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INTRODUCTION

Exploring, Explaining,
and Comparing the Sites

 Parking is a rare intersection of infrastructure networks, land use in 
metropolitan regions and technological mobilities, and embodies mutual depen-
dencies between these elements. This research project explores the potential of 
omnipresent parking spaces to create a context for later development of urban 
territories and peripheral regions they serve. What is so exceptional about the 
phenomenon of parking that makes it worth investigating in detail? Its ubiq-
uity, its sober functionalism, its simultaneous disregard of the context and 
extreme dependency on it resonate with various directions of urban analysis. It 
is a spatial product full of contradictions. Parking spaces are nodes of stillness 
in mobility networks meant to house the automobile – a symbol of freedom, 
movement, technological progress, and independence - which remains parked 
on average for 95 per cent of the time. The controversy of this arrangement is 
self-evident, but it also gives it strength. Parking or lack of it gives permanency 
to mobility decisions that seem momentary. With all its tensions and confron-
tations, the management of stillness – what parking essentially is – has impli-
cations not only for the movement of people and goods but also for the built 
environment.
 It is less an option and more of a vital necessity to have a place to stop, 
and (until we have reached a much-promised urbanity serviced by shared 
self-driving fleets of cars) to stand. These spaces that allow journeys to happen 
altogether mark every moment of arrival and departure. Seen in this light every 
parking space, every spot for car storage is an extension of the road, and at the 
very same time, it is a part of the built city fabric. It organizes a relationship 
between arrival and departure, entrance and exit. In one instance these elements 
can overlap like in an underground parking garage with an elevator, or they 
can be located right next to each other in an adjacent surface parking lot. They 
can also have a significant distance between them in the case of a park and ride 
facility. In any of these situations, when taken out of its infrastructural context, 
trimmed out of the network, parking loses its meaning and with it vital impor-
tance. Parking needs an environment to operate. Just like any other parasite 
creature. At the highest level of generality, a parasite exists only in relation to 
its host. Without engaging in a typological analysis at this point, we can high-
light that one of the most essential attributes of a parasite is the specificity of 
the conditions which it finds suitable for entering and settling. In other words, 
it needs an environment, a milieu that acts as a generous and accommodating 
host for developing a relationship.1 This analogy is used not for its negative 
connotations but to explore an evolutionary relationship between parking and 
travel destinations. Parasites exploit resources of their hosts to increase their 
own fitness, but almost every living animal hosts at least one other species. In 
the same way parking’s attachment to parts of the city are both ubiquitous and 
invisible. The term Movement Parasite gets clarified in Chapter 2. Conceptual 

1 Michel Serres, The Par-
asite (Minneapolis: Univ 
Of Minnesota Press, 2007), 
224.
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Framework.

 Rather than remaining an event of merely local importance, parking as 
a Movement Parasite when introduced or removed from the city organism can 
cause growth and decline, concentration and decentralization. Since a whole 
new land use rationality can be imposed on the city by managing only these 
parasites, we must acknowledge the variety of possible outcomes depending on 
the context. Strategic engagement with parking requirements, pricing and loca-
tion can lead to decreased congestion, improved air quality, pedestrian comfort, 
and reduced greenhouse emissions. It can also produce negative externalities 
like social separation and segmenting of urban territories. Through the appli-
cation of suitable policies, both private developers and governmental planners 
can transform a problem into an economic opportunity. To set the cues for 
the manipulation of settlements, many European, American, and increasingly, 
Asian cities are rethinking their approach to parking policies, management and 
enforcement. Tangible spatial and economic outcomes are usually a result of 
several strategies. The main existing strategies can be roughly divided into four 
categories: pricing mechanisms, regulatory measures, physical design elements 
and quality of service contracting.2 The majority of reports produced by global 
organizations such as the Institute for Transportation and Development Policy, 
the Asian Development Bank or the European Technical Committee on Trans-
port base their evaluations on metrics including car ownership numbers, park-
ing turnover, or revenue generated from parking meters. 
 As a result, these publications describe transformation primarily in 
economic terms. This research project is close to ideas laid out in such policy 
reports, but aims to reach another level of understanding - a spatial one. This 
study looks at changes in land use, density, height, street layouts and other 
parameters that define the built environment. With this in mind, the guiding 
research question of this investigation relates to spatial conditions: 

 What is the relationship between the provision and management of 
parking and the transformations of urban form? 

 To mark the poles between which the project finds its place and thereby 
frame the study, it is vital to identify different strands of thinking about parking 
in the field of architecture, urban design and planning. In broad strokes, there 
are three strands of literature which explore and describe the phenomenon of 
parking: design guidelines, historical surveys and collections of implementable 
solutions, like parking benefit districts or demand-responsive pricing of curb 
parking
 To this day, the most significant part of the literature dedicated to 
parking is concerned with the design of exceptional architectural objects or 
with summarizing the design guidelines for future projects. In The Architec-
ture of Parking, Simon Henley – a principal in the architecture firm Buscow 
Henley, lays out a comprehensive survey of architecturally significant garages 
around the world. Next to the images of Marina City Tower in Chicago, there 
are sections of “Asphalt Spot” in Tokomachi, Japan - an artificial topography 
that creates a space for a gallery with twenty parking bays on its roof. A sim-
ilar collection of attention-seeking parking facilities like 1111 Lincoln Road, 
designed by Swiss-based architects Herzog & De Meuron or Santa Monica 
Garage, designed by Los Angeles architects Brooks & Scarpa is assembled into 
Car Parks, a book by Jia Song. A more applied knowledge of designing park-
ing structures, their internal circulation, lighting systems and other features are 
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addressed in publications like Parking Structures: Planning, Design, Construc-
tion (reissued three times).3 A more in-depth analysis of the importance of de-
sign decisions in parking structures and their effect on the surrounding territory 
will take place in Chapter 5. Monoliths. Free-standing Garages: To Plan, To 
Consolidate and To Convince.
 The second strand of literature gives historical overviews of park-
ing phenomenon: initial responses to parking needs, the first surface lots and 
automated garages, the introduction and development of ramps, etc. A practic-
ing architect and a professor at Southern Illinois University, Shannon Sanders 
McDonald provides a historical overview of parking as a building typology in 
The Parking Garage: Design and Evolution of a Modern Urban Form.4 She 
explores the peculiarities of structures, materials, steps of mechanization and 
aesthetics in an attempt to identify the most successful design solution that can 
be put into practice and relieve parking from being perceived as an eyesore. 
Geographer John A. Jakle and historian Keith A. Sculle, in their study, Lots of 
Parking, examine the significance of parking infrastructure in the context of an 
American downtown and suburban districts on a larger scale. They approach 
parking not as an architectural object but as land use that can play a decisive 
role in the redevelopment of urban territories. The focus of the book is com-
mercial and institutional parking, logistics and the impact these facilities have 
had on the urban landscape throughout the twentieth century. They also trace a 
history of parking adjacent to shopping, institutions and airports.5 These sourc-
es of literature greatly informed the general framework and gave an under-
standing of the historical development of parking typologies and their connec-
tions to changing economic conditions throughout the whole of the twentieth 
century.
 The third major strand adopts an operational approach to parking by 
unveiling possibilities for optimization. Perhaps, the most significant and com-
prehensive publication about parking management, its pricing, minimum and 
maximum requirements, in-lieu and employer fees, is The High Cost of Free 
Parking by Donald Shoup. Most of his research focuses on economy, politics 
and the spatial implications of parking policies. Educated as an economist, 
Donald Shoup focused his research towards traffic management and urban 
planning very early on in his career. His 750-page book, The High Cost of Free 
Parking was published by the American Planning Association in 2005, with the 
second edition being a reprint with an updated introduction. As an editor of the 
ACCESS magazine of the Urban Planning Department in UCLA, California, 
Shoup aims to connect academic research to planning practice. With a broader 
audience in mind, he invites researchers to publish shorter and more accessible 
papers concerned with the topics of policy, transportation and urban strategies. 
By applying the same approach, Shoup edited a new publication, Parking and 
The City, that consists of fifty-one research chapters written by academics like 
Michael Manville, Xin Jiang, Andrew M. Fraser and Juan Matute.6 Most of 
their arguments are greatly informed by Shoup’s ideas. Eran Ben-Joseph fo-
cused his attention only on surface parking lots and their potential in his book 
Rethinking A Lot. Head of The Department of Urban Studies and Planning at 
the Massachusetts Institute of Technology (MIT), Ben-Joseph aims to elevate 
the public perception of the parking lot from a utilitarian necessity to a public 
space for the new century. After summarizing the history of the surface lot, 
he brings forward examples of policy and design to turn them into attractive 
spaces for multiple activities. The scale of transformation represented in this 
study lies somewhere between one city block with its curb parking spaces and 
a parking lot of an average big-box store.7

6 See Donald Shoup, 
High Cost of Free Parking 
(New. Chicago: AMER 
COLLEGE PERSONNEL, 
2005); 
Donald Shoup, Parking 
and the City (New York: 
Routledge, 2018).

7 Eran Ben-Joseph, Re-
Thinking a Lot (Cambridge, 
Mass.: The MIT Press, 
2015).

5 John A. Jakle and Keith 
A. Sculle. Lots of Parking: 
Land Use in a Car Culture 
(Charlottesville: UNIV OF 
VIRGINIA PR, 2005).
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8 See “Parking Policy in 
Asian Cities.” (Asian Devel-
opment Bank, 2011);
Michael Kodransky and 
Gabrille Hermann, “Eu-
rope-S Parking U-Turn: 
From Accomodation to 
Regulation” (Institute for 
Transformation & Develop-
ment Policy, Spring 2011).

 These are some of the most noteworthy studies of the parking phenom-
enon and its urban presence. In the following chapters, they will be reviewed 
in detail and related to this research project. In addition, there are two more 
discursive sources of valuable information that should be recognized in the 
present study. One of them comprises reports of parking policies commissioned 
by global nonprofit organizations and development banks in an attempt to 
provide insights to successful strategies. Such reports are usually structured as 
comparative studies of several cities and are done with the help of local field 
assistants and collaborators.8 Last but not least, the morphological modesty and 
after-human condition of parking lots and garages offer ample opportunities 
for modern art. Perhaps the most famous example is Thirty-four Parking Lots 
- a collection of images taken on a Sunday afternoon from a helicopter by Art 
Alanis, who was commissioned by American artist Ed Ruscha. It is not only a 
registration of physical spaces but a commentary on the infrastructure projects 
and decentralized logic of Los Angeles. The parking lots mostly belong to the 
commercial strips, malls, factories and theme parks, illustrating “the physical 
economy of postwar development.”9 But these anchoring objects never enter 
the image, instead, Ruscha chooses to show asphalt lots with painted lines and 
no people. They are mostly located in the San Fernando Valley, along Wilshire 
Boulevard, and at the Century City complex but essentially their location is of 
little relevance. What is important for Ed Ruscha are “the oil droppings on the 
ground” in a fragmented metropolis of the 1970s.10 Ruscha’s fascination with 
sublime qualities of machine landscapes devoid of human beings is a precursor 
to contemporary interest in the architecture of fulfilment centers, data servers 
and bitcoin mines.
 Another artistic exploration that problematizes parking and ownership 
of the curb space in cities was done by Vito Acconci, who in 1991 designed 
Mobile Linear City. In this installation he built six housing units that telescope 
into one and get hooked up to a tractor. Acconci was using curb parking spaces 
in Vienna as temporary locations for his provocative work. The relevance of 
this project for architecture and urbanism in general and specifically for this 
analysis relates to how, when, and by whom the curb is used. Artistic interven-
tions which draw attention to the physical and cultural space occupied by park-
ing are not a part of this research project, but they do inspire a critical approach 
to established definitions. In the following chapters, the notion of public space 
in relation to on-street parking will be addressed in more detail.

 Already this brief outline of existing literature and knowledge reveals 
an unoccupied niche of thinking about parking in relation to urban form, not 
only in terms of broad logical models but also focusing on the spatial outcomes 
of policies and their externalities. In other words, this research project is driven 
by the main question and three operational questions which spring from it. 

 What is the relationship between the provision and management of 
parking and the transformations of urban form? 

 To provide answers to this question means to trace morphological 
changes caused by parking regulations. However, every urban transformation is 
driven by an array of economic, cultural, sociological and political conditions. 
After completing a literature review, it became more evident that it is possible 
to identify transformations in which parking plays a major role. Two of these 
questions inform operational questions of this research project. The third ques-

9 Susana Newbury, 
“Thirtyfour Parking Lots 
in the Fragmented Metrop-
olis,” Everything Loose 
Will Land: 1970s Art and 
Architecture in Los Angeles 
(Nürnberg: Verlag f. mod. 
Kunst, 2013), 53.
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Figure 1. A parking 
garage entrance in 
Kwun Tong area in 

Hong Kong is an exam-
ple of a complex, 

socialized space that 
expands the boundar-
ies of a neutral in-
frastructural object. 
Unpredictable use of 
parking demonstrates 
a vast potential of 

parking to provide a 
setting for the broad 
range of activities.
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tion becomes important each time we look at the city’s building code, master 
plan or a visionary plan for the whole region. Here are the three operational 
questions:   

1. What is the agency of parking management in changing land use and pre-
serving urban fabric?
2. What are the parking strategies that ensure the success of Transit Oriented 
Developments in proximity to areas with a low density?
3. How does planning legislation translate big policy goals into urban morphol-
ogy through parking requirements?

 The first two questions are explored through four case studies in Copen-
hagen and Los Angeles. Each question guides an investigation of two specific 
mechanisms in different cities. Case studies are defined by specific morpholo-
gies that are descriptive of city-wide policies and their power to enact change. 
Seen in this way, they become spatial products or active forms. According to 
writer and architect Keller Easterling: “Different from the object forms of mas-
terpiece buildings or master plans, these active forms operate in another gear 
or register, to act like bits of code in the system.”11 In this research project, four 
such active forms take center stage: Voids, Cavities, Monoliths, and Particles. 
They have been specifically defined in this analysis. These abstract notions ad-
dress not only an architectural object but also its disposition and ripple effects.  
Active forms are typical and recognizable elements of the city-wide parking in-
frastructure that get reconfigured depending on the constraints of the site. Their 
distinction from types, characters and urban artefacts is explained in Chapter 2. 
Methodological Approaches.
 Active forms of this study describe four parking typologies that differ 
in scale, time of occupation, and type of management and ownership. Voids are 
concerned with surface parking lots as a result of twentieth-century demolition 
activities in American downtowns. Cavities describe another way of storing 
automobiles in the city center in big-scale underground parking garages. Mono-
liths describe consolidating parking in a free-standing garage that serves sev-
eral target groups during different hours and eliminates the need in providing 
parking on the site of each development. Particles are driveways and garages 
of single-family houses that can be converted or replaced with additional hous-
ing in the proximity of transit. All four of these typologies are not exclusive to 
each city but rather describe a mechanism of transforming the city fabric by 
their strategic placement or removal. Each typology corresponds to a specific 
chapter and gets a composite heading: typology, morphological action and its 
intended and unintended outcomes. Curbside parking is an essential element of 
city-wide parking management strategies that is featured in every case study, 
but it is not the primary subject of this investigation.
 The first case study is a surface parking lot in Historic Downtown of 
Los Angeles (Figure 2). It is a “part of an erosional pattern”12 of American 
downtowns caused by the rise of major outlying competitive centres surround-
ed by high-income residential communities.13As part of a competition with 
new shopping centers in suburban neighborhoods, downtown landowners had 
demolished a great number of commercial buildings to provide more park-
ing opportunities for more customers. These new asphalt open spaces were 
straightforward and utilitarian - they were seen as “land banking”, sanitized 
and ready for new development. At the same time, remaining buildings were 
losing value and slowly decaying. In an attempt to stop the deterioration of 
cultural heritage, city planners and preservationists mobilized their forces and 
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trastatecraft: The Power 
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(London; New York: Verso, 
2014), 73.

12 John A. Jakle, Land Use 
in a Car Culture, 96.

13 Wilbur Smith and Asso-
ciates, “Parking in the City 
Center,” (New Haven, Con-
necticut, May 1965), 71.



generated the first version of the Adaptive Reuse Ordinance in 1990. This 
policy specifically concerned downtown buildings in a commercial or R-5 
(high density) residential zone constructed before July 1, 1974, and extended 
possibilities of their conversion. Most importantly, it relaxed the parking re-
quirements for eligible buildings if they were converted to dwelling units, joint 
living and working quarters, guest rooms in hotels or a combination of these. 
No new parking spaces were required, and existing ones had been reserved for 
residential tenants or turned public. The intent was to create a dense “24-hour 
city” with mixed commercial and residential use, improved air quality and 
reduced vehicle trips. A few decades later a strikingly successful result is hard 
to ignore, but it came with a price - a rise of land prices by as much as 400 
percent since the early 2000s. Additionally, most of the suitable buildings have 
been already reconfigured, and highly skilled contractors are required for these 
kinds of transformations.14 In this climate, ground-up developments on the 
former surface parking lots greatly outnumber conversions. These lots in close 
proximity to jobs and services are “endangered species” that disappear to give 
way to new condominium towers that come equipped with less parking and 
more residents.
 Issues of an active downtown and its cyclic makeover for automobile 
and pedestrian use are of key importance for the second case – underground 
parking facility underneath Israel Plads in central Copenhagen (Figure 3). 
Commuters and shoppers are directed into several large-scale parking terminals 
that serve as gates to the mixed-use pedestrian-friendly city center. The current 
site used to be a surface parking lot for more than fifty years before undergoing 
a recent renovation. Cars had been moved into an underground space with three 
levels as part of the city-wide parking strategy introduced in 2005. Over one 
thousand parking slots in the underground garage allowed planners to remove 
a corresponding number of automobiles from city streets in close proximity 
to the Strøget pedestrian promenade, Nørreport station and a neighborhood 
food market. This approach of consolidating automobile storage and allowing 
shared use of the spaces throughout the day, along with diminishing operating 
costs, and promoting walking, is a widely accepted urban strategy of the last 
two decades. Its shortcoming is a risk of turning the city core into an open-air 
traffic-free shopping and business “oasis”. 

 Both above-described cases are centrally located parking facilities. One 
of them is an extreme case of a typology that is disappearing due to heightened 
demand for land in Downtown Los Angeles. Another one is a typical case of 
“hiding” and consolidating the storage of vehicles. The current investigation 
is an assessment of their effect on the surrounding territory regarding land use 
and density, their role in a neighborhood mobility system, and the role of pri-
vately-owned parking operations and management companies Joe’s Auto Parks 
and QPark. 
 Additionally, there is an embedded descriptive case of a centrally-lo-
cated courtyard in Moscow, where paid curb parking was introduced in 2011. 
Pricing strategy and the removal of car spaces made inner courtyards a valu-
able asset that residents defend by instilling physical barriers to guard a public 
space. This example is meant to enrich the discussion of managing the spillover 
effect that is inevitable in the early stages of parking restriction reforms. Two 
case study chapters and Chapter 5. Cult of the Center act as a sub-conclusion, 
and make up Part 2: Central Commercial Districts and Parking Terminals.

 In the same manner, two further case study chapters and a sub-conclu-
015

In
tr

od
uc

ti
on

 

14 Ryan Vaillancourt, 
“With Adaptive Reuse 
Options Limited, Develop-
ers Adapt,”  Los Angeles 
Downtown News, January 
28, 2018, http://www.
ladowntownnews.com/
news/with-adaptive-re-
use-options-limited-devel-
opers-adapt/article_268d0c-



sion in Chapter 8. After the Single-Family Home constitute Part 3: Reconciling 
Different Ideas of Dwelling and Parking. What seals the next two cases to-
gether is a strategy of tackling automobile storage in transit-oriented develop-
ments, located within walking distance from public mass transit and planned 
to be mixed-use and high-density. The subject of the third case study is the 
Mountain Dwellings building in Ørestad district in Copenhagen (Figure 4). 
This multi-level parking garage for 480 cars with a layer of eighty apartments 
on top, is only one of the six free-standing parking structures that consolidate 
the storage of vehicles belonging to both residents and employees of the area. 
Developed around a backbone of excellent public transit that allows one to 
reach Copenhagen Airport and Central Station in less than 10 minutes, Ørestad 
came under heavy criticism for having a modernist low-quality urban space. 
Such accusations are inevitable when the densest development in the country 
bears a strong resemblance to centrally planned linear town models from the 
1910s to 1920s. With this in mind, it is of great interest to look at the Mountain 
Dwelling that manages to merge two identities: on the one hand, it is a shared, 
consolidated and mixed-use development in the proximity of the Metro stop; 
and on the other, it is a penthouse apartment building with individual gardens 
and no views of neighbors. It becomes a translation of the single-family house 
area situated across the street into a dense environment of Ørestad. This spatial 
relationship is a critical case of a still-existing need to provide a possibility of 
living a car-dependent “suburban” lifestyle even in the middle of the densest 
development in the most bike-friendly city. Similar challenges can be seen in 
new housing being built in the Mid-Levels area of Hong Kong or the periphery 
zone of Moscow. These examples illustrate the needs of a middle class to own 
and store a car nearby being met under different geological, legislative and 
economic conditions.
 
 The relocation of residents into denser and more integrated accom-
modation in proximity to public transit can be named as one of the greater 
objectives of the Los Angeles City Council. The severe housing shortage and 
extreme traffic congestion require some sort of government intervention and 
support. In the last ten years, Metro LA has expanded access to transportation 
options and improved customer experience. One of the many current endeavors 
is the rapid development of Transit Oriented Communities that transform the 
areas around transit corridors into walkable neighborhoods. Most of them are 
currently single-family residential zones with a minimum of two covered park-
ing spots on site, as shown on Figure 5. Most of the residents, however, prefer 
to park their automobiles on the street and use garages for storage or as a studio 
space. What hidden potential resides within this arrangement? After years 
of debating, Los Angeles City council adopted an Accessory Dwelling Unit 
Ordinance (ADUO) that allows homeowners to rent an already existing guest 
house, a smaller unit within a home or a converted garage as a separate piece of 
real estate.15 By increasing the maximum allowed size of the unit, reducing set-
back distances, and removing any parking requirements in proximity to transit 
corridors, the city aims to introduce an almost invisible horizontal density. The 
new backyard units can serve as a source of additional income to help with the 
house mortgages, diversify neighborhood demographics, and help preserve the 
residential character of Los Angeles.

 As automated and connected vehicles are slowly generating new forms 
of mobility and ownership, it is not yet clear whether they will be able to solve 
problems of congestion, safety, pollution and accessibility. What can be pre-
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15 The State of California 
passed a statewide reform 
in 2016.



Figure 2. One of the 
surface parking lots 
in the Fashion Dis-
trict in Downtown Los 
Angeles. The removal 
of theses flat sur-
faces is supposed to 
spark revivals of the 
inner-city neighbor-
hoods.

Figure 3. The cir-
cular ramp is one 
of a few hints to 
the existence of an 
underground garage 
at Israels Plads in 
Copenhagen.
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dicted is the fact that the autonomous revolution brings forward a different set 
of challenges like data privacy, decision-making mechanisms and the integra-
tion of big tech companies into the system of mass transit. Current research 
touches these topics in chapters dedicated to active forms and gives more at-
tention to the approaches to managing the transition in Chapter 8. Self-Driving 
Fleets that Never Stop. Together with the conclusion, this chapter constitutes 
the last part of this research project – Part 4: Parking in Contemporary and 
Future Cities. 
 
 The four primary cases described above demonstrate different ap-
proaches to combining the dream of individual living and individual transpor-
tation, with contemporary demands of living in compact communities that are 
well served by public transit. How can it be rethought and reconfigured in line 
with current conflicting demands? Four chapters dedicated to four sites and two 
comparative chapters describe an array of possibilities for parking infrastruc-
tures to change the land use and demographics, give space to additional hous-
ing, and preserve historical developments. In a commonly held view, parking 
can be a necessary comfort, a nuisance, an eyesore or a symbol of environ-
mental opinions. This perception is emotional and often based on individual 
lifestyle choices or aspirations. To improve the quality and complexity of the 
discussion about parking, this project re-examines it as an active form that is 
deeply interconnected in larger structures of policymaking and development.  



Figure 4. One of the 
identity-creating 
murals that further 
elevate a garage of 
Mountain Dwellings 
in Copenhagen to a 
recognizable urban 
monument.

Figure 5. A sin-
gle-family house with 
a two-car garage and 
a driveway in Sil-
ver Lake, Los Ange-
les. The prominence 
of this typology has 
been secured by fed-
erally-backed mort-
gages, mass media and 
the willingness of 
well-to-do families 
to choose it over 
other residencies. 019

In
tr

od
uc

ti
on

 



PART 1
A CENTURY OF 
INDIVIDUAL MOBILITY

020



CHAPTER 1
CONCEPTUAL AND THEORETICAL 
FRAMEWORK

021



022



Figure 1. In the last 
thirty years, Moscow 
has seen an increase 
in car ownership, ex-
treme congestion and 
subsequent fragmenta-
tion of urban fab-
ric. The absence of 
parking strategies is 
usually listed among 
the leading causes.
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 This chapter draws from a wide range of literature that belong to var-
ious disciplines. Biology, anthropology, philosophy, and sociology help to 
introduce a complex understanding of parking and its embeddedness in larger 
structures of planning, mobility and power. First and foremost, this chapter 
examines the treatment of cars and their presence in the city. The changes in 
perception of the ideal transportation mode are specific to each city but are 
largely driven by similar factors, like the absence of reliable public transit, the 
increase in a population’s purchasing power, or lifestyle symbolism, among 
others. Also, this chapter acknowledges how tightly parking management strat-
egies are connected to ideas of liveability and walkability, currently promoted 
by Eurocentric urban design disciplines. It questions the universality of design 
guidelines that heavily rely on turning the street into pedestrian commercial 
promenades. Finally, this chapter presents a model for understanding the 
relationship between parking, roads and the territories they serve. This way of 
thinking about parking as part of the mobility network and, simultaneously, as 
an architectural object underpins all arguments made in this research project. It 
is further reflected in new concepts introduced in this research project, like Car 
Care, Rhythmoterritory and Movement Parasite, that challenge established vo-
cabulary of design and planning. The intention of using newly defined concepts 
is to sensitize readers to disciplinary habits of describing cities. But more im-
portantly, all concepts in this chapter are specific to the research subject. They 
alter definitions of milieu, territory, environment to avoid assumptions and vast 
generalizations about the place of parking in the urban fabric.

024



Car Care: 

Acknowledging Different Mobility Needs 

 To care means to feel trouble or anxiety, interest or concern, and to give 
a watchful attention. It means both a state of responsibility and apprehension.1 
Cars grew to be under-cared in disciplines of urban planning and urban design. 
Instead, what gets nurtured in current discourses, is a constant sense of guilt for 
the choice of mobility instilled by environmental activists and urban designers 
among others. This is not a critique of ambitions to create more safe, pleasant 
and enjoyable urban spaces. It is a recognition of the car’s image as the ulti-
mate urban evil by European planners and livability advocates. The car and its 
driver are absent from the list of actors to be taken care of in the city, that is 
increasingly built for pedestrians and cyclists. What seems to be problematic in 
such an approach is the fact that outside of the central areas of large European 
cities and a number of other world capitals, it is almost always quicker to get 
from one point to another by driving. These drivers and their cars require daily 
care and attention. But what does it mean to care for cars? Ethics of care have a 
strong link to a feminist theory of combating indifference that has taken a new 
social, economic and political dimension. A responsible, responsive and atten-
tive approach to the problem at hand is at the core of the ethics of care, that has 
been developed by scholars like Virginia Held and Carol Gilligan. Caring for 
the under-privileged and the under-represented, climate change and overpopu-
lation, food crops and material extraction boast a newfound prominence in con-
temporary discussions. Slowly matters of care find their way into Science and 
Technology Studies (STS), whose main concern is the politics of technological 
assemblages. Advocates of care in STS talk about providing “a better account 
of a thing” and giving “ethico-political significance to particular socio-material 
practices by generating care for undervalued and neglected issues.”2 Caring 
requires an acknowledgement of an asymmetrical relationship and thinking 
about all parties involved. One of the most compelling voices in environmental 
humanities, Maria Puig de la Bellacasa insists on the importance of care “not 
as an everyday labor of maintenance” but as an “ethical obligation: we must 
take care of things in order to remain responsible for their becomings.”3 Her 
understanding of care is active, it includes nonhumans and recognizes different 
timelines. The care might be needed for a day, a month or a whole lifespan of 
a pet, a human being, a technological invention. In other words, we cannot just 
abandon the technologies that we have brought into this world. They require 
daily care, attention and engagement.
 With this in mind, Puig de la Bellacasa’s Matters of Care spring from 
Bruno Latour’s Matters of Concern that acknowledge the liveliness of things, 
the sociality of machines, and the entanglements of technology in everyday 
politics.4 In a staged dialogue with an environmentalist who is upset with 
Sports Utility Vehicle drivers, Latour argues that instead of only criticizing 
them one must properly engage with the concerns of these drivers. There is a 

2 Maria Puig de la Bellac-
asa, “Matters of Care in 
Technoscience: Assembling 
Neglected Things,” Social 
Studies of Science 41, no. 1 
(2011): 94.

3 Ibid., 90.

4 Bruno Latour, Aramis, 
or the Love of Technology 
(Cambridge, Mass: Harvard 
University Press, 1996).
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1 Merriam-Webster Dictio-
nary Online, s. v. “Care,” 
accessed August 13, 2020, 
https://www.merriam-web-
ster.com/dictionary/care

025



responsibility for developing and maintaining technology that comes with its 
invention.5 Matters of care offer a new way to attend to existing worlds and pay 
attention to common goods such as the curb, the street, and the square among 
others. In this research project, definitions of public space and its occupancy 
spark different moral judgements. 

 Going back more than a century ago, it would be very difficult to deny 
the fact that the first affordable motor car - Ford T - brought into the existence 
by Ford Motor Company in 1908, was a great democratic device that allowed a 
large number of Americans to embrace a new way of living and moving. Daily 
commutes and weekend family trips reflected a new alliance of the citizen 
with the machine. A revolution in lifestyle expectations took place due to this 
new freedom of choices of where to live, work, and play. Complicating urban 
matters, was the number of people who did not previously own a horse or a 
carriage, could now afford to own a personal automobile. What the automobile 
did to the horse and carriage, is what autonomous vehicles are expected to do 
in the future. Autonomous vehicles are expected to cause a similar increase in 
drivership or even ridership, that will be discussed in Chapter 9. Self-Driving 
Fleets that Never Stop. Even if this effect was varied in different parts of the 
globe, and had a different speed of adoption, the unseen scale of introduced 
mobility brought with it a universally spread congestion. With a certain level of 
confidence, one can assert that it was caused not only by the number of travel-
ling vehicles but also by the ones left standing at the curb, sometimes in several 
rows. The whole new discipline of traffic engineering was introduced to city 
management. Traffic lights, parking meters, driving rules and regulations were 
among the tools invented to facilitate and optimize the flow of automobiles.
 In some cities, like in Los Angeles, the public trolleys (trams) were 
blamed as being responsible for clogging streets. The Pacific Electric was the 
largest electric railway system which connected downtown with far-flung com-

Figure 2. Pacific 
Electric Railway car 
on the line to the 
Hollywood Bowl via 
Santa Monica Boule-
vard. Source: Secu-
rity Pacific National 
Bank Collection. Los 
Angeles Public Li-
brary.

