since this origi-

nal plan from 1978. The present one was adopted

in 2006 and foresees the transportation needs of
2030, showing how a “multi-modal” transportation
system interlinked with the rest of the region is one
of the main goals (APC, 2007). However the 2040
Metropolitan Transportation Plan is already under
development for adaption in June of this year, bear-
ing the subtitle of “Completing the streets” (APC,
2012). This update puts focus on “sustainability,
personal mobility and Complete Streets by focusing
more on user choice and alternative modes of travel”
(APC, 2012.) and is already completed with a list of
future bicycle and pedestrian projects. This is a great
initiative and answers to one of my greatest critiques
on the ignorance towards alternative transportation
in a car-focused environment.
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The park, recreation and open space plan

The plan was developed by county and city officials
together with the joint efforts of the three Park and
Recreation boards concerned. Up until this point
these boards performed individual planning and
the primary intent with the plan was to develop
one comprehensive plan that took the needs of all
citizens within the county into consideration (APC,
1981, vol. 5, p. 1).

An overall inventory of existing parks and facilities
was performed were both public and private space
was taken into consideration, this included park
space as well as schools and other types of open
space and recreation areas (APC, 1981, vol. 5).

According to the APC ‘open space’ include park
lands, recreational facilities, school sites, cemeteries
and “concentrations of undisturbed natural vegeta-
tion” (APC, 1981, vol. 5, p. 34). When it comes to
the planning for parks the survey presents common
standards for park space in order to facilitate the
needs of the community and answer questions such
as how many facilities that are required, their size as
well as their geographical location, physical setting
in the landscape and accessibility for its users (APC,
1981, vol. 5). The park program defined five differ-
ent types of parks ranging from the smallest mini
park to the largest regional park (APC, 1981, vol. 5).
However the location of these parks are not taken
into consideration in the inventory and the study
concludes that even though there is a surplus of
park land it does not serve all of the county resi-
dents (APC, 1981, vol. 5).

Critical analysis

Needless to say, the function of a comprehensive
plan that is dated more than 30 years back is ques-
tionable. The plans have a large focus on inventory
of the present situation and development in a simi-
lar mode present at that time rather than discus-
sion future scenarios. The Land use plan originates
from inventories performed in the 1970s and even
though many of the recommendations from the
1981 Comprehensive plan are wise the development
since makes me question whether or not they have
been strong enough. For instance the recommenda-
tions are to “discourage the future development of
strip-commercial areas” and to “provide protection
for existing land uses” (APC, 1981, vol. 2). Even
though the standard version of the strip mall has
not been constructed several super centres and ex-
tensive supermarkets (such as Walmart and Target)
have been built, consuming vast areas of former
agricultural land for parking facilities and roads.

Overall I find a hierarchy between the importance
of the different plans. Transportation planning
played a large role in the past and still does today
whereas green infrastructure and alternative modes
of transportation is mentioned rather than dis-
cussed. The initiatives for greener transportation,
bicycle and pedestrian paths seem weak and com-
municate wishful thinking rather than realization.
The history of planning for the car seem to remain
today since the only plans that are updated on a
regular basis are the transportation plans. In the
1990s new national legislation demanded transpor-
tations plans to contain a sufficient pedestrian and

bicycle plan. The plan was completed and amended
in 1997 but has not been updated since.

Hopefully the 2040 transportation plan “Complet-
ing the street” (APC, 2012) will show a change

in this trend and turn towards a larger focus on
pedestrian and bicycle connectivity. The proportion
between the suggested street improvement projects
and pedestrian and bicycle improvement projects

is however still out of balance. There is a lack of
large scale perspective on multi-modal transpora-
tion planning and a vision of the entirety it could
tulfill. Since the APC sets the foundation for what
the cities does and focus their efforts on they ought
to be the driving force in this matter. Planning for
pedestrians and bicyclists would much benefit from
the large scale perspective rather than local street
improvements performed by the cities today. This
kind of planning only result in short sections of
functioning paths that appear and disappear with-
out being a part of a larger system of paths.

According to the Park, recreation and open space
plan (APC, 1981, vol. 5) Lafayette and West La-
fayette have a sufficient amount of green and park
space only it is unevenly dispersed. As I will show
in this next section the amount of public space in
the immediate downtown area is in fact very sparse,
so is the ratio of functional open space area. As
mentioned before this plan has not had one single
update since it was amended in 1981. As the city
has grown and consumed even more surrounding
agricultural land so has the need for green oasis.



Inventory & Analysis

In this section I present the findings from my desk
study, the on site inventory and my analysis. This
section is divided into my three areas of interest;
urban development, infrastructure and the function
of Main street. These areas are all closely connected
with the impact of urban sprawl. Since the inven-
tory and the analysis is closely intertwined I will
present them together in each section and differen-
tiate them through subheadings.

Urban development

In order to map the urban development of Lafayette
and West Lafayette I performed a desk top study on
maps and other material to understand how the city
sprawled out. I had great use from the US Census
and their 2010 Census Interactive Population Search
Tool (US Census Bureau, 2010) in order to under-
stand how the population is allocated over town.

I also used maps provided by the City of Lafayette
through McGill (2012).

Urban sprawl

When analyzing the aerial photos of the area it
becomes obvious that both cities are spread out over
a vast area. I retrieved a number of maps show-

ing the density over the area, the first map (Map I)
shows that between the 17 townships of Tippecanoe
the Wabash township (West Lafayette) and Fairfield
township (Lafayette) are the largest townships in the
county together with Wea township located right
south of Lafayette (US Census Bureau, 2010). The
Wabash township has a large percentage of inhabit-
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Map I: The 17 Tippecanoe townships and their density, the darker
the colour the higher the density. The number 1. indicates Wabash
township and 2. Fairfield township. 3. Wea township
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Source: US Census Bureau, 2010

ants within the age group of 20-24 years, clearly
interconnected with the presence of Purdue Univer-
sity (US Census Bureau, 2010).

Zooming in further using a finer incidence, it is
visible how the density in the immediate downtown
area is lower than in the surrounding suburban
areas (Map II). This correlates both to the fact that
there has been a long decline in downtown residen-
cies as well as the history of housing construction
where the older districts in the city center (the first
wave of sprawl) have fairly low density and are rich
in green space whereas the newer suburban areas
are low density but yet closer together. This map
provide an image of where the larger residential are-
as are located. It shows that there are less residential

Townships of Wabash,
Fairfield and Wea

Wabash river
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Map II: The allocation of the population over the Census block
groups within Tippecanoe county, the darker the colour the higher
the density. The population is denser in the areas surrounding

the city center rather than within it, a result of urban sprawl. The
black line indicates the townships of Wabash, Fairfield and Wea
described to the left.

Source: US Census Bureau, 2010
living along the river valley and a denser population
living on the surrounding old flat agricultural land
above the ridges. The Wabash floodplains are also
sparsely populated except for the area right next to
West Lafayette where apartment complexes house a

large population.

Analysis

It is clear that the trends of urban development have
caused the downtown area to have a lower density
than the surrounding areas. Since many of the areas
that are denser holds single family housing the pos-
sibilities to increase density in the downtown area
are many.
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The railroad

Lafayette Courthouse

The Pedestrian bridge

The Erie Canal

West Lafayette

1868 Birdseye of Lafayette facing south-east.

Source: Drawn by Ruger, Library of Congress,

Geography and Map Division, n.d.

The growing city
Starting from the downtown area the sprawl of
Lafayette is visible. In the immediate downtown
area, sprawling along the old railroad tracks and
streetcars lines are the houses from the first wave
of suburbanization located. In the 1868 birds eye
painting by Ruger (above) you can see how the city
spreads out from the city center with the courthouse
through the undulating landscape. In this image
you can also see the Erie canal running along the
Wabash river and how the western bank of the river,
contemporary West Lafayette, is undeveloped and
covered with vegetation and fields. On the eastern
side of the river the undulating landscape consists of
farmland and scattered housing.

According to the illustrations, to the right, made by
the City of Lafayette (City of Lafayette, 1978) the
city shows an impressive growth from its foundation
in the early 19th century until today. Lafayette was
laid out as a strict grid facing the water as showed

in the illustration of 1825 but the pattern softens

slightly as the grid is adapted to the river valley and
the topography to the south in the 1830s. According
to the 1850s illustration it is visible how the city has
spread together with the developing road structure
and the railway. Except from a couple of roads the
city growth is delimited to the east by the railway
and the ridge just east of it. In the 1975 illustration
it becomes visible what happened in the follow-

ing 100 years as the city has grown past the natural
delimitation of the ridge and sprawled on what was
previously agricultural land.

The houses from the early and mid 19th century are
detached, multistory houses surrounded by mature
vegetation from the 19th century. The neighbour-
hoods are interconnected with pedestrian paths
and the houses often possess a strong architectural
expression. These areas are protected as a National
Historical Districts (Wabash Valley Trust, 2006)
nominated through the a 1960s preservation act in
order to protect historic buildings from destruction.
The congress stated: “The historical and cultural

foundation of the nation should be preserved as a
living part of our community life” (Wabash Valley
Trust, 2006). In addition to the national historical
district there are also five Local historical district
assigned by the Lafayette Historic Preservation
Commission (Wabash Valley Trust, 2006). Buildings
within this program are protected under county
legislation (Wabash Valley Trust, 2006). Altogether
houses in Lafayette consists of a mix of styles from
mid-19th century Greek- and Gothic revival to later
19th century Empire, 20th century Praire and later
Ranch style (Wabash Valley Trust, 2006).

The additional development in the 1970s illustra-
tion (compare 1850) is primarily consistent of
post-war house construction that has resulted in
different style areas in the twin city areas. South-
east of Lafayette are areas with the more commonly
seen urban sprawl areas with mass produced single
family houses, they are either within a grid or the
cul-de-sac style where the street comes to a dead
end. In the north-western parts of West Lafayette
on the other hand there are areas with mid-century
modern houses from the 1950s and 60s (Wabash
Valley trust, nd).

The transition from the older neighbourhood to
the post-war boom of single family houses towards
165 north-east and Tippecanoe mall is striking.

As you walk away from the city the character of it
changes fast. Once you have passed the ridge that
once (1850) marked the end of Lafayette the houses
turn to single-storey, streets grow wider and the flat
landscape accentuates this effect of a vast suburbia.



The transition of Lafayette
and West Lafayette from
1825, 1830-40, 1850 and
in 1975. The illustrations
show how the city has
grown from a small core to
cover a larger area.

Observe that north is fac-
ing to left due to original
illustrations.

Source: City of Lafayette
1830-40 . | 1978 through McGill, 2012
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Wabash river Cul-de-sac suburbia I65  Chauncey mall Lafayette courthouse US52  Tippecanoe mall

The present map of Lafayette (right) shows how
the city has grown further, especially east of US52
towards the 165. The black dotted lines represents
an estimate of the 1975 size of the twin cities and
the map shows how growth has continued. The
development since appears in a more lose manner
with cul-de-sac (turn-around) wide streets and a
complete lack of the pedestrian perspective. The
latest of these areas are often secluded in almost
closed communities. Since sprawl has forced many
of the city functions away from the core there is no
grocery store or supermarket within the city sphere
today (illustrated with a red ellipse). Outside this
area there is however more than fifteen supermar-
kets and super centers, often located close to each
other in strip commercial areas. This implies that
the residencies within the city of Lafayette and West
Lafayette have to purchase their groceries by car or
bus. There is however two small unconventional
grocery stores with a focus on oriental foods on
Purdue campus close to Chauncey mall.

Analysis

The urban development has created a society
dependent on the car where commercial activities
are located in the fringe zones of the city. In order
to change this dependency on the car the city must
grow denser with services such as grocery stores of-
fered close by. The most recent suburban areas must
be interconnected with the street grid and possibly

be densified as the city grows from within. ia =T ey A i Wl ' & :
Aerial photo of Lafayette and West Lafayette of similar section as the Municipality illustrations. The city 2000f
has continued to spread an disperse into the landscape. The tight grid in the city center stands in contrast @ =
to the loser structure in the outskirts. Source: Google maps, 2012



Infrastructure

Major roads in Lafayette and West
Lafayette

The main road passing through the county is the
165 located just east of Lafayette and West Lafayette.
This interstate connect the Chicago metropolitan
area up north with the Louisville area down south.
With the history of decentralization and horizontal
planning most commercial activities in the region
are located along the SR52: The Tippecanoe mall,
various restaurant chains, huge grocery stores etc.
This area is not interconnected with pedestrian
paths or bicycle lanes but only accessible by passen-
ger vehicles. There are pedestrian paths along some
stretches but they are often exposed to heavy traffic.
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Major roads in Greater Lafayette.
Source: Indiana Dept. of Transportation, 2000

Public transportation

CityBus runs all buses within the Tippecanoe
county. The system serves most parts of the twin
cities and has more than 14 regular routes (City-
Bus, 2011). CityBus has an “unlimited access” deal
with Purdue University that oftfers Purdue students,
faculty and staff free access to the system. CityBus
also offers the Trolley-line from West Lafayette to
Lafayette that is a free shuttle service for all, initi-
ated by the City of Lafayette. The bus ridership has
increased three fold since 1999 to a full 5,3 mil-
lion trips per year (CityBus, 2011). The buses are
equipped with bike racks up front so that riders can
bring their bicycles on the bus free of charge.

Private transportation & Parking

A full 76 % of the workforce in the county of Tippe-
canoe drive alone to work (County Health Rank-
ings, 2011) this gives a clear image of the overall
car-usage in area. Many of the Purdue students have
their own car, or access to a car, due to this stressed
situation there is a campus restriction for first year
students to obtain a parking permit (Personal mes-
sage, 2011).

A recent research study shows that close to 7 %, or
3,9 square kilometres, of the urban land cover in
Lafayette and West Lafayette is parking (Davis et al,
2010). This is three times the 1,3 square kilometres
covered with park within the same city boundaries
(Davis et al., 2010). The same researchers found the
land cover in the Tippecanoe mall area occupied to
55 % of parking lots and 45 % by buildings.

The total number of parking lots in Tippecanoe
county corresponds to 1,7 parking spaces per adult,
or 2,2 parking spaces per registered passenger vehi-
cle within the county (Davis et.al., 2010). Davis et.
al (2010) conclude that if all passenger vehicles in
Tippecanoe county would be parked in these park-
ing lots at the same time there would still be 83 000
vacant lots. This is a massive side effect of the car
dependency and the car focused planning and I will
return to the issues of parking in the section about
Downtown.

Pedestrians & Bicyclists

For pedestrian and bicyclists the infrastructural hub
of Lafayette and West Lafayette is located next to
Riehle plaza in downtown Lafayette. This multi-
modal transportation center houses the Amtrak
trains, Greyhound buses (national), the local City-
bus as well as local taxi companies. It is situated next
to the Wabash river in the conjunction with Lafay-
ette Main street and the pedestrian bridge. The area
is accessible by foot and bicycle even though the
path goes through stairs across the rail road. This
especially makes the situation for bicyclists rather
complex and hard to utilize. In West Lafayette there
are a sections of bicycle paths as well as bicycle
stands outside the buildings.

The connection

The distance between Chauncey mall (West La-

fayette) and the Courthouse (Lafayette) is roughly
1,5 kilometres and a 20 minute walk. However the
connection between the two cities is weak and the
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physical setting is run down, and sometimes lacking
sidewalks. Both the visual and physical connection
between West Lafayette and Lafayette has some
major obstacles. There is a lack of visual connec-
tion due to the commercial area (Wabash Landing)
which lies in between the cities and conceal the
sight of one another. This makes it hard to find out
which way is the right way to walk or even if you are
on the right track.