5 Bruno Latour ,“Victor 
Frankenstein’s Real Sin,” 
Domus, no. 878 (February 
2005): 29.
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6 David Green, “Gardener’s 
Notebook”. Archigram, ed. 
Cook, Peter (New York: 
Princeton Architectural 
Press, 1999).

munities and allowed interurban commuting (Figure 2). It was flourishing when 
obstacles started to appear one by one. New traffic management measures, as 
well as sharing the roads with trucks and automobiles, decreased speeds of 
public transit. Soon after, the trolleys got a reputation of being slow, unreliable 
and simply inconvenient. The car was celebrating its triumph in monopolizing 
traffic by offering unprecedented freedom and the convenience of a mobile 
room in the city. Furthermore, they offered the comfort of door-to-door move-
ment. Taken together in a traffic jam, they formed “a collection of rooms”, “in-
stantly formed and constantly changing communities.”6 This was a new sense 
of spacing based on the motor car and its driver. In the early 1930s Frank Lloyd 
Wright declared in The Disappearing City, a new set of spatial and economic 
relationships centered around an individual, his detached house on a one-acre 
plot of land and a privately-owned automobile. His idea of The Broadacre 
City embodied freedom, democracy and decentralization, reinforced by the 
comfort of individual movement. Lloyd Wright was advocating for an act of 
abandoning the city in favor of the beautiful countryside.7 In this manifesto of 
dispersal, all offices were to relocate to the sites of the corresponding produc-
tion; service stations were to grow into massive centers of merchandise; hotels 
were supposed to allow their guests to travel across the country in these new 
cars with sleeping and catering accommodations. Frank Lloyd Wright gave his 
attention to the organization of universities, treatment of death and disease, the 
transformation of religion and many other aspects of communal living, while 
emphasizing the primacy of the modern decentralized homes laced together by 
automobile travel on multilane highways.8 In twenty years, Wright’s drawings 
of the Broadacre City are a combination of pastoral agricultural scenes and 
individual futuristic vehicles (Figure 3).

 However, not all designers and planners were embracing the ideas of 

8 Frank Lloyd Wright, The 
Disappearing City (William 
Farquahar Payson, 1932).

7 Such movement was 
propelled forward by five 
machine-age agencies: elec-
trification, steam, lighting 
and heating systems, the 
new materials, and the mass 
production of the machine. 

Figure 3. The streets 
of the Broadacre City 
are a combination of 
pastoral landscapes 
and convenience of 
personal mobility. 
Source:  Wright, 
Frank Lloyd. The Liv-
ing City, Horizon Pr, 
1958.
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necessary decentralization and the freedom associated with car ownership. 
Jose Luis Sert was one of the first prominent thinkers in academia to raise 
concerns about an urban condition produced by suburban developments. His 
work focused on the need to fight traffic congestion and to think about rela-
tionships between different parts of the city. This logic underpins the concept 
of urban design that was introduced by Sert in a 1953 lecture “Urban Design” 
after he was appointed dean at Harvard’s Graduate School of Design.9 Further-
more, Lewis Mumford, Jane Jacobs, Charles Abrams and Victor Gruen were 
greatly engaged in dismantling the individual automobile as a primary unit of 
city building while the majority of the American population were enchanted 
by freestanding private property, unlimited consumption opportunities, and the 
hedonism of the post-World War II years. Criticism of suburbia became louder 
only in the 1960s and 1970s with the voices of Peter Blake and Vance Pack-
ard among others. Peter Blake - an architect and critic – described Broadacre 
City as turning into a “massive, monotonous ugliness” of Suburbia served by 
automobiles, with the American landscape turning into a Carscape: “only 360 
million square feet of America are being used by people; but 8.5 billion square 
feet of this country, or 23 times as many square feet, are covered with private 
automobiles.”10 He talks about an unbalanced presence of cars and people on 
the surface of the city: “office spaces, schools and factories are being put partly 
underground so as not to clutter up the carscape with human beings.”11

 While Peter Blake was dismissing billboards and similar “eyesores” 
aimed at drivers, Donald Appleyard, Kevin Lynch and John R. Myer were 
occupied with the design and aesthetics of highways. They saw the car as a 
“filter between the driver and the world he is moving through.”12 Since the 
driver in the spur of the moment, gives up the freedom of moving on foot and 
experiencing the smells and sensations of the streets, there must be something 
to compensate for this. It is a different type of a commuter that must pay close 
attention to the surroundings to be able to orient themselves while driving, 
but the urban scene is strictly framed and narrowed down. At the very least, 
what the designers can do is give attention and care to highway design, see the 
highway as an art piece, a visual narrative that can be interrupted at any point 
but which would not fail to afford delight. This unrehearsed type of design can 
augment the driver’s experience with artistic pleasures. They refer to highways 
as a deeply cinematic experience with a rhythm of cuts, silhouette and light 
effects of different scale, and most importantly, the sensation of motion. 
 What Appleyard, Lynch and Meyer developed in their study is “a 
technique of recording, analyzing, and communicating” the road views. They 
combined maps and elevations with wide-angle motion pictures in an attempt 
to notate motion and space, and in the process came up with a diagrammatic 
technique of representing the driving experience with a long vertical base line 
to be read from bottom to top (Figure 4). The line is overlaid with symbolic 
and concentrated representations of spaces that are perceived by a driver to 
make a comprehensive space motion diagram of the road sequence. Designing 
new interdependencies between spatial and technical variables of the highway 
became a federal focus when President Lyndon Johnson signed the Highway 
Beautification Act supported by “A Proposed Program for Scenic Roads and 
Parkways” publication. The emphasis was put on the pleasure of driving, 
freedom of movement, and the importance of tourism. His wife, Lady Bird 
Johnson, aimed at turning the roadside into the beautiful and meaningful site 
by planting wildflowers from different regions but at the same time felt unease 
with using the word “beauty” for describing infrastructure.13

 More than a decade later the line of thinking, talking and caring for ur-

13 Keller Easterling, Or-
ganization Space: Land-
scapes, Highways, and 
Houses in America (Cam-
bridge, Mass. London: The 
MIT Press, 2001), 114.

14 Robert Venturi, Denise 
Scott Brown, and Steven 
Izenour. Learning from Las 
Vegas: Selected Writings 
of Benjamin Lee Whorf: 
The Forgotten Symbolism 
of Architectural Form. 2 
(Cambridge, Mass.: The 
MIT Press, 1977), 9.

11 Ibid.

12 Donald Appleyard, 
Kevin Lynch, and John R. 
Myer, The View From the 
Road (Cambridge MA: MIT 
Press, 1965), 4.

10 Peter Blake, God’s Own 
Junkyard The Planned 
Deterioraton of America’s 
Landscape (New York, NY: 
Holt, Rinehart and Winston, 
1964), 119.

9 Lewis Mumford “The 
Emergence of Urban 
Design in the Breakup of 
CIAM,” in Urban Design, 
ed. Alex Krieger and Wil-
liam S. Saunders (Minne-
apolis: Univ Of Minnesota 
Press, 2009), 17.
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15 Ibid.,13.

16 For a range of voices 
talking about the terms and 
concepts of a posthuman 
understanding of built envi-
ronment see: Ariane Lourie 
Harrison, Architectural 
Theories of the Environ-
ment: Posthuman Territory  
(New York, NY: Routledge, 
2012).

ban territory dominated by and built with automobiles in mind, is continued by 
Robert Venturi and Denise Scott-Brown, who manage to withhold judgement 
in their analysis of Las Vegas (Figure 5). They approach the system of signs 
and casino facades of The Strip as a landscape in which the interests of the 
driver and the pedestrian are equally taken into consideration, “On Main Street 
shop window displays for pedestrians along the sidewalks and exterior signs, 
perpendicular to the street for motorists, dominate the scene almost equally.”14 

To accommodate the needs of drivers, the parking lots are places in front of 
the buildings, and the architecture stays insignificant since it cannot be seen 
from the road. Venturi and Scott-Brown go even further and compare the A&P 
parking lot to Versaille, “The patterns of parking lines give direction much as 
the paving patterns, curbs, borders, and tapis vert give direction in Versailles; 
grids of lamp posts substitute for obelisks, rows of urns and statues as points 
of identity and continuity in the vast space.”15 This example of caring for the 
experience of the driver and accommodating it is a post-humanist approach to 
urban design in which the architectural subject is not confined to the human 
user.16

Figure 4. Space-mo-
tion and view diagram 
scripts an experi-
ence of driving that 
can be made exciting 
through careful posi-
tioning of monuments. 
Such an approach to 
the design of experi-
ences is an example 
of Car Care. Source: 
Appleyard, Donald, 
Kevin Lynch, and John 
R. Myer. The View 
from the Road. Cam-
bridge MA: MIT Press, 
1965.
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 From the advent of the Industrial Revolution, machines have demanded 
a certain level of sensibility to their presence. In the following decades, the city 
will increasingly need to accommodate a growing number of technological ob-
jects like drones, delivery robots and autonomous vehicles. Just like the private 
automobile one hundred years ago, they come with a new set of technologies, 
protocols, rules and power structures. It becomes crucial for designers and 
urban planners not “to remain trapped on the humanistic precepts of modern 
urbanism.”17 

 This research project considers all nonhuman urban constituencies, and 
especially pays attention to infrastructural and logistical elements, which are 
present throughout. This provides a new angle for looking at commonly dis-
cussed questions of the allocation of space in cities. 

Figure 5. Two out of 
a collection of Las 
Vegas strip maps that 
do not distinguish 
between churches, 
food stores, wedding 
chapels and automo-
bile rentals. Source: 
Venturi, Scott Brown, 
and Izenour, Learn-
ing from Las Vegas: 
Selected Writings of 
Benjamin Lee Whorf: 
The Forgotten Symbol-
ism of Architectural 
Form. 2., 1977.

Opposite page: Figure 
6. Open-air two-story 
car storage in Hong 
Kong is a rare occa-
sion of an intention-
ally visible presence 
of cars on contempo-
rary city streets.

17 Alejandro Zaera-Polo,  
“The Posthuman City: Ur-
ban Questions for the Near 
Future,” in New Geogra-
phies 09: Posthuman, ed. 
Mariano, Gomez-Luque and 
Ghazal Jafari (New York, 
NY: Actar, 2018), 71.
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  Caring and designing for a car contradicts a contemporary definition of 
walkable, livable, and as a result, sustainable cities. Almost every new urban 
development uses these concepts to describe its goals and ambitions. There is 
a growing recognition of the danger embedded in such global meta-narratives 
that announce universal truths. Unified citywide interventions increasingly de-
pend on the participating subject and unequally distribute the responsibility by 
installing a sense of guilt and self-doubt in case of non-alignment.18 The path 
for a responsible citizen and a conscious consumer has been mapped out, and 
once every individual adopts a required behavior this will inevitably result in 
large-scale change. In other words, there is a defined organizational and behav-
ioral outcome, and the only possible concern is the means of achieving it. 
 The narratives of Sustainability, Livability and Walkability starting 
from the 1950s, relied on metrics collected in urban space. The use of quanti-
fiable parameters gives urban designers and consultants a sense of authority in 
the eyes of citizens, business owners and politicians. While this idea of cities 
as “knowledge repositories and data processors”19 has been around for a while, 
the last decade saw a dramatic increase in attention given to urban data as a 
tool of spatial governance. So-called “smart cities” are planned by technology 
companies like Cisco and IBM. Sidewalk Labs - a company founded by Goo-
gle in 2015 is no longer pursuying its project of the Toronto Waterfront rede-
velopment. On 325 hectares of Quayside neighborhood the company aimed to 
“combine forward-thinking urban design and new digital technology to create 
people-centered neighborhoods that achieve precedent-setting levels of sustain-
ability, affordability, mobility, and economic opportunity.”20 

 The origins of these values as defining parameters for planning are 
strongly connected to the emergence of urban design as a discipline in the mid-
dle of the 1950s. It is strongly connected to Jose Luis Sert who was advocating 
for the integration of city planning, architecture, and landscape architecture. 
The formation of urban design as a discipline can be seen as a reaction to the 
critique of CIAM’s (International Congress of Modern Architecture) four func-
tions - dwelling, work, transportation, and recreation - launched by the Team 
10.21 The group of shifting members (Alison Peter Smithson, Jacob Bakema, 
Aldo van Eyck, Mathias Ungers and others) emerged out of CIAM with a 
shared concept of a comprehensive design for cities but insisted on “more in-
tangible planning goals intended to foster a closer relationship between human 
activity and its surroundings in nature.”22 Parallel to this, in spring 1955, Sert 
along with Hideo Sasaki, and Carlhain taught the first seminar called Urban 
Design at the GSD, and organized the First Harvard Urban Design Conference. 
At the conference, Sert announced that the younger generation is not content 
with suburban lifestyle with its sprawling character and advocated for a pedes-
trian-based urban framework as a solution for reshaping the city as a whole: 

21 Mumford, The emer-
gence of urban design, 24.

22 Ibid.

18 For other meta narratives 
like Anthropocene, Was-
teocene, Capitalocene see: 
Marco Armiero and Mas-
simo De Angelis, “Anthro-
pocene: Victims, Narrators, 
and Revolutionaries,” South 
Atlantic Quarterly 116, no. 
2 (April 1, 2017).

19 Shannon Mattern, 
Shannon, “A City Is Not a 
Computer,” Places Journal, 
February 7, 2017, https://
doi.org/10.22269/170207. 
Accessed January 10, 2019.

20 Quote from Sidewalk 
Toronto website https://
sidewalktoronto.ca. Ac-
cessed August 3, 2019.

Optimization Narrative: 
Walkability, Livability and Their 

Shortcomings
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“The necessary process is not one of decentralization, but one of recentraliza-
tion.”23 To make this happen architects should focus on the needs and desires 
of humans, and put an individual at the center of attention. In other words, the 
conference marked the beginning of a new dominant narrative of the planning 
process that aimed at optimizing urban living conditions according to notions 
such as walkability and livability. 
 These ideas were not only propelled forward by Gideon and Sert in 
their academic setting but also by public advocates, like Jane Jacobs who was 
among the participants at the aforementioned conference. In her speech, she 
attributed the great power of city making to commercial spaces and the sense 
of community that they generate. After criticizing shopping centers, Jacobs 
gave four suggestions to planners. One ought to look at the stores and pave-
ments in the old city, be strategic with retail zoning, make use of spaces like 
laundromats and mailbox conglomerations, and, lastly, demonstrate more care 
for outdoor spaces and not let them turn into a bore.24

 Later on, Jacobs developed her ideas of incremental change in her high-
ly influential book The Death and Life of Great American Cities first published 
in 1961. In it, she launches an attack on orthodox city planning theories and 
their spatial results. Jacobs called self-sufficient small towns surrounded by a 
belt of agriculture “a silly substance.” The Garden City of Ebenezer Howard 
did not align with her visions of ideal future living. (Figure 7). After acknowl-
edging the power of this proposal, Jacobs blamed it as city-destroying: “He 
conceived that the way to deal with the city’s functions was to sort and sift 
out of the whole certain simple uses, and to arrange each of these in relative 
self-containment.”25 Next to this, Lewis Mumford and Catherine Bauer are 
blamed for producing the super-block as a city building unit, and Le Corbusier 
with his project of The Radiant City gets ironic praise of “making at least the 
superficial Garden City principles superficially practicable in dense city.”26 To  
summarize, Jacobs goal was to develop an organizational principle for urban 
complexity through understanding the social and economic behavior of its in-
habitants. Her methods were heavily influenced by William H. Whyte who with 
The Street Life group was investigating human’s behavior at New York City’s 
plazas and squares, looking into where people chose to sit and stand, the role of 

23 Alex Krieger and Wil-
liam S. Saunders, “The First 
Urban Design Conference: 
Extracts,” in Urban Design, 
ed. Alex Krieger and Wil-
liam S. Saunders (Minne-
apolis: Univ Of Minnesota 
Press, 2009), 4.

24 Ibid., 10-11.

25 Jane Jacobs, The Death 
and Life of Great American 
Cities (New York: Vintage, 
1992), 18.

26 Ibid., 23.

Figure 7. The idea of 
a planned residential 
community of the Gar-
den City continuously 
resurfaces in master 
plans of contempo-
rary satellite towns. 
Source: Howard, 
Ebenezer. Garden Cit-
ies of Tomorrow, Lon-
don, 1902. Reprinted 
(London: Faber and 
Faber, [1946]).
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29 Gehl, Cities for People, 
239.

30 Gehl, Life Between 
Buildings, 11.

27 William H. Whyte,  The 
Social Life of Small Urban 
Spaces (New York, NY: 
Project for Public Spaces, 
2001).

28 The most recent publi-
cations: 
Jan Gehl, Cities for People 
(Washington, DC: Island 
Press, 2010). 
Jan Gehl, Life Between 
Buildings: Using Public 
Space (Washington, DC: 
Island Press, 2011). 
Jan Gehl and Birgitte 
Svarre. How to Study Pub-
lic Life (Washington: Island 
Press, 2013).

Opposite page: Figure 
8. Torverhallerne, 
popular food market 
halls next to Israels 
Plads, is a great 
illustration of a 
well-designed every-
day livability of Eu-
ropean cities.

the wind, sun, water or food kiosks, attraction for drug dealers and homeless. 
Whyte published the findings of his research some years later in The Social Life 
of Small Urban Spaces which became a required reading for anyone involved 
in urban planning and design.27

 At the same time, Jan Gehl - a Danish architect and future urban design 
consultant was using similar approaches to measuring and analyzing urban 
data in his study of public spaces in Tuscan and Umbrian cities on a scholar-
ship from The New Carlsberg Foundation. These studies and a resulting book 
Life Between Buildings launched his career as an academic, an international 
consultant, and an author of several books on life in public spaces.28 Over the 
years Gehl’s solutions to designing spaces achieved an almost universal va-
lidity with projects in more than forty countries - from Zambia to Iceland, and 
from Malaysia to Qatar. The high level of applicability comes from the stability 
of an agreement that a livable city is designed for pedestrians and cyclists, it is 
low-rise, it is full of outdoor cafes and inviting ground floor facades. 

 The shared living room of the city, according to Gehl, has to be neat 
and tidy at all times, ready to host the guests. The checklists of adjustments aim 
at fixing the misfortunes of the modernist city and adjust to the needs and scale 
of humans. Here is an example of the quality criteria for “the city at eye level”:

1. Protection against traffic and accidents.
2. Protection against crime and violence.
3. Protection against unpleasant sensory experiences.
4. Opportunities to walk.
5. Opportunities to stand or stay.
6. Opportunities to sit.
7. Opportunities to see.
8. Opportunities to talk and listen.
9. Opportunities for play and exercise.
10. Scale.
11. Opportunities to enjoy the positive aspects of climate.
12. Positive sensory experiences.29

 
 Why use these criteria rather than other? From the very outset of his 
research and practice, Gehl emphasized activities - necessary, optional and 
social - and how these activities can be facilitated by the physical environment. 
Necessary activities of going to work or to public transit are not dependent on 
the provided quality of exterior conditions while optional activities, like tak-
ing a stroll, sitting at a cafe, or enjoying the sun on the bench occur only in a 
comfortable and inviting setting. Social activities develop in connection to the 
previous two and “include children at play, greetings and conversations, com-
munal activities of various kinds, and finally - as the most widespread social 
activity - passive contacts, that is, simply seeing and hearing other people.”30 
There is no doubt about the value of designing urban spaces with such goals in 
mind but over the decades of using such guidelines, they went through a tran-
sition and started to materialize in uniform places for a strictly defined type of 
sociability. This sociability is closely related to optional activities, and in many 
cases at the expense of necessary activities. 

 Maros Krivy - a young scholar in the fields of geography and urban 
studies - is part of the growing criticism of such universality of suggestions for 
optimizing cities in their ambition to become livable: “The notion of public 
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space by virtue of being accessible has become the self-fulfilling prophecy of 
livability.”31 A recent collection of bilingual essays titled Kritisk By / Critical 
City combines an array of opinions and concerns about the concept of livability 
and Copenhagen’s role in its popularity.32 In Life Between Buildings Gehl states 
that social activities “are all activities that depend on the presence of others 
in public spaces.”33 In other words, pedestrian streets and squares rely on a 
customer of surrounding businesses that turns into “a subject both consumer 
and producer—a prosumer of the lively atmosphere of streets and squares, for 
whom sociability appears as the categorical imperative”.34 Such unified pedes-
trianization and commercialization of an urban fabric occurs across the world 
and is accompanied by other car-free measures, like restricting the sales of the 
new diesel vehicles, increasing petrol taxes or introducing congestion charges. 
In this healthy, safe and sustainable city there is no place left for the car. This 
topic of optimizing cities for certain types of sociability and its positive and 
negative impacts will get further attention in Chapter 4. Cavities. Underground 
Garages: To Dig, To Pedestrianize and To Consume using an example of Is-
raels Plads in Copenhagen (Figure 8). 
  Automobile and consumption share almost a century-long history. 
Journey-to-work and journey-to-shop and their terminal elements for storing 
cars have been reorganizing the city for almost a century. The gradual disap-
pearance of horse carriage in cities began in the 1920s and 1930s with almost a 
threefold explosion of automobile ownership in the United States.35 The streets 
were overwhelmed by the number of vehicles moving, parked or cruising for 
parking. Resulting congestion in American downtowns was one of the most 
important allies of the auto-oriented suburban developments. To catch up with 
changing travel preferences and needs of urban residents, downtown embarked 

Figure 9. Shoppers in 
the outdoor mall area 
of Fashion Square in 
San Fernando Valley. 
The photo caption 
dated August 16, 1926 
reads: “Four Kiosks 
Hel Exhibit Mer-
chandise in Fashion 
Square Mall - Valley 
Center combines cos-
mopolitan shopping, 
pleasant atmosphere.”  
Photographer: Larry 
Paulson. Source: Val-
ley Times Collection. 
Los Angeles Public 
Library.  

31 Maros Krivy and Leon-
ard Ma, “The Limits of the 
Livable City: From Homo 
Sapiens to Homo Cappuc-
cino,” Avery Review 30 
(2018), https://averyreview.
com/issues/30/limits-of-
the-livable-city. Accessed 
September 11, 2018.
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33 Gehl, Life Between 
Buildings, 12.

34 Krivy, “The Limits of 
the Livable City: From 
Homo Sapiens to Homo 
Cappuccino.”

32 Kristoffer Lindhart 
Weiss, eds. Kritisk By / 
Critical City (Copenhagen: 
The Danish Architectural 
Press, 2019).

on a new project. For the sake of maximizing the flow of customers, merchants 
decided to solve the parking problem themselves. Vacant land on the borders 
of downtown provided a temporary solution for off-street parking while slow-
ly encroaching into residential areas and creating a transitional land use zone. 
Parking surfaces kept on growing in a desperate attempt to outperform sub-
urban developments and the abundance of parking spaces they could provide. 
The growing vacancy numbers of commercial and office buildings made it 
economically more feasible to demolish them and convert the land into surface 
parking lots. The construction and maintenance costs were minimal. It was the 
most profitable interim use in locations with not enough short-term parkers that 
usually brought the highest daily and annual gross income for off-street park-
ing facilities. As a result, buildings were disappearing in a seemingly random 
fashion, downtowns were getting increasingly fragmented, and property values 
were intensively declining. This process receives further attention in Chapter 3. 
Voids. Surface Parking Lots: To Demolish, To Preserve and To Invest.
 As downtowns were disappearing, regional shopping centers were 
booming. The regional shopping center became a defining typology of Amer-
ican suburbia in the late 1940s to early 1950s. The suburban landscape was 
flourishing. In 1934 the National Housing Act made federally insured mortgag-
es available for first-time homebuyers. Following this in 1956 the Federal-Aid 
Highway Act ensured the construction of thousands of miles of Interstate and 
Defense highways to support the single-family-home landscape. In Victor 
Gruen: From Urban Shop to New City Alex Wall explains how a Viennese 
architect and planner, who fled after the annexation of Austria to Germany 
in 1938, developed his vision of the shopping center as “the combination of 
retail, social, and cultural functions, and public spaces.”36 For him, it was first 
and foremost an urban planning project  - a satellite downtown with municipal 
authorities, medical offices, community meeting rooms, and auditoriums for 
concerts, among other functions. Victor Gruen and real-estate economist Larry 
Smith identified and published key elements for the regional shopping center: 
“first and foremost, the organization and separation of traffic; second, a pro-
grammatic mix that would include civic and social functions; and third, the use 
of public art, landscaping, and other amenities to create a diverse pedestrian 
environment.”37

 The design of a regional shopping center is stamped with normative 
assumptions about social, economic and spatial relationships, that do not differ 
from formulas of a walkable city center that relies on consumption and enter-
tainment. Public spaces of mid-century shopping malls and downtowns lined 
up with shops and cafes made up a New Urbanist spatial product that is mostly 
car-focused, class-uniform, delightful and artificial. As shown on Figure 10, 
an outdoor mall uses the same elements like benches, canopies, and kiosks to 
provide a pleasant atmosphere that increases the likelihood of purchases. A sig-
nificant movement of New Urbanism in the 1980s was a response to the subur-
ban model that identified the good city as being “primarily associated with the 
ability of its physical spaces to support a rich and intricate visuality that pro-
motes what is, in practice, the pleasures of the yuppie lifestyle and its program 
of shopping and dining, of fitness, of stylishness and mobility, and of a certain 
level of associative urban connoisseurship.”38 

 However, the most visible change introduced by New Urbanism was 
“pedestrian pockets” of towns like Celebration or Seaside. These pockets of 
American residential sprawl have been harshly criticized by scholars like 
Michael Sorkin and Dolores Haydn. Haydn describes them as theme parks and 
“picturesque enclaves” designed to capture the pre-automobile lifestyle. She 

37 Ibid., 80.

36 Alex Wall, Victor Gruen: 
From Urban Shop to New 
City (Barcelona: ACTAR, 
2005), 56.

38 Michael Sorkin, “The 
End(s) of Urban Design,” 
in Urban Design, ed. Alex 
Krieger and William S. 
Saunders (Minneapolis: 
Univ Of Minnesota Press, 
2009), 177.

35 Jakle, Lots of Parking: 
Land Use in a Car Culture, 
19.
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41 Rem Koolhaas, “Toward 
the Contemporary City,” 
Design Book Review 17 
(Winter 1989): 15–16.

42 Emanuel Christ, Stefano 
Munarin, Ivan Nio, Maria 
Chiara Tosi, Alex Wall, 
and Geert Bekaert, Af-
ter-Sprawl: Research On 
The Contemporary City. 
Ed. by Xaveer De Geyter 
(Rotterdam: NAi Publish-
ers/Rotterdam & deSingel 
International Arts Centre, 
Antwerp, 2002). 
Richard Ingersoll, Sprawl-
town: Looking for the City 
on Its Edges (New York: 
Princeton Architectural 
Press, 2006).
Paola Vigano, “The Me-
tropolis of the Twentieth 
Century: The Project of a 
Porous City,” OASE 80, 
no. On Territories (2009): 
91–107.

writes,

As environmentalists wrestle with the economic implications of sprawl,   
architects are tackling its physical symptoms. Many believe better de  
signs can result in better suburbs for the twenty-first century. The “new   
urbanists” argue for a return to a slower way of life. They elaborate a   
cozy past, where old-fashioned family life is honored in neo-traditional   
houses gathered into beautiful landscaped enclaves.39

 In this research project, an idea of “pedestrian pockets” is expanded and 
used for analyzing European historical centers built without any cars in mind 
and preserved for commerce and leisure. (Figure 10).
 Sprawl has a long history that can be traced back to wealthy European 
cities of the eighteenth century, when aristocratic landowners in Paris and Lon-
don began to occupy western territories of the cities with their country houses 
and hunting grounds. In Sprawl: A Compact History40 Robert Bruegmann, His-
torian of Architecture, Landscape and Built Environment, surveys the history 
of spatial conditions that became known as ‘sprawl’, focusing on the usage 
of the term sprawl to define how other people live and, therefore, depends on 
personal taste and preferences. For Bruegmann a suburban development is an 
inevitable result of the increase of individual wealth in urban settlements. He 
lays out reasons for the dispersed living both in America and in Europe, and the 
divergence in their development patterns after World War II. European cities 
were facing extreme challenges of rebuilding themselves, and in a climate of 
renewal and out of a desperate need for housing, the top-down governmental 
planning of some post-war European cities, like Vienna for example, had all the 
reasons to flourish. This ensured a more balanced development pattern than in 
America, where the population boom and post-war prosperity led to a spectacu-
lar increase of suburban areas, and the formation of a popularized stereotype of 
sprawl. 
 This research project aims to avoid associating sprawl with chaos 
and opposes the dichotomy of city and countryside. Instead what should be 
acknowledged is an existence of a counter-narrative, less utopian and more 
nuanced. In 1989 Rem Koolhaas was already looking at the periphery and its 
defining role in a global urban project,

 It is here on the edge of periphery that we should observe how things take 
shape. The contemporary city, the one composed of these peripheries, ought to 
yield a sort of manifesto, a premature homage to a form of modernity, which 
when compared to cities of the past might seem devoid of qualities, but in 
which we will one day recognize as many gains as losses.41

 
A similar mood of acceptance towards the dispersed spatial structure of an 
agglomeration is present in the concepts of Porous City by Paola Vigano and 
Bernardo Secchi, Sprawltown by Richard Ingersoll or After-Sprawl by De 
Geyter Architects.42 But even if they engage with concerns about the uniformi-
ty of urban design approaches, there are several characteristics that they share 
with earlier discussed ideas. First, all of them have the ambition to challenge 
current mythologies of urban theory, while the elements and the concepts that 
they operate with remain similar. Second, and probably even more importantly, 
they still aim to construct grand narratives. Koolhass continuously explores an 
idea of the Generic City driven by market forces and globalization. Porous City 
of Secchi and Vigano is an isotropic agglomeration in which unbuilt areas are 

40 Robert Bruegmann, 
Sprawl: A Compact History  
(Chicago, Ill.: University of 
Chicago Press, 2006).

39 Dolores Hayden, Build-
ing Suburbia: Green Fields 
and Urban Growth, 1820-
2000 (New York: Pantheon 
Books, 2003), 201
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43 Peter Sloterdijk, In the 
World Interior of Capital: 
Towards a Philosophical 
Theory of Globalization 
(Cambridge: Polity, 2013), 
5.

Figure 10. Inner-city 
streets in Copenha-
gen are lined up with 
curated ground floor 
shops with offices 
and apartments above 
them. Outdoor cloth-
ing racks, candles 
and flowers blur the 
boundary between in-
dividual commercial 
spaces and pedestrian 
streets.

treated as a whole. Such non-hierarchical ways of seeing the city were greatly 
informed by South American, Russian and Asian megacities, that boast differ-
ent urban histories and models. Though the idea of grand narratives in connec-
tion to Eurocentrism and colonialism has been criticized among intellectuals of 
different fields of knowledge, a need for more simplified concepts for explain-
ing and changing the world remains. As German philosopher Peter Sloterdijk 
writes in his book In the World Interior of Capital: For a Philosophical Theory 
of Globalization: “The wretchedness of the conventional forms of grand narra-
tive by no means lies in the fact that they were too great, but that they were not 
great enough.”43 There is no reason to disregard the necessity of overarching 
visions but what has to be acknowledged at every point of analysis is what gets 
optimized, for whom and at what cost.
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 After acknowledging the importance of caring for interests of an indi-
vidual automobile and briefly explaining the role of universal meta narratives 
of Walkability and Livability centered around a specific way of dwelling and 
moving, it is time to move this discussion to issues of mobility and territory. 
 Thinking about cities in terms of flows and networks entered a public 
discourse in the 1990s, with theories like Landscape Urbanism, Infrastructural 
Urbanism, and Parametricism among others. Landscape Urbansim was cham-
pioned forward by Charles Waldheim, James Corner and Mohsen Mostafavi. 
In an attempt to expand the boundaries of architecture and planning James 
Corner summarizes four themes of Landscape Urbanism. First and foremost, 
he describes the city as “a living area of processes and exchanges over time, 
allowing new forces and relationships to prepare ground for new activities and 
patterns of occupancy.” 
 The second theory – Infrastructural Urbanism - describes the value of 
extensive urban surfaces as fields of action. Surface in Corner’s understanding 
is an urban infrastructure that gives way for multiple future possibilities unlike 
architecture.  
 The third theory of Parametricism is a concern about ways of operat-
ing as a landscape urbanist, techniques of recording and projecting. This leads 
to the fourth theme of collective imagination and the role of public space in 
containing and representing a collective memory.44 At the same time, Patrick 
Schumacher, the principle of architecture practice Zaha Hadid Architects gives 
a name to a style of architecture that articulates complexity using parametric 
design tools. Schumacher states the principles of this new style that follows 
Modernism in Parametricist Manifesto, which he presented at the Dark Side 
Club - a critical salon organized by Robert White to coincide with 11th Ar-
chitectural Biennale in Venice in 2008. To differentiate it from Modernism, 
Schumacher announces that parametric fields have to replace modernist spaces, 
“Contemporary architecture aims to construct new logics - the logic of fields - 
that gear up to organize and articulate the new level of dynamism and complex-
ity of contemporary society.”45 The organization of fields and infrastructural 
surfaces as an approach to describing contemporary conditions is equally pres-
ent in Infrastructural Urbanism. It is complimentary to Landscape Urbanism 
and is closely associated with Stan Allen - an architect, educator, theorist, and 
a former dean of Princeton School of Architecture. Just like Corner, Waldheim 
or Schumacher, he sees potential in developing “a toolbox of new and existing 
procedures” that “can be expanded by reference to architecture’s traditional al-
liance with territorial organization and functionality.”46 For Allen, infrastructure 
objects and networks prepare the field for further activities to take place. They 
prepare a fertile ground for developments. He denies the modernist planning 
undertones of such an approach. However, the scale of envisioned transforma-

44 James Corner, “Terra 
Fluxus.” Landscape Urban-
ism Reader (2006): 20–33.

45 Patrick Schumacher, 
“Parametricism as Style” 
(London, 2008), https://
www.patrikschumacher.
com/Texts/Parametri-
cism%20as%20Style.htm. 
Accessed January 4, 2020.

46 Stan Allen. Points + 
Lines: Diagrams and Proj-
ects for the City (New York: 
Princeton Architectural 
Press, 1999), 52.
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tions ensures a conceptual proximity to Parametricism. In short, there are seven 
propositions that underpin Infrastructural Urbanism: its works precede pro-
grams, they adjust with time, encourage design improvisation, maintain conti-
nuity and regularity, they have locks and gates, behave like artificial ecologies 
by responding to environmental shifts, and prioritize function over form.
 These are just the three most dominant relational ways of understanding 
the city. Next to them, scholars like Keller Easterling or Kazys Varnelis have 
been developing their approaches to infrastructural networks and their role in 
the spatial organization of the urban realm. The lineages can be traced to schol-
arly efforts of other disciplines to describe the complexity of cities. Here are 
several influential examples. In their essay City/State Gilles Deleuze and Felix 
Guatarri announce that: 

The town is the correlate of the road. The town exists only as a function of 
circulation and of circuits; it is a singular point on the circuits which create it 
and which it creates. It is defined by entries and exits: something must enter it 
and exit from it.47

 Understood in this way, human settlements, neither urban or suburban, 
are subjects to a perpetual process of change. Vectors of the flows are closely 
related to infrastructural networks. In the framework of the discipline of sociol-
ogy, cybernetic theoretician Manuel Castells examined the flows of capital, in-
formation and cultural communication across time and continents. In The Rise 
of Network Society, the first book of his trilogy The Information Age: Economy, 
Society, and Culture he explains a new spatial logic that he calls “space of 
flows” and opposes to “the space of places”. Such a perspective can be applied 
to Megacities (New York, Shanghai, Jakarta or Paris among others) that seduce 
residents of hinterlands with their economic dynamism, cultural offerings, and 
global connectivity. These extreme nodes of different flows are seamlessly 
linked to distant elsewheres and at the same time struggle to physically mediate 
their immediate surroundings. They disperse spatially and concentrate virtual-
ly.48

 The traces of explaining cities as complex systems of subsets can be 
found even earlier. In 1966 Christopher Alexander in his influential essay A 
City is Not a Tree, compares two approaches to urban planning. The first one 

47 Gilles Deleuze and Felix 
Guatarri, “City / State,” in 
Rethinking Architecture: A 
Reader in Cultural Theory, 
ed. Neil Leach (New York: 
Routledge, 1997), 297.

48 Manuel Castells, The 
Rise of the Network Society 
(Oxford ; Malden, Mass: 
Wiley-Blackwell, 2000).

Figure 11. Semi-lat-
tice (a) and Tree (b) 
structures. Semi-lat-
tice represents a 
complex structure of 
spatial relationships 
between objects, peo-
ple and their envi-
ronments. Source: Al-
exander, Christopher. 
A City is Not a Tree, 
1965.
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is a tree system with isolated communities, the strong hierarchy between these 
communities and their separation of functional programmes.
 As examples, he names Chandigarh in India, Brasilia in Brazil and a 
Greater London Plan by Abercrombie and Forshaw. In opposition to a neat 
modernist urban project, Alexander describes a structure of a semi-lattice in 
which subsets overlap to create a complex structure of the “natural” city. Both 
of them can be seen as logics of organizing collections of small systems or 
subsets into one large complex system. Alexander explains subset as a “collec-
tion of elements which for some reason we think of as belonging together.”49 
Nothing prevents elements of one subset to be part of another. This overlap 
makes a semi-lattice a much more complex structure of relationships with a 
greater variety. Twenty elements of the tree can contain maximum nineteen 
subsets, while twenty elements within a semi-lattice - more than one million 
subsets (Figure 11). The city becomes a collection of overlapping subsets. This 
approach becomes instrumental when talking about individual mobility. Every 
participant of the global urban project makes a decision about their places of 
interest and chooses personally the most appropriate mode of transportation. 
In such a way, the system of the city (or urbanity) based on the lattice model 
becomes an overlap of millions of mobility subsets or Navigation Umwelts.
 Why Umwelt? This is a continuation of the biologically inspired rhet-
oric of urbanity in this research project. Such an approach includes previously 
introduced concepts of Christopher Alexander and ideas of the Estonian biose-
miotician Jakob von Uexküll. In his understanding of nature “an animal is not 
immersed wholesale in a given milieu, but at best engages with certain features 
that are of significance to it, that counterpoint, in some sense, with its own or-
gans.”50 This understanding of milieu is close to Umgebung, which can literally 
be translated from German as the immediate surrounding. But once an animal 
starts to engage with specific features, specific “carriers of significance”, what 
comes out of it is Umwelt - an environment-world or self-world. One of the 
most compelling examples that Uexküll uses to illustrate his theory is the spi-
der web as a spatial counterpoint to the movements of the fly: its threads have 
to be strong enough to capture the prey while at the same time thin enough for 
the prey not to see them.51 In this particular situation the fly, the spider, and 
the web through mutual coordination and adjustment change their forms. The 

49 Michael W. Mehaffy and 
Christopher Alexander. A 
City Is Not a Tree: 50th An-
niversary Edition (Sustasis 
Press, 2016).

Figure 12. Naviga-
tion Umwelt starts 
with a collection of 
destinations that 
are reached using 
different means of 
transportation. Once 
it is stable enough 
the choice of desti-
nations, distances 
and directions of 
movement is heavily 
influenced by the Nav-
igation Umwelt. This 
is an illustration 
of four Navigation 
Umwelts with sepa-
rate points of inter-
est and connecting 
routes. 

Opposite page: Figure 
13. The highly devel-
oped transportation 
network of Hong Kong 
includes Mass Transit 
Railway, tramways, 
buses, funicular 
railways, minibuses, 
taxis and ferries. 
The variety in speed, 
price and routes 
encourages citizens 
to live further away 
from their places of 
work and entertain-
ment. 
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result of these feedback loop is the Umwelt of the spider and Umwelt of the 
fly that were created through the web and sensing organs of both animals. This 
model of negotiating helps to understand a collaboration between an individ-
ual - a passenger, a pedestrian, a driver or a cyclist - and the city fabric. Most 
importantly it addresses a combination of mobility decisions that an individual 
makes when creating his Navigation Umwelt in the city. Figure 12 illustrates 
four Navigation Umwelts whose destination points lie next to each other but 
belong to different trajectories and conceptually are parts of individual Naviga-
tion Umwelts.
 When coming back to previous discussions about systems, the city can 
be described as a system of Navigation Umwelts of its residents that overlap, 
coincide, form subsets, create opportunities, and respond to shifts in mobility 
offers. This research project heavily relies on concepts of understanding ur-
banization through networks and flows that have been briefly outlined above, 
it also acknowledges a degree of incompleteness of the analysis that is based 
purely on relational concepts. In one of the next subchapters, the Movement 
Parasite further explains objects as strategic enhancers of networks.

51 Jakob von Uexküll, A 
Foray into the Worlds of 
Animals and Humans: With 
A Theory of Meaning, trans. 
Joseph D. O’Neil (Minne-
apolis: Univ Of Minnesota 
Press, 2010).

50 Elizabeth Grosz, Chaos, 
Territory, Art: Deleuze and 
the Framing of the Earth 
(New York: University 
Press Group, 2008), 40.
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 Movements that follow a certain order and logic, that have an intention 
and a degree of regularity turn a Navigation Umwelt into a Rhythmoterritory. 
Territory emerges from repetition and cohesion. Seen in this way, it becomes 
the opposite of chaos. In an intricate way, territory takes parts of the earlier 
described Navigation Umwelts and invents itself from these pieces of time 
and space. Territory stitches discrete Navigation Umwelts together by rhyth-
mic threads of movement. Philosopher and feminist theorist, Elisabeth Grosz 
defines territory as “the delimitation of a milieu in accordance with the force of 
a rhythm, it is the rhythmic alliance of a limited milieu and a restricted range 
of bodies and body movements.”52 In her book Chaos, Territory, Art: Deleuze 
and the Framing of the Earth Grosz aligns herself with thoughts of Deleuze 
and Guatarri about territory and how it has to be composed, come alive and get 
framed. But what is crucial for her in this argument is an existence of territory 
in opposition to chaos, and how this stability gives an agency to art as a disrup-
tive force of deterritorialization. 
 But how does rhythm enter Navigation Umwelt? How does it relate to 
mobility and parking? As stated earlier, Navigation Umwelt is a combination 
of mutually reinforcing mobility decisions that give form to urban territories. 
This definition of Navigation Umwelt shares a lot of qualities with the concept 
of the taskscape, introduced by British anthropologist Tim Ingold in his article 
The Temporality of the Landscape. In it, he describes taskscape as an array of 
practical activities carried out in the world by individuals and pursues the anal-
ogy between social life and orchestral performance. The comparison is reduced 
roughly to three positions. To begin with, cycles and repetitions have a rhyth-
mic character, not a metronomic one. Rhythm is closely linked to the cause 
and goal of the movement, while a metronome mechanically divides time into 
equal sections. The second position is concerned with the multiplicity of cycles 
that come together into complex arrangements. When talking about urban mo-
bility, it is an obvious overlap of seasonal cycles of weather with weekly cycles 
of work and play, with daily cycles of commuting and many other cycles, to 
a greater and lesser degree of importance. The third position focuses on the 
movement that shapes both music and taskscape. They have to be performed to 
exist.53

 To summarize, taskscape is a rhythmic repetition of a myriad of in-
terlocking movement cycles fueled by need, necessity or desire. It tightly 
interweaves these two notions. As Tim Ingold argued: “the process is not one 
whereby cultural design is imposed upon a naturally given substrate, as though 
the movement issued from the form and was completed in its concrete real-
ization in the material. For the forms of the landscape arise alongside those 
of the taskscape, within the same current of activity.”54 His exploration of the 
temporality of the landscape, along with Henri Lefebvre’s Rhythmanalysis: 

52 Grosz, Chaos, Territory, 
Art: Deleuze and the Fram-
ing of the Earth, 47.

53 Tim Ingold, “The Tem-
porality of Landscape,” 
World Archaeology 25, no. 
2, Conceptions of Time and 
Ancient Society (October 
1993).
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Rhythmoterritory: 

The Composition of Daily Movements

54 Ibid., p. 162.



55 See: Lefebvre, Henri. 
Rhythmanalysis: Space, 
Time and Everyday Life. 
Continuum, 2004.

56 See: Wunderlich, Filipa 
Matos. “Place-Temporality 
and Urban Place-Rhythms 
in Urban Analysis and De-
sign: An Aesthetic Akin to 
Music.” Journal of Urban 
Design 18, no. 3 (August 1, 
2013): 383–408. 

57 Langer, Susanne Kath-
erina Knauth. Feeling and 
Form: A Theory of Art 
(New York: Charles Scrib-
ner’s Sons, 1953), 116.

Space, Time, and Everyday Life55 was the first among academic texts that made 
an explicit reference to a musical experience. Another important thinker of the 
rhythms of the city is urban design theorist Filipa Matos Wunderlich who in 
her recent article Place-Temporality and Urban Place-Rhythms in Urban Anal-
ysis and Design gives a brief and comprehensive overview of studies coming 
from various fields.56 By drawing on theory aspects like time-space rhythms 
and event routines of the geographer Anne Buttimer, psychological concepts 
of flow from Mihaly Csikszentmihalyi and urban space choreographies of Jane 
Jacobs, she proposes her perspective on aesthetics of place-rhythms. Wun-
derlich is interested in phenomenological observations of public spaces, their 
place-temporal performance, tonality and sense of time. In this article, she 
focuses on Fitzroy Square in London and its “experiential and performative 
character”. With her notion of place-rhythms Wunderlich already takes a step 
in the direction of the field of music. Since rhythm is precisely what creates a 
composition out of sounds and noise, it becomes essential for form making.

 Rhythm is equally essential to the physiological existence of the hu-
man being. The beating of the heart, the movement of the air when breathing, 
and the process of the metabolism all have their rhythms. But what is rhythm? 
American philosopher Susanne K. Langer argues that “the essence of the 
rhythm is the preparation of a new event by the ending of the previous one.”57 
Nothing is more delicate than the formation of new tensions during the last 
stage of the previous ones. Langer brings this argument further with the ex-
amples of the swing of the pendulum and the breaking of the waves that are 
genuine rhythms of an inorganic nature. What is crucial in these successions of 
small events is not their length but the tensions that arise between them. In her 
words: “Everything that prepares a future creates rhythm.”58

 Fueled by this logic of the promised futures, parking is this charac-
teristic part of the taskscape that turns it into a Rhythmoterritory. It creates a 
tension, brings in the moment of contemplation and releases the movement. 
Understood in this way, parking creates the rhythm that is not a metronomic 
repetition but rather an organizational logic. Such rhythm is inevitably connect-
ed to working hours, physical locations of housing and entertainment, sched-

Figure 14. Rhythmo-
territories form out 
of individual Navi-
gation Umwelts. The 
former are dotted 
areas that surround 
trajectories of daily 
travels.

58 Ibid.,129.
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ules of public transit and the availability and affordability of an automobile. 
The rhythm finds its source in parking availability, location and pricing.
 The most significant attempt in scholarship to analyze the parking prob-
lem and propose viable reforms was presented  by Donald Shoup, Professor of 
Urban Planning in UCLA, who believes that nudging on-street parking prices 
up or down in trial-and-error process can produce enormous benefits for cities 
worldwide. In his comprehensive study of parking management, The High 
Cost of Free Parking59 he talks about parking requirements for every kind of 
land use, how planners determine them and finally how this leads to ample free 
parking in the wrong locations and a perceived right to free curb space. It is not 
only a critique of the current practice of transportation engineers, urban plan-
ners, and developers but also a survey of complimentary strategies of in-lieu 
fees, car sharing, and parking benefit districts among others. In his work, using 
historical overviews, numerous case studies across the world, and comparative 
calculations of construction costs and charging schemes, Shoup repeatedly 
highlights three parking reforms that are destined to improve cities. 
 First, the removal of off-street parking requirements will end the dom-
inance of the automobile in an urban transportation system. He criticizes the 
mechanism of predicting the peak demand for parking that uses trip generation 
data. Since they are biased to low-density sites with existing ample parking and 
no viable alternative to driving, these measurements extrapolate existing condi-
tions. Second, charging the right prices for on-street parking will significantly 
decrease cruising. According to traffic engineers, fifteen percent of curb spaces 
should remain vacant if we want to ensure drivers are parking without cruis-
ing. To maintain this level, the price has to change according to the rhythms of 
the day, week, and season. Third, the parking revenue generated by charging 
for curb parking has to be spent on improving public services on the metered 
streets. Pedestrianization policies are directly financed through parking man-
agement. So-called Parking Benefit Districts finance the transformation of the 
streets with no cost to the businesses and residents. The improvements in their 
turn make the area more attractive for drivers to come and pay a higher price 
for parking. More strategies of managing parking are explained in Chapter 5. 
Cult of the Center. Off-site Parking Solutions in Historic Business Districts.
 This way of thinking results in a completely different picture of 
charging for parking - it becomes a short-term rent. Shoup connects ideas of 
Henry George about taxation to a phenomenon of parking and asserts that it is 
nothing less than a “land rent that can be used to finance local governments.”60 

When cities impose off-street parking requirements in an attempt to solve the 
shortage of on-street parking, they inevitably impose an impact fee on building 
instead of charging drivers. This leads to a conclusion that curb parking spac-
es are even more public than any plaza or a pedestrian street. This commonly 
owned piece of land can generate revenue from short-term rent and, therefore, 
improve other elements of the public realm or maybe even reduce conventional 
taxes. It also affirms that public space is the whole city, “Public space is not 
space in the city but the city itself. Not nodes but circulation routes; not build-
ings and plazas but roads and bridges.”61

 Deprived of objective boundaries, Rhythmoterritory is an outcome of 
an accumulation of distinctive movements to multiple locations. It is volatile 
and perceptual but closely related to the physical parts of the urban form. It is 
formed by movements between daily destinations and, therefore, is dependent 
not only on mobility but also on housing and work choices. The relationship 
between housing policies and parking requirements is described in more detail 

59 Shoup, High Cost of 
Free Parking.

60 Ibid., 508.

61 Vito Acconci, “Public 
Space in a Private Time.” 
Critical Inquiry 16, no. 4 
(1990): 900–918, p. 911.
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in Chapter 8. After the Single-Family Home: From Housing Cars to Housing 
People. This research emphasizes the dual nature of parking. On the one hand, 
it is an important part of mobility systems and traffic engineering. At the same 
time, it is an architectural object with its material and programmatic presence.  

Opposite page: Fig-
ure 15. Road network 
of Moscow consists 
of circles and radi-
al avenues that host 
rhythmic movements 
of the majority of 
the population in 
the same direction. 
During rush hours 
Moscow River em-
bankments turn into 
one-way streets over-
whelmed with automo-
bile traffic.
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 Two previous sections - Navigation Umwelt and Rhythmoterritory - 
describe urban fabric through relationships and flows. It is time to look at its 
permanent presence and its role as a physical node in mobility networks.
 An option to stop and remain standing for a long period of time is what 
allows journeys to happen. The parking spaces mark a beginning and an end of 
every trip. They are control points of Navigation Umwelts. Seen in this light 
every parking space, every spot for car storage is an extension of the road, and 
at the same time it is a part of the built city fabric. But no matter how decisive 
it is in providing mobility potentials, when taken out of its infrastructural con-
text, trimmed out of the network, it loses its meaning and importance. 
 French philosopher Michel Serres underscores that the parasite “is, first 
of all, the elementary relation.”62 With unexpected examples, like the ball or 
ferret, he explains the role of the parasite as a quasi-object:

This quasi-object is not an object, but it is one nevertheless, since it is not a 
subject, since it is in the world; it is also a quasi-subject since it marks or desig-
nates a subject who, without it, would not be a subject.63

 With this in mind, when returning to the issue of parking and desti-
nation, it becomes very clear that unless the parasitic quasi-object of parking 
marks the shop, restaurant, museum, or concert hall, the destination runs a risk 
of not even being one. Rather than remaining an event of merely local impor-
tance, parking as a movement parasite when introduced or removed from the 
city organism can cause growth and decline, concentration and decentraliza-
tion. Since a whole new rationality can be imposed on the city only through 
managing these parasites, we have to acknowledge that they are a great instru-
ment for generating and maintaining social separations, segmenting or splinter-
ing territories. 
 The notion of splintering was introduced by Stephen Graham, Profes-
sor of Cities and Society in Newcastle University and Simon Marvin, Director 
of the Urban Institute at the University of Sheffield, in their book Splintering 
Urbanism64. It provides a comprehensive study of the city as a socio-technical 
process. When explaining the relationship between urban splintering and infra-
structural unbundling, they look at “wider trends towards social polarization 
and the construction of secessionary network spaces.” Also, they explore “ur-
ban ‘spaces of seduction” and safety that are “bundled” together with advanced 
and highly capable premium networked infrastructure.” Finally, Graham and 
Marvin define “the network ghettoes” of the contemporary metropolis.”65 The 
authors explain the effectiveness of Internet protocols, tolled private highways, 
or skywalk system in unevenly binding urban territories. Even though Graham 
and Marvin do not specifically mention parking, we can easily extend the same 

62 Serres, The Parasite, 
224.

63 Ibid., 225.

Opposite page: Figure 
17. Twentieth-century 
courtyards of Moscow 
were not built for 
residential park-
ing. Thirty years 
ago, they were lush 
spaces for nursery 
schools, outdoor 
exercise equipment, 
football fields and 
small infrastructur-
al objects. Rising 
car ownership num-
bers changed their 
programmatic design 
turning them into 
coveted parking spac-
es.

Movement Parasite: 
Parking Terminals and Their Attachment to 

Other Programs

64 Steve Graham and 
Simon Marvin, Splintering 
Urbanism: Networked In-
frastructures, Technological 
Mobilities and the Urban 
Condition (London ; New 
York: Routledge, 2001).

65 Ibid., 220.
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line of thinking to the terminals of automobile networks. Dynamic pricing of 
parking, municipal park-and-ride facilities, in lieu fees paid by employers to 
discourage driving, and residential parking permits among many other strate-
gies can lead not only to pedestrian-friendly enclaves but to segmented clus-
ters. Moscow’s residential courtyards became guarded and fenced parking lots 
after the introduction of on-street parking fees in 2011 (Figure 17).

 Off-street parking - a surface lot, a free-standing garage, or a building’s 
basement – is designed to anticipate and alter the behavior of drivers. Since the 
beginning of the twentieth century, it facilitates and hinders life and work in the 
city. It organizes and influences Rhythmoterritories. Despite the veneer of per-
manence and ubiquity, these spaces underwent transformations that are directly 
linked to costs, ownership and speed of operation. The history of parking struc-
tures starts with big garages of private auto clubs and dealerships in the 1890s. 
It took these garages another couple of decades to become independent and 
settle in wealthy residential districts. Inter-floor access was a main challenge 
for these structures since the freight elevators were too slow for handling the 
rush hour traffic in downtowns. As “parking became a specialized private prof-
it-making enterprise” in the 1920s-1940s the question of speed required new, 
more efficient solutions. The ramp was one of them. Several ramp models were 
patented by Fernard E. d’Humy, who arranged the floors in a way that “each 
half of which was one-half story above the adjacent floor and joined through 
low inclines.”66 This new concrete structure completely changed not only the 
layout of garages but its connection to the road that entered the building with 
no or very little obstructions. The ramp emerged as a continuation of the street 
winding through the floors. It blurred the distinction between infrastructure and 
an architectural volume. The objecthood of the garage and its spatial definition 
by ramp is further discussed in Chapter 6. Monoliths. Free-Standing Garages: 
To Plan, To Consolidate and To Convince. Some of these ramps led drivers to 
the rooftops of existing stores, while others disappeared underground, like in a 
novel Union Square Garage for 1,700 cars in San Francisco.
 The question of where in the city to curl the roads into parking garag-
es was a dominant concern in the 1950s. Gradually it started to involve the 
traffic analysis and classifying potential customers into “shopper, commuter, 

Figure 18. Potential 
Traffic Movements Into 
and Out of Proposed 
Garages. This dia-
gram disregards all 
formal characteris-
tics of the garage 
and renders it as a 
temporary pause in 
automobile movement. 
Source: Ricker, Ed-
mund. Traffic Design 
of Parking Garages. 
Saugatuck, Conn., Eno 
Foundation for High-
way Traffic Control, 
1957.  

66 Jakle, Lots of Parking: 
Land Use in a Car Culture, 
128.
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or professional.”67 Traffic engineers overtook the design of garages in their 
attempt to facilitate the flow and fast access of automobiles (Figure 18). Two 
design solutions became dominant in garage design - one-way staggered ramps 
and scooped floors. Both aimed to provide the fastest and safest flow of traffic. 
Self-parking practice and some new construction techniques, such as “long 
spans between columns, pre-stressed concrete, steel-skeleton structures, lower 
ceiling heights, and lower ramp grades” grew in popularity.68 The second half 
of the century saw skeletal structures of open-deck garages with no ventilation, 
facades and lighting. To summarize with words of John A. Jakle, “the parking 
garage most commonly seen in America’s downtowns in the past quarter of the 
twentieth century featured four principle components: open deck, sloped floors, 
self-parking, and clear-span construction.”69 However, parking garages look 
like this in all cities around the world, not only in America.

 Dotted all over the built form in the urban environment, parking garag-
es and surface lots are nodes on the city grid or Movement Parasites. They are 
initial and terminal point movement vectors of Navigation Umwelt that struc-
ture Rhythmoterritory. They mark the end points in closed centripetal organiza-
tion forms that dominate in the contemporary city. This transition from an open 
centrifugal grid into “contained and implosive” centripetal grid happened in the 
middle of the twentieth century. Albert Pope, Professor of Architecture at Rice 
University in Texas and an author of a seminal book Ladders sees the city grid 
is a defining feature of the urban environment. It is an “enabling apparatus” 
whose “inherent complexity often remains unacknowledged.”70 Pope mourns 
after the centrifugal grid that can expand infinitely with no bounds and limits 
and can provide with a multitude of options. But how did this happen? Pope 
suggests that a contemporary urban form is nothing more than a constellation 
of temporal vectors of transportation and communication networks. If it were 
to be true and these vectors had no origin points and no destination points that 
determine their directions, they would probably not fragment an open grid.
The model of the ladder introduced by Pope is an isolated part of an open 
grid, a “finite, indivisible, hierarchical structure.”71 It eliminates an individu-
al’s choice and diminishes movement possibilities.  But what escapes Pope’s 
analysis is the fact that each line of his ladders finishes with the point, with the 
Movement Parasite of parking. When transportation armatures of freeways, 
tunnels, and streets bind the fragments of the city grid together, what they do 
connect in reality are not the spaces of life, work, and play but the driveway 
parking spot with a park-and-ride facility on the urban fringe, or a suburban 
curb side with an underground parking garage beneath an office tower. In this 
way, Movement Parasite asserts its hegemony over the automobile-centric 
urban fabric. 

70 Albert Pope and Pier 
Vittorio Aureli. Ladders. 
2 edition (New York, NY: 
Princeton Architectural 
Press, 2015), 19.

71 Ibid., 63.

67 Ibid., 139.

68 Ibid., 143.

69 Ibid.,144.
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CHAPTER 2
METHODOLOGICAL APPROACHES
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 To answer the main and three operational research questions, we need 
to problematize the interests of all parties involved in negotiating city-wide 
strategies of mobility and parking. Parking management springs from the 
discourse around energy, equality, and ownership that is the most dominant 
in each city, country and region. The previous chapter introduced parking as 
the Movement Parasite that “settles” only inside a suitable milieu. It gains its 
significance only next to a program that it supports. At the same time, the pro-
gram becomes accessible and attractive by offering free parking. According to 
French philosopher Michel Serres, a parasite designates the subject or host to 
give it meaning or value.1

 While this analysis treats parking phenomenon as a deeply contextu-
al set of relationships, at the same time, it acknowledges the importance of 
the architectural qualities of parking facilities. In other words, an approach to 
architecture that is based on “relationships of meaning, program, use, and flow, 
identified under various rubrics including the field condition”2 does not fully 
acknowledge the role of formal and material qualities of the building. Seeing 
parking as a network of spaces without identity is a great impediment to find-
ing ways of using it as a catalyst for transformations.
 In recent years, reliance on networks, systems, and forces has been 
challenged by object-oriented ontology (OOO) philosophy developed and pro-
pelled forward by philosophers Graham Harman and Timothy Morton. Harman 
argues that objects are entities in themselves, and they cannot and should not 
be reduced to the sum of their parts. Also, they cannot be reduced to the effects 
they produce. He chooses “substance over event, stasis over flux, autonomy 
over context, non-relation over relation, the independent over the constructed, 
and what something is over what it can do.”3 This line of thinking serves as a 
brief reminder of the disciplinary powers of architecture and will be outlined in 
more detail in further chapters of this research project.

3 Graham Harman, Bells 
and Whistles: More Specu-
lative Realism (Alresford: 
John Hunt Publishing, 
2013), 200.

2 Erik Ghenoiu, “The 
World Is Not Enough.” 
Tarp Architecture Manual, 
no. Not Nature (Spring 
2012): 4.

1 Serres, The Parasite, 225.
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6 Ibid., 86.

5 Robert K. Yin, Case 
Study Research: Design and 
Methods (SAGE, 2003), 13.

Design of the Case Study Research

 As parking phenomenon is profoundly contextual and hard to extract 
from urban fabric, a primary research method of comparing several case stud-
ies has been selected as the most suitable to address the research questions.  
Economic geographer Bent Flyvbjerg defends the case study as a scientific 
method: “…in the study of human affairs, there appears to exist only con-
text-dependent knowledge, which thus presently rules out the possibility for 
social science to emulate natural science in developing epistemic theory, that 
is, theory that is explanatory and predictive.”4 To “investigate a contemporary 
phenomenon within its real-life context”5 and to analyze multiple sources of 
evidence requires a strategy that is not strictly quantitative or qualitative, not 
exclusively historical or ethnographic. Robert K. Yin, the author of severla 
publications dedicated to the utilization of case study method, provides the 
most comprehensive overview of this method as a reserach tool. Accroding 
to him, case study research allows us to combine, compare and relate a wide 
range of data to each other. Here are six sources of data that are important for 
this research project:

1. City planning documents, including city- or countrywide general strate-
gic frameworks, zoning codes, planning ordinances and parking requirements.
2. Archival records, such as statistics on the density of residents, images, 
units and vehicles, records of the volume and location of parking infrastructure.
3. Architecture drawings of specific garages.
4. Interviews with planners, architects, city officials, researchers and resi-
dents.
5. Direct site observations.
6. Information on current offers from real estate web pages and mobile 
applications for parking, its availability and price.6

 Each data source provides a different measurement of parking and its 
performance over time. The multiplicity and variety of these sources ensure 
their validity and reliability as arguments in the selected case studies. Different 
types of data can complement, augment or contradict each other. Car ownership 
numbers, property prices, parking fees, building codes, strategic visions and 
interviews with architects and city officials illuminate different aspects of park-
ing in chosen cities. The moments of the data misalignment are important for 
the validity of the research results. The research trajectory of the project was 
adjusted according to the dynamic relationship between above-mentioned data 
sources. In this study, several techniques for analyzing obtained data helped in 
determining the cases, finding an appropriate unit of analysis and most impor-
tantly arriving at theoretical conclusions.
 This research project utilizes only explanatory cases studies to explain 
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phenomenon, causal relationships, and build a theory from logical models. 
Explanatory case studies require flexible pattern matching where theory build-
ing is based on the patterns emerging from the collected data. The method of 
pattern matching is used for all case studies. Pattern matching originates from 
the field of psychology and was further appropriated by other disciplines like 
computer science, operational research and most importantly for this study, 
urban planning. It involves a comparison of a predicted theoretical pattern 
with an observed empirical pattern. William K. Trochim, a professor of policy 
analysis and management argues that pattern matching principles are present 
throughout all research activities, even when we do not consciously recognize 
it.7 In this research project, adjusting data collection instruments and revising 
the proposed theory within-case study analysis helped to get familiar with each 
case as a stand-alone entity before moving to the comparison. All cases rely on 
the method of time-series which tracks changes in data over a specified period 
of time. Pattern matching and time-series are used for building explanations 
and logic models within each case study. The logic model makes it possible to 
construct a complex chain of events over time: “The events are staged in re-
peated cause-effect-cause-effect patterns, whereby a dependent variable (event) 
at an earlier stage becomes the independent variable (causal event) for the next 
stage”.8 Events range from construction of the garage to the introduction of new 
pricing mechanism for curb parking, from new zoning ordinance to the change 
of a city’s mayor. 
 The case familiarity enabled the study to move further into a cross-case 
search for patterns to build theory.9 There are different tactics for cross-case 
analysis. The most popular one involves selecting categories and looking for 
similarities and differences within the whole group. This project employs the 
second tactic that relies on selected pairs of cases. As an organizational theorist 
Kathleen Eisenhardt writes, 

 This tactic forces researchers to look for the subtle similarities and 
differences between cases. The juxtaposition of seemingly similar cases by 
a researcher looking for differences can break simplistic frames. In the same 
way, the search for similarity in a seemingly different pair also can lead to 
more sophisticated understanding. The result of these forced comparisons can 
be new categories and concepts which the investigators did not anticipate.10

 In this research project, seemingly different examples of a multi-story 
garage in Copenhagen and single-family home garages in Los Angeles turned 
out to be a productive pair of case studies. This comparison helped in building 
a theory that does not rely on the scale and optics of architectural objects. The 
two pairs of main case studies of this project – two in Los Angeles and two in 
Copenhagen - produced unexpected similarities that greatly informed research 
questions by introducing another lens for looking at parking phenomenon. 
These similarities and differences are described in detail in two comparative 
chapters that act as sub conclusions of this research project.
 Each case study replicates the main research hypothesis of parking’s 
potential for causing transformations. All of them answer the main research 
question: What is the relationship between parking provision and management 
and transformations of urban form? The nature and magnitude of this relation-
ship can differ, but its existence is constant. A literal replication of the logic 
model that explains a relationship between parking and transformations would 
mean that the outcomes are the same. In this research project, it is impossible 
because the issue of parking strongly depends on mobility systems, housing ty-

8 Yin, Case Study Re-
search: Design and Meth-
ods, 127.
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(1989): 356.