The sidewalk stretch from Chauncey Hill down to
the Wabash Landing is extremely narrow (down to
80 centimetres) and unsafe with traffic on one side
and a brick wall on the other (image 1). The cross-
ing over River Road (image 2) is focused to handle
vehicular traffic and as a pedestrian you are left to
your destiny and the rare periods with a green light.
Once you pass the large road there are optional
roads through the area between the two cities (im-
age 2b). The Wabash Landing (image 3) is a vast
area with roads, parking spaces and some commer-
cial activities along the edges. Once you have passed
this area and found your way to the pedestrian
bridge you feel the connection with Lafayette, but by
then West Lafayette is long left behind you.

Analysis

Infrastructure planning is adapted to make ve-
hicular traffic as efficient and easy as possible. This
has resulted in a situation where pedestrians and
bicyclists often seem to be neglected in planning
and therefore also in practice. I did not find any
numbers of bicycle ridership but many of the people
I talked to verified that bicycling is often not an op-

tion in Lafayette and West Lafayette. However there
are some bicyclist in the campus area. Not only is
there a lack of bicycle infrastructure but also the
equipment such as bike stands, especially in down-
town and around the external shopping facilities.
The campus area offer bicycle stands outside many
buildings but the number is often insufficient.

The bike racks on the city buses makes it possible to
bring your bike and bicycle within the city, however
this possibility is not utilized to its maximum. Many
of the students I talked to had never been on one

of the CityBuses, nor had they walked downtown
or even bicycled in Lafayette (Personal messages,
2011). In accordance to my own experiences of the
appearance of other bus-riders I was told that there
are “only people who can’t afford a car who rides the
bus”, to that I would like to add; and international
students.

As a pedestrian the main issues with the connec-
tion are the poor quality of the sidewalks and the
lack of signage. This creates a very unsafe pedestrian
environment and the hardscape areas applies to

the sense that the distance is between Lafayette and
West Lafayette is longer than it is. The pedestrian
crossing over River Road is poorly marked out and
Wabash landing does not appear as a part of West
Lafayette nor Lafayette but more like a place “in
between”, a no-mans land. Improved signage and
quality of the sidewalks would steer pedestrians
along a safer route through the landing.

As a bicyclist the situation is equally bad, you can

either bike on the sidewalk or ride along the busy
roads. The assigned bicycle path goes across the
pedestrian bridge, implying the user to carry the
bicycle over the stairs in order to pass the railroad.

0 100 200 300 400 my
[

Problem areas along the Lafayette - West Lafayette connection.
The images below correlates to the issue areas in the illustration.

The narrow sidewalks, the vehicular setting, hardscape areas and
the stairs leading over the railroad.




Function of Main street

Main street runs through downtown like a spine in
a east-west direction. The two way street holds on
street parking in both directions and a, sometimes
narrow, sidewalk on each side. Some stretches of
the street have recently been refurbished with new
pavement, benches and trees protected by tree
grates. Other sections are in a poor condition with
uneven pavement and pot holes. The street is lined
with buildings housing small businesses, restaurants
and some office spaces. The core of downtown is the
Lafayette Courthouse that rise into the sky.

In general streets are wide and lined with on-street
parking. Many of the them are one-ways as a result
of former traffic planning. In order to cross the
street there are traffic lights in the intersections.

Analysis

Even though downtown has a lot to offer, the pres-
entation of Main Street and its design is not perfect.
The efforts which have been made within the last
decade should not be neglected, however the ques-
tion is if the scale of focus should be bigger. It might
even take a change in the users and their habits to
fill this city streets with life.

Looking at the downtown area it quickly becomes
obvious that this is not a place for pedestrians and
cyclists — this is a place for the motorized. The side-
walks are often narrow and sometimes uneven and
together with high curbs this provides a substantial
accessibility challenge. Benches are placed along the
street but they often add to the cramped feel of the
narrow sidewalk and are often empty.
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Downtown crosswalk and information board next to the Court
House and a downtown sidewalk with parking next to it.

In the Lynch-inspired analysis of the downtown
area I identified landmarks, nodes, paths, districts
(Lynch, 1960). I also mapped surface parking areas
and green and open spaces in order to convey a
clearer image of what downtown looks like and
what open space there is in the area and its usage.
The figure ground map is used as a base for the
analysis in order to identify the spatial relationship
in the city.

Analysing the figure ground of downtown Lafayette
(right) you can clearly see that the built structures
are spread out over the area. The area along Main
street has a distinct edge of buildings whereas many
of the other blocks are missing constructed edges.
Edges that would define and give the street struc-
ture. Downtown appears to have a lot of open space
at a first glance but when looking a little closer these
areas are often proven to be hardscape areas such as
surface parking.

Landmarks

Downtown has a number of landmarks, some are
visible from far away, such as the Court House and
the black skyscraper that rise up into the sky, while
others are less visible. Once in downtown, the train
and bus station, as well as the farmers market, are
landmarks known to the general public, places
where friends suggest to meet or used as reference
points when describing the area.

Analysis

Lynch makes a distinctions between primary and
secondary landmarks, the primary being the more
important ones (Lynch, 1960). Most of the primary
landmarks are situated within close proximity to

the Lafayette Courthouse. There are a number of
smaller landmarks along Main street as well such as
restaurants and shops, but I considered these sec-
ondary since they are not as important, even though
they area important for the Lafayette community.

R e W 1 | |
~ 1 ] = "'i““ﬂ N ]|

» RS LB Ll L
Ny _‘-.EFL.| -.:-I :lql‘ul
ll.-1.- '.‘lhilil L

Figure ground of the "Main street study areas with landmarks
marked out (black indicates built structures)

1. The Pedestrian bridge 2. The train station 3. Bus station

4. Chase skyscraper 5. The Courthouse 6. The Farmers Market
7. Lafayette Theatre

41



42

Nodes

After visiting downtown on a number of different
times by foot I was time by time struck by the fact
that most parking lots were busy but I never saw
their owners. The park benches along Main Street
were most often empty. There was often activities
surrounding the bus and train station with people
changing buses. The restaurants in the area were of-
ten busy once you enter them but in general I rarely
found outdoor seating or patios.

The Tapawingo park west of the river is primarily

a node for families since it holds a playground and
parking facilities. The strongest node in the down-
town area is area next to the train- and bus station
around James I. Riehle Plaza, where commuters wait
for the bus or train.

Tapawingo park
rain and bus station ~ Farmers market Bus stop
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Nodes in the area. From the left Tapawingo park, Riehle plaza
and the bus/train station, The farmers market, The Main street
bus stop.

On Fifth Street between Main and Columbia Street
lies the site for the Lafayette Farmers Market. The
farmers market is 165 years old and still alive and
kicking. It is opened from May to October on Tues-

day and Saturday mornings. The site for the Farmers

market is a widened part of Fifth Street, whether
this is the original site of the market or not has been
questioned but it is proven that the space in mid-
1800 was to “be and forever remain open as a public
market space” (Greater Lafayette Commerce, n.d.,
b). The farmers market is a busy node in season but
it is used as a parking lot for the rest of the year as
well as on non market days. There is also a smaller
node further up east along Main Street where an
open space with benches offers a small waiting area
for commuters.

Analysis

In a similar manner as the landmarks the nodes
appear focused around the Courthouse and the
Wabash river. The transportation node is by far the
most frequented one but the user group is closely
interconnected with the same as the bus riders, the
node is in other words not a place where people of
different backgrounds meet. The Farmers market is
a strong node during Market days and this is a node
where people of different backgrounds (yet similar
interests) get together to buy local produce. Howev-
er, Lafayette lacks a strong node with a multitude of
activities and where people of all backgrounds can
meet and interact - a city square or similar.

The train station from the pedestrian bridge. Riehle plaza in front
of the train station and the bus station in the far back.

Farmers market space facing Courthouse



Paths

Main Street is a busy street with parked cars shield-
ing the traffic. These parking lots also pose a barrier
when crossing the street. The sidewalks are often as
narrow as one meter and it is sometimes impossible
to walk two people next to each as someone else
walks in the other direction. Main street is a mix of
sidewalk solutions that change for every block. They
are often uneven and you find trees without tree
grates where there is a hole in the pave around the
tree in parts of Main street. This makes it especially
hard for people with disabilities to guide themselves
along the street. The intersections are well lit and
offer safe crossings of the street, even though they
tend to be focused on keeping a steady traffic flow
and are adapted to the dimensions of car and not
people walking.

Most pedestrians downtown walk towards Main
Street, often from a parking lot in the area. There is
a steady flow of pedestrians going east-west along

Main Pedestrian paths in the area, focused around Main street
and its interest points.

the street but also a number crossing the street
without using the designated pedestrian crossings.
This makes Main Street a rather unsafe environment
for both pedestrians and motorists.

Vehicular traffic is heaviest on the roads from West
Lafayette, south of Main Street. Columbia Street and
South Street handle traffic going west and east on
separate one-ways. Crossing Main Street in a north-
south direction, 3rd, 4th and 9th street are the
busiest streets. Main street is a two-way street and is
frequented but not the busiest road downtown. It is
used by visitors, business owners and citizens. The
load on Main street has greatly decreased since the
road re-loaction. The average daily traffic on Main
street was 11 400 vehicles in 1976, with 25 000 vehi-
cles passing over the Main street bridge that today is
the pedestrian bridge (Griffin, 1976). By 2006 these
numbers had dropped to closer to 2700 vehicles per
day (APC, 2007).
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Vehicular paths in the area. Traffic flows in all directions in the
grid of roads in the downtown area.

A typical Main street intersection.

Analysis

Even though the average daily traffic has decreased
on Main street the usage is still substantial. The
street size has not been adapted to the lighter load
of traffic since. The allocation of space is very
uneven and the human scale is pushed back by the
needs of the car.

One possible solution would be to re-allocate the
street where less space is designated to the car

and more to pedestrians. Greenery would further
improve the environment downtown, both from the
social and ecological perspective.

Sidewalk improvement
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Districts

West Lafayette and Lafayette are divided into dis-
tricts in a program evolved from the work of Great-
er Lafayette Commerce. Implemented in 2010, there
are three main districts; Chauncey Village, Wabash
Riverfront and Arts & Market. The Chauncey Vil-
lage district is the most western district and located
in West Lafayette. The Wabash Riverfront district
ties the both cities together and the Arts & Crafts
district is the located in downtown. The districts are
clearly marked with large painted signs where you
enter them and also smaller signs on the light posts.
Each district has a large information board where
you can get information about the district you are
in, as well as the others.

Analysis

As mentioned earlier these districts are primar-

ily used for branding of the twin cities. They are

not districts according to Lynch even though they
would appear somewhat similar. These districts are
designated within a precise area that is not visible

in reality and the border is strict. I assessed three
distinct districts within the study area, one west of
River road, one in the Wabash landing area and one
in downtown, these districts are defined by the large
barriers such as the state street road and the Wabash
river.

As a pedestrian walking in the area the signage
could however help you to locate yourself. The
information provided by the information boards is
very useful to find restaurants or recreation.

Chauncey mall Wabash landing Transportation hub Courthouse
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Farmers market

In the Chauncey Village district
Chauncey Mall is the centre . In the
Wabash Riverfront district you have
the commercial hub of the whole area
on the western side of the river, and
the transportation hub to the east.
Downtown you find the Court House
on the border between districts and the
Farmers Market situated right in the
heart of Arts & Crafts district.

Chauncey Mall, entrance to West
Lafayette

District signage



Parking

Downtown offers both large parking lots, on-street
parking and parking houses. A rough estimate of
the result of my surface parking inventory is that the
relationship between the built structure and hard-
scape parking is close to 50 percent each including
the areas of on-street parking. Many of these lots

are paved and the only permeable pavement I found
was the parking space that doubles as the Farmers
market.

The City of Lafayette Parking and Traffic Services’
mission is:

“To promote safe and efficient vehicular

travel and parking throughout the City of Lafayette,
Indiana, especially in the Downtown, while encourag-
ing utilization of more energy efficient means of travel
to improve the environment and reduce the need for
public parking spaces, such as by increased use of
public transit, bicycles, and smaller ‘Green Vehicles’
(City of Lafayette, 2010).
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Figure ground wzth hardscape parkmg areas marked in grey.
Implying the amount of hardscape in the city.
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When looking closer into the goals for downtown
parking in Lafayette the mission seems far away as
they attempt to “preserve the most convenient and
proximate parking spaces, both on-street and off-
street/...]” (City of Lafayette, 2010). This formula-
tion had me wonder how the goal corresponds to
their mission of increased use of public transit and
bicycles.

Analysis

I found parking to be one of the major issues in the
downtown area. As concluded there is an enormous
amount of hardscape surface parking. Not only

do these big parking areas create gaps in the edges
around the street but they also minimize the op-
portunity for water to percolate through the ground,
this in turn puts extra pressure on the surface

water system. The ratio of 1:1 of built structure and
parking space is not a viable option and does not
strengthen downtown, rather the opposite. Parking
is a sensitive question but the huge impact on the
environment cannot be neglected. The on-street
parking along Main Street boosts the sense of the
traffic as a barrier and delimits what could be a
street bustling with life to the two narrow sidewalk
paths. Many pedestrians cross Main Street without
using a safe crosswalk, causing safety hazards for
both pedestrians and motorists. I did not take the
ownership of these parking lots into consideration
in my analysis. In order to fulfil the goal of in-
creased use of bicycles the city needs to offer bicycle
paths as well as parking.

Space demanding surface parking on 7th street across from the
Mariott hotel (right)

Permeable pavement on the

Farmers market site
Un-organized parking in void of

buildings

Main street parking Street scape of Main street
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Green and open space

From an aerial photo the study area appears to be
relatively green. However the greenery consists of
scattered street trees in poor condition and some
private greenery. The street trees show a weak yearly
growth, possibly due to compaction and the street
setting. In order to access green space in downtown
you have to walk away from the core to find green-
ery. The Court House square is the only (semi)pub-
lic green space in downtown Lafayette. Further away
from Main Street there are a few smaller private
gardens in connection with churches or houses.

The public Riehle Plaza next to the train station
doubles as a small park but is primarily an open
space. In order to reach a larger scale park you have
to walk across the river where you find the Tapawin-
go Park along the bed of the river. It is a public park
with a fully equipped playground, a number of
benches and a ice skating rink for winter activities.
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Figure ground map with green and open space (red) indicated.
The map visualizes the lack of both green and open space in the
downtown setting.

The location, approximately 500 meters from the
courthouse seems too far from the downtown area
for it to be as full of activity on a weekday afternoon
as it could be.

The primary open space is the oval square of the
James I. Riehle Plaza next to the train station. The
plaza has a fountain centrepiece and is surrounded
by seating. It is a place suitable to hang out and

wait for the bus or train due to its prime location.
There are a few other smaller public open spaces in
downtown but they are often small and tucked in on
the slim sidewalk. The sidewalks are too narrow and
it is hard to create a functional space on a one and a
half to two meter wide sidewalk even though efforts
have been made. There is however not enough room
to house pedestrians, benches, bicycle racks, trash
bins and trees on the present sidewalk. The city has
planted storm water treatment areas around the
Courthouse square to deal with storm water, one of
the Street improvement efforts.

Analysis

The streetscape ambition Downtown is much
needed but unfortunately not a great success for
pedestrian and bicycle accessibility. As of today the
wide street with narrow sidewalks is a rather un-
pleasant sight and not a place where you would like
to stroll for the joy of it. If the ambition is to create
a functional, attractive and vivid city the percentage
of green and open public space needs a dramatic
increase. An adaption to Low Impact design (LID)
would also be suitable to develop the storm water
management in the area.

The playground in the family focused Tapawingo Park right west
of the pedestrian bridge . - , 'I{i —

An example of the
narrow sidewalk,
furnished with a trash
bin, benches and stairs,
Main street

View from the public green space
surrounding the Courthouse
square towards Main street.

Street tree in a tough spot,
Main Street



Interview with Dennis Carson, the City of Lafayette

On the 20th of April, 2011 I met with the direc-
tor of The City of Lafayette Economic Develop-
ment Department, Dennis Carson. I had prepared
a number of questions regarding their work with
comprehensive planning, initiatives taking place in
the downtown setting, funding of projects and the
overall condition for planning in the Lafayette area
(see Appendix I).

Carson has been with the city for five years. He ex-
plained that the cornerstones of planning to create a
lively city are the people and businesses in the city,
together with public improvement projects. There
has been a big interest in keeping downtown alive
since the Historic Preservation Committee started
in the 1980s. For 25 years the city struggled with

a massive project in relocating the freight rail that
crossed through the city to where it is today along
the Wabash river. Within the last 10 years there has
been a large increase in the number of residential
developments in the downtown area, a very wel-
come trend which is helping the downtown devel-
opment, Carson expressed.

The largest challenges as a planner in Lafayette are
to find financial resources to execute projects and to
change the mind set of people to have them under-
stand the long term advantages, Carson stated. One
example of a successful project that was first ap-
proached with scepticism is the Trolley-bus service
that runs from Lafayette to West Lafayette. To fund
it the city had to increase some taxes, something
that caused loud discussions. When the actual deci-
sion was taken many people supported it and today

it is a very popular feature.

The main focuses of planning in Lafayette are on
infrastructure, which is believed to be the most
visible change, and the improvement of the streets.
The development department also works with
improvements of the streetscape to keep downtown
an attractive place to be. The goal is to have a more
pedestrian friendly Main Street, Carson continues,
with wider sidewalks with space for outdoor dining
and street life. Another goal is to turn 3rd and 4th
streets into two-ways to increase flexibility. The city
is approaching an adoption of the “complete streets”
principles, where space is allocated for pedestrians,
bicyclists and motorists, for all new street develop-
ment, but it is still a couple of years away.

When it comes to strategic planning there are no
official plans but a number of projects to prioritize
within the budget every year. The main focus is on
the more short term streetscape projects. One of
these is a redevelopment plan for the area from 4th
street up to 11th where the city has a masterplan but
still requires funding to realize this. In accomplish-
ing this plan they met resistance for suggesting re-
moving a couple of parking spaces. Parking is a sen-
sitive issue for the downtown business owners; there
is a fear of losing customers if there are no parking
lots right outside. When I presented my thoughts on
Main Street as a car-free street he expressed it to be
an idea which was an option very far into the future,
if it would ever be possible. He agrees that down-
town would need another greenspace but explains
that it is hard to find a good location. For designated

downtown green space he refers to a upcoming pro-
ject where the river corridor is being redeveloped.
Carson has hope for the development of Lafayette,
to the question of what downtown will look like in
10 years he said that downtown is improving every
year. It will be less vacant housing, infill building,

a small grocery store, a re-opened co-operation. In
the end of the interview I asked him what ranking
he would give downtown Lafayette today on a scale
from one to ten. He said that for a city in Indiana he
would give Lafayette a nine, on a scale of the entire
country a six.

My Reflection on the interview

My session with Carson increased my understand-
ing for the battle of sustainable planning in Lafay-
ette. There are many ideas and it appears the city
has some kind of goal and vision of where they want
to be, even though I never found these formulated
in official documents. However the issue of finding
funding for projects as well as the public opinion
seem to slow the pace of change down.

I was somewhat tired of hearing, what I found,

poor excuses to keep the same number of parking
spaces as before. If the municipality would take
their responsibility and turn focus towards what will
gain the future instead of fulfilling the demands of
today they would be more than one step ahead with
their planning. I later learned that the planning in
Lafayette is much dependent on the Tippecanoe
county planning and this fact makes the situation
more complex.
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Summary of downtown analysis

Downtown is a pleasant area with beautiful archi-
tecture and buildings in a human scale. Altogether
this old structure offers a functional base for a suc-
cessful Main street but the present conditions does
not fulfill its potential. There is a presence of both
vacant lots where buildings have been torn down
that creates a void in the street edge as well as vacant
buildings that accentuates the abandoned feel in the
entire area. The physical condition of buildings are
often rugged and a need for maintenance is visible.
The area holds an important historical heritage and
for that reason maintenance of buildings as well as
restorations is important. Many of the buildings

are designed with a storefront towards the street
and residential on top and hosts small shops on the
ground floor.

There is an obvious lack of public open space and
green space and a redundancy of surface parking

in the downtown area. With the space surrounding
the courthouse square being the only place that is
somewhat green in the downtown area this ratio
need to change. Functional open space with green
structure would be an improvement not only for the
area but for the entire city.

Although the scale of the buildings are within the
human dimensions the scale of the street and its
allocation of space is adapted to the car. The street is
more than 15 meters wide with two lanes and park-
ing on both sides whereas the sidewalks are between
one and two meters wide. The recent sidewalk
redevelopment projects along Main street are im-
portant and serves a purpose. The projects increase

the aesthetic value but to increase their function
they need to be widened. The relationship between
the space for vehicular traffic and sidewalks need to
change in order to invite pedestrians and bicyclists
to the downtown area.

The public transportation system in itself is well
functioning although an information system of ar-
rivals and departures needs to be updated. The focus
on vehicular transportation need to change towards
more environmentally friendly options in order to
attain future needs. An interconnected web of bicy-
cle and pedestrian paths would greatly improve the
movement within the downtown area and would
increase sustainable transportation — encourage the
citizens to leave the car at home and bike instead.

The lack of a grocery store downtown counteracts
the goal set by the municipality to further increase
the number of residencies downtown as well as it
triggers the car dependency. A small grocery store
would be an excellent social generator and bring
more life and activity to the area.

SN S e

Downtown architecture. The narrow three story buildings varies
in style and color. The storefronts along the street gives the street
an active edge in the human scale.

Downtown allocation of space. The street width makes it hard to
move freely as a pedestrian.



Reflections on the Lafayette case study

I compared city life in the twin cities with city life
in similar sized cities in Europe, so to some extent
my findings could be considered objective from
the European perspective on city life and urban
planning. During my year in America I found that
larger cities such as New York and Chicago bear

a larger resemblance to European cities of all, and
even smaller, size. Large American cities often have
sufficient public transportation, parks and greenery,
wide sidewalks, bicycle lanes as well as shopping
along the streets and cafés and coffee shops - some
of the pillars to the city life I sought in Lafayette.

Urban development

Lafayette and West Lafayette are spread out over

a large area and even though both cities are twice
as dense as the average city in Indiana, they still
consume a large area. The decentralized structure is
visible and affects the citizens daily life and rou-
tines. The way the city is organized with functions
separated from each other, often only accessible by
car, inevitable implies that there is only one option
for transportation: to drive. With a comprehensive
plan dating more than 30 years back it appears the
Area Plan commission of Tippecanoe county does
not consider this an issue. The only update within
the comprehensive plan is the transportation plan
that are is up for its fifth revision since 1978 (APC,
2012) this year. The issue of development, such as
infill construction and sustainable growth, must be
dealt with actively by the APC in order to encourage
alternative transportation by making distances be-
tween ones home and workplace shorter. One way

of achieving this is to reconsider the present pattern
of growth that consume a large areal towards infill
and densification. A revision of the comprehensive
plan could be the starting point for this develop-
ment.

Infrastructure

The study echoes the fact that the area is planned for
the car. The street retrofits performed in order to al-
low more traffic in the 1950s remains and it is time
to balance this uneven situation and once again
invite alternative transportation and pedestrians to
Main street. One step towards this transformation is
to remove the one ways in the area. One way streets
are known to encourage speeding and increase
travel distance (Duany et. al., 2010, sect. 8.3) and in
the present situation where Main street traffic has
decreased over the last decades there is no obvious
reason to maintain them (Griffin, 1978, APC, 2007).

One large impact of this car focus is the huge
amount of parking lots in the area. The study of
Davis et al. (2010) show how large the areas of
hardscape wasted only by parking lots are. The 3,9
square kilometres equals 1075 American football
fields and these numbers exclude all road struc-

ture within the studied area and on-street parking
(Davis. et. al., 2010). With only one third of these
numbers in greenscape it is a necessity for the future
to green and infill some of this hardscape.

Pedestrian pace streets and shared spaces are
working all over the world and I have a hard time
understanding why this would not be the case in La-

fayette. Many of the prerequisites are fulfilled such
as is a well functioning system with public transpor-
tation and with the presence of sidewalks on most
streets there is no real need to drive in the down-
town area. What it finally comes down to is the
change in mind set amongst the citizens of Lafayette
and their will and interest to change their behaviour.
The city could work further to decrease car usage
through the development of new pedestrian and bi-
cycle paths. The connection between Lafayette and
West Lafayette must be improved and such a project
could further be promoted together with Purdue
university in order to increase public health.

Function of Main street

Development has sprawled from the downtown area
leaving vacant buildings behind. Carson witnessed
how this decline in the downtown area in fact has
been turned around over the last 25 years with an
increase in residents but I claim the pace of refur-
bishing needs to step up in order to bring life back
to downtown. Renovation and refurbishment of
commercial space and apartments as well as infill
construction of new mixed use residential housing
is one way to bring more people downtown. By in-
creasing the population in the area a basis for a gro-
cery store and other services in the area is reassured
and the car dependency would greatly decrease.

With Main street functioning as a social generator
with and a spine of green infrastructure the down-
town area is given a second chance to flourish.
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Learning from Uppsala

This part is focused on the second research question: “Does urban sprawl exist in Sweden and how is it then
visible in Uppsala?” This part consists of a brief summary on the history of urban planning in Sweden with
focus on sprawl. Uppsala is presented with focus on the urban development, infrastructure and Main street
of the city. In the end of this section you find a summarizing reflection on Lafayette and Uppsala. What is
there to learn from across the Atlantic?
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Sweden an___d Uppsala

Where are we?

Across the Atlantic Ocean in Scandinavia lies Swe-
den. Sweden is the third largest country in Western
Europe with an area of 450 000 square kilometres
(174,000 sq.mi). According to the Swedish National
Board of Housing, Building and Planning Sweden
has a population of 9,4 million spread unevenly
over the country (Boverket, 2011). Almost 85 %

of the population lives in 1,3 % of the total areal of
the country in urban environments such as towns
(tatort) or cities (SCB, 2011). The municipality of
Uppsala holds a density is close to 90 people per
square kilometre, a little lower than the average in

Map of the County of Uppland and its eight municipalities with
Uppsala municipality marked in darker green.

Source: Pantzare Information AB, 2012

Tippecanoe county with 131 persons per square
kilometre (US Census Bureau, 2012).

In Sweden there are administrative definitions on
the size of cities made by the Swedish Association
of Local Authorities and Regions (SKL - Sveriges
kommuner och landsting) (SKL, 2011). They have
developed ten classification groups for the Swedish
municipalities; two of these are interesting in this
case. SKL state that a “large city” (storre stader) is
“Municipalities with 50,000-200,000 inhabitants and
more than 70 per cent of the population lives urban
areas” Whereas “Metropolitan municipalities” (Stor-
stad) are “municipalities with a population of over
200,000 inhabitants” (SKL, 2011.). Pursuant to this
there are four cities in Sweden the size of a “metro-
politan municipality”, Stockholm, Goteborg, Malmo
and the most recent one; Uppsala.

The municipality of Uppsala is located in the mid-
dle part of Sweden on the agricultural plains of
Malardalen. The municipality is one of eight within
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Map of the Municipality of Uppsala with the City of Uppsala
marked in darker green.
Source: Upplandsbygd, n.d.
Modified by author 2012

the County of Uppsala and has a land cover of 55 %
forested areas and 25 % agricultural lands (Region-
forbundet, 2012).

The municipality of Uppsala reached the 200 000
limit in November of 2011 (Uppsala kommun,
2011a), the fourth largest city in Sweden. The capital
of the municipality is the City of Uppsala that was
founded in the 14th century due to its prime loca-
tion as a trading outpost. Close to 40 000 of these
inhabitants are students in one of the two universi-
ties. Uppsala has been the academic center of Swe-
den since the 5th century. Uppsala university is the
oldest university in Europe and admits most of the
students (Uppsala kommun, 2010b). The Swedish
University of Agricultural Sciences is just over 30
years old and has its main campus situated south of
Uppsala city center.



Swedish planning in brief

The history of Swedish urban development is simi-
lar to the one in other industrialized countries even
though Swedish history is longer than the one of
American cities.

In the Medieval times cities grew from what was
nodes for trade and the network of roads later de-
veloped by connecting important nodes in the city
such as harbours and squares (Klingberg, 2006. p.
264). The preindustrial cities were fairly small and
laid out from the square grid (Klingberg, 2006, p.
264) with transportation primarily by foot or pos-
sibly by horse and wagon (Kummel, 2006, p. 7).

From the mid-1800s and onward urbanization and
industrialization caused cities to grow at a rapid
pace, causing a setting much like the one in Paris
and New York (Hall, 2002) with lack of living space
and both sanitary- and health issues among the
poor people in the city (Kummel, 2006, p. 8). The
city grew denser with the increasing population but
the city limits remained the same. In other words
the urbanization took place at the cost of self suf-
ficiency of produce as well as fresh air and quality of
life (Kummel, 2006, p. 8).

The impact of the expanded railway construction
in the end of the 19th century became visible as the
value of land in the railway nodes increased (Kum-
mel, 2006, p. 8). The large scale of the system made
transportation across far distances easy and one
result of this was that towns started to grow from
these nodes (Kummel, 2006).

Up until this point the growth of Swedish cities had
been fairly spontaneous. In 1874 this phenomenon
came to an end as the era of planning started with
the first legislation for urban development - the
Building Code for the Cities in the Realm (authors
translation) (Klingberg, 2006, p. 265). The code
claimed that every city should develop a city plan
with designated areas for growth, the keywords ac-
cessibility, health, fire security and beauty were pri-
mary. During the early 20th century this legislation
was re-developed with a stronger focus on appear-
ance and function, at this time the car started to de-
mand more space in the cities that were interlinked
with straight streets (Klingberg, 2006, p. 267).

In the 1930s modernism spread across Sweden
with the ideal of an spacious and green city, the key
words were sun, light and air and planning was fo-
cused on function (Klingberg, 2006, p. 267). Work-
place, dwelling and services were separated and
interlinked with a network of roads, the function
was the basis and aesthetics would grow out of it.
The houses were placed in order to receive the most
sun possible and linked with a network of separated
infrastructural paths (Klingberg, 2006, p. 267). The
next trend in Swedish planning was the creation of
architect Sven Markelius, who advocated decentral-
ized employment and the satellite community, also
known as the ABC-city were Arbete (workplace),
Bostad (Dwelling) and Centrum (Center) were
combined (Hall, 2002, p. 338).

For modern time the 1987 Planning and Building
Act (Plan och Bygglagen) was the most influential

legislation for contemporary urban planning, the
1987 act replaced all former legislation and intro-
duced the compulsory demand on all municipalities
to create a comprehensive plan. The act was revised
and adapted in 2011 (Boverket, 2011).

Swedish travel habits in brief

As the mobility of people has increased since the
90s and we now travel both longer distances and du-
ration, this puts new demands on sustainable public
transportation and infrastructure. The general mo-
bility of Swedes has increased from 5 kilometres per
person and day in the 1950s (Kummel, 2006, p. 5)
to 40 kilometres per person and day in 2006 (SIKA,
2007). The National Travel Survey showed that, out
of the 27 000 attendees, 53 % travel by car on an
average day and that three out of four households
possess a car (SIKA, 2007).