10 Ibid., 541.

9 Kathleen Eisenhardt, 
“Building Theories form 
Case Study Research,” The 
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1989), 540.



pologies and preferred modes of living which are individual to each city. With 
this in mind, the choice of cases went through several phases of selection. At 
the outset of the study, the list consisted of twelve cities – from Mexico City to 
Beijing - and a primary unit of analysis was a whole city. Some of them were in 
the list because of reported parking problems, others because of their promises 
of miraculous revivals of mobility systems, and the last group contained the 
cities that are known for being at the foreground of successful parking man-
agement - Copenhagen, Zurich and Vienna. After this comprehensive survey, 
four cities that belong to different generations of mobilization became a focus 
for the development of theory and its testing. In this setting, a different gen-
eration means that Los Angeles, Copenhagen, Hong Kong and Moscow have 
different housing typologies, density patterns, level of public transit provision 
and car ownership that directly influence parking supply and demand. All of 
them embraced the automobile as the main mode of transportation and adjusted 
its urban fabric accordingly at different times. For instance, Los Angeles, San 
Francisco and Detroit were some of the first cities that experienced cars becom-
ing affordable and important objects for a large part of the population in the 
1950s.

 The initial positioning of the cases in relation to each other was based 
on density patterns and the provision of alternatives to automobile mobility. 
This approach proved problematic because of the changing character of almost 
all of the cities. Los Angeles aspires to build a more reliable Metro system, 
while Moscow is facing changing needs of the growing middle class in the 
presence of well-developed public transit. The changes in mobility aspirations 
are inevitable and are described in several case studies. Due to the complexity 
of the cross-case study comparison between four cases, two of them had to find 
their place in the second row. Hong Kong, with its unique topography, extreme 
density, territorial constraints and traditional minimum parking requirements, 
was a critical case. The results of the analysis would have generated too nar-
row of a conclusion to make a generalization about mechanisms of influence 
outlined in the research questions. Instead, it helped illuminate specific aspects 
of parking provision in newly built residential towers. Moscow introduced 
paid and regulated parking only in 2011. A period of nine years would make it 
hard to trace spatial changes caused by new regulations. Once again, the scale 
of transformation would not have produced a reliable theory. However, both - 
Moscow and Hong Kong - find their way into this research project, serving as 
embedded descriptive cases employed to illustrate a specific angle of the main 
case.
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Active Forms

 The four main case studies are located in Los Angeles and Copenhagen. 
The cross-case analysis helps to illuminate the intricate differences and simi-
larities of parking strategies and their formal results. With this in mind, surface 
parking lots in Downtown Los Angeles are compared to underground garages 
in central Copenhagen, a multi-story garage in Ørestad, Copenhagen is com-
pared to garages of single-family homes in Highland Park, Los Angeles. Each 
case study is centered around a widely recognized parking typology; its related 
legislation, the connection to other programs like commerce, housing, offices, 
leisure, and its role in the city-wide mobility system. 
 The concept of active form proved to be the most suitable for describing 
and classifying parking in this research project. The term is defined by architect 
and a writer Keller Easterling, who distinguishes an active form from the object 
form. The active form is the infrastructural operating system that consists of 
spatial products and repeatable formulas. For example, a Federal Housing 
Association (FHA) mortgage system could be an example of an active form. A 
suburban single-family home is an example of the object form related to FHA 
mortgage system. In continuation with this line of thinking, each case study of 
this research project became a collection of spatial products (parking facilities) 
and repeatable formulas (parking legislation and management strategies). Ac-
tive forms are dynamic and possess a disposition.11 In her work, Easterling in-
vestigates global networks of broadband computing, Special Economic Zones, 
and technical standards of the International Organization for Standardization 
(ISO) among other powerful but invisible regulatory mechanisms. Parking leg-
islation and its ripple effects that materialize in urban form are closely related 
to these large-scale operating systems. 

 A similar approach to urban analysis was developed by Italian archi-
tect and designer Aldo Rossi in his book The Architecture of the City.12 In 
the 1960s, Rossi along with other theorists like Giulio Carlo Argan showed a 
renewed interest in questions of urban typology. His hypothesis of the city as 
a man-made object, the work of architecture and engineering that grows and 
transforms over time - is very close to the thesis of this research project. He 
questions the validity of the established classification of urban morphology 
by function. Rossi does not state that typology is essential to understanding 
architecture and city elements. On the contrary, for him, the concept of type 
is permanent and exists prior to the object’s form. The type is an idea that can 
take different shapes to satisfy needs and wishes in the best possible way.  It is 
not a model that can be repeated. In his worldview, he is close to Quatremere 
de Quincy, theoretician of architecture whose neo-platonic theory stresses the 
existence of the original pre-existing ideal. His concept of type was ideal, “nev-
er realized, never tangibly visible, and never be slavishly copied.”13 However, it 060
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13 Anthony Vidler, “The 
Idea of Type: The Trans-
formation of the Academic 
Ideal, 1750-1830,” in Op-
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Michael Hays (New York: 
Princeton Architectural 
Press, 1999), 449.



was based on the need, use and custom that underpins the late nineteenth-cen-
tury movement of functionalists. The Modern Movement relied on new produc-
tion technology in creating perfected mass-produced objects. This understand-
ing of typology remains prevalent in contemporary design practice.
 Instead of a ‘naïve functionalism’ of the Modern Movement, Rossi 
introduces the concept of the urban artifact that does not serve a particular 
function: “…the city is something that persists through its transformations, and 
that the complex or simple transformations of functions that it gradually under-
goes are moments in the reality of its structure.”14

 In other words, an urban artifact is a physical or object form that per-
sists throughout transformations. Its function can change gradually, and it does 
not damage the permanence of the urban artefact, whose validity is defined by 
the presence of its physical form. The information that allows a classification of 
such forms can include objective facts, the influence of the real-estate struc-
ture, economic data and historical-social influences.15 A church can turn into a 
mosque, a house into a museum, an industrial neighborhood into a cluster of 
art galleries. For Rossi, to explain an urban artifact, one has to look beyond its 
present function. 
 This way of thinking is deeply influential on this research project, that 
looks at how parking changes its function over time and catalyzes the transfor-
mation of its surroundings. But there are two crucial differences between urban 
artifact and active form that make the latter approach to urban analysis more 
suitable for this project. First, active form acknowledges the agency or disposi-
tion of primary architectural elements in causing transformations, but does not 
exclude elements that have no distinguishable form such as rules, standards and 
protocols. For example, a surface parking lot or an underground parking garage 
influence the city through the absence of visible form. Second, urban artifacts 
are specific, unlike active forms that are repeatable. Even the chapters of this 
research project that are dedicated to active forms are plural nouns: Voids, Cav-
ities, Monoliths, and Particles. The second part of each title consists of three 
verbs that describe its production, design objective and unintended outcomes. 
The choice of verbs enhances the perception of Movement Parasites as active 
participants of urban transformations. 

Figure 1. Four 
case studies in 
the two cities 
can be cross-an-
alyzed in sever-
al ways. In this 
research project, 
they are grouped 
according to their 
location in each 
city and the main 
program that they 
serve (commercial 
or residential). 
Voids and Cavities 
are a backbone of 
Part 2. Central 
Commercial Dis-
tricts and Parking 
Terminals. Mono-
liths and Parti-
cles inform Part 
3. Reconciling 
Different Ideas of 
Dwelling and Park-
ing.
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 Central to the case study research is a definition of the unit of analysis 
that is suitable for active forms. The main and two operational research ques-
tions aim to illuminate transformations driven by parking legislation within 
larger planning initiatives. To trace these transformations, we have to examine 
not only the parking facility itself but also its immediate surroundings and at 
times citywide strategies. This research project requires a complex definition of 
the site. Independent of the scale, location or program, the definition of the site 
determines design decision and performance evaluation of the given architec-
tural project. Each design discipline interprets the boundaries of site in a differ-
ent way. Architecture, urban design, urban planning and landscape architecture 
operate independently, according to their understanding of the site. Disciplinary 
vocabularies create confusion and complicate collaboration. One of the rare 
overviews of interdisciplinary misalignments of the term ‘site’ is a collection of 
essays Site Matters edited by Carol J. Burns and Andrea Kahn.16 In the intro-
duction to the book, they state that with this selection of opinions they aim to 
define the meanings of the site and how they “inform thinking about specific 
sites as places for design action.”17

 This publication of conceptual frameworks about site definition con-
tains reflections on design processes, strategies, and physical projects. But 
before taking a plunge into these dark waters of differing perspectives, editors 
present their definition of the site as a “relational construct”. The central claim 
is this: “Each built project creates new forces within its own area and also mod-
ifies and influences systems that both reach beyond the site and operate within 
it.”18 In other words, Burns and Kahn understand the site as a dynamic com-
position of three areas. The first is the area of control - the building site with 
strictly delineated limits. The second one - the area of influence - reflects a cu-
mulative interplay among public policy decisions, shifting market conditions, 
and technological innovations among other forces that influence the physical 
plot of land. And lastly, the area of effect corresponds to noteworthy alterations 
of the surrounding territories. These three areas connect quantifiable aspects of 
human experience, form-finding gestures and intangible practices. The site is 
a complex construct, and despite its veneer of stability and permanence invites 
a negotiation of diverse interests. The site without an established regime of 
use, quickly enters a state of negotiation. For instance, a mud-covered piece 
of land in Ostozhenka neighborhood in Moscow became a spontaneous park-
ing lot with improvised rules and spaces reserved with large stones (Figure 3). 
Located in the middle of the Golden Mile neighborhood, this undeveloped area 
serves the immediate parking needs of employees of small businesses. The ma-
jority of the buildings of this neighborhood are high-end apartment complexes 
with underground garages (Figure 4). On-street parking is forbidden or highly 
restricted, therefore it is not surprising that this unoccupied space was turned 

16 Carol J. Burns and 
Andrea Kahn, eds. Site 
Matters: Design Concepts, 
Histories, and Strategies 
(New York: Routledge, 
2004).

17 Ibid., x.

18 Ibid., xii.

Complex Definition of Site
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into a free parking lot to serve the community with informal facilities – at least 
until another group of urban actors claims it for a different use. 
 What is the parking site and how is it defined in the context of this 
research project? It is a place of various decisions that collectively introduce an 
incremental change to the urban fabric. It can be read as a trace of processes, 
an information system of potentials and relationships. It is a site of negotiation. 
It is a site for architects, urban planners, traffic engineers, investors, business 
owners, developers, residents and finally - drivers - to debate their interests. 
This occurs mostly in a mute mode and according to unspoken laws or rules. 
Through the cascade of planning documents, they reach agreements, establish a 
hierarchy and develop a physical result of the negotiation process. Such an ex-
change of ideas in search of a common future directly relates to the above-de-
fined concept of the area of influence. 
 Negotiations materialize by adding an architectural object like a park-
ing garage or by removing buildings to use the land for a surface parking lot. 
Closely intertwined with the emergence of the parking facility, is the area of 
effect of the complex site. Just like an object that has been dropped into the 
water, it sets off ripples across the surface, gently making its impact. The 
process of negotiations produces a series of ripple effects that make parking 
both a strictly utilitarian node of infrastructure and an object within the urban 
fabric. It translates, moderates, and most importantly facilitates transitions of 
socio-technical systems by creating opportunities for urban design and plan-
ning novelties. Frank W. Geels, Professor of System Innovation at The Univer-
sity of Manchester, defines socio-technical systems as “a cluster of elements, 
including technology, regulation, user practices and markets, cultural meaning, 
infrastructure, maintenance networks and supply networks.”19

 Radical innovations in similar socio-technical systems come from small 
niches in the existing regime.20 Any socio- technical innovation is initially used 
in a specialized niche before more elements are designed to support it. They 
tease out new potential modes of organization in seemingly stable systems. For 
a new parking technology or a new type of vehicle to become a widespread 
option they need to create a myriad of regulations, daily practices, supply net-
works and a convincing image in contemporary culture.

Figure 2. The physi-
cal site of a parking 
facility is a start-
ing point for every 
case study chapter of 
this research proj-
ect. Together with 
its influences and ef-
fects, it is seen as 
the Site of Negotia-
tion. On the diagram, 
one can see that Site 
of Negotiation emerg-
es at the intersec-
tion of several Navi-
gation Umwelts.

19 Dr Ir F. W. Geels “The 
Dynamics of Transitions in 
Socio-Technical Systems: A 
Multi-Level Analysis of the 
Transition Pathway from 
Horse-Drawn Carriages to 
Automobiles (1860–1930),” 
Technology Analysis & 
Strategic Management 17, 
no. 4 (December 1, 2005).
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Figure 3. A temporary 
unoccupied plot of 
land in Ostozhenka 
district becomes a 
spontaneous informal 
parking lot. Sur-
rounded by mid-size 
offices with no under-
ground parking, it 
serves the interests 
of one group before 
changing its program 
to satisfy the needs 
of another group. 

Figure 4. Ostozhenka 
- a historic neigh-
borhood with new 
high-end residential 
developments - is 
commonly referred to 
as Moscow’s “Gold-
en Mile.” The most 
expensive district of 
the city is full of 
empty pied-a-terres 
with plentiful under-
ground parking masked 
by neo-classic fa-
cades.064
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 Geels in his writing asserts that every socio-technological regime is a 
system of actors and organizations that is stabilized by relationships: “mutual 
role expectations”, “vested interests”, “political lobbying”, and “sunk invest-
ments” among others.21 The novel thinking of engineers, designers and planners 
occurs in small niches that gradually arrange networks around them and come 
together to form larger market niches. But new technology can only adjust an 
existing socio-technical regime if there are already windows of opportunity 
created by landscape developments that embody cultural, social and economic 
changes. After the gradual replacement, the new regime starts influencing the 
landscape and, therefore, triggers a further transition. This is what happened 
in cities with the introduction of the automobile, followed by simultaneous 
actions of reversing this transformation and adapting the city to other new 
technologies, like ride-sharing.  One of Geels’ case studies describes a transi-
tion from horse-drawn carriages to automobiles in American urban transport 
systems at the end of the nineteenth and the beginning of the twentieth century. 
Geels describes the complex dynamics of this shift, rejecting a notion of the 
straight-forward replacement of carriage with the automobile. Industrialization 
and urbanization introduced high population densities in urban cores, resulting 
in an expansion of cities, and increased distances that were not suitable for 
walking. Horse-trams, bicycles, and electric automobiles, steam buses, electric 
trams - all sort of transportation modes - were fighting for favorable niches in 
the eyes of the public. Without going into the details of the fights for cultural 
popularity, we can conclude that an excessive fringe suburban development, 
the transformation of streets into transport arteries and recreational touring on 
the newly built parkways were among the most important landscape changes 
that created a favorable context for automobiles to establish their monopoly as 
the favored mode of transport.
 In her latest book, Medium Design, Easterling has collated historical 
and contemporary philosophies that deal with such heterogeneous systems.22 
She rapidly moves through rich conceptual terrain, starting with Marshall 
McLuhan and inseparability of the message and its medium and ending with 
information systems described by Gregory Bateson. She demonstrates how 
Giorgio Agamben, Gilbert Ryle, Walter Benjamin, and Caroline Levine among 
others grapple with the questions of how to understand, assess and confront 
networks and their human and non-human elements. Notions of disposition and 
dispositif gather these different strands of thinking into a contemplation on the 
latent agency of technological ensembles of Gilbert Simondon, their indetermi-
nacy and unfolding over time.23 The issue of disposition reverberates not only 
through most of the chapters of Medium Design but serves as the link to earlier 
writings of Easterling. In her recent interview for Failed Architecture blog, she 
compares the structure of the book to a two-part epoxy with evidentiary and 
contemplative chapters being “reagents to each other”. One of the latter chap-
ters addresses disposition and provides primary conceptual instruments for 
thinking and talking about infrastructure,

Disposition, in common parlance, usually describes an unfolding relationship 
between potentials. It describes a tendency, activity, faculty, or property in 
either beings or objects - a propensity without a context.24

 The relationships between elements of infrastructural space have a 
great disposition and resemble an operation system of the city. This disposition 
results from the circulation and repetition of the active forms. In close tandem 
with politics they can nurture and accelerate the changes in the city fabric. 

23 For more on technolog-
ical ensembles see Gilbert 
Simondon, On The Mode of 
Existence of Technological 
Objects (Minneaplois: Uni-
versity of Minnesota Press, 
2017).
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24 Hettie O’Brien, “A Con-
versation with Keller East-
erling,” Failed Architecture, 
June 29, 2018, https://faile-
darchitecture.com/a-conver-
sation-with-keller-easter-
ling/. Accessed November 
7, 2018. 

22 Keller Easterling, 
Medium Design (Moscow: 
Strelka Press, 2017).



25 Easterling, Extrastate-
craft: The Power of Infra-
structure Space, 72.

Easterling gives several examples of such active forms: multiplier, switch, 
wiring, and interplay. Thinking of the form as an action and not as an object 
suggests the possibility of a greater meaning that resides beyond the immedi-
ately visible. Nurtured by ideas of philosopher Gilbert Ryle, Keller Easterling 
reveals the power that “lies rather in the prospect of shaping a series of ac-
tivities and relationships over time.”25 Easterling defines the medium design 
as design of “interdependencies, chemistries, chain reactions and ratchets”.26 
Given such entanglements, she illuminates the urgency of “designing not a 
single object but a platform for inflecting populations of objects or setting up 
relative potentials within them.”27 The overriding principle of medium design 
is the employment of “switches” connecting “many strands of infrastructure so 
that spatial and digital information systems can make each other smarter rather 
than dumber.”28 She compares these forms of simultaneous engagement with 
multiple networks to playing a game of pool. Easterling articulates the impor-
tance of seeing through immediate events and artefacts, through the inevitable 
demagoguery of official statements, and through TED talk narratives. Nurtured 
by such a split-screen type of vision, medium design detects potentials in urban 
typologies and morphologies to act as an agent of change. When bringing this 
way of thinking to an explored phenomenon – the parking site and its areas of 
influence and effect - it becomes evident that it is one of these “switches” that 
can change a spatial script.
 It is in regards to this way of thinking of infrastructure as an operating 
system that we come back to explore the parking Site of Negotiation. We can 
find subversive metaphors, draw ironic comparisons, or invent playful glossa-
ries to illuminate the wide-ranging possibilities of the parking site to change 
its surroundings. Still the most noteworthy observation is its apparent ability 
to translate broad political visions of an optimized environment into concrete 
practices of everyday life. 
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Maps and Diagrams as Explanatory Devices

 One of the most essential tools in this case study analysis is an abstract 
representation of existing and prospective physical conditions. Maps and dia-
grams relate demographic, socioeconomic and spatial data to each other. It has 
to be acknowledged from the outset, that almost no images created during this 
project or borrowed from other authors escape embedded biases.
Some approaches to mapping in this research project derive from the work of 
James Corner, who addresses the challenge of capturing an urban landscape 
as an image, map or diagram. At the end of the 1990s he introduced the notion 
of “eidetic operations” that are “specific ideational techniques for construing 
(imagining) and constructing (projecting) new landscapes.”29 Eidetic in this 
context, refers to any sensorial or cognitive conception of the surrounding. 
Mental maps and diagrams conceived in such a manner produce an image of 
a sensorial landscape that is not visible. By rendering selected information in 
the accepted conventional way of maps, they create new engaging landscapes. 
In his essay Eidetic Operations and New Landscapes, Corner draws a distinc-
tion between landscape as an iconic device and landscape as a given milieu 
in a constant process of transformation. Further, he introduces approaches 
to diagramming and planning used by Rem Koolhass, Bernard Tschumi and 
MVRDV in their urban design projects Datascapes. Datascapes are “revisions 
of conventional analytical and quantitative maps and charts that both reveal 
and construct the shape-forms of forces and processes operating across a given 
site.”30 They do not assume to be neutral or universal, but instead, they take 
out some invisible layers of information and overlay them to make productive 
compositions that can be used for further investigation or decision-making. 
 This method of prototyping relies on numbers and facts, on the subtle 
deployment of abstraction and its modes of representation to be persuasive. 
Coming back to Corner’s argument: “Where they differ from the quantita-
tive maps of conventional planning is in their imagining of data in knowingly 
rhetorical and generatively instrumental ways. They are designed not only to 
reveal the spatial effects of shaping forces but also to construct an eidetic argu-
ment in space-time geometry.”31 When talking about parking, conscious map-
ping of parameters allows researchers to prototype and test correlations and put 
forward possible mechanism for further use. Such parameters can include the 
location and size of parking, its pricing, level of occupancy, as well as sur-
rounding land uses, property lot sizes or level of residential rents.
Mapping becomes “an active agent of cultural intervention”32 in The Agency of 
Mapping: Speculation, Critique and Invention by Corner. Dedicated to mod-
ern cartography and its relationship to reality, he refers to Jean Baudrillard’s 
reading of the famous tale On Exactitude of Science by Jorge Luis Borges. He 
continues: “the map always precedes the territory, in that space only becomes 
territory through acts of bounding and making visible, which are primary 

29 James Corner, “Eidet-
ic Operations and New 
Landscapes” in Recover-
ing Landscape: Essays in 
Contemporary Landscape 
Architecture, ed. Corner, 
James (New York: Princ-
eton Architectural Press, 
1999),162.

30 Ibid., 165.

31 Ibid.

32 James Corner, “The 
Agency of Mapping: 
Specualtion, Critique 
and Invention,” in: Map-
pings ed. Denis Cosgrove 
(London: Reaktion Books, 
1999), 214.
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functions of mapping.”33 By introducing new relationships, maps and diagrams 
prototype new futures and new territories. In this discussion of the agency of 
abstract representations, maps and diagrams are used interchangeably. When 
looking back at the previously introduced concept of Rhythmoterritory that 
traces overlapping Navigation Umwelts of various urban actors, it is easy to 
understand that it starts existing only after it was mapped, identified, delineated 
and called a territory. Rhythmoterritory exists as a mental prototype until des-
tinations, movements, their types and rhythms are measured and represented. 
This is an “eidetic operation” of this project.
  Almost twenty years ago Corner voiced a concern that “design and 
planning operations appear somewhat outmoded, overwhelmed or incongru-
ent in comparison to the rapidly metabolizing processes of urbanization and 
communication.”34 The questions of preserving the plurality of thinking about 
the future of territories and not imposing an idealized project on them, are 
becoming even more relevant in a climate of globalized digitalization. But this 
does not mean that maps are irrelevant and can easily be discarded as a tool of 
inquiry. They just take different forms. 
 Web mapping platforms like CartoDB, MapBox or Mapbox Studio that 
rely on Geographic Information Systems (GIS) provide location-based services 
and can be static or dynamic, interactive or view only. Starting from the 1970s, 
GIS has been criticized in the field of geography for its conservative and as-
sumingly objective approach to the critical examination of reality. But in recent 
years there has been a growing recognition of the non-quantitative functionality 
of GIS. One of the most significant discoveries of its potential is an ability to 
make complex spatial information accessible by displaying it in different ways. 
The user can alter the parameters of the representation at any moment.35 In 
other words, independent of the software and the amount and diversity of data 
used, mapping provides both a momentary and a projective condition of the 
same territory. The role of the diagram, according to American theorist Sanford 
Kwinter, hasn’t changed since Kant’s “schema” in the late eighteenth century: 

Both seek to serve as synthetic explanatory devices (though they are no less 
real for that) that open up a space through which a perceptible reality may be 
related to the formal system that organizes it.36

 In his essay The Genealogy of Models: The Hammer and the Song he 
discusses a notion of a diagram that derives from Michel Foucault’s Discipline 
and Punish and later writings of Gilles Deleuze, who explained diagram as 
abstract machines – “agencies of assemblage, organization, and deployment.”37 

In this research project, maps and diagrams serve as explanatory devices in 
each case study. They help shed light on the possibly under-utilized power of 
parking management and legislation, as well as different economic, political 
and planning parameters. Maps and diagrams bring parameters together, relate 
them to each other and help in constructing the logic model of each case study. 
For instance, in Chapter 7. Particles. Garages for Single-Family Homes: To 
Convert, To Densify and To Welcome, the possibility of constructing the sec-
ondary dwelling unit on the same parcel with the primary single-family house 
without adding covered parking spaces depends on the size of the plot, setback 
distances, and proximity to the major transit corridor. These parameters can 
be easily mapped and related to each other to show spatial capacities of the 
area. However, not everything can be turned into an abstract visualization. 
For instance, issues like homeowners’ resistance to diversified demographics, 
or lengthy processes of obtaining bank loans and building permits are hard to 

33 Ibid., 222.

34 Ibid., 226.

35 Marianna Pavlovskaya, 
“Theorizing with GIS: A 
Tool for Critical Geogra-
phies?” Environment and 
Planning A: Economy and 
Space 38, no. 11 (Novem-
ber 1, 2006).

36 Sanford Kwinter, “The 
Genealogy of Models: The 
Hammer and the Song.” 
ANY: Architecture New 
York 23, no. Diagram Work: 
ATA MECHANICS FOR 
A TOPOLOGICAL AGE 
(1998): 57.

37 Ibid., 60.

Figure 5. Park-
ing lots of Tucson, 
Arizona are plain 
delineated surfaces 
that remind one of 
the diagrams showing 
parking requirements 
for new construc-
tion. Besides one 
palm tree, there are 
no other signifiers of 
the location.
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38 Ibid., 62.

39 John Pickles, A History 
of Spaces: Cartogrpahic 
Reason, Mapping and the 
Geo-coded World (London: 
Routledge, 2003).

40 For further discussion of 
colonialism in cartogrpahy 
see James R. Akerman, 
ed., Decolonizing the Map: 
Cartography from Colony 
to Nation, (University of 
Chicago Press, 2017).

41 Laura Kurgan, Close up 
at a Distance: Mapping, 
Technology and Politics 
(New York: Zone Books, 
2013).
Eyal Weizman, Forensic 
Architecture: Violence at 
the Threshold of Detectabil-
ity (New York: Zone Books, 
2017).

translate into maps. Therefore, a map or a diagram must be both “scientific and 
explanatory”, it “must give us the power to program historical becoming, as 
well as to hack the programs currently in place. Diagrams must be conceived as 
songs as well as hammers. Truth after all, is a function of will, not facts.”38

 Mapping is a social practice and not an objective and accurate depiction 
of the world. Geographer John Pickles in A History of Spaces: Cartographic 
Reason, Mapping and the Geo-coded World discusses at length the power of 
map-making and delineating territories.39 This text was published in 2004, 
before the broad academic shift towards a discussion of cartography as a colo-
nial device that leaves long-lasting physical footprints.40 The methods used in 
mapping for constructing both digital and physical spaces are at the center of 
attention of different multidisciplinary collectives. For example, Eyal Weizman 
investigates violations of human rights with his research agency Forensic Ar-
chitecture. Laura Kurgan leads explorations at the Center for Spatial Research 
at Columbia University.41 Kurgan uses new technologies of spatial representa-
tion designated for military and government purposes to make maps of con-
tested territories. She illuminates biases of satellite images, remote sensing and 
GIS software. Kurgan writes that her maps “can be used to document, memori-
alize, preserve, interpret, and politicize, or simply act as aesthetic devices”, but 
they are not neutral. 
 The maps and diagrams of this research project construct spaces that are 
not only physical but visualize possible futures and speculate about outcomes 
of specific policy changes. The datasets that inform them are not neutral. All of 
them have an author or a designated purpose. Satellite imagery, housing prices, 
and car ownership numbers are among other parameters that greatly influence 
the line of argument of this research. This project seeks to provide accurate 
measurements and representations of urban conditions, but the absence of neu-
tral data is recognized. 
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Interpreting Planning Legislation

 Planning legislation is another important primary source of informa-
tion in this project. All planning documents are a combination of alternative 
visions, narratives and precise numerical values. The visions are supposed to 
be achieved by implementing these numerical values. Legislative texts are both 
precise and ambiguous which inform numerous possible futures. To under-
stand this relationship, one must act as an attentive interpreter. Numbers like 
the maximum or minimum parking requirements related to adjoining housing, 
commerce or other services, directly influence the mobility choices of the cor-
relating population, which then produce specific patterns of Navigation Um-
welts and Rhythmoterritory emerges as a result of their overlay. 
What kind of legislation is explored in this project? First and foremost, build-
ing codes contain parking requirements for different types of land use that are 
important for understanding a broad allocation of space in the city. Municipal 
plans, local plans, and ordinances for specific areas contest general rules for 
parking provision and inform this research project to a high degree. In addition 
to this, some broad planning visions like Copenhagen’s Fingerplan and Los 
Angeles’ Centropolis are essential for reflecting on the forces that determine 
the urban form, on the narratives that these plans contain, and on the role of 
Movement Parasites.
 By formatting the urban landscape through planning or policy text, 
urban rules become an immaterial framework that informs material realities. 
Alex Lehnerer, Swiss architect, urban designer and theorist, in his reader 
Grand Urban Rules presents a striking collection of North American, European 
and Asian urban rules that have been researched for three years in ETH Zurich. 
The way the standards are presented, grouped and described emphasizes their 
operational potential and offers them as effective design tools: “Rules describe 
processes. These processes possess a certain continuity and inertia their effects 
and development; these rules, then, are no mere passive forms of description, 
but instead also active steering elements for future developments.”42 While 
acknowledging the enormous consequences that regulations have on the mor-
phology and use of buildings, Lehnerer points out that they are not immune 
from contradictions. He sees the rules as “universal and discrete guiding in-
struments” creating “an almost poetic, standardized irrationality.”43 The mate-
riality of building regulations and their productive use by architects has been 
recognized by other theorists and practitioners like Arno Brandlhuber, Mirko 
Gatti, Jens Wolter, Katharina Kaufmann, Liam Ross and many others. Liam 
Ross, for instance, introduces a concept of Compliant Architecture in one of his 
recent essays for Candid magazine Compliant Architecture: Regulatory Limits 
and the Materiality of Risk. In his approach to regulating the built environment, 
architecture can become “a mode of practice that enjoys regulatory limits as a 
means of designing with and dramatizing the inherent risk of building.”44 Why 

42 Alex Lehnerer, Grand 
Urban Rules (010 Publish-
ers, 2009), 66.

43 Ibid., 59.
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Limits and the Materiality 
of Risk,” Candide - Journal 
for Architectural Knowl-
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risk? With an example of a specific regulation, British Standard 8213-1:2004. 
Windows, doors and roof lights, Ross explains how these documents make the 
judgement of the level of risk that is acceptable for users and limits these risks 
by determining specific physical conditions. He acknowledges the regulatory 
character of any design of the built environment and the fact that in most cases, 
it is the agencies outside of the discipline of architecture that make these deci-
sions. 
 In his case study, the size and position of the windows are limited by 
the reachability of glazing by 95 percent of the population. The size of the 
required parking is dictated by the peak demand for free parking on Sunday 
morning for a church (Figure 6), the number of holes for a golf course, or the 
number of alleys for bowling places. “Increasingly integrated and sophisticat-
ed knowledge of users’ desires, aspirations, interests, and beliefs” according 
to Ross optimizes the disciplinary action of building design and intervenes in 
subjectivity.45

 Every design planning document firmly asserts its competency in 
determining contemporary social needs and the ways to address them through 
material interventions. They construct operational narratives that become “tra-
jectories plotted upon material reality by our imaginations.”46 Law professor 
and scholar Robert Cover was convinced that for every legal prescription to be 
convincing, it must supply a storyline for its destiny and ambition, it must ex-
plain its goals and relate to its audience. He talks about nomos being a “system 
of tension between reality and vision.”47 This tension is a productive one: not 
only does it work as a bridge between a given and projective world, but it also 
allows multiple interpretations and consequently multiple materializations de-
pendent on an individual’s reading. Continuing in this direction, Cover asserts 
that the normative universe is highly reliant on “interpretive commitments – 

45  Ibid., 99.

46 Martha Minow, Michael 
Ryan, and Austin Sarat, 
ed. , Narrative, Violence, 
and the Law: The Essays of 
Robert Cover (Ann Arbor: 
University of Michigan 
Press, 1995), 96.