The survey shows that the 14 % who used public
transportation only travelled % of the length that
the ones travelling by car did. The shortest distance
to the workplace were found in the cities and the
longest amongst citizens in commuter municipali-
ties, however the length of travel time was the long-
est within the cities and in suburban municipalities
(SIKA, 2007, p. 23). The survey show a distinct rela-
tion between the car usage and the size of the city
or community one lived within. In commuter- and
low density municipalities the car usage is 75 % and
the public transportation ratio was 3 to 8 % (SIKA,
2007, p. 23). In the large cities the car usage was

41 % and the public transportation usage 32 %
(SIKA, 2007, p. 24).
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These numbers are somewhat in relation to both
habit of culture and the given opportunities to use
public transportation. The large cities have systems
that are far more developed and frequent for public
transportation where the lower density areas often
are trafficked less frequent and hence also has a
lower usage. I believe that these trips made by the
car might be hard to decrease, the travel from sub-
urban areas or other areas that are densely popu-
lated could however have a higher ratio of public
transportation usage than 26 % (SIKA, 2007).

Urban sprawl in Sweden?

The term of urban sprawl (stadsutglesning) is sel-
dom used in Sweden even though the phenomena
does occur here as in North America and in numer-
ous countries in the developed world. In Sweden the
debate is more focused on densification and “urban
healing” (“stadsldkning”, authors translation). A de-
bate that undeniably somewhat admits the presence
of sprawl — how else would there be anything to heal
or densify?

The impact of sprawl is more visible in American
than in Sweden. Much due to the scale and effect of
it but also the way the lack of housing was dealt with
in Sweden through the “Million Homes Program” in
the 60s and 70s (Stéhle 2008, p. 15). Instead of the
North American focus on construction of single
family housing the Swedish program for public
housing intended to build one million apartments
over ten years (Hall, 2002, p. 335).

The starting point of the project was the huge lack

of housing that sprung from the rapid urbanization,
from 1940 to 1970 the percentage of city dwellers
sky-rocketed from 55 % to 81 % in the country and
by the end of the program the government had built
just over 1 million apartments (Hall, 2002, p. 335).
In order to succeed with this goal, standardiza-

tion and large scale production was necessary this
resulted in three story slab block houses accompa-
nied with tower block houses (Klingberg, 2006, 268)
arranged in semi-dense areas with strictly separated
functions (Stahle, 2008). The program was success-
ful in reaching its goal but for its quality and livabil-
ity it has been considered a failure, the oft-the-shelf
dwellings were dull and their prospective residents
found them unattractive (Hall, 2002, p. 341). How-
ever these areas have had an upturn since, the over-
all standard is however low and the refurbishment
of these areas is often discussed in media.

During the 1970s it was obvious that, just as in
America, Swedes wanted their own house and the
production of single family housing became brisk
(Hall, 2002, p.342). The look of these areas were
often homogeneous as the Million program areas
but the demand was huge and they were easy to
sell. From the beginning to the end of the 70s the
production of single-family homes went from 32 %
to 70 % of all construction in Sweden (Hall, 2002, p.
347). It is from this time most of the “villa-carpets”
sprawled over Sweden, invaded people who wanted
to get out of the Million program areas afflicted with
vandalism and a bad reputation (Hall, 2002, p. 341).
From the 1950s and onwards urban renewal pro-
jects took place in the Swedish city centres (Kling-

berg, 2006, p. 268). The city was overcrowded and
dark due to the old standards of building and by
tearing down these old structures and replacing
them with the “light and air” structures of modern-
ism the city was believed to be more inviting and
attractive (Klingberg, 2006, p. 267). Together with
pedestrian street and boulevards the new look of
the city is what we often see today. The “renewal”
projects caused a strong reaction from the public
and after grass-root reactions the urban renewal
projects were put to and end by the 70s (Klingberg,
2006, p. 268).

The post-modern times of the 1980s was a reaction
to the modernist planning and again the enclosed
blocks with courtyards of the past became the ideal
(Klingberg, 2006, p. 268). This remained until the
end of the 1980s when the urban development was
turned towards construction that would “put the
city on the map” (Klingberg, 2006, p. 268).

Today planning trends are turned towards densifica-
tion and infill. The term urban healing is commonly
used in the debate about infill construction and the
general idea is that the city is healed through infill
of void space whereas the opposition holds them
responsible for encouraging infill of green space in
the cities. Construction of new communities and
areas on former industrial sites with a large focus

on sustainability (for example through storm water
management, low energy usage) is also common,
such as the Western Harbour area in Malmé. A ten-
dency towards construction of single family housing
on agricultural land is however visible.



Introducing Uppsala

The city of Uppsala is in many ways similar to the
twin cities when it comes to size and situation. The
largest difference would be the lively city center
and the pedestrians and bicyclists frequenting the
streets.

Many Swedish cities have car-free main streets as a
part of the change in city planning in the 60s and
70s, as does Uppsala, where Main Street is a pedes-
trian street and the commercial spine of the city.
This is where people go to run their errands and
hang out, grab a coftee or catch the bus. There are
plans to further develop the pedestrian streets of
Uppsala and tie them together to enable even more
commercial activities throughout the city.

Uppsala is one of the fastest growing cities in the re-
gion with a set number of goals to achieve for 2030,
such as to be an attractive place to live and work,

to be a cohesive city with a diverse and dynamic
culture and to become climate neutral (Uppsala
kommun, 2010b). These are ambitious goals that
the city works towards realization through a num-
ber of different drives. The city try hard to improve
infrastructure to make the transport system more
sustainable. One of the goals is to double the present
13 percent of public transportation, out of all trans-
portation modes, by 2030 from a reduction of car
traffic (Uppsala kommun, 2010b). The city is also
improving alternative ways of sustainable transpor-
tation such as pedestrian and bicycle traffic.

Organization: Political rule and
legislation

Due to the differing relationship in size of the US
and Sweden the legislation and political rule is more
direct in Sweden.

Uppsala

In Uppsala questions regarding planning and urban
development is handled by the Community devel-
opment office (Kontoret fér Samhallsutveckling).

The development in Uppsala is primarily regulated
by the Comprehensive plan. The comprehensive
plan is, if necessary, implemented through the
intensive comprehensive plan (Swedish: FOP) and
realized through the detailed plan. This is a normal
sequel of Swedish planning and these steps are fol-
lowed by thorough civic participation, all decisions
are taken by the elected municipality boards.

Comprehensive planning

The Uppsala Comprehensive plan is dated 2010 and
is a guide for both urban and rural development

in the municipality until 2030 (Uppsala kommun,
2011b). The comprehensive plan is the primary tool
for planning within the municipality, this is where
the ways for intended growth of urban and rural ar-
eas are set, for infrastructure as well as housing and
green areas (Uppsala kommun, 2010b). The com-
prehensive plan is not legally binding but implies
the direction of development. The plans are made
legally binding in the detailed plan, that most often
follow the direction of the comprehensive plan.

The process of developing a well anchored com-
prehensive plan is complex and time consuming. It
starts with development of a program for the plan,
the program is then consulted in a session with
neighbouring municipalities, the county admin-
istrative board and other stakeholders (Uppsala
kommun, 2010c). The program and plan is then
revised before it is put on public display for two
months when the citizens are invited to communi-
cate their opinions. These opinions are discussed

in a statement and often results in a revision of the
plan. After these changes City council can adopt the
new Comprehensive plan that is current until a new
one is adopted. In the beginning of a every new four
year length of service the City council is obliged

to decide whether a new comprehensive plan is
needed or not (Uppsala kommun, 2010c).

This system is well established in many Swedish
cities due to the demand for a comprehensive plan
through legislation. The benefits of such a complex
and long process is the involvement with citizens to
develop a vision and long term goals for the devel-
opment of the city. The Uppsala comprehensive plan
includes a vision for 2030 as a goal to strive towards
for all projects, minor and major.
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Urban development

Urban sprawl in Uppsala?

Uppsala has a long history and a concentrated

core or center with historical districts within. As
visualized on the overlapping maps to the right
Uppsala has grown from a compact grid structure
surrounded by agricultural lands in 1884 to a more
outreaching loose structure by 1961 and finally to
have grown further in almost all directions by today.
Most of the growth took place in the 1960-1980s
when areas such as Gottsunda, that was a part of the
million homes program, grew to the south (Upp-
sala kommun, 2007) and the areas of Nyby, Granby
and Loten to the east (Uppsala kommun, 2010a).
These are both areas with external centres that

were constructed in the 1970s and are targets for
redevelopment projects as of today. This densifica-
tion also caused many of the open areas in the 1961
map to be developed. In the 1990s areas such as
Rickomberga and Stenhagen grew to the west. Most
of the areas that have grown to be a part of the city
was formerly smaller villages or sparsely populated
areas, as the city has grown these villages have con-
urbated into the city web.

In contemporary times the urban development is
primary consistent of infill densification projects
where the city is grown denser through construc-
tion. This is a peril where the balance between
safeguarding green and open space is put in contrast
with the benefits of the dense city. What is not vis-
ible in this image are the recent projects where “villa
carpets” similar to the ones in the 1970s are spread-
ing over agricultural land outside the city within
commuting distance.
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This illustration shows the development of Uppsala over time. The overlaid maps are from 1884, 1961
and present and visualizes how the city has spread. The red dots represents external shopping centres
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Source: Uppsala Stadsarkiv, 2012. Modified by the auhor



Urban development according to
the Comprehensive plan

As mentioned earlier the 2010 Comprehensive

plan deals with planning of both urban and rural
areas (Uppsala kommun, 2011b). Due to the rise in
population and growth the city is currently under
pressure to develop further (Uppsala, 2010b). The
intention is to densify the city by growing inwards
rather than consuming the surrounding landscape,
“the focus is on diversity, high-quality design and
interaction between different systems, as well as on
linking together the different areas of the city and
ensuring that they are easily accessible” (Uppsala
kommun, 2010b). The goal is a city growth where
the core will increase from its current population of
roughly 150 000 people to 180-190 000 people by
2030, a large increase that demands construction of
about 25 000 residential (Uppsala kommun, 2012b).
Other than densification green corridors and the life
between buildings will be promoted through careful
planning for social interactions. The urban pulse
will be strongest in the core of the city but spread
through corridors and smaller urban centres within
the districts (Uppsala kommun, 2010b). The green
values will be safeguarded through green corridors
and wedges that are reaching into the city and the
functional high quality green spaces the city offers
(Uppsala kommun, 2012b).

—— Comprehensive cycle route
lon separate tracks or on he o)

— Nood for Improvement
or construction

WS Need for investigation

These are the existing cycle paths (dark purple lines) and the
planned ones (thicker pink lines) for the city of Uppsala. The
central parts of the city lies within the circle but people bicycle all
over the city.

Source: Uppsala comprehensive plan 2010

Infrastructure

Pedestrians & Bicyclists

Uppsala is known as the “City of Bicycles” and

the first thing you meet when arriving to Uppsala
Central Station is parked bicycles, as far as you can
see. One of the main modes of transportation in
Uppsala is the bicycle and for this reason, as well as
to increase bike usage, the city work a lot to improve
the connectivity with pedestrian and bicycle paths.

The bicycle and pedestrian path system in Uppsala
is a web of more than 300 kilometers (187 miles)
that guide you from one part of the city to another.
By offering a web of cycle paths the city invites the
citizens to leave the car at home. The estimate for
the number of bicycle rides for central Uppsala is
55 000 per day, for the entire city it is estimated to
be as many as 120 000 (Uppsala kommun, 2012a).
The city offers 2500 bicycle parking spaces spread
out over the city and 6000 next to the central station
(Uppsala kommun, 2012a).

Vehicular traffic

Private vehicular traffic is concentrated to a number
of streets outside the city core whereas the main
street and other streets in the city only are open for
public transportation. Parking spaces are spread
throughout the city with a number of parking
garages and areas for surface parking, the amount
of parking lots is however small in comparison to
Lafayette. In 2011 the average of cars per person in
Uppsala was 383 cars per 1000 person (Regionfor-
bundet, 2012).
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Functions of Main street

As a part of the comprehensive plan for Uppsala,
one goal is to increase the number of pedestrian
streets in the city center. Uppsala’s main street,
Svartbacksgatan (pale orange in the illustration),
has long since been closed for vehicular traffic and
now the web of pedestrian streets is planned to

be extended. Dragarbrunnsgatan (orange) started
the transformation to a pedestrian-pace street in
2008 when the first of five phases The Dragarbrunn
square opened. The street is transformed to a solu-
tion where it is shared between motorists, bicyclists
and pedestrians on the premises of the pedestrians,
a pedestrian-pace street.

This pedestrian focus makes it easier to access the
city center by foot or bike than by car, since this
area is closed for private vehicular traffic. There are
bicycle parking spaces all along the river and also on
earlier mentioned Dragarbrunns square.

St. Pers square Forum square
Dragarbrunns square | Large square Small square
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The 2030 Vision of Uppsala pedestrian streets and public squares.
Source: Uppsala municipality, 2004, edited by author

These interconnected streets are all a part of the
downtown commercial area with streetfront stores,
restaurants and cafés as well as smaller indoor shop-
ping malls. In general there is either office space or
housing on the floors above street level.

There are three squares along Main street (Svart-
bécksgatan) St Pers square, The Large square and
Forum square. These spaces are used for markets,
outdoor cafés and other get-togethers throughout
the year. Along Dragarbrunns street there are two
squares: the already mentioned Dragarbrunns
square and a smaller square to the south with
benches and bicycle parking.

The river is accessible by a couple of smaller park
spaces to the north and south. At some parts of the
river stretch in the city center there are embark-
ments along the river where people can sit and relax
along the shoreline.

Along with this there are pedestrian paths along the
Fyris river flowing south through Uppsala and all
the way down to Lake Mélaren, a stretch of approxi-
mately 10 kilometers.

A large festival at Uppsala “Stora Torget” - Yhe Bzg
Plaza. The bus square crossing Uppsala Main Street.
Source: Uppsala kommun (2011c)

People relaxing in the spring sun along the Fyris river



Reflection on the effects of urban sprawl in Uppsala

Urban development

The effects of Urban sprawl is not at all as visible in
Uppsala as it is in the Lafayette area and in America
in general. I believe that one reason for this is the
construction of multifamily housing and apart-
ments in the spirit of the Million homes program
rather than the production of single family housing.
These areas house a large number of people without
consuming vast areas of acreage. The villa-carpets
of the 1970s are more often seen in the second-

ary cities of the municipality than within the city
borders. A form of development that still takes place
throughout the region, in the smaller cities located
on the countryside such as Bilinge and Barby for
instance. This is a result of a changing trend where
more people are moving out of the city to live in a
rural area while maintaining their occupation in
the city, this development cause increased commut-
ing. This trend demands a well developed system of
public transportation in order to avoid an increase
in vehicular commuting.

Within the city there is a strong focus on infill con-
struction or urban healing and the goal is to create
a dense city with a rich life “between the buildings”
(Uppsala kommun, 2012b). The term urban healing
is often used as to imply that the city needs to be
mended from in-between space without function.
However these spaces are often unofficial green
spaces or other areas where spontaneous activities
take place. I want to stress the fact that I advocate
functional densification where infill is performed
without the sacrifice of green and open space. The
green and open spaces tie the city together and a

well functioning green infrastructure doubles as
social and biological space, an important asset in
the city. This debate is reoccurring in many Swedish
cities due to the fact that the cities are already fairly
dense and further infill needs to take place on the
behalf of space for other functions.

Uppsala is located within close distance to a num-
ber of larger parks such as the city park “Stad-
stradgarden” and the city forest “Stadsskogen” that
are popular recreational green spaces within walk-
ing distance.