47 Ibid., 101.
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Figure 6. The parking 
lot of the Wilshire 
United Methodist 
Church is fully occu-
pied only on Sundays. 
The rest of the time 
it stands empty or is 
rented out to filming 
crews. This emptiness 
is caused mainly by 
the requirement to 
have a parking space 
for every visitor on 
Sunday morning.
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some small and private, others immense and public.”48

 What does it mean to interpret? According to David Tracy – an Ameri-
can theologian – to be human is to be a skilled interpreter: “To be human is to 
act reflectively, to decide deliberately, to understand intelligently, to experience 
fully.”49 In one of the chapters of his book Plurality and Ambiguity: Hermeneu-
tics, Religion, Hope he elaborates on the importance of the process of interpre-
tation of texts, the necessity of distinguishing between the text and the author, 
and questioning as one of the defining features of the conversation. Referring 
to Socrates and Gadamer’s reading of Plato’s development of dialogue, Tracy 
writes about the conversation: “It is not a confrontation. It is not a debate. It is 
not an exam. It is questioning itself. It is a willingness to follow the question 
wherever it may go. It is a dialogue.”50 In other words, reading text requires 
full attention, respect, readiness to construct an argument and to be challenged. 
Only then, can one be a skilled interpreter, not neutral, not objective but con-
scious of the interaction between oneself and the text. The latter always has to 
be questioned in the search for truth and through conversation as “an explora-
tion of possibilities.”51 Tracy, in his writings, never addressed urban planning 
documents specifically. Instead, he delineates general rules for interpreting 
and acknowledging the plurality and ambiguity of this process. But the act of 
posing questions to legal documents is essential during the data analysis of this 
research project. He writes,

The text of law requires interpretation, not just because the syntax and vocab-
ulary of legal language is limited. Laws merely indicate the basic direction; in 
the concrete instance, they must be applied, they must be interpreted.52

 Every time any parking legislation is put to use, it gets interpreted from 
the text into material reality. This text is precise in its metrics and ambiguous 
in its descriptions. In this research project, what is given attention, is an out-
come of this interpretation, the result of this questioning, that can be traced in 
every case study. When looking at any urban landscape, it is impossible to trace 
every design regulation that brought it into being, and this is not the goal of this 
research. Instead, this is an investigation of the key plans and ordinances that 
have used parking provision and management to trigger transformations of the 
urban fabric. 

49 David Tracy, Plurality 
and Ambiguity: Hermeneu-
tics, Religion, Hope (Uni-
versity of Chicago Press, 
1994), 9.

50 Ibid., 18.

51 Ibid., 19.

52Ann-Linh Ngo, “Legis-
lating Architecture: From 
Ground to Horizon,” 
ARCH+, no. Legislating 
Architecture (2016): 3.

Previous page: Fig-
ure 7. Vestergade 
street in Aarhus is 
an example of the 
street that embod-
ies changes in con-
struction techniques, 
design preferences, 
mobility choices, and 
legislative mech-
anisms of several 
centuries. From the 
900s it changed its 
programmatic content 
numerous times: from 
convent to merchant 
housing, from facto-
ries to a center for 
prostitution and gam-
bling, from galleries 
and jazz clubs to ca-
fes and restaurants. 
The latter ones are 
the most present on 
this almost pedestri-
an narrow street.
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PART 2
CENTRAL COMMERICAL 
DISTRICTS AND PARKING 
TERMINALS
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CHAPTER 3
VOIDS

Surface
Parking
Lots:
To Demolish,
To Preserve,
& To Invest
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Figure 1. Located at 
845 South Main Street 
in Los Angeles, CA, 
this surface parking 
lot is surrounded by 
office and factory 
buildings reused as 
showrooms and hous-
ing. Acting as a Void 
of the block it does 
not obstruct the back 
and the side facades 
of the neighboring 
building. It gives 
them more natural 
light and better ur-
ban views. 
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 This chapter explores the legislative logic behind the recent revival of 
Downtown Los Angeles, reveals some of its most important aspects, and last-
ly, points to current challenges. It proves difficult to distinguish one strand of 
regulations and define it as solely responsible for an increase in the number of 
residents and businesses. However, as we set to investigate the role of parking in 
urban transformations, this analysis will focus on key mech¬anisms of Adaptive 
Reuse Ordinance, and specifically one of the variances that it introduced - the 
removal of minimum parking requirements for projects convert¬ing former 
commercial buildings to apartments, work and live units or hotels. 
 Particular attention will be given to defining the origins of the spatial 
typology of a surface parking lot, its development in Downtown LA, related 
planning documents and real estate trends. This operating system is an active 
form. As discussed in Chapter 2, an active form comprises not only structural 
characteristics but also the disposition of the parking lot to reinforce, saturate or 
bring to halt large-scale changes of the urban landscape. 
 This chapter starts with a brief review of the infrastructural evolution of 
Los Angeles and how a fast appropriation of the automobile was detrimental to 
the vitality of the Downtown. Equipped with this background knowledge of the 
origins of numerous parking lots in the central Downtown area, the argument 
continues with the introduction of the specific site that becomes a vehicle for 
exploring Adaptive Reuse Ordinance and existing parking requirements of the 
Building Code of Los Angeles County. The rest of the chapter discusses new 
housing developments that use parking lots as their construction sites, their 
impact on the immediate surroundings and the area at large. This exploration 
allows us to witness how parking lots that were lying dormant for half a century 
become some of the most coveted properties for new construction projects that 
run a high risk of ending up as empty real estate investment pieces.

Opposite page: Fig-
ure 2. Devoid of all 
other objects besides 
automobiles Voids 
like the one on 17 
South Spring Street 
create unique light 
conditions and con-
nect main streets 
with back alleys run-
ning through every 
block.080
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Empty Surface Parking Lots

 Centrally located surface parking lots serve as an example of impro-
vised planning decisions being made to accommodate the convenience of users. 
Bank or commerce customers and employees, theatre and restaurant guests and 
lastly slightly less numerous residents want to park next to their destination 
at any given time. Parking lots are rarely a planned feature of the urban land-
scape, they come into being as a result of the interplay of social and economic 
forces. 
After World War II, declining business activity in the majority of Amer¬ican 
Downtowns caused a simultaneous decline of property values. One of the 
main reasons that caused office and service providers to leave the city centre 
was automobile congestion and a lack of convenient curb parking. In addition 
to this, high tax assessment on land encouraged the tearing down of unprofit-
able build¬ings and turning the land into parking. The reduction of property 
value and tax revenues made it impossible for the majority of American cities 
to maintain streets and mass transit infrastructure in downtowns. As for the 
property owners, they saw the usage of cleared land for parking as a temporary 
measure in anticipation of future redevelopment. With very little thought given 
to the appearance of the urban fabric, demolition was fragmenting downtowns 
in a random fashion (Figure 3). The volumes of office building volumes be-
came victims of a rapidly growing car ownership. As Keller Easterling writes: 
“A building envelope is closely tied to economic and logistic formulas for 
optimizing the consumption of goods and entertainment and may be as volatile 
as the market.”1 

 An enthusiastic response to the freedom of movement offered by auto-
mobiles rendered streetcars and interurbans with their timetables inade¬quate. 
The local government had to adapt the street system to a new mode of transpor-
ta¬tion by widening the streets, regulating parking, and reducing the provision 
of public transit. In this process, automobiles and single-family homes became 
the preferred and dominant way of living. A century-long marriage of Los An-
geles with the private car - has been fetishized by a myriad of writers, film di-
rectors, planners and architects including Reyner Banham, Edward Soja, Mike 
Davis, Doug Suisman and Kazys Varnelis, among others. The self-perpetuating 
myth of freedom and independence was greatly fuelled by Reyner Banham and 
his admiration for the highway system of movement across the vast territory of 
Los Angeles. For him, it was the fourth ecology – Autopia – that made up the 
city: “The freeway system in its totality is now a single comprehensible place, 
a coherent state of mind, a complete way of life, the fourth ecology of the An-
geleno.” 2 

 In other words, particular attention should be given to the dynamic rela-
tionship of the city and the infrastructure that is serving it. From the very outset 
in 1850, the growth of Los Angeles deeply depended on the infrastruc¬ture 

1 Keller Easterling, Critical 
Spatial Practice 4 - Sub-
traction. Nickolaus Hirsch 
and Markus Miessen, ed. 
(Berlin: Sternberg Press, 
2014), 13.

2 Reyner Banham, Los An-
geles: The Architecture of 
Four Ecologies (Berkeley: 
University of California, 
2009), 195.
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Figure 3. Partial 
view of an Allright 
Auto Park located on 
Broadway between 4th 
and 5th Streets. The 
cost for parking is 
posted as 35 cents 
for each half hour 
with a daily maximum 
of $2.00. S. Silver-
man’s Jewelers and 
a supermarket are lo-
cated in the building 
next to the lot. The 
look of Downtown LA 
parking lots has not 
changed for the last 
fifty years. Photo 
dated: July 16, 1965. 
Source: Los Angeles 
Herald Examiner Pub-
lic Collection.
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networks and the transport of far-away resources. Located on inhospitable ter-
rain and short of water from the Los Angeles River, the city satisfied its thirst 
in the Owens Valley by diverting Owens River and draining the Owens Lake.3 
In this scheme of things, both transportation and water systems were essential 
for the local economy of agriculture and ranching empires “whose pattern of 
land holding still gives the ultimate title to practically every piece of land in 
Greater Los Angeles.”4 To this day, the city stays true to the pattern of ranchos 
that were granted as private property from the Spanish Crown. El Pueblo de 
la Reina de los Angeles and its town council were founded in 1781.5 The new 
settlers established wide-ranging ranchos around Pueblo. A small settlement 
of Pueblo was later extended to the north and the south by lieutenant Ord with 
slightly skewed grids. The southern part of this grid constitutes to be the most 

3 Kazys Varnelis, The Infra-
structural City: Net-worked 
Ecologies in Los Angeles 
(Barcelona: Actar, 2008), 
36.

4 Ibid., 9.

5 Doug Suisman, Los 
Angeles Boulevard: Eight 
X-Rays of the Body Public 
(San Raphael: ORO Edi-
tions, 2014), 29.

Figure 4.  Map show-
ing operated lines of 
Pacific Electric and 
Los Angeles inter-ur-
ban railways. States 
that Los Angeles has 
the “greatest elec-
tric railway sys-
tem in the world” 
and “over 500 miles 
with standard gage 
and double tracks.” 
Source: Security 
Pacific National Bank 
Photo Collection.

084

Ce
nt
ra
l 
Co
mm
er
ci
al

 D
is

tr
ic

ts
 a

nd
 P

ar
ki

ng
 T

er
mi

na
ls



6 Ibid., 66.

substantial portion of a contemporary Downtown Los Angeles, that will be 
discussed in more detail. 
 Automobiles infiltrated the lives of residents gradually, and one of the 
most visible steps in the automotive development of the city, before the intro-
duction of highways, was a process of upgrading through-streets to Boulevards. 
Sepulveda, Hollywood, Sunset, and Wilshire stretch out for more than thirty 
kilometres, slicing the city from east to west. Adorned with signage in different 
languages, one-storied shopping boxes mark the public realm of the city: “The 
drama of distant sighting and anticipation – and the privileged position once 
reserved for city walls and the spires of cathedrals – could now be usurped by 
roadside signage.”6 The bold constellation of billboards and big-scale signs be-
came a strong indication of the motor age. The boulevards were envisioned in 
Major Traffic Street Plan in 1924 as main channels for the metropolitan mass 
transit system. In the report, a group of experts, including Frederick Olmsted 
Jr. proposed to widen and straighten the thoroughfares to accommodate bus 
lines instead of the rail transport, marking a move towards internal combustion 
engine transportation.7 

 Twenty years before that, the boulevards welcomed streetcars of the Pa-
cific Electric Railroad Company, occasional cyclists and flows of pedestrians. 
The map of the Pacific Electric that by 1910 unified already existing commuter 
lines between settlements, vineyards, and orchards had traced the current shape 
and structure of the city before giving way to private automobiles that were 
by the end of 1920s used for daily commuting and fighting with streetcars for 
space (Figure 4). 

Figure 5. Arroyo 
Seco Freeway. Pho-
to caption reads: 
“Construction of the 
$2,437,000 Arroyo 
Seco freeway through 
Elysian Park, a 
section of which is 
shown above, today 
entered the nation-
al defense picture. 
Frank W. Clark, state 
director of public 
works, has asked fed-
eral authorities for 
priorities on steel 
and cement to com-
plete the project 
on the grounds that 
it is of strategic 
value in the nation-
al defense program 
around this city.” 
Photo dated August 
11, [1941?] Source: 
Los Angeles Herald 
Examiner Photo Col-
lection.
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10 John A. Jakle, Lots of 
Parking: Land Use in a Car 
Culture, 29.

11 Ibid., 30. 

 It was a proposal of a highway system in the Traffic Survey of the Auto-
mobile’s Club in 1938 that marked the next important step in the triumph of the 
automobile in Los Angeles. The growth of this system started from The Arroyo 
Seco Parkway before World War II and continued with the Hollywood link to 
the San Fernando Valley, which extended to the south to Santa Ana. Har¬bor 
Freeway connected Pasadena to the southern part of the city (Figure 5).8 From 
its outset the highway system was serving an already existing porous urban 
fabric. It became another layer of infrastructure networks and another layer of 
a deeply infrastructural city. But even before expanding the length and width of 
thoroughfares, Los Angeles made attempts to resolve congestion problems and 
annoyance in a less costly and lengthy way - by regulating parking. Most of the 
parkers in Downtown were defined as commuters. In an attempt to relieve the 
growing street congestion, The City Council proposed an ordinance in 1919, 
eliminating parking in the Downtown area between 9:00 AM and 6:20 PM 
every day except Sunday. The ban faced fierce opposition from the Downtown 
business community that saw it as a threat to retail. The Motor Car Dealers’ 
Association accused the city council for “not even exploring other methods 
of traffic regulation such as one-way streets and restrictions on commercial 
loading.”9 The program was discontinued and its revised version in 1924 
eliminated parking on four north-south and six east-west streets and allowed 
30-minute parking elsewhere in Downtown.10 Other cities like Boston required 
drivers to purchase and display a parking license plate. Chicago was charging a 
“wheel-tax” for parking on any city street and in 1928 prohibited parking from 
7:00 AM to 6:30 PM in its Downtown.11 But with a rapidly increasing number 
of vehicles, these moderate measures failed to ac¬commodate the interests of 
drivers and business owners. As a result, the streets started to get wider and 
buildings started to disappear, to give center stage to surface parking lots.

8 Banham, Los Angeles: 
The Architecture of Four 
Ecologies, 70.

9 Scott L. Bottles, Los 
Angeles and the Automobile  
(Berkeley: University of 
California Press, 1991), 67.

7 Ibid., 64.
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Figure 6. Another ex-
ample of disappearing 
Voids in Downtown 
LA. The owners of the 
buildings surround-
ing the parking lot 
at 633 South Spring 
Street parking lot 
take advantage of 
unobstructed views 
and use the walls for 
large-scale signage 
for theaters and 
bars.

Figure 7. Most of the 
Voids like this one 
at 820 South Main 
Street are not auto-
mated and employ a 
valet for collect-
ing parking fees and 
occasionally park-
ing cars to increase 
the efficiency of the 
arrangement of the 
vehicles.
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Figure 8. View over-
looking several 
crowded parking lots 
in downtown Los Ange-
les. From a desire 
to satisfy commut-
ers needs, cars were 
granted peculiar pow-
ers to dominate vast 
stretches of land in 
proximity to office 
and retail. Security 
Pacific National Bank 
Photo Collection.
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845 South Main Street and Adaptive Reuse 

Ordinance

 The dispersed character of Los Angeles, its reliance on the individual 
automobile and the absence of any viable mobility alternative influenced the 
city’s urban fabric. This section examines Adaptive Reuse Ordinance (ARO) as 
a spatial software that aimed at changing this. Its aims, content, current results 
and negative externalities turn a combination of surface parking lots into an 
active form. Many factors have gradually coalesced to yield an increase in land 
price, the density of housing, availability of public transit and number of resi-
dents on South Main Street. But none of this would be possible without ARO. 
Downtown Los Angeles grew from 18,700 residents in 1999 to 70,000 in 2018 
by preserving historically significant buildings through essentially parking 
management legislation.12 

 This state of affairs can be seen on the 1 square kilometer territory on 
the edge of the Historical District, Fashion District and South Park. The grey 
buildings on Figure 9 have been converted from office and commercial uses to 
housing. Black volumes are new infill developments under construction or re-
cently finished. This becomes indicative of a systemic transformation over the 
last twenty years, during which almost half of the urban fabric of Downtown 
was changed. Most of the developments featured parking as its core element. 
The majority of parking surface lots become building sites for new housing 
projects. By looking at the figure it is not hard to notice several plots that are 
larger than average and located next to the recent developments. In addition to 
this, it can be argued that when the plots belong to one owner they might be 
faster and easier to purchase. With this in mind, a further analysis of ARO and 
its effects will discuss a specific parking lot that shows a high probability of 
adaptability to conditions of new development projects. The sites of the park-
ing lots become a negotiation ground for numerous economic, political and so-
cial forces and is an overlay of three areas – physical, area of effect and area of 
influence. For deciphering the mechanism of ARO through one parking site, we 
need to employ several units of analysis: the physical site of the surface park-
ing lot, four street blocks of surrounding urban fabric, and one square kilometer 
of Downtown area.
  To begin with, the parking lot under investigation lies on 845 South 
Main Street, costs five dollars per every fifteen minutes, ten dollars after four 
o’clock, a maximum of twenty dollars and ten dollars’ flat rate on Saturday and 
Sunday. It is an asphalt surface delineated with around 180 slot divisions, a 
metal fence, a security kiosk and a barrier. This modest equipment is sufficient 
for its straightforward program. With 4,450 square meters of surface area, the 
total estimated value of the parking lot zoned for Light Manufacturing (C5 
zone) is $7,539,659.13 Like dozens of other parking lots, it is run and man-
aged by the biggest parking operator in Downtown Los Angeles – Joe’s Auto 
Parks. Taken collectively, a system of more than one hundred asphalt surfac-

12 Downtown Center Busi-
ness Improvement District. 
“Annual Report,” (2018).

13 Calculations based on 
Zone Information and Map 
Access System of Los Ange-
les http://zimas.lacity.org.
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Figure 9. Volumes 
colored in grey are 
commercial build-
ings that have been 
turned into hous-
ing from 1999 until 
2018. Black volumes 
are projects un-
der construction or 
in planning. Col-
ored in light pink 
are existing sur-
face parking lots, 
in red - 845 South 
Main Street parking 
lot. This diagram 
shows an exceptional 
amount of buildings 
and sites that under-
went a transforma-
tion in such a short 
period. It draws from 
a variety of sourc-
es: annual reports 
of Downtown LA Busi-
ness District (LABD), 
webpages dedicated 
to real estate de-
velopment and urban 
planning, like Urban-
ize LA and Curbed LA, 
webpages of individ-
ual buildings and 
direct on-site obser-
vations.
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es, equipped only with ATMs and valets, managed by several companies like 
Joe’s Auto Parks, Athena Parking and Paragon Parking is a visible outcome of 
Downtown’s competition with commercial centers of high-income residential 
communities throughout the whole twentieth century. The vast majority of the 
parking lots involve short-term land lease, where the operator pays a landlord 
a percentage of the net income or receives a fixed fee for a specified period. 
Starting from the 1950s, successful parking companies have been aggressively 
pursuing leases, merging and consolidating properties. The revival of building 
activity in downtowns made the same parking lots attractive for new office 
development. In Los Angeles, the slowly disappearing plots have given way to 
new apartment buildings. 
 The 845 South Main Street parking lot lies at the point of convergence 
of the Fashion District with its showrooms and colorful ground-floor stores, the 
Historical District with its highly ornamented office and loft towers and South 
Park with its new condominiums. When looking at Figure 9 (showing one 
square kilometer of Downtown), it can be argued that an astonishing amount 
of former office buildings have been converted into apartments, which has 
spurred a further demand for new housing. As already mentioned, both of these 
types of transformations are occurring around the discussed parking lot - which 
makes it a likely target for conversion. This raises tough questions about the ar-
chitectural and cultural significance of distinctive morphologies of Downtown: 
surface parking, seven to twelve stories high turn-of-the-century former office 
buildings, low-rise commercial buildings, inner block alleys and new housing 
towers. They are not equally distributed throughout Downtown, instead they 
form various density patterns and with it a different programmatic character 
and aesthetics. 
 The area around the 845 South Main Street is marked by five other 
public surface parking lots, one rooftop parking and underground parking for 
Broadway Apartments and California Market Center as shown on Figure 11. In 
total, there are 479 available off-site over-ground parking spaces, forming the 
gaps between a diverse collection of land uses that include:

1. Six former office buildings converted into housing of different sizes: 
Orpheum Lofts (1930), Singer Sewing Building (1922), Lane Building (1923), 
National City Tower Lofts (1924), and Tomahawk Building (1914).
2. One former office building converted into a hotel – Tuck Hotel (1922).
3. The New Mart in Harris Newmark Building (1926) - the first high-rise 
built in Downtown for retail stores, offices and manufacturing.
4. The Orpheum Theater (1926) for an audience of more than 2000 peo-
ple.
5. The Tower Theater (1931) designed by S. Charles Lee and in the pro-
cess of renovation to house a new Apple store.14

6. California Market Center – 1,8 million square foot complex of show-
rooms, offices and event venues.
7. Broadway Apartments Building with 437 new housing units.
8. Union Bank branch.
9. More than twenty commercial and office buildings with active ground 
floor level – stores, restaurants, coffee shops, bars, tailors and a yoga studio.

 The site observations helped to recognize daily fluctuations as the basis 
for shared parking. A programmatic array ensures flexibility and adaptability 
of the observed parking lot. With every spot occupied by three to five different 
vehicles in a day, the spatial needs of each business or housing building dimin-

14 George Vincent, “At the 
historic downtown L.A. 
Tower Theatre, Apple plans 
a store and event space 
unlike any other,” Los Ange-
les Times, August 2, 2018, 
https://www.latimes.com/
business/la-fi-apple-down-
town-20180802-story.html. 
Accessed June 19, 2019.
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Figure 10. It is not 
a desire to achieve 

perfect communal in-
tegration that in-

creases the vitali-
ty of the place but 
rather a pragmatic, 
high turn-over rate 

that makes parking a 
viable business mod-

el. The main features 
of Voids include an 
asphalt surface, a 

fence, minimal light-
ing, marks of parking 
slots, and a payment 
terminal or a valet. 
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Figure 11. This di-
agram shows a city 
block with the dis-
cussed parking lot 
and four surrounding 
blocks that are all 
within five-minute 
walking distance. 
These five blocks con-
stitute the primary 
demand for parking 
spots at 845 South 
Main Street that is 
colored in red. Col-
ored in light pink 
are all other “com-
peting” surface park-
ing lots with a num-
ber of spots each of 
them contains. Black 
arrows mark housing 
units added from 1990 
until 2018. Most of 
these units don’t 
have parking and rely 
on this network of 
surface parking lots. 
Green arrows mark 
buildings that influ-
ence parking demand 
in the area. All of 
the shown parking 
lots are managed by 
a ubiquitous company 
Joe’s Auto Parks that 
was founded in 1959 
by Lumer family and 
is a part of their 
L&R group of compa-
nies.
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ish due to unscheduled sharing of the parking space. Most of the new residents 
in Downtown prefer not to own a car and instead use Metro, which has been 
drastically improved in recent years. Some of them use mobility services like 
Uber, Lyft, Bird or Lime. Shared car trips offered by competitors Uber and Lyft 
resemble jitney rides of the 1910s-1920s with both companies encouraging 
walking to the pick-up location and from the drop-off location to the destina-
tion, offer monthly passes and bonus points.15 The residents with a longer daily 
commute start leaving around 8 AM and empty parking spaces, leaving them 
for arriving employees of surrounding offices and showrooms. Throughout the 
day drivers that make occasional trips to Downtown for meetings or shopping 
bring slight variations to the Rhythmoterritory. The next big scheduled change 
happens at the end of office hours. Finally, the last significant group of drivers 
comes later in the evening for theatre performances, as well as bars and restau-
rants. Such an intense overlap of Navigation Umwelts of residents, employees 
and clients is one of three special features that turn a spatial typology of a 
surface parking lot into an active form – defined as a Void - with its disposition 
and ripple effects. These Voids thread their way through the urban fabric of 
Downtown Los Angeles and discreetly give place and alter customary practic-
es. Perceived as part of the city image the following features shape the urban 
form of their surroundings.
 The first feature is a short-term use by many different drivers during the 
day and at night. The cumulative effect of shared parking facilities has been 
widely recognized as one of the most effective parking management tools that 
raise efficiency and introduces flexibility into the programmatic functioning of 
the area.
 The second feature is entrances for vehicles, drivers and pedestrians 
from sidewalks. Such a seemingly simple decision can have a measurable 
effect when every driver has to become a pedestrian, walk a couple of blocks 
and intensify the human dimension and scale of the city. A positive feature is 
an absence of an elevator that brings a driver right into the entrance lobby of 
the apartment or office building. This prevents the fragmentation of the urban 
fabric into pieces loosely connected by infrastructural networks. The 845 South 
Main Street parking lot has two entrances – one from South Main Street and 
one from 9th Street – to maximize the convenience for parkers of adjacent land 
uses. Figure 12 illustrates the relationship of the parking lot to pedestrian and 
automobile traffic flows. 
 Significant volumetric difference between lots and neighboring build-
ings is the third feature identified in this analysis. Just like vast planes of green 
lawns or paved squares in front of public buildings in Brasilia, Vienna or Asta-
na, surface parking lots compliment intricate facades of Beaux Art Buildings, 
lend them a majestic presence and provide a necessary counterbalance. The 
densely built urban centers around the world have to compete for the viewer’s 
attention with elaborate entrances and finishings, while Downtown Los Ange-
les – like many other American Downtowns - for the majority of the twentieth 
century could maintain a tooth gap rhythm of voids and buildings. However, 
this rhythm has been slowly disappearing. Looking at the Figure 14 with four 
streets making up the block that contains the 845 South Main Street parking 
lot  (South Main Street, South Los Angeles Street, East 8th Street, and East 9th 
Street), it is possible to argue that recent infill developments of the area rede-
fine the composition of façade surfaces and refocus attention of both drivers 
and pedestrians.
 But what exactly causes this densification of both fabric and uses? What 
underpins the revitalization of Downtown that has been widely acknowledged 

16 Vivian Marino, “Revi-
talization projects reawaken 
downtown Los Angeles,” 
New York Times, March 5, 
2019, https://www.nytimes.
com/2019/03/05/business/
revitalization-projects-re-
awaken-downtown-los-an-
geles.html. Accessed June 
30, 2019.
Scott Beyer, “Downtown 
Los Angeles is Amer-
ica’s most colourful 
neighbourhood,” Forbes, 
April 28, 2017, https://
www.forbes.com/sites/
scottbeyer/2017/04/28/
downtown-los-ange-
les-is-americas-most-col-
orful-neighbor-
hood/#75994188887b. 
Accessed June 30, 2019.

17 Donald Shoup, “Yes, 
Parking Reform Is Possi-
ble,” Planning 77, no. 8 
(October 2011), 5.

18 Adaptive Reuse Program. 
City of Los Angeles. Second 
Edition (February 2006).

15 For an example of 
changing social habits in 
Los Angeles see Male-
na Ryzik, “How Uber is 
Changing Night Life in 
Los Angeles,” New York 
Times, October 31, 2014, 
https://www.nytimes.
com/2014/11/02/fashion/
how-uber-is-changing-
night-life-in-los-angeles.
html. Accessed June 19, 
2019.
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Figure 12. From 
the infrastructur-
al standpoint, 845 
South Main Street 
parking Void is just 
a terminal for vari-
ous journeys, but it 
expands its role and 
meaning when seen as 
a part of the pro-
grams that it serves. 
Two street entrances 
together with en-
trances of neigh-
boring lots throw 
drivers-turned-pe-
destrians into busy 
streets. Several 
minutes of using the 
sidewalk, waiting for 
the traffic lights 
and crossing streets 
is a viable scenario 
for sustaining urban 
activity.

not only by planners but also by growing business and tourist interest in Los 
Angeles?16 As difficult as it is to distinguish between different political, demo-
graphic, and economic motivations, the adoption of Adaptive Reuse Ordinance 
in 1999 made one of the largest contributions to this success. The ordinance al-
lowed for “the conversion of economically distressed or historically significant 
office buildings into new residential units – with no new parking spaces.”17 The 
buildings had to be in a commercial or R-5 (high-density) residential zone and 
constructed before July 1, 1974. The incentive areas are shown on Figure 14. 
For the buildings constructed after July 1, 1974, to be eligible they have to stay 
empty for at least five years, and the Zoning Administrator has to confirm that 
the building is no longer economically viable as its current use.18 This legisla-
tion allowed for the change of use without variances and, therefore, developers 
were able to avoid delays in getting construction permits. 

 The following incentives of the ordinance apply only to conversion 
projects:

1. Loft spaces in dwelling units that do not exceed one-third of the floor area of 
the space below are not new floor area.
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lot. Red dots mark 
street entrances to 
parking facilities. 
This will gradually 
disappear when the 
majority of them gets 
replaced with apart-
ment buildings and 
their underground ga-
rages. Black figures 
are such ground-up 
infill developments. 
Brick color is used 
for new parking in-
frastructures. They 
significantly alter 
the rhythm of the 
streets and influence 

familiar views of 
contrasting heights. 
All information has 
been obtained through 
on-site observations.