Infrastructure

Uppsala has a functioning infrastructure for public
transportation on both the regional and local level.
This is one crucial way to keep the use of private
transportation at a minimum. The extensive web of
pedestrian and bicycle paths makes bicycling and
walking in the city easy and this promotes usage.
There is an aim to improve the bicycle and pedes-
trian infrastructure further in order to increase

the usage of bicycles even more. These projects are
defined in the comprehensive plan and are well

on their way. The contemporary health trend seen
in Sweden where more people exercise and attend
sport events is another important aspect. At the mo-
ment the public awareness of both personal health
and the environment demands well planned bicycle
routes and environmentally friendly options.

The large challenge is to decrease the car-dependen-
cy outside the city in the new neighbourhoods that
are being built. Many of the towns on the country-

side are accessible by bicycle and pedestrian paths
but the long distances effect the number of com-
muters. For commuting distances above ten kilome-
tres the public transportation options must be viable
and time efficient. It is implausible to expect people
to bicycle or walk further than ten kilometres, even
though it is not at all impossible.

Main street

The external shopping centres found in Stenhagen,
Granby and Gottsunda are popular and double as
district centres as well as regional destinations. Even
if they most likely have an effect on Main street in
Uppsala the other functions and benefits of the city
seem to maintain Main street a vivid place. The car-
free Main street and the pedestrian pace street in
the city center is a pedestrian haven where walking,
talking and shopping are the primary activities. The
city also holds a strong array of restaurants and ca-
tés together with the rich historical heritage and pe-
destrian and bicycle accessibility these are qualities
that invite specific target groups. Though the target
groups for the external city centres are likely to be
families and people approaching the city by car. The
location, but also the size and accessibility, of these
three external shopping centres affect their popular-
ity. Granby is located right next to the highway E4
and is easy accessible by car from towns throughout
the county. Gottsunda on the other hand is located
within the district of Gottsunda and is harder to ac-
cess for the long term visitor, neither is the range of
stores of the same extent.
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Reflections on Lafayette & Uppsala

To many Europeans the American way of thinking
and acting could be summarized as “bigger is better”.
Even though this is not necessarily true, one reason
for this preconception is likely because everything
in America is bigger, period. The difference in scale,
as a country, but also in construction of everything
from houses, to cars, to cities, to a portion of food,
is larger. So when the population of cities as well

as their density grew out of proportion at the turn
of the century the scale was considered too small.
As a result of the cramped situation density caused
the solution seems to have been pretty obvious - to
disperse. This, as we know, resulted in the vast land-
scape of suburbia. So, now that suburbia has grown
out of proportion, where do we go next?

So, is it the large scale in itself that is bad? A huge
population demands large scale solutions, the main
issue in my opinion is the constant belief that there
is one ultimate solution to a problem, because there
is not. As well as the city needs large scale infra-
structure for vehicular traffic it needs alternative
methods for transportation and housing. By focus-
ing only on vehicular traffic or only on single family
housing America has developed a dependency on
both oil and the car. In order to perform every little
move, as a part of everyday life, many Americans
must drive. This planning is not sustainable for the
future and I am amazed of how alternative solutions
are avoided. The main reasons for this single-focus
system are political and economical decisions. Many
of the social aspects, such as driving, is a result of
these decisions. In other words the responsibility
lies in the hands of politicians.

Urban development

Density

Tippecanoe county has a density that is almost
double the average for Indiana. In relation to Upp-
sala county Tippecanoe has in fact a higher density
than Uppsala, this was a great surprise to me since
Uppsala is visibly more dense than Lafayette. The
explanation is however the difference in land area
the two counties cover. While Tippecanoe covers
1295 square kilometres the area of Uppsala county
covers 7037 square kilometres. Due to this differ-
ence in size a comparison with Uppsala munici-
pality coverage of 2246 square kilometres is more
interesting. The municipality holds a density of
close to 90 persons compared to the 131 persons
per square kilometres in Tippecanoe county (US
Census, 2010). The population is however more
evenly spread over the area surrounding the imme-
diate downtown of Lafayette whereas the situation
in Uppsala is the opposite. In Uppsala the density is
higher throughout the city and lower in the fringes.

Long term planning

It seems that what we can learn from the last cen-
tury of planning is that one needs to be prepared
for what will come. Not to say that the right prepa-
rations would have prevented this development
entirely but it could possibly have been taken care
of in a better way. It seems like the industrializa-
tion caused a population growth never seen before.
The city grew out of proportions and in desperation

planners saw the solution to spread the problem
over a larger area by zoning. A lower density of peo-
ple might in fact seem easier to handle but no one
saw the increased demand for infrastructure and
public transportation that this new suburbia caused.
Professor of Sociology Oldenburg is very critical to
the zonal planning and the separation of functions
caused by it (Oldenburg, 1999, p. 215). He explains
that the intended “efficiency” the zonal planning
wished for is not applicable for human habitat in
the same was as in the assembly line, the instead
the result of zoning: “promote loneliness, alienation,
and the atomization of society” (Oldenburg, 1999, p.
215).

Comprehensive planning is crucial in terms of mak-
ing large scale and long term decisions. Civic par-
ticipation is important in order to make decisions
that agree with the wishes of the general public.
When legislators, civil servants, politicians and the
public strive towards the same vision great things
can happen. Long term planning also sets the direc-
tion of growth. In Uppsala the comprehensive plan-
ning puts a halt to space consuming development by
clearly setting the goal to grow inwards rather than
consume agricultural fields and green space (Upp-
sala kommun, 2010b). There is however a constant
battle between the open and green spaces in the city
and the aim towards densification and city healing.
A battle caused by the fact that many Swedish cities
are already densely built and lack hardscape areas to
develop.



The American dream? Single family homes with their own lawn,
one tree up front and a sidewalk that ends where the cul-de-sac
street meets the local road.

Suburbia

The opinions about suburbia are as many as the
definitions of the phenomena, the one thing they
have in common is that most of them are negative.
A lot of the critique of suburbia is its lack of form
and aesthetics, the waste of space, bad economics,
that it is bad for farmers, communities and indus-
tries. The isolation of buildings, lack of recreation
and places for urban realm (Hall, 2002 p. 322). In
addition to this there is a constant struggle with
traffic congestion and the overall isolation of many
of the suburban areas. The possibility to travel
longer distances offered by the car has created
supercenters where people within a 160 kilometer
(100 mile) radius is supposed to shop, its function-
ing but how sustainable is this society?

Left: The American area from above. The area holds a number of similar shaped houses with some vacant lots in between.
Right: A section of the town of Bilinge, Sweden, from above. The brighter orange roofing shows new construction in the area and the
darker roofing to the right shows the original houses. Acknowledge the resemblance in scale and organization.

Source: Google Maps - ©2012 Google

Suburbia shows some resemblance to the visions of
Le Corbusier and his Radiant city (Hall, 2002) as
well as Lloyd Wright’s Broadacre city, ideas many
people originally frowned upon but was later shown
to be very similar to the suburbia that spread after
World War II. As if this was not bad enough only in
America many countries have followed, resulting in
similar areas all over the western world. These plan-
ning principles have spread across the globe and
today you see cul-de-sac areas of suburbia all over
the world. Only by identifying the plant materials
on site one can tell the difference from suburban
areas all over the world' .

In Sweden development in the same time period
shows no resemblance to these land waste prin-
ciples, at least not until the 1970s when the villa
carpets spread bearing single family housing. How-
ever even these villa carpets show a higher density
and does not seem to appear in the same cul-de-sac
mode. The Swedish suburbia (forort) discussed in
media and everyday life rather refers to the Million
program housing areas surrounding cities, areas
that are often isolated around their smaller commu-
nity centres rather than a part of the city, a result of
the ABC-planning mentioned.

The suburbia of today is however still growing
outside the Lafayette area where large single family
homes with cul-de-sac streets are spreading through
the landscape. In a similar manner you see areas
alike in the smaller towns of the county of Uppsala
such as in Bilinge. The maps below show the resem-
blance between the two developments on different

Lecture by Professor Maria Ignatieva, Swedish
University of Agricultural Sciences, 2011
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sides of the Atlantic ocean. However the Swedish
example to the left shows infill construction whereas
the American areas is a purely new development

on what was previous farmland. Another difference
is the style of the housing where there are a larger
variety of styles in the Swedish development.

Infrastructure

Regional

Even though the APC are making a statement to
promote multi-modal transportation systems there
is a much visible focus on planning for the car, in
the regional as well as the local context. In this mat-
ter the cities of Lafayette and West Lafayette have
alot to learn from Uppsala where several modes
of public transportation are complimentary and
the strive to find even more sustainable solutions
remains. When it comes to regional transportation
such as railway traffic this is an issue that is impos-
sible to solve on the local or even regional scale.

Walking and bicycling

People tend to walk and bicycle when they are
given a viable option. This is apparent in the city of
Uppsala and the opposite is proven in Lafayette. It
is important to remember the connection between
every day activities, such as walking and bicycling,
with health and obesity. Although the possibilities
to walk and bicycle are much greater in Sweden
the option is not the only driving force towards not
driving, it is a matter of attitude and a willingness to
change habits as well.

Main street

External shopping centres vs.
Main street

The most visible difference between external shop-
ping malls in the Lafayette area and in Uppsala is
their location and their connection to the surround-
ing landscape. All three of the Uppsala examples
are in closer relationship to residential areas than
Tippecanoe mall. The area surrounding Tippeca-
noe mall holds other large commercial activities
and space consuming industries that creates a vast
hardscape. Grianby centrum is of smaller size and

is placed within the existing landscape. However
Granby is the regional center for commerce within
the county of Uppsala just as Tippecanoe mall is for
its county.

From that perspective Granby conduct car-depend-
ency even though it is well connected with public
transportation and bicycle paths most people who
owns a car, including myself, would rather drive
there due to convenience rather than to catch the
bus. Already in 1981 the county of Tippecanoe
concluded that this kind of development should be
avoided, yet in Uppsala the remnant centres of the
1970s are receiving face lifts with a result of in-
creased sales and new records are set. Granby center
had 6,65 million visitors in 2010 and the numbers
are constantly rising whereas the in-town malls had
roughly 6 million visitors in 2010 (Orring, 2011).
This development is not specific for Uppsala but a
trend all over Sweden, with different effect on the
city centres.

The city invites people who are already in it whereas
the external shopping malls invite people who are
approaching the city by car. The situation in Uppsa-
la city, where it is fairly hard to access the city center
by car and to find parking, makes the convenience
of parking facilities and easy access to the external
shopping center beneficial for the external visitor.
However I believe that as long as the ratio of people
living within the city is maintained there will be a
sufficient base for commercial activities. For the city
of Lafayette this implies the importance of increas-
ing both basic services such as a grocery store but
also the numbers of residencies in the downtown
area. People who can walk to work, get their grocer-
ies and do their shopping by foot.

The effect of the external shopping center is thus
larger for the smaller towns surrounding the city.
For a small merchant running a shop in a town it is
likely very hard to compete with the supply as well
as the pricing of a larger chain. In the long run this
could effect the overall range of services in these
towns, a result already visible in towns within the
municipality of Uppsala.

In the Lafayette scale redevelopment of the strip
mall areas could create several local centers primary
serving the immediate surrounding with services,
accessible by bicycle and foot.



Parks and open space

I hold a very clear image of what a park is, this
image shows a lush and green space with areas

for spontaneous activities, possibly a playground
located far enough away for the space to remain
calm and peaceful. The park has plenty of seating
and greenery - something for the eye to enjoy in all
seasons. Of course there are different kinds of parks
but this is my image of a city park, a community
park or a smaller district park. In my experience the
American park is often focused on activities - it is a
very carefully programmed space that tells you what
to do in a specific space, for example children’s play,
a specific sport or other activities. There are excep-
tions to this scenario but many of the so called park
spaces in the downtown area are in fact intended for
specific activities rather than just to “be”. I believe
that introducing a park space that is lush and green
and invites people to do whatever they want to do
would greatly improve the downtown area and
become a social generator in the area.

One positive effect of the neglected downtown area

and the void in the built structure is that there is ac-
tually plenty of room to introduce such green space

in this context. This possibility is very rarely seen in
Sweden or in other European cities where the aim is
to grow the dense cities even denser on the expense
of green and open space.
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4,

City Life
- counteracting effects of sprawl

Part four of my thesis gives a summary on the contemporary trends and theories in urban planning. My
intention with this part is to answer my third and fourth research questions; “How can the effects of urban
sprawl be counteracted and the city center be strengthened according to literature within the field of city
life?” and “How can these methods be introduced in the Lafayette example?”
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What makes the city a C|ty’?

In order to answer these questions I will start to dis-
cuss a number of definitions of the city. I will then
discuss the term of the“livable” and “walkable” city
before I go into what city life is, how we perceive
cities and finally how this city life can counteract the
effects of urban sprawl and strengthen the city core.
As described in the end of chapter three the primary
effects of urban sprawl are the space consuming low
density areas of suburbia, the infrastructure that is
focused on vehicular traffic and not at all adapted to
pedestrians and bicyclists, the scale of these roads
and commercial centres as well as the decline of city
life and activities. I will mainly focus my solutions
on actions towards a more vivid and functional La-
fayette Main street as well as suggestions for infra-
structural improvements but not so much focus on
how densification of suburbia could take shape.

The definition of the city

There are cities of different sizes that offers differ-
ent services. In English both the word town and

city are commonly used to refer to a settlement of
larger epithet. According to the online Cambridge
University press dictionary (2012) the definition

of a city, when performing the search in American
English, is “a place where many people live, with
many houses, stores, businesses, etc., and which is big-
ger than a town”. Whereas the definition of the town
is: “a place where there are a lot of houses, stores, and
other buildings which is smaller than a city” (Cam-
bridge University Press, 2012). In addition to these
categories there is also the category of the mega city,
described as “a very large city that has a population
of more than 10 million people and that is often made

A Ssafe street’ with people, eyes, on the street. Givle, 2012

of two or more urban areas that have grown so much
that they are connected (Cambridge University
Press, 2012).

In Sweden the administrative definitions are made
by the Swedish Association of Local Authorities
and Regions (SKL - Sveriges kommuner och lands-
ting). They have developed ten classification groups
for the Swedish municipalities according to their
sizes and the percentage of people living in cities.
Two of these are interesting in this case. SKL state
that a “large city” (storre stader) is “Municipalities
with 50,000-200,000 inhabitants and more than

70 percent of the population lives in urban areas”
Whereas “Metropolitan municipalities” (Storstad)
are “municipalities with a population of over 200,000
inhabitants”. When it comes to the use of the word
city the United Nations state that a city is a settle-
ment with at least 20 000 inhabitants (NE, 2012).
Size & Safety

An empty “unsafe” street, Saint Louis, 2011

However these different definitions of what a city is,
with different names according to size, informs us
that the definition of what a city is varies depend-
ing on where you are in the world. Jacobs (1993)
remarks the difference in planning for a smaller
town, suburbia or a great city. One of the biggest
differences, she explains, is that cities are full of
strangers and therefore planning demands that all
those strangers living next to each other need to feel
safe in the streets, in order to feel safe amongst each
other (Jacobs, 1993, p. 38). One of the largest issues
with suburban sprawl and life in suburbia is the
feeling of unsafety among the locals due to the fact
that many of them do not know their neighbours
(Brown, 2006). In the town the community watches
out for itself and its inhabitants by recognizing each
other, whilst in the city there is a need for several
eyes on the street in order to create the safe street,
Jacobs continues (Jacobs, 1993, p. 45-46). To invite
these eyes on the streets the street needs to be filled



with activities that gives people the reasons to use
the street, both day and night (Jacobs, 1993, p. 46).
This city diversity and life, Jacobs concludes, is ful-
filled through four conditions; districts that include
parts that serve several different functions that in-
sures the presence of people outdoors (Jacobs, 1999,
p. 198), short blocks with active corners (Jacobs,
1999, p. 233), variation in different style buildings
(Jacobs, 1999, p. 244) and a high density of people
and buildings (Jacobs, 1999, p. 261).