Figure 13. One of the 
biggest contributions 
that Voids make to 
the urban fabric is 
the location of their 
street entrances. 
Most of the times 
they have two or 
three of them which 
allows maintaining 
both a physical and 
a visual connection 
to the street. This 
diagram shows four 
streets that make 
up the block which 
contains 845 South 
Main Street parking 099
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20  Michael Manville, 
“Parking Requirements 
and Housing Development: 
Regulation and Reform in 
Los Angeles,” Access no. 
44 (Spring 2014), 4.

21 Ibid., 5.

22 Los Angeles County. 
Code of Ordinances. Title 
22. Planning and Zoning. 
Division 1. Planning and 
Zoning. Chapter 22.52. 
General Regulations.

2. Dwelling units do not have to comply with the lot area requirements or 
height district.
3. The minimum requires number of parking spaces is the same as the number 
of existing spaces on June 3, 1999.
4. Projects are exempt from the mini-shopping center and commercial corner 
development regulations.
5. Projects are exempt from the requirements for Site Plan Review.
6. There is no need to provide new loading spaces.19

 Most importantly the ordinance exempted the buildings from minimum 
parking requirements. Developers were free to provide parking if they found 
it necessary and not only could they determine the number of spaces but also 
the location that previously was restricted to only on-site.20 The ARO was a 
timely reaction to a rapid deterioration of West Coast Beaux Arts and Art Deco 
office buildings constructed before 1930 and listed on the National Register 
of Historic Places. This legislation gave them another life by adding housing 
units. Between 1999 and 2008 the housing stock increased by 6,500 converted 
units.21 It is evident that the removal of parking requirements is closely related 
to a change in common attitudes and perceptions of urban mobility, that has 
been happening in Downtown Los Angeles. The proliferation of ride-sharing 
companies - Uber and Lyft – with monthly subscriptions and options for shar-
ing vehicles, the new last-mile solutions like electric scooters from Bird and 
Lime, construction of new Metro lines, and an increase of frequent and conve-
nient bus service DASH in 27 neighborhoods contribute to lifestyle choices of 
the citizens. The hegemony of the private automobile seems to be fading.
 It would be unwise to assign this success solely to removing parking 
requirements, but the conversions would be impossible if developers would 
have had to provide parking spaces according to Chapter 22.52. Part 11-Vehi-
cle Parking Space of the LA County Code. Parking requirements apply to every 
building that is “erected, altered, or enlarged to increase floor space, number 
of dwelling units or guestrooms, or the use or occupant load of a building.”22 
In the case of mixed-use developments, the total number of required parking 
spaces is a sum of the requirements for each use calculated separately. The 
underlying assumption is that there would be one moment when all programs 
will have a simultaneous peak demand in parking. The parking space must be 
owned by the owner of the premises for which the parking is required, or it can 
be leased for a term of twenty years or more. Such strict requirements increase 
construction costs, dictate the number of units and prevent conversions.
 The four blocks around the 845 South Main Street parking lot can serve 
as a quantified illustration of these land-consuming regulatory requirements. As 
listed earlier, there are seven buildings that were finished in the period between 
1914 and 1930 that have been converted to apartments, lofts, work and live 
units and a small hotel without adding parking. Altogether they amount to 261 
units of different sizes. Here is a simple calculation of the surface area needed 
to comply with the building code (without ARO). To simplify this calculation, 
all units are considered to be one-bedroom, and, therefore, according to LA 
County Code, require one and a half covered on-site parking spots as shown 
on Figure 15. In other words, 261 units require a minimum of 392 places. Each 
parking place is 18 feet deep and 8 feet 6 inches wide, when following require-
ments of the City Department of Building and Safety. Altogether this amounts 
to 5,500 square meters of covered floor area. It is almost the same surface area 
that currently available surface parking lots are occupying. In this hypothetical 
scenario all of them would have to be allocated to the new residents, leaving no 

19 Ibid.
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Figure 14. Colored in 
grey is the initial 
Downtown Project Area 
for Adaptive Reuse 
Ordinance. In 2003 
Los Angeles Depart-
ment of Building and 
Safety (LADBS) added 
more Incentive Areas: 
Chinatown, Lincoln 
Heights, Hollywood, 

and Wilshire Cen-
ter / Koreatown. The 
Zoning Administrator 
can approve the proj-
ects outside of these 
areas. The black 
rectangle is the 845 
South Main Street 
parking lot; the red 
line demarcates five 
blocks that influence 

the demand, the pink 
square is the area of 
effect that is shown 
in Figure 11.
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spaces for visitors and employees. This disarmingly simple calculation shows 
how the provision of the required parking can stop an urban redevelopment 
in an indirect way. Hypothetically, if this requirement would be met, not only 
would it use financial and spatial resources for cars and not for residents, but 
it would also encourage developers to plan fewer units with more bedrooms 
- which results in less parking spots – and more expensive housing. In other 
words, parking requirements in a discrete manner adjust and change the spatial 
organization of settlements. In The High Cost of Parking, Shoup develops a de-
tailed argument about how parking makes housing more unaffordable. It “shifts 
the cost of parking into the cost of renting or owning the house” and simulta-
neously makes automobiles more affordable and apartments more expensive.23 

Due to this legislated obligation, the costs of infrastructure get passed to ten-
ants and to customers of any business that has to provide a certain amount of 
parking spaces - shopping centers, hotels, bowling alleys, and cinemas among 
many others. These are not only land- but also cost-consumptive requirements. 
This was a brief outline of how the use of vacant buildings gets increasingly 
hard when having to comply with parking requirements. But how do these 
requirements come into being? Minimum parking requirements for every 
building were an effective temporary solution to satisfy the demand for free 
parking at every desirable location. The curbs could no longer accommodate 
the unprecedented growth of car ownership. It is a top-down solution of traf-
fic engineers and urban planners in an attempt to manage spillover problems 
of scarce curb spaces on the street. However, the discipline of urban land-use 
planning to this day has not developed a reliable system of determining the 
number of required spaces.24 According to Shoup, there are two main strategies 
that practitioners turn to in need of immediate answers. First, they can look 
for numbers in Planning Advisory Service Surveys that publish the number of 
spaces different cities require, and run a risk of copying mistakes of others.25 

Figure 15. Minimum 
parking requirements 
for apartments ac-
cording to Los Ange-
les County Code of 
Ordinances. Buried 
in these regulations 
is a conviction that 
every resident is a 
driver and a car own-
er. Every two-bedroom 
apartment is required 
to have at least two 
parking spots, and 
one and a half have 
to be covered.

24 Ibid., 25.

25 Ibid., 28.

23 Shoup, High Cost of 
Free Parking, 141.
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26 Ibid., 32.

27 Ibid., 24.

28 Ibid., 75.

Figure 16. The pseu-
do-Tuscan appearance 
of Broadway Palace 
Apartments developed 
by Geoff Palmer. This 
is a bright exam-
ple of new ground-up 
developments that 
were spurred by the 
spike in popularity 
of Downtown LA after 
ARO. All of them have 
to provide required 
parking spots ac-
cording to LA County 
Code.

29 For more information 
see https://www.broadway-
palaceapartments.com.

The second strategy relies solely on Parking Generation reports published 
by the Institute of Transportation Engineers (ITE) in which the peak parking 
occupancy is related to a characteristic unit of measurement of each land use. 
It can be a floor area, number of seats, beds or employees.26 These demands are 
usually exaggerated because of their reliance on peak occupancy and are based 
on an assumption that parking should be free and available. Donald Shoup 
compares this process to free buffets: “…economists do not define the demand 
for food as the peak quantity of food consumed at free buffets where over-
weight diners eat until the last bite has zero utility.”27  The process of setting up 
the parking requirements as an unwritten rule consists of three essential steps: 
defining the land use, choosing the basis for the requirement, determining the 
number of spaces required per unit.28 All three actions have their shortcomings, 
but the most problematic is the circular logic of measuring parking demand in 
the areas with no alternatives to driving. In addition to this, associating mobili-
ty and accessibility with the availability of parking is what makes it a sensitive 
political issue, complicates discussions and the enforcement of new restrictive 
legislation.
 The increasing popularity of Downton Los Angeles makes it an at-
tractive, if not a current destination for real estate investors, with even more 
housing units arriving in the next years. But these new developments do not 
fall under the ARO legislation and, therefore, have to provide parking spaces 
according to LA County Building Code. The Broadway Palace Apartments 
development by Geoff Palmer is a great example of this problematic. This 
apartment building is adjacent to the four blocks analyzed on Figure 11. The 
text on the developer’s webpage fully exploits the history and the location of 
the apartment building: “You’ll swear you were back in the Jazz Age thanks to 
the meticulous craftsmanship and masonry of these luxury apartments in LA. 
Broadway Palace Apartments, the very best luxury apartments in DTLA, is a 
monument frozen in time and the only apartments in DTLA that have the class 
of today, tomorrow, and yesterday.”29  The 437 units receive 420 underground 
parking spots that are barely visible from the street but whose construction and 
maintenance costs are part of the rent with the cheapest unit – a studio of 44 
square meters –amounting to $1,952-$2,327 per month (Figure 16).
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Empty Flats and Increasing Prices

 A massive process of demolition of under-performing office and com-
mercial buildings in Downtown presents itself as one of the most important 
urban redevelopment projects of the twentieth century in Los Angeles. The re-
calibration of land parcels was a reaction to a deflating value and a rapid urban 
decline. Driven by economic rationality, property owners were subtracting the 
buildings in an effort to cover taxes and maybe even generate a minimal profit 
while waiting for a more pleasant economic climate. Such long-term thinking 
makes it possible to say that a described active form has been developing for 
six to seven decades. It comprises of three steps: an act of subtraction (demoli-
tion), existence of a parking lot and, finally, construction of a build¬ing. Keller 
Easterling even argues that demolishing and imploding must be present in the 
skill set of an architect since the demolition plan “provides instructions about 
the removal of building material, so that it can be replaced by a new, superior 
design.”30 In other words, subtraction facilitates a building and is a powerful 
technique of altering urban spaces. 

 With this in mind, the last stage of this urban redevelopment project 
has arrived. According to a residential inventory completed by the Downtown 
Center Business Improvement District in 1999, the area had 2,426 market 
rate rentals while in the last quarter of 2018 this number reached 22,940 with 
5,000 more under construction.31 In the United States, Downtown LA has the 
second highest number of newest units among big-city neighborhoods. Only 
Long Island City in New York built more residential units.32 Just by looking at 
the figure showing the buildings that underwent conversion and the ones that 
are recent bottom-up developments, it is easy to notice that there is barely one 
block in the analyzed area that was not a part of this incremental transforma-
tion. The added massiveness of new housing towers illustrates the evolution of 
Downtown. However, the results of this success bring with it inevitable conse-
quences. There are at least two that require a more detailed examination in the 
framework of this research: in¬creasing unaffordability of new housing units 
and resulting high vacancy rates. 
 At a time when the City of Los Angeles finds itself amid an acute 
housing crisis with more than fifty thousand people living on the street and 
middle-in¬come families struggling to afford housing, it is virtually impossi-
ble to avoid a discussion of Downtown developments’ contribution or lack of 
thereof.33 In 2018 Mayor Garcetti announced a goal of permitting 100,000 new 
housing units by 2021 and ensuring a supply of at least 15,000 affordable units 
for low-income households.34 
 With the median household income being around $4,500 per month, an 
affordable rent –one that does not exceed one-third of income – must be not 
more than $1,500. The average rent per unit in Downtown in 2018 was $2,730, 

30 Easterling,  Extrastate-
craft: The Power of Infra-
structure Space, 7.

31 Downtown Center Busi-
ness Improvement District. 
“Annual Report,” 2018.

32 Bianca Barragan, 
“Downtown LA Added 
7,551 Apartments in the 
Last Six Years,” Curbed 
Los Angeles, June 6, 
2017, https://la.curbed.
com/2017/6/6/15750352/
downtown-la-new-apart-
ment-construction. Ac-
ccessed September 8, 2019.

33 2018 Homeless Count 
Results. https://www.
lahsa.org/news?arti-
cle=410-2018-home-
less-count-results&ref=hc.

34 See official webpage 
of LA Mayor https://
www.lamayor.org/
mayor-garcetti’s-exec-
utive-directive-13-sup-
port-affordable-housing-

35 Downtown Center Busi-
ness Improvement District. 
“Annual Report,” 2018.104
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Figure 17. Ten50 on 
the corner of South 
Grand Avenue and 
11th Street is one 
of the first luxury 
condominiums built in 
Downtown in recent 
years. Class A de-
velopments like this 
usually have their 
webpage where housing 
units are veiled in 
promises of exclusive 
lifestyle in the mid-
dle of Los Angeles. 
Source: http://ten50.
la.

almost twice as much. As for sale prices, the picture is not very different. If one 
were to buy an apartment in one of the new condominium towers the price per 
square foot would reach $697, a fourfold increase from $169 in 1999 before 
Adaptive Reuse Ordinance came into force.35 To put this into perspective, the 
magnitude of the tide of reuse projects has significantly pushed the housing 
prices up and with them land prices for empty parking lots that gradually get 
substituted with new condominium towers. This seems to be a logical out-
come of several conditions like; deep floorplans, light conditions that are more 
suitable for offices, the need for more skilled and, therefore, more highly paid 
subcontractors to do conversions. Under such circumstances, the latest wave 
of these new multifamily housing developments is predominantly driven by 
institutional investors in contrast to the previous stream of local developers like 
Barry Shy or Tom Gilmore.36 The latter has been at the forefront of redefining 
urban living in Downtown for the last 25 years, completing 230 rental units and 
266 condos in the Old Bank District.37 

 As the properties that were the most suited for conversion into hous-
ing have been transformed, the infill ground-up developments by companies 
like Onni Group, Holland Partners or Atlas Capital bring physical space into 
the liquid world of financial markets. Ten50 and Circa Towers are just a few 
examples of reflective glass apartment buildings populating Downtown (Figure 
17-18). In 2018 the residential vacancy rate in Downtown was 13 percent and 
significantly exceeded an average of 4 percent across the city. In other words, 
ARO by reducing vacancies in existing buildings and increasing both residen-
tial and commercial uses indirectly introduced vacancies in new properties. In 
an attempt to attract residents, some developers offer concessions such as one 
month of free rent and six months or more of free parking.38 These parking 
facilities, unlike the ones for converted buildings, must comply with minimum 
requirements and be located on the site. Driven by economic rationality, the lat-
est housing towers settle on top of parking podiums that are less expensive than 
underground garages. Imbued with distinct proportions and façade treatments, 
these podium towers are blossoming into the possible triumphs or catastrophes 

36 Vaillancourt, “With 
Adaptive Reuse Options 
Limited, Developers Adapt.” 

37 “About Us,” Gilmore As-
sociates, accessed December 
12, 2019, http://www.gilm-
oredev.com/tom-gilmore.

38 Sabrina Hudson, “Will 
DTLA’s Housing Dev-
el-opment Lead to a Glut 
of Empty Units?” The Real 
Deal Los Angeles, May 24, 
2017, https://therealdeal.
com/la/2017/05/24/will-dt-
las-housing-development-
lead-to-a-glut-of-empty-
units/. Accessed September 
8, 2019. 105
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39 Feargus O’Sullivan, 
“Paris is Tripling Its 
Tax on Second Homes,” 
Citylab, January 26, 
2017, https://www.cityl-
ab.com/equity/2017/01/
paris-france-property-tax-
es-vacation-homes/514496/. 
Accessed September 8, 
2019.
Vacancy Tax (Empty 
Homes Tax) Bylaw 11674. 
https://vancouver.ca/
your-government/vacan-
cy-tax-bylaw.aspx.

of Downtown. It is hard not to notice a visual similarity to the podium tow-
ers of Hong Kong, where the first five to seven floors are usually occupied by 
parking garages - but in this case driven by challenging topography rather than 
economic calculations (Figure 19). 
 Condominium towers of glass replace flat surfaces of parking. The 
changing skyline and volumetric composition of the Downtown can produce a 
feeling of unease. This unease is generated not only by the aesthetic preference 
of the city’s population but by a well-founded concern with vacancy. What kind 
of impact can be reasonably anticipated from these empty towers? Cities like 
London, Vancouver and Paris have been at the forefront of the battle against 
turning architecture into an investment asset by introducing different vacant 
property taxation mechanisms.39 Such measures are becoming commonplace 
in the times of diminished belief in financial investment markets. Architecture, 
and specifically, condominium towers, seemingly provide a sense of material 
security.
 The issue of remaking Downtown Los Angeles into a vibrant, walk-
able area has periodically resurfaced over the last century. Not only in the 
press, but also in official strategic guidelines for the development of the city. 
In 1964 The Los Angeles Central City Committee submitted a Master Plan 
based on three Centropolis studies: Economic Survey, General Development 
Plan and Transportation Study. Acknowledging the tremendous growth of the 
population and accompanying construction of building units, The Committee 
warned that unless capital investment remains in the Central City, it will spread 
across the region and “suffer from relative isolation.”40 One of the most allur-
ing features to attract investment into Downtown was “the attractiveness of its 
total environment and the efficiency of the basic physical facilities offered.”41 
Easy accessibility via freeways and a proposed rapid transit, concentration of 
compatible programs to diminish the number of trips, a system of elevated and 
sunken pedestrian networks and preservation of the cultural heritage of Pueblo 
life, were among the key points of the proposed framework.
 In a similar vein, six years later in 1970 The Concept Los Angeles as 

Figure 18. Circa LA 
residential towers 
developed on the 
site of the former 
parking lot feature 
648 apartments with 
monthly rents between 
$3,000 and $24,000. 
The city is facing 
an oversupply of 
Class-A rental units 
and an affordable 
housing crisis at the 
same time. Source: 
https://circala.com.

40 The Plan for Central 
City. Los Angeles Central 
City Committee. 1964, 5.
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the basic framework for the Los Angeles General Plan was designed to envi-
sion the future for a five million people city, as well as identify current prob-
lems. Starting from a premise that the city’s reputation is highly dependent on 
residents enjoying “a unique and pleasant style of life, characterized by the 
ownership and occupancy of the single-family house.”42 To preserve this, The 
Concept envisions five basic components – centers with high intensity of activ-
ities, low-density suburbs, open spaces, industrial areas and a comprehensive 
transportation system. The discussion of a distinctive single-family character 
of the city, its importance and the hurdles it poses for the densification of urban 
fabric will be presented in Chapter 8. Particles. Garages for Single-Family 
Homes: To Convert, To Densify and To Convince. What is important for this 
line of argument, is a design of central cores for combined commercial, res-
idential and institutional uses in high rise towers connected by podiums and 
pedestrian circulation. 
 Despite an enduring belief in the city’s character being linked to the 
private automobile, in the last fifty years there have been tactics for creating 
high-density residential areas. But it is in the last ten to twenty years that the 
city passed several major transit sales tax measures: Proposition A and C, Mea-
sure R and M. One of the latest – Measure M – was approved by 72 percent 
of the population in November 2016 and is supposed to generate $120 billion 
in 40 years to expand rail, rapid bus, and bike networks.43 Having said all this, 
ARO might be the law that changed Los Angeles but is a part of a larger shift 
of needs and expectations of current city residents.

 To summarize the developed line of argument and clarify the title 
of this chapter: the surface parking lot was born out of necessity to provide 
comfort. It was a comfort for customers and employees who found a private 
automobile to be a more convenient way of moving through urban landscapes. 
Their proliferation caused a further decline of the popularity of the central 
districts, and they remained empty for more than sixty years, waiting for better 
times which came at the end of 1990s, with freshly converted apartment build-
ings, denser public transit and an influx of residents. One of the main reasons 
for this transformation is tied to an unspoken but legislated agreement of 
sharing the limited amount of parking lots instead of adding required parking 
spaces. The number of surface parking lots is getting smaller since current real 
estate optimism propels the construction of bottom-up condominium towers 
forward and on the exact parking lots that have been waiting for their new oc-
cupants. However, this development has its shortcomings. First, the new towers 
are not exempt from parking requirements and must provide an immense 
amount of on-site covered parking facilities that inadvertently raise the cost of 
housing in the city that is already battling with an extreme housing crisis. In 
addition, driven by economic calculations it is cheaper and more convenient to 
provide parking above the ground, which results in a podium tower typology 
new to Los Angeles. The second shortcoming stems from the first one. The 
rising rent prices make the new housing both unaffordable and an object of real 
estate investment. This state of affairs potentially leads to vacant, unaffordable 
properties across Downtown. In this way, the empty lots give way to empty 
floors.

42 The Concept for the Los 
Angeles General Plan. De-
partment of City Planning 
(January 1970), 4.

43 Laura Bliss, “Los 
Angeles Passed A Historic 
Transit Tax. Why Isn’t It 
Working?” CityLab, Janu-
ary 17, 2019, 
https://www.citylab.com/
transportation/2019/01/
los-angeles-public-transpor-
tation-tax-measure-m-met-
ro/580609/. Accessed 
September 8, 2019.

41 Ibid.
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Opposite page: Figure 
19-20. Parking podi-
ums in Downtown Los 
Angeles. 

Figure 21-22. Mor-
phologically similar 
parking podiums in 
Hong Kong. 
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Figure 23. Large 
parts of the Arts 
District adjacent to 
Downtown LA are still 
reserved for parking. 
These vast surfaces 
attract filming crews, 
photographers, var-
ious fairs and gal-
leries.
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CHAPTER 4
CAVITIES

Underground 
Garages:
To Dig,
To Pedestrianize
& To Consume
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Figure 1. “The urban 
carpet” of Israels 
Plads and Torverh-
allerne market in 
Copenhagen are en-
closed by three walls 
of apartment build-
ings and extend into 
Øresatdsparken. It is 
hard to imagine that 
there are more than 
1,000 cars parked un-
derneath.
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 This chapter introduces and investigates the second active form of 
Cavities, that has been identified in this research project. Just like the previ-
ous active form, it explains urban transformation of the city’s central district 
through managing the pres¬ence of private automobiles. Marked by a sustained 
effort of the Municipal government, central Copenhagen is an illustration of 
the physical example of a city center full of attractive opportunities for leisure. 
In recent years, it was successful and attractive enough to produce the term 
“Copenhagenize” with a corresponding Copenhagenize Index for measuring 
the comfort of bicycle infrastructure. Central to this discussion is the logic of 
separating the flows of cyclists, pedestrians, public transit and automobiles. 
In this organization model, a car embodies the fundamental negativity of the 
metropolitan experience, and one of the most noticeable approaches to defining 
this role is through comprehensive parking management. 
 
 Starting from brief outlines to a comprehensive plan for Greater Copen-
hagen, the first section of this chapter exam¬ines the fundamental principles 
of this Finger Plan (Fingerplanen), and how they have been adopted. The plan 
was conceived in 1947 by a group of planners associated with the Danish Town 
Planning Institute. However, after its conception, the transit-oriented structure 
of “the fingers” did not escape the universal challenge of suburban growth and 
the drastic increase of car ownership that occurred in the 1960s. Even though 
modernist visions of following plans like City Vest and Søringen (The Lake 
Ring) – a twelve-lane road cutting through the city center - were declined, 
automobiles continued to alter the urban fabric of the city until a number of 
comprehensive parking management strate¬gies were introduced in the 1990s. 
The second section of this chapter is dedicated to the formal analysis of Israel 
Plads and its surroundings. Located on the edge of the predominantly pedestri-
anized historical city center, the underground parking garage becomes the gate-
way to an open-air shopping and entertainment district, not that different from 
visionary urban plans of Victor Gruen for Fort Worth or Louis Kahn for Phil-
adelphia. Israels Plads is a public square found in the center of Copenhagen, 
just outside the former bastioned fortifica¬tions. Over the last seventy years its 
function changed from the market square to a surface parking lot and back to a 
multi-use outdoor space for sports, concerts, a new high-end food market and 
an underground parking garage. 
 The third section examines noticeable similarities and differences be-
tween parking policies of Copenhagen in the 1990s and mid-century strategies 
for managing the number, location and price of parking to create the flourishing 
pedestrian center that exists in Copenhagen today. Through reorganization, the 
central district became a collection of pedestrian streets and plazas lined up 
with retail and gastrono¬my and surrounded by a ring of parking garages. In 116
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Figure 2. The changes 
and adjustments in 
the spatial organiza-
tion of the Kultorvet 
(The Coal Market) 
square remind one of 
the central meeting 
points of a shop-
ping center. Similar 
features include a 
coordinated design of 
shopping windows and 
signage, fountains, 
ice cream and hot dog 
trucks, small flower 
market, outdoor seat-
ing of surrounding 
restaurants.

this chapter, attention is given to both widely recognized benefits of the pedes-
trianized city for traffic congestion, air quality, general health of the population 
and attractiveness to residents and visitors, as well as some inevitable negative 
externalities of this type of planning.
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Transit Oriented Planning (TOD) of the Finger 
Plan as a Response to Suburbanization

  The contemporary urban structure of Copenhagen is the visible result 
of post-World War II plans to anticipate the urban growth along metropolitan 
railways and establish local satellite centers with essential services. Starting 
from the premise that any set of generalized ideas about environment originates 
in legally-binding regulations for development, this section explains some of 
the key steps undertaken in the regional planning of greater Copenhagen. To 
start with, the difference in height and density of housing between the historical 
center within the ramparts and surrounding areas like Nørrebro and Vesterbro 
emerged after the Development Act of 1856 - which imposed very few require-
ments. Former farm lands became a place of rapid dense housing developments 
of tenement halls for working-class population.1  
 It took another fifty years before the group of planners affiliated with 
the Danish Town Planning Institute started working on the famous Finger Plan 
(Fingerplanen) in 1947 as a reaction to the city’s growth, largely facilitated by 
the railway network. This report involves the exploration of some key ideas of 
urban organizations of that time before formulating guidelines for the future 
of the Copenhagen Metropolitan region (Figure 3-4). One of them is Ciudad 
Lineal (Linear City). Made by Soria y Mata for Madrid in 1882, the proposal 
envisions six-hundred-meter wide, low-density blocks along numerous tram 
lines. The 1929 Plan for Greater London by Raymond Unwin advocated for 
an abundant amount of open spaces between urban developments. Against 
this background, the second part of the plan describes how to balance densely 
developed areas with recreation landscapes. Starting from the principle that 
the 1,1 million population of 1945 will continue its growth and will reach 1,3 
million in 1960-65 and 1,5 million in 1980-2000, the city planners advised 
implementing a linear development pattern in five directions from the histori-
cal center.2 These rapid transit rail corridors would link suburbs (finger areas) 
to downtown and perform as magnets for local services within an 800-meter 
radius, while untouched “Green Wedges” (inter-finger areas) would improve 
public access to recreational areas like forests, lakes, fields and beaches. It can 
be considered one of the earliest examples of a realized Transit Oriented Devel-
opment (TOD) with the inclusion of high-density mixed-use areas, pedestrian 
comfort and reliable and convenient public transit. 

 The success and challenges of TOD development in Copenhagen 
in the last three decades will be discussed further in Chapter 6. Monoliths. 
Free-standing Garages: To Plan, To Consolidate and To Convince. It will be 
further illuminated by an illustrative secondary case study of Mass Transit Rail 
(MTR) system of Hong Kong in Chapter 7. Particles. Garages for Single-Fam-
ily Homes: To Convert, To Densify, To Welcome. 
 Finger Plan concludes with the authors’ confident letters of support for 

1 Kristian Jensen, Denmark, 
Planstyrelsen, and Greater 
Copenhagen Council, The 
Green Wedges of the Capi-
tal: The Story of the Green 
Areas of Greater Copenha-
gen (Copenhagen: Ministry 
of the Environment, the 
Planning Dept., Greater Co-
penhagen Council, 1984), 
8-9.

2 Skitseforsalg til Egnsplan 
for Storkøbenhavn (1947), 
36.
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Figure 3. The map 
from the state rail-
way (DSB) for the 
development of the 
S-train lines and 
maps of the land in 
the ownership of 
the Municipality of 
Copenhagen acted as 
guidelines for the 
urban rail system. 
Source: Skitsefor-
salg til Egnsplan for 
Storkøbenhavn, 1947.

Figure 4. The map 
of the automobile 
road system proposal 
in Fingerplanen for 
Greater Copenhagen. 
Source: Skitsefor-
salg til Egnsplan for 
Storkøbenhavn, 1947. 119
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these satellite towns capable of expanding and reaching a population of 10,000 
in the proximity of the country’s capital. The plan was successful in forecasting 
and anticipating an increase of population, but what it could not foresee were 
the rising post-World War II living standards that would lead to a dramatic 
increase of car ownership – from 30 cars per 1,000 people in 1950 to 200 in 
1970.3 This was just a beginning of the gradual suburbanization of the Copen-
hagen Region. From the numbers in the table shown on Figure 5, it is easy to 
conclude that starting from the 1960s, the city center kept on losing residents 
to the outer districts of Copenhagen and inner districts of Frederiksberg and 
Roskilde. The comfort of a single-family house and a private automobile were 
contributing factors to the redistribution of the formerly urban population into 
suburban city fringes. Denmark was following the steps of the United States 
that masked “Cold War anxieties about global threats” with endless images of 
suburban domesticity.4 As is widely recognized, films, photographs, magazines 
and world exhibitions shaped an image of a modern home with a lawn, garage, 
new plastic materials and appliances, and most importantly for the current dis-
cussion – private automobiles. In an attempt to accommodate changing spatial 
needs of the population, the General Planning Office (Generalplankontoret) in 
1958 submitted a proposal for a future development next to the Central Train 
Station, surrounded by the streets Reventlowsgade, Viktoriagade, Gammel 
Kongevej and Ingerslevsgade. City Plan Vest envisioned an area with office 
towers and large parking facilities, as well as stores, pedestrian streets, cinemas 
and different entertainment facilities. It was presented to the committee and 
citizen representatives together with the new Building guidelines for Old Town, 
and after being endorsed remained undeveloped due to other urgent projects of 
the Planning Office. Four years later, mayor Laurits Estrup was replaced by Ur-
ban Hansen and Alfred Wassard, who had a different vision of the city’s traffic 
system.5 Both City Plan Vest and Søringen did not get a chance to restructure a 
congested capital. This marked the adoption of a slightly different trajectory for 
the urban development of Copenhagen. It was the beginning of the tide turning 
against automobiles.
 In response to growing traffic congestion, the city was not only building 

Figure 5. Socio-eco-
nomic structure in 
concentric zones. 
The city center lost 
more than 60 percent 
of the population be-
tween 1976 and 1994 
before a renewed 
interest in more ur-
ban living. Source: 
Illeris, Sven. “How 
Did The Population in 
the Copenhagen Region 
Change, 1960-2002?” 
Dela, no. 21.

4 For more on the role of 
suburban architecture in 
constructing images of 
domestic bliss see Beatriz 
Colomina, Domesticity at 
War (Cambridge, Mass: The 
MIT Press, 2007), 19.

5 Poul Lyager, Ti År En 
Generalplanskitse 1958-
1968 Dansk Byplanlabo-
ratorium. Byplanhistoriske 
noter 33 (1996), 10.

6 Brian Fullerton and Rich-
ard Knowles, Scandinavia 
(London: Paul Chapman, 
1991), 42.

City center
Inner areas
Outer City of Copenhagen, Frederiksberg
Inner County of Copenhagen
Outer County of Copenhagen
Inner Counties of Frederiksborg and Roskilde
Outer Counties of Frederiksborg and Roskilde

City center
Inner areas
Outer City of Copenhagen, Frederiksberg
Inner County of Copenhagen
Outer County of Copenhagen
Inner Counties of Frederiksborg and Roskilde
Outer Counties of Frederiksborg and Roskilde

City center
Inner areas
Outer City of Copenhagen, Frederiksberg
Inner County of Copenhagen
Outer County of Copenhagen
Inner Counties of Frederiksborg and Roskilde
Outer Counties of Frederiksborg and Roskilde

Percent Total (incl. 
0-19 & 60-)

52,000
301,000
273,000
410,000
220,000
164,000
337,000

33,000
275,000
245,000
381,000
224,000
194,000
377,000

36,000
301,000
252,000
389,000
228,000
203,000
402,000

1976

1994

2002

3 Richard Knowles, “Tran-
sit Oriented Development 
in Copenhagen, Denmark: 
From the Finger Plan to 
Ørestad,” World Transit 
Research (January 1, 2012), 
252.
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new roads but also started to control vehicles through the number, price and du-
ration of parking available. “In Copenhagen, the city center is almost enclosed 
by the harbor and the ring of inland lakes, and access is by a limited number of 
roads and bridges. Strict parking controls within the city center reduced the av-
erage daily traffic crossing the harbor from Amager Island from a 1970 peak of 
150,000 down to around 130,000 in the early 1980s, and crossing at the Lake 
Bridges from a 1967 peak of 360,000 to 190,000 in 1983.”6  Next to this, an 
already high Vehicle Registration Tax (Registeringsafgist) from 1924 received 
an upgrade to the two-tiered system: automobile and motorcycles bought for 
less than 81,700 kroner were taxed with additional 105 percent of their value, 
and the ones that were more expensive – with 180 percent.7  
 Responsive adaptations continued with the 1989 Regional Plan that 
“followed principles of TOD by allowing industrial and service facilities to be 
constructed only within 1 km of stations on the radial railway corridors.”8 It 
was followed by the Sustainable Plan for the city of Copenhagen in 1993 that 
among other strategies, emphasized the importance of public transport and 
cycling. At that moment, cars were mostly removed from the historic center, 
parking was decreased, and most of the streets and squares were converted 
to pedestrian promenades.9 Gradually this became the official rhetoric of the ur-
ban designers and consultants when talking to local governments and develop-
ers. This treatment of metropolitan cores is further discussed in Chapter 5. Cult 
of the Center: Off-site Parking Solutions in Historic and Business Districts.  
 
 Despite the above described efforts, automobiles did not leave the city 
scene. When looking at Figure 6, it is easy to notice how the number of newly 
registered cars in Denmark has been steadily rising since 2010. In this analysis, 
the numbers for Copenhagen would not be representative. For the residents of 
the inner districts it is fairly easy to make daily trips using bicycles and public 
transit. Their neighborhoods usually offer a myriad of employment and lei-
sure opportunities. When discussing consolidated parking around the capital’s 
central district, the commuting population needs to be taken into consideration. 
With this in mind, the statistics for the whole country, whose population is 
mobile and continuously commuting, is more descriptive of the tendencies in 

7 The upper limit was 
reduced to 150 percent by 
Liberal Alliance Party in the 
run-up to election in 2019.

8 Knowles, “Transit Orient-
ed Development in Copen-
hagen, Denmark: From the 
Finger Plan to Ørestad,” 
253.

9 Mojca Sasek Divjak, 
“Guiding Urban Devel-
opment on the Municipal 
Level,” Urban Izziv 10, no. 
2 (December 1999): 164.

Figure 6. Despite 
popular opinion and 
perception large-
ly formed by media, 
an amount of newly 
registered cars has 
been on the slow and 
steady rise. Source: 
Statistics Denmark.

10 Statistics according to 
The Greater Copenhagen 
online portal: https://www.
greatercph.com/about. Ac-
cessed December 1, 2019.
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the metropolitan region. The Greater Copenhagen region is home to 4,3 million 
inhabitants which amounts to 76 percent of Denmark’s population.10 There-
fore, the next section of this chapter focuses predominantly on the connections 
between leisure, parking, commuters and pedestrians and less on home-to-job 
trips.

122

Ce
nt
ra
l 
Co
mm
er
ci
al
 D

is
tr

ic
ts

 a
nd

 P
ar

ki
ng

 T
er

mi
na

ls



Figure 7. Gammel Mønt 
garage is one of the 
Cavities that ensures 
a supply of customers 
to businesses located 
on the ground floor. 
However, the street 
itself differs from 
pedestrian prome-
nades: two lanes of 
slowly moving cars 
and bike lanes in-
troduce a variety of 
movements and speed.   
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Israels Plads: 
Hiding Infrastructure Underground

 The Finger Plan encapsulated the medieval city with a compact ring 
of inner areas and by structuring the city as a radial system, with the center 
becoming the ultimate travel destination for both business and leisure activ-
ities. A process of rethinking the presence of automobiles in the urban realm 
was set into motion by turning Strøget into the longest pedestrian shopping 
street in 1962 (Figure 8). The rather narrow eleven-meter wide street had been 
occasionally closed for two days every Christmas, but a permanent conversion 
aroused a strong opposition from merchants in fear of dropping revenues and 
the unsuitable Nordic climate. These concerns resemble similar fears of mer-
chants in Oklahoma City before the introduction of the first known parking 
meter. Similar concerns described in a previous chapter did not allow parking 
ban in Downtown Los Angeles to become a permanent feature. However, an 
increased number of shoppers and a popularity of outdoor seating led to the 
further removal of automobiles from streets and squares of central Copenha-
gen: Fiolstræde in 1968, Købmagergade in 1973, and Læderstræde in 1989-
1992 among many others.11This had profound implications on the character 
of the area with pavement, benches, bicycle parking and outdoor cafes be-
coming the main instruments of typological change. Closely intertwined with 
the emergence of new public spaces were large scale parking garages that are 
mostly concealed underground. They might be less visible and less attractive 
for illustrating respectable endeavors of transforming an urban fabric but serve 
as a defining condition for regulating flows of automobiles, public transit, 
pedestrians and bicycles. This spatial typology together with city-wide parking 
management and developments become a second active form identified in this 
study - Cavities.
 As previously indicated, the city started charging for parking in the 
1970s. Later it removed surface parking lots and encouraged the construction 
of consolidated and mostly underground parking garages that encompass the 
central area. However, an evolving project of parking management didn’t find 
its way into a comprehensive strategy in 2005. The strategy consisted of three 
focus areas:

1. Increased paid parking, notably to reduce commuter traffic by car.
2. 4,000 new parking spaces, mostly underground, for resident parking in the 
inner metropolitan districts.
3. Improvement of urban spaces and traffic environment by closing 1,000 on-
street parking spaces in the inner metropolitan districts.12

 Driven by a desire to increase the amount of street space available for 
cycling and pedestrians and improve recreational spaces, the City of Copenha-
gen keeps increasing parking charges and extending the paid areas. Currently 

11 Chris Turner, “Copen-
hagen, Melbourne & The 
Reconquest of the City,” 
World Changing, Decem-
ber 18, 2008, http://www.
worldchanging.com/local/
canada/archives/009216.
html. Accessed June 16, 
2019.

12 Impact of Copenhagen’s 
Parking Strategy (City of 
Copenhagen, December 
2009), 3.
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Figure 8. Experien-
tial and recreational 
qualities of Strøget 
in 1962 remain in 
sync with the contem-
porary image of liva-
bility. Car lanes are 
usually transformed 
into the landscape of 
leisure and relax-
ation. Source: Cour-
tesy of Copenhagen 
City Archive.

Copenhagen has four different tariff zones and one zone that restricts parking 
to only three hours. The price varies from 5 to 38 DKK per hour depending on 
the zone and time of the day. This strategy does provide visible results around 
the world and has proven to be a successful regulatory device. The problem 
that arises with this process of conflicting needs, is a prospect of an increased 
unaffordability of selected areas when lacking a reliable substitute with public 
transit. Since cycling requires a certain level of fitness and health, it cannot be 
considered a universal alternative. Therefore, a strict pricing mechanism must 
be a part of a comprehensive and inclusive strategy of mobility management. 
This discussion is largely dedicated to another negative externality. Car-free 
pedestrian centers tend to rely on consumption as a social activity that ensures 
the presence of people in a public realm. Markos Krivy, in his critical essay 
calls it “unwaged surplus labor” needed for “animating urban atmospheres and 
galvanizing real estate value.”13  
 Keeping in mind the central question about the relationship between 
retail, gastronomy and pedestrian vibrancy, the role of large-scale and hidden 
underground parking garages on the fringes of the city core should not be 
ignored. The 2009 Renewed P-Strategy of the Copenhagen City Council pro-
claimed a principle of replacing parking spaces 1:1 – from on-street curb and 
square parking to underground floors of garages. Their locations, prices and 
distances are shown on Figure 10. Ten years later the city center is surrounded 
by nine publicly accessible underground garages. For the clarity of this analysis 
of hidden garages that act as access points to urban leisure activities, any park-
ing facilities that allows month-only rentals or private parking will not be a part 
of this narrative. Also, surface parking lots are not included in this active form.
 In an attempt to erase visual traces of automobiles in a city so well-
known for its cycling culture, the above-mentioned nine garages have the 
potential to house more than 3,000 vehicles. They mark three important infra-

13 Krivy, “The Limits of the 
Livable City: From Homo 
Sapiens to Homo Cappuc-
cino.” 
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Figure 9. Under-
ground parking fa-
cilities (marked in 
pink and red) form 
three clusters on the 
fringes of the inner 
city in proximity to 
major infrastruc-
ture nodes. All of 
them are a comfort-
able twenty-minute 
walk away from each 
other. Their place-
ment and high price 
of on-street parking 
allows keeping the 
inner city intact 
from cars. 
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Figure 10. Public 
space of the Nør-
report station has 
been rethought and 
completed in 2015 by 
COBE Architects. The 
plaza is organized 
around rounded pa-
vilions and sunken 
parking for 2,500 bi-
cycles. It is located 
next to Israels Plads 
garage but does not 
turn it into a Park 
and Ride facility 
that allow commuters 
to leave their cars 
and switch to a mass 
transit system to get 
to the city center. 
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structural nodes or entry gates to the area. The first one consists of three facili-
ties: two of them located under large department stores – Illum and Magasin du 
Nord, and the third one on Gammel Mønt. All of them are minutes away from 
the subway station Kongens Nytorv (The King’s New Square) named after a 
public square surrounded by the Royal Danish Theater, the Charlottenborg 
Palace, and Hotel D’Angleterre, among other buildings. The second group of 
five garages is linked to the Copenhagen Central (Train) Station serving Den-
mark and international destinations, Vesterport Station for urban rail and one of 
the world’s oldest amusement parks Tivoli Gardens. The third node is located 
in close proximity to the country’s busiest railway stations serving two metro 
lines, most urban rail lines, regional trains and trains to Malmo and Gothenburg 
in Sweden (Figure 10). Nørreport Station named after the historic city gate 
remains the most important entryway to the city center and is served by one 
underground garage under Israels Plads (Israel’s Square) that has 1,150 parking 
spaces. 
 Until 1958 the square was a vibrant market called Grønttorvet, that was 
moved due to traffic and logistical problems of the inner city, giving place to 
parked automobiles. After decades of being covered with private vehicles, the 
square was turned into an “urban carpet” of a different kind. The architecture 
office COBE, who won the 2007 competition together with engineering consul-
tancies SWECO and Niras, as well as a sculptor Morten Stræde, describes the 
project in a sober and pragmatic manner,

The cars are literally swept under the new urban carpet. The plaza also works  
as a transition between two worlds, the city, and the neighboring park. The 
landscape character of the park continues into the plaza in the form of the or-
ganic pattern of trees. Towards east and west, the plaza is raised up and folded 
to provide niches. In addition, it has a sculptural expression that refers to its 
historical past as part of the fortifications. The surface functions as a large ur-
ban playground and a space for activity.14

  Figure 11 demonstrates an arrangement of key features on the ground 
level: entrances, elevators, ramps, benches, and a basketball court among oth-
ers. The metaphor – “urban carpet” – captures the public imagination and fol-
lows the line of thinking about urban space as a living room. Our Urban Living 
Room – Learning from Copenhagen is a title of both an exhibition at the Dan-
ish Architecture Center and a 500 page catalogue of COBE’s projects and con-
versations between the principal of the office, Dan Stubegaard and two people 
who continuously put a spotlight on the city’s approach to design and planning 
– urban designer and consultant Jan Gehl and architect Bjarke Ingels.15 In other 
words, the plaza becomes an embodiment of almost sixty years of city planning 
principles championed largely by Jan Gehl and his practice, these including:

1. Carefully locate the city’s functions to ensure shorter distances between 
them and a critical mass of people and events.
2. Integrate various functions in cities to ensure versatility, wealth of experi-
ence, social sustainability and a feeling of security in individual city districts.
3. Design city space so it is inviting and safe for pedestrian and bicycling traf-
fic.
4. Open up the edges between the city and buildings so that life inside build-
ings and outside in city spaces can work together.
5. Work to strengthen the invitations to invite longer stays in city space because 
a few people spending much time in a place provide the same sense of lively 

14 Israels Plads Square / 
Sweco Architects + COBE, 
ArchDaily, September 
27, 2017, https://www.
archdaily.com/880388/
israels-plads-square-cobe. 
Accessed  June 16, 2019.

15 Our Urban Living Room 
- COBE Architects (Stock-
holm: Arvinius + Orfeus 
Publishing AB, 2018).
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Figure 11. The plan 
of Israels Plads with 
its water feature, 
skate bowl and bas-
ketball court. The 
entrance and the 
exit for vehicles 
are separated and 
smoothly integrat-
ed into the street 
system. The ramps 
are marked with red 
arrows. Four glass 
boxes for elevators 
and payment machines 
(red squares) are the 
only visual reminders 
of the underground 
garage.
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space as many people spending only a short time. 16

  All of the above guidelines can be applied to Israels Plads and its 
surroundings with ease. It is in direct proximity to the most important infra-
structural node of both the inner city and a whole region; it provides space for 
different activities that can occur simultaneously and links a busy food market, 
Torvehallerne to a public park on the grounds of former fortifications, Ørsted-
sparken (Figure 12). In addition, it is a pedestrian space with bicycle parking, 
where the football field and skate bowl ensure a longer presence of young 
people not only from the Zahles elementary school but also for children from 
the inner city. The only principle that is not present is an opening of the edges 
between the city and the building. The underground storage hints at its pres-
ence only with a kiosk for paying the fee and two ramps for entrance and exit. 
However, the materiality of the building site of the parking is not a subject of 
this research project. Instead, parking is treated as a Site of Negotiation with its 
influence and effect. This study does not include a discussion on the generic de-
sign of the underground garage that rarely differs from its siblings in any other 
place in the world. These transient “non-places” remain anonymous and geared 
only towards efficiency.17 However, it is this hidden volume that has stronger 
ripple effects than the design of the ‘carpet’. On one level, it is a place for 
mixing daily routines of commuters, residents and tourists, and on another, it is 
a large-scale infrastructural node of great importance. Its well-designed seating, 
playgrounds and water features turn Israels Plads into an exceptional parking 
structure and a recognizable attraction point. Most of its users, occupied by 
their daily activities, will forget its primary function of hiding and storing auto-
mobiles. The role of parking design will be discussed in Chapter 6 dedicated to 
Monoliths. The fundamental role of such Cavities that transform a driver into 
a pedestrian and vice versa can be evaluated by looking at how the areas that 

Figure 12. The circu-
lar and spiral el-
ements of the plaza 
design reflect fluid 
shapes of the pond 
and pathways of the 
neighbouring Orested-
sparken.

17 For more on “non-plac-
es” see Marc Augé, 
Non-Places: An Introduc-
tion to Anthropology of 
Supermodernity (Le Seuil: 
Verso, 1992).

16 Gehl, Cities for People, 
232.
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Figure 13. The build-
ings’ facades of the 
streets marked with 
a dashed line are 
treated as shopping 
windows of the com-
mercial district. 
The diagram is based 
on Lokalplans of the 
last thirty years 
that continue to 
enhance a visual ‘co-
herence’ of the area. 

they serve gradually transform into a collection of shopping-priority streets. 
Street fronts with highly curated shopping windows are marked on Figure 14.
 
 For every spatial change in Denmark to become legally binding, it must 
be described by a Municipal Council in a Local Plan (Lokalplan). Independent 
of the transformation’s size or importance, it can become a trigger for the Mu-
nicipal Council, sometimes with help from a developer, to draft a new piece of 
legislation. In a mentioned area directly served by Israels Plads garage, one of 
the latest Local Plans that talks about ground floor area and façade appearance - 
Nørregade (Local Plan 344) - was brought into existence in 2015. It belongs to 
a whole group of Local Plans with a similar understanding of preferred visual 
and programmatic conditions for the central district of Copenhagen: 

Alderstrøst II (Local Plan 150);
Fiolstræde (Local Plan 163);
Købmagergade (Local Plan 164);
Nørrebrogade (Local Plan 165);
Wesselsgade (Local Plan 230);
Nansensgade (Local Plan 234);
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Figure 14. Plan of 
the Fiolstræde illus-
trates how the plan-
ning of urban space 
in the inner city is 
primarily concerned 
with the treatment of 
surfaces. Require-
ments apply only to 
the buildings that 
frame the street from 
both sides. Source: 
Local Plan 163.

Teglgårdstræde (Local Plan 311);
Nørregade (Local Plan 344).

 All of these Local Plans use the ground floor design regulations from 
the earliest Local Plan from 1990, dedicated to Fiolstræde (Figure 14). As men-
tioned in a previous section, Fiolstræde was one of the first streets to be turned 
pedestrian in the 1960s, but it took more than two decades for it to become a 
compulsory shopping street. This short legislative text in §3. Application state 
that a ground floor as well as a basement floor 1,25 meters above the street 
level must be dedicated to a public-oriented service industry (publikumsori-
enterede serviceerhverv) like shops or restaurants. Even services like banks, 
law firms, real estate agents, insurance offices or medical facilities cannot be 
built into the fabric of a shopping promenade.18 Buried in this formulation is 
the conviction that only retail and gastronomy will sustain the street’s visual 
vibrancy. The next section further discusses the required exterior appearance 
of the buildings facing Fiolstræde – from advertising fonts to the necessity of 
shopping windows. These visual prescriptions are an assortment of parameters 
of a static understanding of street usage. It is further intensified by the fact 
that the subject of the Local Plan is not an area or a block but one street with 
surrounding surfaces – a well-curated corridor. The rest of the plans get more 
elaborate than two pages, start including different types of buildings, different 
heights, instances for exceptional treatment but still do not fail to refer to §3 
of the Fiolstræde Local Plan. These documents are indicative of a long-lasting 
systemic transformation of the central district and increased complexity of the 
desired setting and changing needs of pedestrian consumers. This highlights 
one of the negative impacts of policies focused on emptying the city center of 
cars and the homogenization of programs offered in these pedestrianized loca-
tions in the historic center. This will be discussed in more detail in Chapter 5. 
Cult of the Center.
 The combination of sanitized promenades, of shopping surfaces and 

18 Lokal Plan 163, 1.
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19 Pier Vittorio Aureli, 
“Appropriation, Subdivi-
sion, Abstraction: A Polit-
ical History of the Urban 
Grid,” Log, no. 44 (Fall 
2018): 163.

Figure 15. Louis I. 
Kahn. Traffic Study 
project, Philadel-
phia, PA (the plan of 
proposed traffic-move-
ment pattern), 1952. 
Just like Israels 
Plads marks the en-
trance to the cen-
tral Copenhagen, the 
parking ‘harbors’ act 
as gateways to a pre-
dominantly pedestrian 
neighborhood. Courte-
sy of Estate of Louis 
I. Kahn.

parking Cavities on the fringes of the central district carries an essence of 
urban renewal proposals like the famous Philadelphia Traffic Study (1952) by 
an architect Louis I. Kahn. In this proposal, he treats the city “as the orches-
tration of vehicular movement through the organization of expressways as 
“rivers” and parking structures as “harbors.” (Figure 15). Once drivers reached 
the harbors, they would be freed from the need for cars and be able to walk on 
pedestrian paths, most of which Kahn understood to support retail activities.”19 
To a large degree, an idea of a neatly organized downtown as an alternative to 
uniform suburban shopping centers has occupied the imagination of architects 
and planners since the 1950s and can be traced back to the life-long struggle 
of Victor Gruen to balance automobile traffic, pedestrian areas and retail. The 
development of his line of thinking and scale of urban engagement is addressed 
in the next section of this chapter.
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Figure 16.  Working 
with the best inten-
tions under rubrics 
of livability and 
invitation the area 
immediately served by 
Israels Plads parking 
has developed into a 
pedestrian network 
of spaces. The dia-
gram shows the area 
of effect of this 
active form: entire-
ly pedestrian areas 
colored in green, 
Norreport station, 
Orestedsparken, Tor-
vehallerne food mar-
ket, and a dozen of 
blocks with regulated 
facades (shown with 
dashed lines).
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Figure 17. Israels 
Plads serves as a 
meeting ground for 
different groups of 
users. 
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Parking and a Shopping Mall

 Previous sections of this chapter illuminated how underground parking 
of a certain scale has ripple effects in its hosting environment made up of com-
mercial buildings. Contemporary commercial retail architecture and planning is 
laced with Austrian-American architect Victor Gruen’s design and thinking. To 
better appreciate the manifold ways in which he fought against and at the same 
time propelled forward car-oriented culture, one must look at four decades of 
his work as one project dedicated to urban culture renewal. Gruen is famous for 
formulating the first principals of the shopping center typology that was sup-
posed to recreate urban public space in the context of suburbia. This develop-
ment is closely linked to his theories and projects concerning the revitalization 
of the American downtown as a pedestrian core of a new automobile-oriented 
city. In addition to this, Gruen developed his conceptual model for future urban 
growth - a multi-centered regional city, the Cellular Metropolis. Finally, in 
1968, after retiring from Victor Gruen Associates (VGA) he established Victor 
Gruen Environmental Planning – a multi-disciplinary research and education 
organization in Los Angeles and set up Victor Gruen International – a consult-
ing office in his hometown Vienna, which aimed at “urging audiences not to 
repeat American planning mistakes, particularly, the uncritical acceptance of 
the regional shopping center, “unplanned” urban highways, and sprawl.”20

 Gruen moved from the design of fronts and interiors of small perfume, 
fabric and fashion shops in Vienna to questions of large-scale planning of 
living patterns. He took advantage of the whole range of mediums available for 
the transformation of the urban fabric. From this array of interwoven strategies 
for the current analysis of the central district of Copenhagen and its consolidat-
ed cavities of underground parking, it is of great importance to focus on Victor 
Gruen’s efforts of bringing elements of regional shopping centers to an urban 
core. According to him, American downtowns were struggling not because of 
the suburban developments but because business owners together with traffic 
engineers and city planners were ignoring merchandising, feasibility studies 
and consumer nudging - a repertoire of a successful shopping center. Based 
on a conceptual model for “City X”, in 1956 Victor Gruen Associates (VGA) 
made an urban renewal plan A Greater Fort Worth Tomorrow for the down-
town area of the mid-sized city in Texas. He was concerned with both relieving 
traffic congestion and creating a pleasant pedestrian environment in the city 
core, that would be integrated into a large regional traffic system. The study 
was commissioned by J.B. Thomas, head of the city’s largest utility company 
Texas Electric Co. He was aware of the unfeasible nature of the new expensive 
installations of service grids in the suburbs, thus it was in the company’s best 
interest to avoid having under-used buildings and empty lots connected to an 
already existing service grid.21

 After market and traffic analysis VGA proposed to have a fully pedes-

20 Alex Wall, Victor Gruen: 
From Urban Shop to New 
City (Barcelona: ACTAR, 
2005), 229.

21 Ibid., 126.
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Figure 18. The cre-
ation of a pedestri-
an central business 
district of Ford 
Worth was supposed 
to be based on a few 
key elements shown on 
these concept dia-
grams: belt highway, 
parking terminals, 
and mass transit ter-
minal points. Source: 
A Greater Fort Worth 
Tomorrow, 1956.

Figure 19. The view 
of a pedestiran prom-
enade in Fort Worth. 
Source: Fort Worth 
Star Telegram, March 
11, 1956,

141

Ca
vi

ti
es



trian central core containing retail, wholesale, office spaces, hotel facilities and 
governmental buildings surrounded by a belt line highway collecting traffic 
from the tributary road system. Large multileveled parking terminals were to 
be integral nodes “properly placed and related to the component elements of 
the city, in keeping with the principle of compactness and so as to minimize 
walking distances.”22 (Figure 18-19) Here are the four main changes proposed 
by Gruen:

1. A super freeway belt around the heart of the downtown district.
2. Six huge parking terminals with stalls for 60,000 cars around the inner 
rim of the freeway belt.
3. Conversion of existing streets into pedestrian plazas, malls and walk-
ways dotted with greenery, restful benches, sidewalk cafes, statuary, fountains 
and small reflecting pools.
4. An underground network of tunnels for trucks and service vehicles.23 

  The belt highway is the only element that got built, while the rest of the 
plan did not receive sufficient support from local business owners. The main 
problem identified at the outset of the concept plan was the presence of the 
automobile. The same holds true for the earlier discussed Israels Plads park-
ing facility and central Copenhagen in general. When VGA’s report offers an 
alluring vision of Fort Worth in 1970, it projects an idea that “the elimination 
of cars and trucks, the parking terminals, and the controlled flow of traffic were 
primarily responsible for the flourishing of city as it is today.”24 But what was 
supposed to make it attractive was a relocation of 40 percent of total urban and 
suburban requirements to the central district.25 Margaret Crawford, a Professor 
of Architecture in University of California, Berkeley, in her essay The World 
in a Shopping Mall, introduces this type of development and calls it “spon-
taneous malling” when urban spaces are turned into malls with no additional 
construction. Crawford puts Fort Worth in one line with a proposed restruc-
turing of Main Street in Rye, New York, as well as Via Calzaioli between the 
Duomo and the Piazza Signoria in Florence, Italy, that turns into “an outdoor 
Renaissanceland mall with the two monuments serving as authentic cultural 
anchors.”26 Historical centers of European cities, in an attempt to preserve their 
appearance, undergo an array of transformations using pedestrian streets to at-
tract a large number of shoppers. Or as American sociologist Richard Ingersoll 
writes about touristic and commercial areas, this resembles a form of festival-
ization of the city and a commodification of local culture,

 This tendency to deploy the “post car city” under the auspices of pro-
moting historic patrimony is a consequence of the overall commodification 
of the environment. As hordes of tourists are encouraged to invade historic 
sites, scrambling impiously about public spaces and monuments, the local 
populations are either pushed into exile or inducted into meretricious forms of 
merchandizing. Their possibilities for genuine civic participation are quickly 
evaporating. The well-intentioned codes of civic pride and hospitality inadver-
tently help to convert the function of public space from the theatre of civic life 
into a spectacle for tourist gratification. The more the city governments contin-
ue to think of urban space as a series of images for mass consumption, both in 
genuine historic contexts and in new ones, the more they risk compromising 
the delicate balance between freedom of assembly and free-market exploita-
tion.27

22 A Greater Fort Worth 
Tomorrow, Victor Gruen & 
Associates, 1956, 19.

24 Ibid., 8.

25 Ibid., 14.

26 Margaret Crawford, 
“The World in a Shopping 
Mall,” in Michael Sorkin,-
Variations on a Theme Park 
(New York: Hill and Wang, 
1992), 28-29.

27 Ingersoll, Sprawltown: 
Looking for the City on Its 
Edges, 25.

23 Jim Vachule, “Plan 
for ‘City of Tomorrow’ 
Outlined to Civic Leaders,” 
Fort Worth Star Telegram, 
March 11, 1956, 1.
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 Against this backdrop of examples, the urban renewal project of central 
Copenhagen with its parking Cavities and pedestrian promenades can be seen 
as an example of “spontaneous malling” that manages to produce experiences 
very similar to strolling through a shopping center – controlled, safe, clean 
and comfortably predictable. This reflects the emergence of other problematic 
aspects of urban design, like over-tourism.
  In this chapter analyzing off-street parking on the edges of a central 
business district was used as a lens for looking at the transformation of the ter-
ritory it serves. The removal of curb parking followed by the establishment of 
local parking markets and the construction of large-scale shared parking facili-
ties for consolidating car storage is a mainstream approach to parking manage-
ment that emerged in the United States in the 1950s-1960s. It was an attempt 
to sustain the unique spatial structure of downtowns. In the following decades, 
this planning strategy gained a universal validity in regulating traffic flows to 
and from the urban core, as well as enhancing the comfort of the pedestrian en-
vironment. As market-oriented reforms have turned into widely recognized and 
necessary interventions of municipal governments in the majority of Western 
countries, the deployment of such procedures in cities with a rapidly growing 
car ownership raises the questions of the legitimacy of charging for the occupa-
tion of a public space on the street. Israels Plads and two other clusters of Cav-
ities around central Copenhagen are not Park and Ride facilities, even though 
they lie in the proximity of metro and light rail stations. Instead, they serve as 
“gates” to the central district. However, what is evident, is that the removal 
of cars from view does not affect the number of cars entering the city – it just 
places them elsewhere. The idea of a car-free city and moving parking to the 
periphery will not directly deter drivers from continuing to enjoy the freedoms 
and luxuries of convenience accommodated by the automobile.
 Concluding evaluations of this analysis recognize the negative external-
ities of hidden, consolidated, and market-priced garages. As successful as they 
are in removing cars from the streets of central districts, these nodes of traffic 
system cause at least two challenges that unfold after their construction. First 
and foremost, they turn an area that they surround into a pedestrianized space 
for individual consumption. Secondly, this targeted consumer must be able to 
afford not only to participate in this urban atmosphere of sociability but also to 
pay market-rated parking fees in case the supply of public transit is not suffi-
cient. This indirect exclusion through housing and parking prices is not as acute 
in the specific case of Israels Plads. It serves more as an exception: the supply 
of public transit and cycling infrastructure with the connection to a public park, 
make the area easily accessible for all city residents. However, the population 
of regional centers that are not well-served by train or bus routes can find it 
difficult to arrive to Israels Plads without relying on their vehicles. Herein lies 
the danger of producing homogenized spaces that link sociability to pedestrian 
consumption. 

 To summarize the argument and the title of this chapter, Cavities are un-
derground spaces carved out to hide automobiles that are identified as eyesores 
- symbolic of the second half of the twentieth century and its recklessness in 
relation to current anxieties about climate change, safety and health. The main 
intention of these parking structures is to make spaces more convenient for 
pedestrians. 
 After investigating two active forms – Voids and Cavities – the next 
chapter is a comparison of several features of these strategic approaches to the 
transformation of central districts into desirable and vibrant environments.
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CHAPTER 5.
CULT OF THE CENTER

Off-site Parking Solutions in
Historic and Business Districts

145



 After describing two sets of organizational and spatial conditions that 
continue to conceive cities as centralized structures, it seems useful to invite 
comparison to the ways in which both Voids and Cavities translate social goals 
of urban mobility into distinguishable forms. As previously defined, a key an-
alytical unit of this research project is a synergy of the legislative effort, eco-
nomic constraints and specificities of political decision-making in these cities. 
Combined with morphological features of parking facilities they make up an 
active form. This short chapter categorizes parking facilities that are closely 
linked to commercial developments and are used for maintaining the primacy 
of the historic city center. It highlights differences and similarities between two 
active forms and displays the universal character of this challenge by introduc-
ing another example of parking management in the center of Moscow, before 
moving to the next two chapters that illuminate parking linked to individual or 
multi-family housing.
 Parking from its inception has been a vital element of both urban mo-
bility and land use, closely connected to commerce, gastronomy and entertain-
ment. At its root, the issue of regulating its price, location and supply revolves 
around the absence of free and plentiful parking at all times of the day and at 
every location. High traffic densities and parked automobiles influenced the 
passage of retail to regional or suburban shopping centers that bore an unmis-
takable resemblance to traditional spaces of downtown stores and services. 
Decades later, experiential qualities of the centers have been transplanted into 
themed districts of historic urban cores. In recognition of this full circle, this 
chapter looks at two main typologies for off-street parking – open-air storage 
at the parking lot (Voids) and enclosed storage in the parking garage (Cavities). 
Independent of original intentions of improving dilapidated housing, public 
health and accessibility, both of them increase commodification of urban devel-
opment. This chapter provides some answers to the first operational research 
question, what is the agency of parking management in changing land use and 
preserving urban fabric?