The Livable city

In order to assess city life the term of livability is
interesting. Today there are a number of ratings
and top lists of the most livable city in the world
but what does this term “livable” actually imply or
promise? Is it equal to city life?

One livability ranking is performed by the Mer-

cer Human Resource Consulting. They are using

39 different factors divided into 10 categories in
their ranking. The categories are reaching from the
political and social environment to the natural and
economic environment as well as public services
and education. In their 2011 ranking Vienna (Aus-
tria) is in first place with Zurich (Switzerland) and
Auckland (New Zealand) on second and third place.
Stockholm (Sweden) is found on 20th place and the
most livable city within the United States is Hono-
lulu, HI, on 29th place (Mercer, 2011).

These livability rankings are some ways of measur-
ing the living quality of cities but I believe there are

other qualities applied to towns or cities of a smaller
size, where focus on community commitment and
closeness to amenities are more important. Where
is the border between the livable and the living city?
Even though these rankings are assessing quality of
life both in a quantitative and qualitative matter the
focus is on cities of another scale than Lafayette and
Uppsala such as Chicago or Uppsala.

The Walkable city

The recent 2011 Community Preference Study -
What Americans are looking for when deciding where
to live (Belden, 2011) shows that the majority (47%)
of the participants would prefer to live in a city
(19%) or in a suburban neighbourhood with a mix
of houses, shops and businesses (28%) and only

one out of ten would prefer an all-houses suburban
neighbourhood (Belden, 2011). These numbers
shows a new trend among Americans where the im-
age the largest possible house in Suburbia are put up
against the benefits of a somewhat smaller house in
a walkable surrounding.

On Walkscore.com (2011) you can receive the rat-
ing of the walkability of the city or address of your
choice. The rating takes into consideration how
close a number of amenities are and will provide a
score from 0-100 where 100 is a walkers paradise
(Walkscore.com, 2011). They intend to guide you
to find a walkable paradise for you to live in and
presents research data telling us that people living in
walkable cities on average weighs 3,2 kg (7 pounds)
less than people with a low walkability (Walkscore.
com, 2011).

Both Lafayette and West Lafayette scores a fairly
high point in this test with 85 (Chauncey Mall) and
82 (the Court House) points (Walkscore, 2011). This
tells us there are a lot of services within close prox-
imity of these centres but the quality of the walking
experience is not taken into consideration for the
walkscore, neither does it take into account whether
people are living within the area or not - it rather
suggests that one should.

Walkscore is not a qualitative measurement for
walkability but it provides a good image of the po-
tential to interconnect Lafayette and West Lafayette.
For the more qualitative aspects of walkability the
size and condition of the sidewalk is important. In
his lecture on “Planning and Designing a Healthy ¢
Active Region” Landscape architect Mitch Barloga'
explained that a sidewalk needs to be at least 2,5 to
3,7 meters (8’-12) for people to feel comfortable in
it and for activities to take place and as wide as 6,1
to 9,1 meters (20’-30"). The qualitative matters of
the sidewalk is also important to fulfill accessibility
standards.

1 Mitch Barloga, landscape architect, lecture at Purdue
University 2011-03-08
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Five minute walk

According to research by Botchwey et. al. (2011),
the Five Minute Walk is based on the distance peo-
ple are generally willing to walk instead of taking
the car. The five minute walk is roughly one quarter
of a mile or 400 meters (Botchwey et. al., 2011). This
correlates to the findings of Jan Gehl in his 1970s
best seller Life between buildings (Gehl, 2006) who
says that for ordinary people the “acceptable walk-
ing distances” is 400-500 meters (Gehl, 2006, p.
137). Gehl also adds the layer of the experience of
length in relation to the physical length, he says that
a 500 meter straight stretch in a dull environment

is in fact experienced as a very long and tiring walk
whereas a stretch the same length in a more inspir-
ing environment where the path winds a little bit is
perceived as a shorter length (Gehl, 2006, p. 137).

Right: The five minute walk circles applied in West Lafayette
and Lafayette gives a image of how close they really are. In less
than 20 minutes you can walk from the center of West Lafayette,
Chauncey mall, to the center of Lafayette, the courthouse.

Botchwey (2011) suggests to use the Five Minute
Walk as a tool in urban planning to visualize the
human scale, to recognize the reasons for sprawl

to occur and to teach communities the necessity of
this new lifestyle. By a change in planning where the
focus is to keep development within, or close to, the
circles - livable and sustainable communities will
flourish (Botchwey et. al, 2011).

Applying this principle to the twin cities by measur-
ing from the Lafayette Court House and West La-
fayette Chauncey Mall presents a rather small area
that houses a number of restaurants and a couple of
shops, with no access to green spaces. By increas-
ing the size of the circle and hence the length of the
walk to 800 metres or 10 minutes it reaches both the
commercial area of Wabash landing and the Tapi-
wango Park. From West Lafayette (Chauncey mall)

Chauncey hill

5 min walk

10 min walk

200 400 m@

Wabash landing

the first 400 metres circle barely reaches River road,
the 800 metres circle reaches the Wabash Landing.
By adding these together we get a rough 20 minute
walk from West Lafayette to Lafayette.

Using these Five minute walk circles is an efficient
way of showing residents and visitors to Lafayette or
West Lafayette that the distances in the area are not
that far and actually walkable, maybe the visitor will
leave the car at home next time?

Tapawingo park  Lafayette Courthouse




What is city life?

I firmly believe that you know city life when you see
it; the big issue here is how to define something that
appears from the act of people enjoying themselves
or even just being themselves. With the goal to find
some key aspects of city life I performed literature
studies, using books and articles from a number of
authors, within the field of city planning.

Places for social interactions

In his book The Great good place: cafés, coffee shops,
bookstores, bars, hair salons, and other hangouts at
the heart of a community sociologist Ray Oldenburg
(Oldenburg, 1999) puts a label on the public places
where people can gather and hang out: “third places”
or “great good places”. They are the places were the
demands of the first place (home) and the second
place (work) are set aside and you can relax and
enjoy public life (Oldenburg, 1999, intro). In his
first chapter Oldenburg declare some of the issues of
place in America in comparison with Europe where
the public realm allow people to meet and places for
dialogue. Oldenburg explains:

“We do not have that third realm of satisfaction and
social cohesion beyond the portals of home and work
that for others is an essential element of the good life.
Our comings and goings are more restricted to the
home and work settings, and those two spheres have
become preemptive. Multitudes shuttle back and forth
between the “womb” and the “rat race” in a constrict-
ed patter of daily life that easily generates the familiar
desire to ‘get away from it all”. ” (Oldenburg, 1999,

p-9).

He blame the lack of informal meeting places to

cause stressful relationships with a high number of
divorces, all caused by the ways of planning. The
solution to this lack of place in America are those
third places, for informal meetings or rendezvous
according to Oldenburg (1999, chap. 1). The char-
acters of third places described in chapter two;
they are characterized as neutral places, often plain
or even dull, that include and expand possibilities,
with communication and conversation as the prime
activity in the playful setting available primar-

ily during off-hours. Third place is accessible and
frequented by acquaintances or regulars, Oldenburg
stresses the fact that it is not the place itself that
holds the attractiveness but the visitors or regulars
themselves (Oldenburg, 1999, p. 33) and concludes
that the third place is an inviting and warm “home
away from home” (Oldenburg, 1999, p. 38).

When reading Oldenburg’s summary of his third
place (Oldenburg, 1999, p. 42) it is easy to associ-
ate this to the local pub or bar, but in fact this third
place could have other functions as well; the coffee
shop, café or even the Main street. The third place
is often located within old city structures, a struc-
ture with room for the mix of people a city should
consist of; “The new “built environment” affords so
little of interaction that it no longer deserves to be
called a city” (Oldenburg, 1999. p. 204). Oldenburg
is concerned with the fact that the separated city
planning during the 20th century has eradicated
many of these third places and replaced them with
“non places” (Oldenburg, 1999, p. 205). A place so
focused on its function, separated from other “non
places” with different functions, leaving no room

left for the individual and spontaneous meetings.

There are however capacity for the restoration of
these third places in the city. Lafayette for example
has many of the qualities Oldenburg advocate and
possibly many of these third places as well. The
task is to re-introduce the city as a concept to those
who have forgotten about its existence. To offer the
amenities and the social life people demands, walk-
ing distance to a grocery store, nodes, parks and
green space.

The scale of the city scape

Both Jacobs (1993) and Gehl (2006, 2010) underline
the importance of the human scale in the city. In

his 2010 book Cities for People architect Jan Gehl
describes how successful cities adapted to the hu-
man dimensions are necessities for us in order to
deal with the increasing urbanization and to offer
“lively, safe, sustainable and healthy cities” in the fu-
ture (Gehl, 2010, p. 6). He continues; “the potential
for a lively city is strengthened when more people are
invited to walk, bike and stay in the city space” (Gehl,
2010, p. 6). In order to make this possible the alloca-
tion of space within the city need to shift from vast
surface parking areas and wide streets towards more
sustainably viable alternative such as public trans-
port systems and pedestrian and bicycle lanes. For
the inner city these changes can fairly easily be done
through narrowing the streets and assign the space
for pedestrian and bicycle lanes and greenery.

Gehl promotes twelve quality criteria for “The city
at eye level” and the idea of “ground-floor design”
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— design for how the visitor experience the city

at eye level, or in other words; what we see and
experience as pedestrians in the city; the human
dimension (Gehl, 2010, p. 238-241). The criteria
are divided into three categories; protection, com-
fort and delight. The goal with the first category;
protection, is to make sure that the user feels safe
and secure in the pedestrian landscape. From traffic
and accidents, from crime and violence as well as
from climate aspects as well as noise and pollution
(Gehl, 2010, p. 239). For comfort the user should be
given opportunities to walk without obstacles and
with enough room, to stand and sit, to watch, to talk
and listen as well as play and exercise (Gehl, 2010,
p- 239). The last category is delight and one of the
most important aspects of delight is the one of scale
or rather the adaption of human scale in the pe-
destrian landscape. Opportunities to enjoy climate
aspects such as sun or shade as well as a “positive
sensory experience” that involves the overall land-
scaping are the final criteria (Gehl, 2010, p. 239).

In his 1970s book Life between buildings Gehl de-
scribes how the life between buildings, the activities

we perform in the city, is a self-reinforcing process
(Gehl, 2006, p. 73) if one activity is started, others
will follow and the cityscape will flourish.

Another factor that is directly correlated to sprawl
is the way we plan and build cities, if we design to
disperse or assemble. Gehl (2006) promotes the
benefits of assembling the city since the city is then
strengthened by the activities taking place in it, he
concludes that dispersal can however be necessary
for places where low activity and peacefulness is
intended (Gehl, 2006, p. 81). Gehl puts notion to the
fact that planners and trends in society “have estab-
lished a strong general tendency toward the dispersal
of people and events [...]” (Gehl, 2006, p. 81). This

is proven in the Lafayette area as well as in so many
other cities across the world.

In the 1960s classic The Death and Life of Great
American Cities Jane Jacobs questions the contem-
porary modernist way of urban planning. Without
any professional training in the field, from her

own observations of people in cities she wrote one
of the most preeminent books within the field of

T

Places to play, Paris, France

urban planning. Jacobs discusses the importance
of sidewalk contacts, activities taking place on the
street where people are talking to each other, as an
important factor that promote street life and the
sense of neighbourhood (Jacobs, 1993). The city
need neighbourhoods and neighbourhood parks as
well as diversity to assemble activity and life (Jacobs,
1993). In part two of the book Jacobs explains that
there are four conditions that need to be fulfilled

to create this diversity; districts that include parts
that serve several different functions that insures
the presence of people outdoors, short blocks with
active corners, variation in different style buildings
and a high density of both people and buildings
(Jacobs, 1993, pt. 2).

By implementing the human dimension to the city
landscape the environment and quality for pedes-
trians would greatly improve. Yet again a successful
small scale cityscape would be at the cost of acces-
sibility for the motorist. How important is it to be
able to drive up to the store front? Is this a matter
of culture or is it just a habit caused by the present
planning principles?

Places at night, Toledo, US



The expression “law of convenience” fascinates me. It
implies that the person who is going to the grocery
store or to buy flowers will chose the most conveni-
ent option in order to fulfil this task, in the same
matter as the “principle of least effort” or the “path
of least resistance”. The excuses used to go to the
grocery store by car instead of using your bicycle

or walk when it takes just as long might be many

in Europe. Across the Atlantic the reason for the
manner is a little different. Living in a society that
has been planned for the car and focused on the
connectivity of roads, highways and interstates there
are not that many options other than driving. Hence
we cannot claim that Americans in fact are lazy or
that they would not walk or bike anyway, many has
never been offered the opportunity of alternative
transportation. Especially not on the country side or
in smaller cities were public transportation is sparse,
often oft-schedule and seldom seen as an option.
When it comes to the situation on the countryside
the situation in Sweden is much similar to the one
seen in America. Oldenburg (1999) questions the
American “convenience culture”, he says that media
has placed it as the theme of advertisement but that
“In a genuinely convenient culture, the necessities of
life are close by one’s dwelling. They are within easy
walking distance” (Oldenburg, 1999, p. 287).

Movement in the city

In the Foreword to the 1993 edition of Life and
Death of Great American Cities Jacobs makes the
distinction between “foot people and car people”
(Jacobs, 1993). She concludes that her book, writ-
ten for foot people, was soon understood by them

whereas “the book neither collaborated with car
people nor had an influence on them. It still does not,
as far as I can see” (Jacobs, 1993, p. xii). Even due to
this differentiation between pedestrians and motor-
ists Jacobs never blame the planning situation on
the car, she writes:

“It is questionable how much of the destruction
wrought by automobiles on cities is really a response
to transportation and traffic needs, and how much of
it is owing to sheer disrespect for other city needs, uses
and functions” (Jacobs, 1993, p. 441).

However Jacobs conclude what could be a time-
less and ultimate defiance of urban planning “Good
transportation and communication are not only
among the most difficult things to achieve; they are
also basic necessities” (Jacobs, 1993, p. 442).

Another aspect of foot people and their movement
is presented by Gehl who puts emphasis on the pace
of the movement (Gehl, 2006, p. 77). He argues that
slow traffic, such as pedestrian, means lively cities
since the length of our stay or activity is in direct
relation to the number of active people in the street
(Gehl, 2006, pp. 77-79).

New old ideas - new urbanism

New Urbanism is a movement with the intent of
reclaiming the city as it used to be. New Urbanism
grew out as a response to years of architecture and
planning that forgot about the human scale (New
Urbanism, 2011). As one can tell there are some
similarities of the thoughts of 1961 Jacobs (1993)
and the primary intent of New Urbanism is to fight

urban sprawl (Klingberg, 2006, p. 22). The Congress
of New Urbanism, CNU, started in 1993 by Duany
and Calthorpe, in the US (Klingberg, 2006, p. 22).
Since then the movement has spread to more than
20 countries, where Sweden is one of them. The idea
is to learn from the past and create complete cities
and strong communities, it is based on a number of
ideas with the goal of creating living and sustainable
communities. The principles are walkability, con-
nectivity, mixed-use and diversity, mixed housing,
traditional neighbourhood structure, increased
density, green transportation, sustainability and last,
but not least, quality of life (New Urbanism, 2011).

Instead of keeping the car in focus, pedestrian and
bicycle traffic is encouraged as the main mode of
transportation. By applying the design principles
mentioned above people are invited to walk; to
work, the grocery store or the gym. For longer
stretches you can hop on the local bus or subway
depending on the size of the city. Streets are lined
with buildings compactly built and parking is facili-
tated underground or in parking houses, this offers
a lively and livable streetscape where people, as well
as the community, thrive (New Urbanism, 2011).
The movement follow the Charter of New Urban-
ism, that deals with all levels of urban planning,
from the regional planning to the design of houses
(Klingberg, 2006, p. 27). The regional planning con-
sists of a number of dense communities within five
minutes walk from public transportation, the com-
munities are more dense than the common suburbia
with city character and a mix of functions and social
life (Klingberg, 2006, p. 27-28).
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New Urbanism has received a lot of criticism in
Sweden and journalist Elisabeth Klingberg’s book
“When New Urbanism came to town” (authors
translation) is a narrative of the reception and
debate about New Urbanism in Sweden (Klingberg,
2006). Some of the critique involves the fact that
new urbanists have adapted a all-in-one solution

to the issues of contemporary planning, much like
the modernists did in their time, where going back
to the old principle will solve the problems of today
(Klingberg, 2006, p. 26). I find the movement very
important for the American scale where actions
like these may help to speed up a change in attitude
towards present-day planning and take a leap away
from the large scale structures seen in America. The
first New Urbanism development built in America
is “Seaside” in Florida where the principles of New
Urbanism created a community with human dimen-
sion that has grew to be very successful. Since then
more communities have been built and the public
interest in smaller scale communities has grown.

Fighting suburbia

New urbanism is only one of several movements
and theories fighting the development of suburbia.
The waste of land and the struggle of life in suburbia
are reoccurring topics in books, media and docu-
mentaries. Along with this Dunham-Jones, coau-
thor of Retrofitting Suburbia: urban design solutions
for redesigning suburbs (Dunham-Jones et. al., 2009),
underline the potential of retrofitting these mal-
functioning areas into community centres and func-
tioning neighbourhoods (Dunham-Jones, 2010).
Dunham-]Jones et. al. (2009) has gathered examples

of retrofits all over the country where hardscape has
been turned into successful sustainable mixed use
developments.

The Smart growth manual (Duany et. al., 2010) inev-
itably suggest that there is an opposite to what they
consider smart growth, the contemporary growth.
Duany et. al. (2010) suggests a new way of growth in
a more sustainable manner from the regional scale
down to the scale of buildings. The authors stress
the fact that growth is inevitable and that regional
planning is a key to successful development (Duany
et. al., 2010, sect. 1). By planning from the regional
scale in all aspects, such as housing, transportation
and greenery the basis for constructing a functional
mixed use society is fulfilled.

In his PhD dissertation Compact sprawl: Exploring
public open space and contradictions in urban density
(Stahle, 2008) Landscape architect Alexander Stéhle
says that to “compact sprawl” is the challenge of
future urban designers. Stahle acknowledges the
effects of the modernist planning in Sweden and ap-
proaches the need to sprawl in a dense and compact
way that is yet spacious. He explains: “A compact
city’ in this sense is a city that has a lot of acces-

sible floor space and public open space at the same
time” (Stahle, 2008, p. 11). This might sound like

an impossible equation but it is necessary in order
to increase land use efficiency. However one must
remember that what is considered sprawl in Sweden
is still a lot denser than the American suburbia.

Both Stahle (2008) and Dunham-Jones (2010)

agrees that densification is a key to make suburbia
function. Dunham-Jones emphasizes that by turn-
ing poorly connected strip-malls into places with
social services and functions, new community cen-
tres are designed in areas that are then turned into
actual neighbourhoods (Dunham-Jones, 2010).

Perception of the city

It is not only the size of the city that matters, but
the citizens and visitors perceived sense of it. When
I come to a new place some of the factors I judge
are the amount of people visible in the city, services
offered; commercial activities, coffee shops, parks
and greenery, pedestrian and bicycle paths, sports
facilities. The perception of the city is of course a
subjective matter but a city full of activities and life
is according to Gehl (2010) more likely to be suc-
cessful and perceived in a positive sense by its users.
The administrative borders might frame the city and
offer the scene for the city, however it is the people
that makes the city alive and makes it thrive.

Strong communities often offer the sense of respon-
sibility and care-taking of the community one is
within, just as Jacobs (1993) describes. The com-
munity seems to have gone missing together with
the sprawl of suburbia but there are still strong
communities in America. Downtown Lafayette is
one of these communities with a common spirit
and a strive to improve and maintain what there is.
However this community spirit is somewhat lost if
you are not a part of it. In order to spread the spirit
a more active main street and downtown area will
create a ripple effect throughout Lafayette.



Reclaiming city life in Lafayette

In this section I present the six actions suggested in
order to reclaim city life in Lafayette. These are the
final result and suggestions of my thesis work.

Introducing change

It is hard to accomplish change overnight. Human
beings are not always willing to change until it is
proven to offer them something in return. A change
of the environment around us could at first feel
uncomfortable and wrong, but what do we achieve
with baby steps? In his book “Without the Hot

Air’ MacKay (2008) explains the numbers behind
climate change and the change in behavior we need
to accomplish in order to turn this development
around again. He states that most people do not
care about a five percent difference in cost but will
rather buy the product they know and have always
bought, even if there is another one that is more
sustainable and long lasting (MacKay, 2008). We are
creatures of habit.

I believe this is a crucial aspect when it comes to
peoples habit of taking the car instead of walking.
Leaving the car at home is an economic advantage
but above all the benefits for both environment and
health are great. However the act of telling some-
one what is better for them is not enough. It seems
that change would demand a large increase in cost
for driving and above all the possibility to bike and
walk. The municipality must create these possibili-
ties and encourage their citizens to make sound de-
cisions. By making it easy to cycle and hard to find a
parking lot - more people will take the bicycle next
time.

The suggestions I present are under a combined
influence of the books I read, the concept of New
Urbanism and the models I studied. Some of them
will be easy to apply to Lafayette while others will
demand civic participation, discussions and maybe
even modification. I do believe that we need to take
a bold step and make a visible transformation to
achieve the goals of a more living and sustainable
city. In a lecture under the topic of Urban design
during the fall of 2010 professor Kent Schuette
spoke about “trend bending’, he stated that in order
to achieve our goals of building better cities we need
to start bending development towards the right
direction'. I believe there are a number of differ-
ent steps to take in achieving this bend, in its most
successful scheme this could even encounter a turn,
towards a healthier Lafayette.

Six actions

I have summarized my findings of the research into
six actions that could be applicable when reclaiming
city life in two scale; the larger county scale and the
finer city scale. These are briefly presented below
and discussed further into detail in the following

pages.

In the larger scale the county must work actively
with long term planning together with the twin
cities in order to strive towards common visions.
Along with this is an immediate need to start using
comprehensive planning as a tool to grow inwards
instead of a continued consumption of yet more
agricultural land.

1 Kenneth Schuette, Professor at Purdue University,
lecture 2010-10

For the downtown area I have developed five ac-
tions to reclaim city life. Construction of an invit-
ing streetscape where the street is a defined by
functional densification of buildings and part of a
structure of greenscape and social nodes. The city
must enable bicycle and pedestrians paths by com-
pleting the streets. In order to make this change
they must make crucial decisions about the present
traffic situation. These solutions are suggested to be
implemented within the studied downtown area in
the conceptual design proposal.

The main part of my proposal handle the small scale
and the changes needed to stop sprawl are in fact

of a much larger magnitude. The design proposals
suggests how the downtown area could grow in-
wards, densify and in time function as a successful
community instead of an area disconnected from
services as it is today. The key for these large scale
changes is long term planning and comprehensive
visions.
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Urban development

In order to achieve long term change and strive
towards densification rather than sprawl, planning
is crucial. In Uppsala purposeful comprehensive
planning is an effective tool in order to achieve long
term visions for a more vivid city that develops in a
sustainable matter.

Long term planning

As discussed earlier change can be a sensitive mat-
ter. By involving the citizens in the process of creat-
ing a vision for Lafayette in say 50 years the step
towards a more sustainable society would become
easier. This vision could then be put into reality
through changes over time in a shorter time frame
such as 5, 10 or 20 years.

By setting standards for the accuracy of compre-
hensive planning the City of Lafayette can strive to-
wards a common vision through its urban develop-
ment actions. The comprehensive plan should deal
with issues of transport planning, green- and urban
development simultaneously. By defining a tighter
urban boundary, and goals within the regional per-

spective, the local development is put into a context.

For instance if the need for a web of bicycle paths is
defined in the regional context the implementation
in the local perspective is made obvious as a system
of bicycle paths is created. This also applies to green
infrastructure where the need for greenery must be
interconnected from the city to the county scale.

Dealing with infrastructure planning and develop-
ment hand in hand will interlink these issues and
makes them easier to manage.

Main street

Streetscape - Refining and defin-
ing edges

From the presented solutions from New Urbanism,
lessons learned from Uppsala and the past situation
in Lafayette it is time to bring city life back. Con-
structing a successful streetscape involves creating
a space where people want to hang out, spend time,
enjoy themselves, eat lunch, watch art, or stroll
through.

According to Gehl and Jacobs, as well as the prin-
ciples of New Urbanism, there are ways to create
lively safe streets with contact between people.

By identifying active and passive edges and adapt
planning and change them into active in the core
area of Main Street, would create a starting point
for this positive turn in planning. Redevelopment of
empty buildings downtown into residential housing
will increase the number of eyes on the street and
downtown activity. This goes along with the idea

of offering social services within the within the five
minute walk downtown.

The intersections of Main Street could become
plazas where pedestrians and bicycles can cross the
street safely. Increased sidewalks could host tables
for restaurants and cafes and offer their customers
outside dining in the sun or shade of the street trees.

Densification & infill

As an addition to the definition of existing edges the
building pattern in Lafayette there is a need to turn
some of the hardscape parking areas into buildings
and green space. There is plenty of hardscape space
to perform such development downtown, even
though the reactions to reducing parking space will
be loud. I suggest that some of these buildings will
house parking. One important precondition for this
development is the presence of services. This action
would increase density in the area and function

as an important base of developing the downtown
services further. In the long run downtown will be

a mixed use area where people live, work and run
their everyday errands in an inviting environment.
This would go along with the city’s strive towards a
larger downtown population described by Carson
(Carson, 2011). A larger population feeds the pos-
sibility to maintain more services and the wheels
start spinning.
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- $ .._I- .II.I.I.II‘ .q --.
1 u-- “lli““; . -

tl-l!-ﬂl}.'ﬂ{'.'.ﬂ:.:i"
l“" IEELﬂ'.:HH::
.-.l| nrm III n
-Jl\ul .l (T P |

H -* 'E

"o 0 100 200 m
=L | S S| @
Suggested infill constructzon (dark grey) to increase building

density in the area and reduce existing parking lot hardscape
(light grey).




Social generators & green space

Gathering places, playgrounds and public squares
fill a number of purposes in the city. The lack of
such spaces in Lafayette counteracts the idea of cre-
ating a lively downtown. Living in a green environ-
ment has many benefits to both health and social
life. By applying a green spine throughout Main
street this will not only improve the physical envi-
ronment but also the health of the citizens. Research
repeatedly shows how living in a green environment
is good for the young and elderly, as well as for eco-
nomic development. A green spine of maple would
also reconnect with the history of Lafayette and the
way downtown looked before the car took over the
area.

The existing area along the Wabash River and the
other parks spread over Lafayette are great resources
with greenscape but it does not help the situation in
downtown directly. There are many benefits of add-
ing a downtown park, many of them social but also
long term economical. A park would imply a great
improvement in quality of city life, for the citizens
of Lafayette as well as the employees working in the
area.

My suggestion is that a ground is cleared to place
the park either in the block west of the Courthouse
square or on the existing hardscape parking lot

on Main street between N. 6th and 7th street. The
first option would extend the existing green space
surrounding the courthouse down to N. 5th street
where the farmers market is held today. On the
other hand this option would include taking down

a number of building that today defines the edges of
the courthouse square. The other site is the surface
parking lot along Main Street. Today the hardscape
disrupts the edge of Main Street. This is the one
place where the edges along Main Street is clearly
interrupted and you have visual contact not only
with more than half a block of surface parking, but
also with the parallel Columbia Street. This block
needs infill with a mixed use building and could
host the new public square of downtown Lafayette.
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Completing the streets - working
with walkability and bicycling

The Greater Lafayette area has an ambitious plan
of being green (Greater Lafayette Commerce, n.d.,
a). I firmly believe that one of the most economi-
cally feasible ways to improve both health and the
downtown environment will be to encourage
citizens to leave the car at home. According to Gehl
(2006, 2010) the possibility to walk and bicycle

are key elements to create a lively city. Uppsala is a
good role model when it comes to working with a
well-connected web of pedestrian and cycle paths.
Developing a well functioning web of cycle and pe-
destrians paths throughout the city is a costly effort
but is likely to pay off long term both economically
and socially. Increased bicycle usage benefits both
personal health and the environment downtown.
With more people passing through downtown busi-
nesses are likely to benefit from these visitors.

Complete street design intend to complete streets
by including pedestrians and bicyclists as well as
vehicular traffic in the street (Duany et. al., 2010,
sect. 8.1). This is fulfilled by an allocation of space
where the car leave room for spacious sidewalks
and bicycle lanes. In order to create a more comfort-
able area for pedestrians and cyclists, the sidewalks
need to be much wider than today (Barloga, 2010,
Duany et. al.,, 2010, sect. 9.1). By decreasing the
number of off street parking spots and adding
metered parking, the Main street life will increase.
Instead of having long rows of on-street parking a
smaller number of parking spots in sections along
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the street will counteract the barrier effect of park-
ing. In The Smart Growth Guide (Duany et al. 2010,
sect. 8.5) on-street parking is presented to provide
“many benefits” such as shielding pedestrians for
the street traffic and make the street a safer environ-
ment. I claim that such a design in some manners
precludes the opportunity to move across the street
from one store or shop to another, but by offer-

ing short term on-street parking in a smaller scale
this does not create a barrier for pedestrians. The
pedestrian-made city need a finer net of paths and
high connectivity of streets. This way the street will
feel less overwhelmed with cars and instead open up
and connect both sides of the streets in urban plazas
with space for city life.

Main Street is the perfect starting point for this
development. By creating a complete street, or even
a car free Main Street with cycle paths and park-
ing, people will be encouraged to use their bicycles.
Long term, Greater Lafayette should look into the
connectivity of cycle and pedestrian paths there
are in Uppsala and make a strategic plan for how

a similar web could be developed for the area. The
future lies in alternative ways of transportation and
when fuel prices rise people will need to find other
ways of commuting.

The illustrations to the right describe a number of
different situations for a 18 meter (60 feet) street,
the space is rather small and it is up to the planner
to make a wise decision for the needs of the spe-
cific street. Situation 2 with a combined bicycle and
pedestrian path might look messy at first sight, but

as a first step for Lafayette I think it is a good start.
This solution allows vehicular traffic in two direc-
tions but no on-street parking. Turning Main street
to a pedestrian pace street would further decrease
traffic and invite bicyclists and pedestrians. By mak-
ing bicycling and walking the most feasible ways of
transportation in the downtown area more people
are invited to do so.
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The sections above show some of the options for re-allocation of
the street, all measures in meters (1 meters approximately 3 feet),
according to the Complete streets principles. The illustrations
somewhat visualizes some of the options there are for streetscape.
Wide sidewalks allow activities such as talking, hanging out or
enjoying a coffee in an open-air café.

Dealing with traffic

Keeping in mind that Lafayette, as many other cities
in the U.S., has a strong connection with vehicular
traffic it would in practice be hard to get the public
to accept that traffic is not allowed on Main Street
(Carson, 2011). Due to this reason I find it better to
use the Complete Streets principles that were also
suggested in the 2040 Transportation plan (City of
Lafayette, 2012). If the city of Lafayette decides to
close Main Street for vehicular traffic in the long
run, it would be a good idea to implement this as a
two-step program.

L. Implementation of the complete street sys-
tem and design Main Street to be one shared street
without curb allowing traffic at pedestrian-pace and
metered parking. This will allow users to adjust to
the new rules and start using bicycles to go down-
town and park someplace else.

2. Closing the street for vehicular traffic in
west-east direction, keeping the intersections open
for crossings but still allowing public transportation
and people with special permits.

It is important to approach the change in the rules
of the street together with a change in design. By
making an actual improvement in the streetscape

a message of change is sent and this will also allow
people a change of behavior. By maintaining the on-
street parking in a smaller, more controlled, scale
and adding the human scale to sidewalks, Main
Street will become a place where pedestrians feel
comfortable. Not only would this encourage more



people to walk and cycle, it would also result in a
significant recovery of the quality of air in down-
town.

Removing parking from Main Street will definitely
result in a lot of feedback from the residents and
business owners in Lafayette, according to earlier
experience learned from Dennis Carson (2011). If
parking is reduced when other qualities are applied,
such as wider sidewalks and pedestrian streets,

the reasons will become apparent and the reaction
hopefully more positive. It is important to explain
and invite the citizens to discuss future planning.

Public transportation has in all times been a key
player on Main Street, even though CityBus offers a
wide array of bus lines, the Main Street tram could
once again be invited to the street. A car free street
with a center tram line and bicycle lanes would
communicate the importance of sustainability to the
citizens of Lafayette. In the future the tram system
could expand to serve other neighborhoods than
downtown and tie them together with Main Street
without any need for the car. Easy, environmentally
friendly transportation to run your errands and do
your grocery shopping.

Main street has developed a lot over the last couple

of years but it is time to step it up even more so that
the development does not stagnate. Downtown has

a lot to offer but there is still a number of aspects to
work with in order to make it even better.

Conceptual design proposal

This is a visual summary of the areas I targeted for
further development and actions to fulfill my design
goals in this project. I believe a lot of the future de-
velopment lies in the connection between Lafayette
and West Lafayette, they are too close together to

be separated by previous bad planning. One of the
goals is to make commuting by bicycle between the
two areas possible in the near future. Make pedes-
trians and bicyclists move in between the both cities
as if they were only one.

Chauncey plaza, pedes- Improved combined sidewalks and signs. Possible site for Possible site for Phase 3 Streetscape
trian focused cross- North path recommended for pedestrians, new park new park improvement
walks. Shared space?  south route for primarily bicycles
Cqmbmed sidewalk Phase 1 Streetscape Phase 2 Combined paths con-
with street trees improvement Streetscape necting with surround-
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Discussion

There is an impressive consensus amongst the litera-
ture, models and movements I studied, no matter

if we ask Gehl (2006, 2010), Duany (2000), McGill
(2012) or professor Schuette (2010) the answer will
be similar — we need to change.

These common opinions either depend on the fact
that I unconsciously sought for theories close to

my own believes or that there are so many nega-
tive effects and aspects of suburbanization that it

is undoubtedly time to start changing. Planners

and legislators, architects and landscape architects,
community members and citizens, we all need to
re-think. In order to make change easier legislators
must do what they can in order to encourage mixed
use planning and building communities instead of
isolated islands of single functions. Planners need to
embrace these initiatives and use appropriate media
to communicate a vision for the future America. It
is most definitely time to start bending the contem-
porary planning trends.

The suggestions I presented for Lafayette are neither
a quick fix nor ideal, I consider them conceptual
ideas and a base in order to start talking about the
city and the community in a new manner. This is

a starting point of viewing the effects of sprawl in

a way that will restore, or even reclaim, the city. It
is an introduction to Uppsala and my experience
of successful cities and city life as it could be in the
context of an American small-city. In my opinion
the city should mirror the future needs with regard
to history rather than clinging on to what has been.
If the citizens are not even presented with a healthy

option for transportation who can blame them for
driving?

The image of contemporary America can be sum-
marized by its components; cities of towers, signs,
suburbia, parking lots, downtown office complexes,
drive through, look-a-like hotels, huge supermar-
kets, external shopping malls, neglected sidewalks,
cars. For some people the association to these things
are positive, for me its rather the opposite. I have

a hard time to see the benefits of American sprawl
but will once again stress the fact that there is a huge
difference between sprawl in Sweden and America.

The proven failure of American
planning

So planning is not easy, it is proven to has failed,

not only in America but also in parts of Europe and
possibly all over the world at several occasions. It is
hard to plan for the needs of people and even harder
to plan for what people actually want and what suits
their behaviour. With a massive demand for single-
family housing it is hard to convince a family that
they should live in a multifamily house instead.

There are pros and cons with everything but there is
always more than one solution to a problem. I found
that one reason to this failure of planning is related
to the sole belief that one solution or fix will result
in successful planning. A short summary: When the
city grew out of proportion at the turn of the cen-
tury the solution was to build a green suburbia and
move (the wealthy) there, in other words abandon

the city: disperse the problem. So the congestion in
the city remained with horrible situations for the
poor and unhappy business owners, solution: urban
renewal — force the poor to abandon the city: dis-
perse. The cities once again grew overpopulated —
the solution; build low density areas: disperse. One
of the largest issues of suburbia is its infrastructure.
The focus of vehicular transportation visibly effect
how we can live our lives. Today there are thou-
sands of hundreds of people stuck in these poorly
connected areas. The amount of low density areas,
suburbia, has grown out of proportion consuming
thousands of square kilometres of former agricul-
ture land. So what is the solution? Assemble!

It is time to start densify and assemble cities that
have sprawled out into the landscape for more than
50 years and start tieing them together again. Gath-
ering several functions and several housing options
for the citizens to reside in.

The power of good planning

I believe that good planning is one of the answers
to creating a sustainable city for tomorrow. Sustain-
ability will not come on its own, economical invest-
ments need to be made to create an infrastructure
that can save us money and increase the health of
the citizens.

In order to achieve change there is a virtual need for
updated plans and visions. To realize a large com-
prehensive plan in order to strengthen the city core
and connect West Lafayette and Lafayette takes
long term planning. In attaining these goals it is



important to work with a vision for the future, it can
be the next 5, 10, or even 20 years, but it is indeed
important to strive towards something. A Compre-
hensive plan dated 1981 will never fill this function.
In Uppsala the Comprehensive plan is up for a trial
of its accuracy every four years - in order to reas-
sure that it fill its purpose, this stands in supreme
contrast to the situation in the Lafayette area.

The fact that comprehensive planning lies on the
Area Plan Commission (APC) of Tippecanoe
county is both a strength and a weakness. The posi-
tive effect is that development of both cities goes
hand in hand, however it leaves little space for the
cities themselves to be one step ahead. Due to this
organization it is important that the county through
the APC are pushing towards sustainable develop-
ment instead of focusing only on infrastructure as
of today. If the APC, together with both municipali-
ties, compile an updated comprehensive plan with a
zoning that advocates mixed use planning a new era
of planning is in front of us. A new base for plan-
ning would be a huge step away from the present
structure where the cities area tied back to smaller
streetscape improvement projects. Projects that
solves small issues and are appreciated,but that will
never be in the position to solve overall issues such
as the direction of urban development.

A long term vision is a great tool to use in commu-
nication with the citizens of Lafayette. What do they
want Main street and downtown to look like in 20
years? How do we reach those goals? By involving
the citizens at a early stage to discuss the future will

improve knowledge as well as the sense of participa-
tion and influence with the civic population. One of
the keys to successful planning is to strive to achieve
not only what the landscape architect or the plan-
ner believes is the best thing for the community, but
also what the community itself want to achieve. Civ-
ic participation is no news to this community but I
believe the sessions would benefit from discussion
long term urban development and visions in order
to take the right decisions and achieve a change in
behaviour over time.

If the city make the right decisions now, Lafayette
will be in a prime position when fuel prices goes
through the roof and the green movement is even
bigger. How about promoting Lafayette as the city
where you do not need a car - has that ever before
been done in the United States?

Embracing city life — people and
everywhere people

In all reality it should really not matter where you
are from to realize the many benefits from every day
activity and an inviting outdoor environment. City
life should be spontaneous and accessible. How-
ever the traditions of transportation can be deeply
rooted and in order to inhabit the streets people
need to leave their cars at home. The longer the time
spent in the public streetscape and the higher the
number of people attending the higher the activity
level (Gehl, 2006) and hence the city life.

The scale of the cities and their surrounding com-

munities must decrease at the same time as they are
densified in order to remain the vivid city center
that works in a thriving community. In other words
smaller nodes of service in a walking distance to
where people live and work will be one key to con-
struct cities full of people instead of cars. The vivid
city is full of life, full of people and full of activities,
all taking place at the same time.

The comparison

There is a visible resemblance between the two
examples Lafayette and Uppsala even though the
differences seem more striking at first glance. The
apple and the orange bear similarities that we need
to address in order to plan successful cities, instead
of repeating the mistakes of others. There are major
possibilities for Lafayette to fill the vacant spaces in
the downtown area with green spaces, social genera-
tors and people, a situation the densely organized
Uppsala can only envy. My final wish is for them

to grasp this opportunity and turn downtown to a
model of City life.

The question of the effect of sprawl is however a

lot larger on the national level. Many successful
examples of refurbishment of external malls have
been made and cities are revitalized and made com-
munities. I believe it is important to focus on the
smaller size cities such as the Lafayette example and
not only the larger cities that defeat sprawl through
strong cores. As soon as you travel outside this core
the effect of suburbia is visible and it is time to start
turning towards these places.
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Urban sprawl has had greater impacts on the city
than the ones I chose to focus on in this thesis; the
function of Main street, the city infrastructure and
urban development. There are also demographic
and economic effects that are fundamental for pos-
sible revitalisation projects. Even though I chose
not to focus on these issues I believe there is great
potential for Lafayette to strengthen the downtown
economics along with the upgrade. The initial costs
will be great but in the long run the turnover and
tax revenue from downtown businesses can make
the city bloom.

In Sweden we phase an important turning point

in which we need to decide whether development
on agricultural land on the countryside is accept-
able or not. Even though there is a demand for it,
city planners and landscape architects must decide
whether to allow clusters of single-family housing
disconnected to services and accessible primarily by
car or not. How does successful infill look without
compromising with the need for city close greenery
and social nodes? What is sustainable planning for
our future generation?

One even larger question that I only touched upon
in this thesis is the effect urban sprawl has had on
greenery in the cities as well as in suburbia itself.
Since suburbia is often located on agriculture land
and developers tend to build in order to make the
largest profit public green spaces are seldom seen in
these areas. How does this effect the people living
there? How do they access green space?

There are many questions afflicted with sprawl
that are yet to be explored and many answers to be
sought. It is time to start bending those trends.



Reflection on the process

Writing a thesis is a struggle between research,
handling hard facts and the million questions that
pop up along the way. One of the largest challenges
I experienced through this thesis work was to keep
it narrow enough to handle my aim and not try to
solve world problems. Along the thesis time frame
I went through piles of books and found interest-
ing articles and thesis’ that have both helped me to
better understand the complexity of urban planning
but also made it harder for me to focus attention on
my aim.

The overall question of American urban planning
and the effects of urban sprawl are too large to han-
dle within the context of a Master thesis. I believe
that I succeeded to identify a number of impor-

tant actions for the city of Lafayette to work with

in order to reclaim city life. These actions are also
interesting in other cities where sprawl had a similar
impact. However my focus has been on reclaiming
the urban core rather than compacting or densify-
ing the actual suburbia itself, this is an additional
task in order to counteract the effects of sprawl.
There are many contemporary movements towards
a new way of planning. I have presented some of
them but there are others as well: Green urban-

ism with a focus on aspects of sustainability within
the urban context, Low Impact Development - LID
with a design approach towards local storm water
management and Green infrastructure that revolve
around inter-connectivity of ecosystems, to mention
a few.

Since the start of this thesis in January of 2011 it has
gone through a number of phases. The product has
evolved from the capstone project with a large focus
on the downtown scale to a thesis that include some
aspects of the larger scale such as urban develop-
ment and infrastructure. Along the way I let by the
intent of re-designing Main street to suggesting
actions in order to accomplish the restoration and
function of the downtown area. One of the more
substantial pitfalls due to this change of focus is my
interview with the representative from the city of
Lafayette. If I had understood the complex situation
with the APC taking care of all comprehensive mat-
ters in the region earlier I would have tried to meet
with the county as well to better understand why
the comprehensive plan is so outdated.

My intent of finding ways to inspire people to leave
their cars at home and walk or bike instead have at
times felt hopeless in a country with more than 60
years of dependency and devotion of the car. Even
though I am convinced that many people will con-
tinue to drive their cars I believe that the presence
of new options for transportation will change this
trend over time. There are cultural differences but
many of them originate from the given opportuni-
ties caused by previous planning. The benefits for
personal health and the environment might not be
enough, but with rising gas prices the economical
savings might finally impose this change.

In the final words of the 2011 capstone project I
wrote how I was looking forward to move back to
Uppsala. Where I could bike the 5 kilometres to

university, walk the 300 meters to the grocery store
and enjoy a stroll downtown without being hit by

a car. At this point I have been back in Sweden for
almost a full year and even though I appreciate the
luxury of everyday life as a bicyclist and pedestrian
it is easy to forget how different life in Lafayette is.
Once again I find myself taking the possibility to
walk, bicycle and go by train for granted, for me life
is back to normal. In a perfect world, walking and
bicycling can be taken for granted as every persons
right. And appreciated by all.

I believe that it is our responsibilities, as landscape
architects and planners, to offer the citizens of the
cities in which we work, a better option for city life
and transportation. We need to plan a head in order
to both encourage the citizens to make sound deci-
sions but also to armour our cities for future needs.

I hope this thesis is an inspiration for the The Area
Plan Commission of Tippecanoe county and the cit-
ies of Lafayette and West Lafayette in order to start
changing towards a more sustainable and pedestrian
friendly region. As well as a source of information
of the effects of sprawling development for Swedish
planners and landscape architects.

There is more than one answer to counteract-

ing sprawl but I am glad to present these actions
towards a change for Lafayette. I bear in mind that
landscape architects nor planners can make deci-
sions for individuals but we can present opportuni-
ties and enlighten benefits of acting in ways that are
successful for both ourselves and the city.
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Appendix |

These are the questions I used as support when
interviewing Dennis H. Carson at the Economic
Development Department, The City of Lafayette.

We met on the 20th of April, 2011 at 515 Columbia
Street, Lafayette.

Questions

Please tell me more about your background.
What do you think characterize a lively city?
Which are the most important parts of planning?

With the history of Lafayette - where did develop-
ment go “wrong’?

How can this development be turned around? -
What are the biggest challenges with development
in Lafayette?

What is your focus today - Sustainability? Health?
Economy? Infrastructure?

Infrastructure - buses, bicycle paths? Does the car
focused living with a large demand for parking

cause any problem?

If gas went up to $8,50, as it costs in Sweden, what
would happen in Lafayette?

Green spaces and parks, how important?

What kind of strategic planning is there?

Short term?
Long term?

Where would you rank downtown Lafayette as of
today, on the scale from 1-10?

Where do you think Lafayette will be in 10 years?
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