Opposite page: Fig-
ure 1. Tightly parked 
automobiles exhibit 
an intense effort to 
maximize the usage of 
surfaces in Downtown 
Los Angeles.146
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 Diversified mechanism of parking control, enforcement and de-incen-
tivizing are directly tied to a variety of social goals. In the last few decades 
almost every large and mid-size city in Europe and America adopted a set of 
parking management strategies to fight congestion, improve air quality and 
reduce motor vehicle use in favor of bikes and pedestrians. This is a brief 
overview of the most wide-spread mechanisms that form a contemporary 
multi-layered approach to parking management. Regulatory practices, econom-
ic incentives and physical design form a relatively stable repertoire for local 
administrations. New technological streamlining of services and alternative 
methods of enforcement develop more rapidly and get replaced by new itera-
tions before turning universal.
 Economic incentives culminate in charging for on-street parking to 
increase turnover and decrease cruising for parking. This approach has proven 
to be the most radical and effective starting from the introduction of parking 
meters in 1935 until today. Even though the core logic of paying for occupy-
ing the curb remains the same, there are several ways of altering it. Most of 
the cities introduces several parking zones that differ in time limits and prices. 
For example, Copenhagen has three zones distinguished by color. Inside the 
red zone one has to pay from 5 to 38 DKK per hour depending on the time of 
the day and day of the week. In the yellow zone the price goes up to 9 DKK, 
in blue – up to 15 DKK, and in green - up to 22 DKK. Next to this, there are 
purple zones where parking is free but restricted to three hours. Zurich has 
two types of regulated on-street parking zones: blue and white. Blue zones 
allow free parking for 90 minutes, while white zones require paying for visitor 
parking and the rate increases every 30 minutes.1 The rates get adjusted every 
couple of years unlike some cities that implement a demand-responsive dynam-
ic parking rate model. San Francisco introduced a pilot program that ran from 
2011 to 2013 and affected 25 percent of the city’s metered spaces and garages. 
Prices were adjusted gradually, every six or eight weeks, by 25 cents an hour 
to achieve an optimal occupancy between 60 and 80 percent. New York City 
operates PARK Smart NYC program and Los Angeles has its own LA Express 
Park.2 This strategy continuously receives criticism when it comes to the notion 
of equality and the cost of parking for lower income citizens.3 Another way of 
setting price adjustment is connected to the carbon emission levels of vehicles. 
London’s RingGo’s Emissions Based Parking product automatically assesses 
the type of vehicle and charges between 1 and 1.70 pound per hour.4 Collected 
meter revenue can directly finance public services in the metered areas. The 
so-called Parking Benefit District (PBD) strategy helped convert the central 
district of Pasadena with more than $1 million in revenue per year. Funds were 
spent on sidewalks, planting trees, installing street furniture and increasing 
police patrols.5

1 For an overview of 
parking zones in Zurich see 
“Blaue Zonen,” Stadt Zu-
rich, accessed December 2, 
2019, https://www.stadt-zu-
erich.ch/pd/de/index/dav/
parkkarten_bewilligungen/
blaue_zone.html.

2 Skip Deskant, “San Fran-
cisco Rolls Out Dynamic 
Pricing Model,” Govern-
ment Technology, January 3, 
2018, https://www.govtech.
com/fs/automation/San-
Francisco-Rolls-Out-Dy-
namic-Parking-Rate-Model.
html. Accessed December 
2, 2019.

3 As discussed at The 
Intelligent Transportation 
Society of America Smart 
Parking Symposium in ITS 
Berkley.  http://its.berkeley.
edu/btl/2013/spring/chat-
man.

4 Jonathan Musk, “Lon-
don introduces emissions 
based parking,” Fleet-
world, September 2018, 
https://fleetworld.co.uk/
london-introduces-emis-
sions-based-parking/. Ac-
cesssed November 4, 2019.

5 Donald Shoup and Quan 
Yuan, “Charging for Parkig
ng to Finance Public 
Services,” in Journal of 
Planning Education and 
Research, 37(2) (June 
2017).

Established Practices
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 Directly tied to the volume of residential and commercial construction, 
regulatory mechanisms are mostly represented by parking requirements and 
their substitutes. Previous chapters have already discussed the logic of mini-
mum parking requirements and restrictions that they impose on both ground 
up development and conversion. To de-incentivize car ownership and diminish 
building costs, cities like Copenhagen and Zurich added parking maximums to 
their building codes. The 2010 referendum showed that more than half of Zu-
rich’s population were in favor of parking maximums that were introduced in 
1989. Next to this, Zurich’s historic compromise of 1996 consisted of putting 
a cap on the parking in the city core and any additional parking would replace 
surface parking on one-to-one basis gradually converting the central district.6 
Another alternative to satisfying off-site parking minimum requirements is 
to give developers an option of paying in-lieu fees per parking spot that they 
don’t provide. This strategy allows flexibility for developers, allows shared 
use among different users in public parking spaces built with in-lieu fees, and 
facilitates adaptive reuse in historic districts. Cities that use in-lieu fees for 
building parking usually reduce the total number and have access to lower-cost 
tax-exempt financing.7 These parking structures consolidate parking and are 
cheaper to build and operate since the fixed cost of ramps, elevators and curb 
cuts is spread through a larger number of spaces. The benefits of shared garag-
es are discussed in more detail in the chapter dedicated to Monoliths. To re-
duce parking demand employers can choose to offer free transit passes to their 
employees. This approach reduces the cost of taking public transit to zero and 
makes it financially more attractive than driving and parking for free. In this 

6 Norman Garrick, “Les-
son from Zurich’s Parkign 
Revoluion,” CityLab, 
August 18, 2012, https://
www.citylab.com/trans-
portation/2012/08/les-
sons-zurichs-parking-rev-
olution/2874/. Accessed 
Decemeber 2, 2019.

7 Shoup, High Cost of Free 
Parking, 232.

Figure 2. Brondby 
Strand is a housing 
project with 8,000 
residents in the 
south of central Co-
penhagen. The parking 
management of this 
area differs from 
well-acknowledged 
strategies deployed 
in the inner dis-
tricts of the city. 
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way, providing passes “converts an upfront capital cost for parking spaces into 
an annual subsidy for transit.”8 The passes eliminate the need to build, operate 
and maintain parking while supporting public transit agencies and allowing 
commuters to use their passes for non-work related trips as well. Finally, most 
of the cities offer a residential parking permit that for a small yearly fee allows 
drivers to park on street in the proximity of their main place of residency.

 Physical barriers on city streets are meant to emphasize a priority given 
to pedestrians and cyclists. These measures are more common in cities with a 
small amount of other regulatory practices. Another way to clearly demarcate 
parking opportunities is by painting the curb in different colors that correspond 
to established parking regimes. The spaces do not always have to be adjacent 
to the curb. For instance, Copenhagen in a pursuit of improving cycling con-
ditions in the city introduced a street section in which parking is put between 
a roadway and a cycling path. Vehicles become an improvised physical barrier 
and make cycling on the busy roads safer. Beside restricting and utilizing exist-
ing parking many European and American cities transform them into outdoor 
meeting points - parklets. Vienna was one of the pioneers in allowing residents 
to convert any parking spot into a small park during the summer months, while 
The Hague promises six months of uninterrupted use.9 

 Parking management and enforcement is increasingly outsourced to 
third parties that deploy a variety of new technologies to diminish costs and 
streamline the service provision. Smart parking meters recognize a vehicle and 
inform a driver and a warden through text messaging when a paid time slot 
expires. Parking compliances can also be monitored by scan vans that trav-
el down the street and read digitized plate numbers to prove whether a car is 
legally parked. Various on-line platforms and mobile applications guide drivers 
towards available spaces and decrease time spent cruising.10 Applications like 
ParkMe even allows drivers to reserve a space in advance, others just let a driv-
er compare the prices and choose the most suitable destination.
 In search of strategies to make the central district more attractive and 
suitable for commercial and entertainment needs, administrations usually 
choose several from the above described approaches in combination with tax 
reforms and public awareness campaigns (Figure 3).

Figure 3. Established 
strategies for park-
ing regulation fall 
into four broad cate-
gories. New mobile 
applications, auton-
omous vehicles and 
the use of Artificial 
Intelligence will 
drastically increase 
this list in the com-
ing years.

ECONOMIC 
INCENTIVES

different on-street 
parking zones

demand-responsive dynam-
ic pricing of curb parking

emissions-based parking 
fees

Parking Benefit Districts

REGULATORY 
PRACTICES

minimum parking 
requirements

maximum parking 
requirements

in-lieu fees

subsidizing transit 
passes instead of 

parking

residential parking
permits

PHYSICAL 
DESIGN

installing barriers

color-coded curbs

street section

parklets

TECHNOLOGICAL 
STREAMLINING

smart parking meters

car plate scans

guiding mobile 
applications

online reservations

9 For a survey of different 
tools to conceive and build 
a parklet in Vienna see: Re-
gina Schroeter, “Swapping 
Parking Spaces for Pocket 
Parks,” Popup City, July 26, 
2018, https://popupcity.net/
swapping-parking-spaces-
for-pocket-parks/. Accessed 
December 2, 2019.
“Parklets,” Citymaking 
Vienna, accessed December 
2, 2019, https://citymaking.
wien/en/parklets/. 

10 Kodransky, Europe’s 
Parking U-Turn: From 
Accomodation to Regula-
tion, 7.

8 Ibid., 256.
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Defending Moscow’s Courtyards

 Although the majority of contemporary cities demonstrate a dedication 
to the idea of centrality, or at least a sustained effort to come close to it, Mos-
cow with its ring-radial structure proves to be an extreme example of a spatial 
hierarchy in the urban fabric. This turn from the notion of the distributed char-
acter of settlements of a classless society during the architectural avant-garde 
of the 1920s towards a hierarchy of both spaces and people during the Stalinist 
period is deeply entangled with statecraft. Vladimir Paperny in his observation 
of this cultural shift writes: “The isolation of Moscow, the idea of Moscow as 
the center of the cosmos, a kind of ideal model of the universe, began in 1933 
with a sign across Gorky Street, “Let’s turn Moscow into the best city in the 
world through its architecture and modern conveniences.” The idea reached its 
peak in 1947 when Stalin in a speech called Moscow the “model for all capitals 
in the world.”11 These idealizations of the city were announced in a three-hour 
speech by L. M. Kaganovich at the 16th party Congress of the Central Com-
mittee of the VKP(b) in June 1931. They move away from “desurbanist” and 
polycentric ideas of A. Schusev, S.S. Shestakov and Kurt Mayer among others. 
Four years later the General Plan conceived Moscow as a regular ring-radial 
structure of an immense scale that has seen only minor adjustments ever since.
 The city’s organization bears a resemblance to a cross-section of a tree 
with its numerous concentric rings: The Boulevard Ring, The Garden Ring, 
The Moscow Automobile Ring Road (MKAD), Third Ring Road, Moscow 
Ring Road (MKAD), the Circle Line of the Metro and the Moscow Central 
Circle of the urban railway that opened in 2016 (Figure 5). The Boulevard Ring 
is a collection of boulevards, squares and monumental gates that replaced the 
Bely Gorod fortifications at the end of eighteenth century and form a semi-cir-
cle framed by Moskva river. The Garden Ring is a 15.6 km-long circle of 
massive wide avenues with no trees in sight but full of standing traffic. The 
Third Ring Road of highways was completed in 2004 and allows residents to 
bypass the city center. Moscow Ring Road encircled the entire city in 1962 and 
remained an administrative boundary until the 1980s. Currently, it is the most 
important transport artery with ten lanes that divide the city into two parts (in-
side and outside of MKAD). Continuous addition of rings illustrates a gradual 
and relatively chaotic growth of the city that gets disciplined by circle roads to 
ensure the movement of goods and people. In other words, what makes Mos-
cow exceptional is not only its scale with a population of almost 12 million 
people, but also the spatial pattern of population density. The population grows 
from the center to the periphery while the number of small and medium busi-
nesses, commercial facilities, consumer services and entertainment opportuni-
ties steadily declines. This imbalance drastically alters the property market and 
mobility of citizens. With the centralized structure of the city, the trips to the 
center via radial highways and underground rail lines account for 40 percent 

11 Vladimir Paperny, Archi-
tecture in the Age of Stalin: 
Culture Two (Cambridge: 
Cambridge University 
Press, 2011), 77.
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Figure 4. 1935 Gen-
eral Plan for the 
reconstruction of 
Moscow strength-
ened the ring-radi-
al structure of the 
city. The compactness 
of the fabric and 
a new metro system 
provided conditions 
for much-needed mass 
housing while being a 
symbol of the con-
centration of power. 
Courtesy Moscow City 
Council. Planning Di-
vision.
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of all trips across the agglomeration, and half of them are excessive indirect 
trips.12 For nearly two decades the guiding principle of relieving traffic conges-
tion caused by the explosion of car ownership after 1991 was expanding and 
widening the roadwork system with almost no sustained efforts of convincing 
motorists to switch back to using public transit. Though, it must be noted that 
cars had been a coveted and unattainable commodity for the majority of former 
Soviet residents and remains an aspirational object:

 Between the desire to purchase a car and actually doing so lay a mine-
field of obstacles - most erected by the state as a crude form of rationing. In 
addition to formal restrictions associated with signing up to receive a car (and 
the possibility of having one’s name removed or getting bumped as a form of 
punishment for work-related infractions), they included hefty price amounting 
to several years’ wages, the requirement of a 25 percent down payment at the 
time of order and the balance paid in cash on delivery, and waits on average of 
four-to-six and occasionally as many as ten years to receive the precious item.13

 In other words, the shortage of cars was a result of deliberate policies. 
In 1963 Moscow had only 70,000 private car owners.14 The Soviet car owners 
used inner courtyards of apartment buildings for storage by building single-car 
garages that looked like metal sheds. They became a defining feature of ear-
ly stage individual mobility across the whole country. The presence of these 
patchwork garages was a source of continuous conflict between drivers and 
non-drivers. Most of them have been removed in the last five years along with 
chaotic kiosks selling cigarettes, alcohol, food, toys, and mobile phones around 
metro stations. The same destiny was awaiting informal parking on the streets, 
sidewalks and any unoccupied patch of land. Moscow was not prepared to host 
all cars bought by the new emerging middle class: car ownership grew five-fold 
from 900,000 in 1990 to almost five million in 2019.15 After the dismissal of 
Yury Luzhkov who was a Mayor of Moscow from 1992 until 2010, the new 
team led by Sergei Sobyanin was tasked to start a makeover of the capital to 
make it more compatible with European capitals frequented by the new Rus-
sian urban middle class. The mass reconstruction of central streets, the demoli-
tion of city kiosks, signage regulations, car-sharing, bike-sharing and replanted 
trees are among many initiatives of Moscow’s recent facelift. 
 Until 2012 regulating parking, its cost and locations have never been 
considered a viable traffic management tool. After several pilot project on a 
select few streets, encouraged by the reports of improved traffic, Moscow ad-
ministration keeps expanding the paid parking zone across the city center and 
along the busiest roads. These commonplace measures in European and Amer-
ican cities have been highly criticized, especially by the residents of the central 
district. Among the most frequent complaints was a lack of rate discounts with 
free parking available only between 8 PM and 8 AM.16 Since most of the resi-
dents use their cars only for weekend trips, this additional monthly cost caused 
numerous accusations of discrimination. The absence of an alternative to curbs 
heated debates and spillover parking did not ease the mainstream’s acceptance. 
Outraged by the necessity of paying for a resource they have always considered 
to be free and available, drivers flooded inner housing courtyards. In a rush to 
protect their parking spaces, residents started to install barriers or boom gates 
(shlagbaums) that they paid for collectively – usually around 50,000 rubles 
(1,018 USD) accompanied by additional 80,000 rubles (1,629 USD) for build-
ing a guard booth, and 30,000 rubles (611 USD) for the guard’s salary. This has 
caused a booming of the barrier market and a new source of income for gate 

12 Valentin Bogorov, Alex-
ey Novikov, Ekaterina Se-
rova, “Self-Exploration of 
the City,” in Archaeology of 
the Periphery: Research for 
the Moscow Urban Forum 
2013, (Moscow: Project 
Meganom / Strelka Institute 
for Media, Architecture and 
Design, 2013), 360.

3 Lewis H. Sigelbaum, “On 
The Side: Car Culture in 
the USSR, 1960s-1980s,” 
in Technology and Culture, 
Vol. 50, No.1 (January 
2009), 6.

14 Ibid., 7.

15 Alexander Baunov, “The 
Renovation of Moscow,” 
Stranger’s Guide, March 6, 
2019, https://strangersguide.
com/articles/the-renova-
tion-of-moscow/.Accessed 
January 10, 2020.

16 Vsevolod Pulya, 
“Moscow’s central streets 
introduce system of  pard 
parking,” Russia Be-
yond, November 8, 2012, 
https://www.rbth.com/
articles/2012/11/08/mos-
cows_central_streets_intro-
duce_system_of_paid_park-
ing_19921.html. Accessed 
July 18, 2019.
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17 Elizaveta Vereykina, 
“Muscovited Barricade 
Their Courtyards Against 
Drivers Fleeing Paid Park-
ing,” The Moscow Times, 
May 18, 2015, https://
www.themoscowtimes.
com/2015/05/18/musco-
vites-barricade-their-court-
yards-against-drivers-flee-
ing-paid-parking-a46650. 
Accesed July 18, 2019.

18 Graham, Splintering 
Urbanism: Networked In-
frastructures, Technological 
Mobilities and The Urban 
Condition.



Opposite page. Fig-
ure 6. Narrow streets 
of central districts 
in Moscow exhibit a 
freshly ordered chaos 
of parked cars. The 
number of vehicles 
dramatically exceeds 
the capacity of the 
road system.

19 Patrick Schumacher and 
Arno Brandlhuber, “Land of 
The Free Forces,” ARCH+, 
no. The Property Issue 
(2018).

Figure 5. The lin-
ear-radial structure 
of boulevards and av-
enues of Moscow keeps 
on growing with new 
rings. Currently, it 
consists of eight ma-
jor avenues and four 
rings that surround 
Kremlin. The Mos-
cow River breaks the 
regularity of this 
system.

key-owners who began selling their parking spots to office workers.17

 While many aspects of this enforcement process can be criticized, it 
highlights the discussion about public space – streets, squares, courtyards – and 
the right to charge for the occupancy of a public good. The practice of paid 
curb parking has become so ubiquitous and self-evidential, that it rarely occurs 
to question this universal agreement to the management of a common resource. 
Exploitation of high land values in central locations has a potential danger 
of limiting accessibility and encouraging privatization. The interpretation of 
customized infrastructure networks that lead to fragmented territories has been 
thoroughly researched by Steven Graham and Simon Marvin in their book 
Splintering Urbanism.18 It was taken to a new extreme by Patrick Schumacher 
in his eight-point Urban Policy Manifesto that concludes with “Privatize all 
streets, squares, public spaces and parks, possibly whole districts.”19 The citi-
zens of Moscow bring this Manifesto to life when they are defending their right 
to park their cars under their windows.
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Voids and Cavities: Distinctions 
and Commonalities Between Active 
Forms

Intentionality
 As alluded to earlier, parking has always boasted a close relationship 
to commerce both in central areas and remote peripheries. From the outset of 
parking history, downtown facilities occupied lots cleared out of buildings. The 
piecemeal clearance has deeply spread into the urban fabric, and the results of 
these pragmatic decisions in the face of declining business activities and prop-
erty values are still partially visible in Downtown Los Angeles in the forms of 
Voids. While most critiques of this form of development regard it as chaotic, 
the dispersed character of Voids not only reconciles the cultural identity of a 
century-long relationship of Los Angeles with the automobile, but also allows 
the whole system of Voids to remain agile and adaptable to changing mobili-
ty needs. But once parking facilities become programmatically linked to big 
retail suburban centers, they grow in size, consolidating both the commerce 
and drivers. The pragmatism of concentrated car storage gets transplanted from 
the periphery back to the center in an attempt to revitalize the urban core with 
commercial and business activities. In this process, Cavities start to populate 
central business districts across the globe in a more orderly and systematic 
fashion. Cavities are deliberate additions to urban mobility networks, while 
Voids can be described as a physical manifestation of Downtown’s economic 
decline. In other words, the first important distinction between Voids and Cavi-
ties is the intentionality of their appearance.

Visibility 
 The second important distinction is visibility. Both discussed active 
forms come into the world as a product of subtraction (the intentional demo-
lition or removal of existing structures). One is visible and perceived as unde-
sirable and another hidden and used in an attempt to improve existing ground 
conditions. Keller Easterling distinguishes a whole range of of subtraction 
mechanism:

 Yet while some forms of subtraction deliver aggressive, debilitating attrition, 
others gradually recondition and strengthen urban relationships. Some subtrac-
tion economies are not the disposal of failure and error or the eradication of 
contradiction but rather deliberate tools for managing building exchanges.20

 Following this line of thinking, Cavities exchange not the building but 
the ground occupation of immediate sites and have ripple effects that repur-
pose the ground on a distance. In the example of Israels Plads, the act of hid-
ing 1,000 cars underground turned the square into a vibrant public space but 
also removed on-street parking in the adjacent areas. Both Cavities and Voids 
attempt to provide the right quantity of off-street parking and manage spillover 

Previous page: Figure 
7. Barriers are in-
dicative of the cit-
izens’ frustrations 
with “others” seeking 
to occupy “their” 
courtyards. Self-or-
ganized privatization 
of semi-public space 
puts a renewed empha-
sis on private versus 
public ownership in 
the city.

20 Easterling, Critical 
Spatial Practice 4 - Sub-
traction, 73.
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after on-street parking has been regulated. However, it is not only the avail-
ability but also the price of curb parking that became a reliable urban planning 
tool, championed by Donald Shoup. What makes it even more efficient is 
demand-responsive pricing that regulates the occupancy rate. Usually, the city 
council would establish a target somewhere around 85 percent, and allow park-
ing authorities to set up the price accordingly to achieve this rate, and therefore 
decrease cruising for available spots and increase the availability of parking.21

Inlet 
 The third distinction emerges out of the exploration of entrances and 
exits of Voids and Cavities. It is hardly a new or novel phenomenon in twen-
tieth-century urban design. William Whyte and his studies of plazas in Man-
hattan22, Christopher Alexander and his sets of an urban semi-lattice23, and 
Kevin Lynch and his physical forms of city image24 among many others argue 
at length about the immediate consequences small scale and seemingly obvious 
decisions like the location and the number of entrances can have. As has been 
mentioned earlier in Chapter 3. Voids, one of the unscripted and unpredictable 
qualities of this active form is the street entrance. Upon leaving the parking 
lot, the driver immediately becomes a member of the pedestrian fleet. Even if 
this happens for a couple of minutes, this participation produces a cascade of 
benefits. In some occasions, they boast two inlets that make the Void permeable 
not only for drivers but also for pedestrians with acquired local knowledge 
of paths. In a well-ordered world of Cavities, the inlet usually takes a form of 
an elevator shaft. Following this, it would mean that once parked the driver is 
transformed into a visitor right away, without an intermediate state of being 
a pedestrian. In this scenario, inlets define Navigation Umwelts of individu-
als moving in the city. One must better appreciate the elevator as a place of 
unscripted encounters of these individuals who are voluntarily trapped for a 
brief moment. This simultaneously intimate and anonymous space produces a 
different type of fleeting urban communality. However, it is clear that a with-
drawal from the horizontal ground level movement accentuates the difference 
between central parking Cavities of Copenhagen that are mostly located under 
department stores or office facilities and parking Voids of Los Angeles that find 
themselves tightly squeezed in between remodeled housing.

Detachment 
 After describing three important distinctions of these two active forms, 
it is time to sketch out two determining features inherent in both. As discussed 
earlier, most of the off-street parking supply is a result of minimum or max-
imum parking requirements linked to specific land use and related to square 
footage, number of resident or customers, number of bowling alleys or golf 
holes and many other peculiar parameters. This strategy is chiefly oriented 
around the goal of providing a sufficient amount of space for a peak usage de-
mand. However, both of the analyzed active forms exist separate from specific 
land use and manage different groups of users. In a midst of broader debate 
over the benefits of shared economy in the sector of mobility - from platform 
subscriptions to more traditional car-sharing - there can be little doubt that 
shared occupancy of parking facilities during the day decreases the infrastruc-
tural footprint, remains more agile towards the changing needs of drivers and 
customers, and provides a constant turnover of cars and passengers. These are 
necessary preconditions not only for a profitable business but also for maxi-
mizing the potential of spaces located in some of the most sought-after areas of 
central cities. 

21 Shoup, High Cost of 
Free Parking, 305.

22 Whyte, The Social Life 
of mall Urban Places. 

23 Mehaffy, A City Is not 
a Tree: 50th Anniversary 
Edition.

24  Kevin Lynch, Image of 
the City (Cambridge, Mass.: 
MIT Press), 1960.
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Relatedness 
 The next similarity for comparison is the integration of Voids and 
Cavities into one managerial system – Joe’s Auto Parks in Los Angeles and 
QPark in Copenhagen. The latter one is a parking company operating in North-
west Europe that focuses on “value development by providing high-quality 
services in purpose-built parking facilities and off-street parking at strategic 
locations.”25 The company’s webpage is laced with extreme confidence.  It pro-
vides information not only about available services, but also contains visionary 
statements and articles about special projects. For instance, parking for health-
care facilities financed through Public Private Partnerships between QPArk, 
trusts and healthcare centers, as well as offers for using parking facilities for 
events, like opera, charity fashion shows or corporate events. QPark frames its 
activities as being unique, sustainable, visionary, and aimed at an elite clientele. 
It is not an easy task to develop a branding strategy for a product like parking, 
that can be understood as a globalizing and homogenizing phenomenon of the 
twentieth century. What can make an operating company stand out? Is there a 
need to? Who is the target audience – drivers or landlords? Joe’s Auto Parks 
clearly aims at drivers with their more modest webpage that provides a list of 
additional services like shuttles or valets. What is more remarkable in its brand-
ing strategy is the Twitter account full of posts advertising restaurants, bars, 
concerts and exhibits in the proximity of the lots operated by the company. It is 
a hybrid guidebook driven by parking choices (Figure 8).

 

25 “Vision and Mission,” 
QPark, accessed June 8, 
2018, https://www.q-park.
com.

Figure 8. Joe’s Auto 
Parks seeks to en-
large its role in a 
trip generation to 
commercial, enter-
tainment, and gas-
tronomy locations 
next to the park-
ing facilities that 
it manages. Source: 
Joe’s Auto Parks (@
JoesAutoParks), Twit-
ter screenshot, June 
8, 2018, https://
twitter.com/joesauto-
parks?lang=de.
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 Concluding evaluations of the analysis of active forms of parking 
deployed in central districts bring forward at least two key aspects: the ripple 
effects of the parking network and the spatial and programmatic features of 
the specific facility. Potential ripple effects can spur a change in: numbers of 
visitors to the businesses served by parking, prices of neighboring properties, 
pedestrian comfort, land use, or even crime rates in the area. Some of these 
ripple effects have been discussed at length in previous chapters dedicated to 
case studies and partially in this chapter. The defining question of the latter 
aspect is what kind of public space emerges out of a more experimental pro-
grammatic approach to parking? Eran Ben-Joseph asserts that a parking lot 
has unique opportunities for its utilization for various activities from markets 
and sports playgrounds to religious sanctuaries and open-air cinemas, from 
bowling alleys to concert venues. In his call for rethinking the lots, Ben Joseph 
calls them “unplanned urban rooms that fill physical and mental gaps in our 
designed environment. Places where counter-interactions and social occurrenc-
es are happening on a daily basis.”26 While lots get turned into urban rooms, 
underground garages disappear under urban carpets to provide space for new 
urban public places. Israels Plads, that has been used as a case study to theorize 
the development of an active form of Cavities is exceptional not only because 
this reclaimed public space covers the garage but also because it is a great 
example of the “Danish model” of public space that is closely linked to ideas 
of the Danish Welfare State - relying on cooperative organizations and univer-
sal provision. The development of the model as a strategy has several goals: to 
redesign as many places as possible, to maintain attractiveness in a competition 
between most livable cities and lastly to prevent an increase of the segregation 
that challenges the “ideal image of society.”27 This fierce global competition 
for a talented workforce, large number of tourists, headquarters of large com-
panies and other important points on the checklists of mayors around the world 
is largely based on the Cult of the Center monetized by corporate place-making 
consultancies.28 The majority of such checklists correspond to European cities 
that insist on the primacy of the urban or historic city center. Andre Corboz in 
his essay “Looking for a city in America” critically reexamines the problem 
of European historic centers, the European-centered critique of the “American 
city” and resulting projections of bad conscience. He writes,

Europeans worship the core of the city, that which was spared destruction 
during the war but has since suffered, and considerably more radically, from 
renovation. Towns that escaped the ravages of the two wars now choose be-
tween a tourism that denaturates them and a squalor that degrades them.29

 Corboz criticizes European capitals for historical fetishism that makes 
them look like the cities across the Atlantic Ocean that “perform no active 
role in shaping a larger urban identity.”30 Most of the above described park-
ing strategies are used for transforming the city center into a dense pedestrian 
island that stimulates commercial activities and at the same time depends on 
consumers. The last three chapters demonstrated how the presence, location, 
and pricing of parking is crucial in achieving this goal, while at the same time 
trying to paint a more nuanced picture of central developments. The next part 
of this research project explores two other parking typologies that are closely 
linked to dwellings, and compare spaces for housing cars to spaces for housing 
people.

26 Ben-Joseph, Re-Think-
ing a Lot, 39.

27 Tom Nielsen, “The Mak-
ing of Democratic Urban 
Public Space in Denmark,” 
in Public Space Design and 
Social Cohesion: An Inter-
national Comparison (New 
York: Routledge, 2019), 45.

28 Brendan Cormier, 
“Challenging the Cult of the 
Center,” in Archaeology of 
the Periphery: Reserach for 
the Moscow Urban Forum 
(Moscow: Meganom Proj-
ects / Strelka: Institute for 
Media, Culture, Architec-
ture and Design, 2013), 48.

29 Andre Corboz, Look-
ing for a City in America: 
Down These Mean Streets 
a Man Must Go... (DAVID 
R GODINE PUBL., 1992), 
57.

30 Corboz, Looking for 
a City in America: Down 
These Mean Streets a Man 
Must Go... , 46.
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Figure 9. The major-
ity of courtyards 
of former Russian 
capital, Saint-Pe-
tersburg, carries a 
similar legacy of 
excitement about car 
ownership. An in-
creased purchasing 
power made a private 
automobile a dai-
ly necessity and a 
symbol of financial 
success.
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PART 3
RECONCILING DIFFERENT 
IDEAS OF DWELLING AND 
PARKING
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CHAPTER 6
MONOLITHS

Free-standing
Garages:
To Plan, 
To Consolidate
& To Convince
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Figure 1. The bot-
tom of the mural of 
Mountain Dwellings 
is aligned with the 
elevated Metro rail 
line. Together with 
the steps of housing 
units, it emphasizes 
the monumentality of 
this mixed-use devel-
opment.
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 After having introduced two active forms of parking phenomenon that 
reorganize territories through managing the relationship between commerce 
and automobiles, this chapter marks a departure from the topic of consumption 
to one of housing. Housing and parking remain tightly interwoven, and the 
right and necessity of the latter one remains deeply embedded in the subcon-
scious of drivers. The next two active forms – Monoliths and Particles – shed 
light on the historical typologies of a free-standing parking structure for pre-
dominantly residential use and a garage for a single-family house. As in pre-
vious chapters, active forms exceed a morphological analysis as architectural 
objects and recognize their entanglement in urban legislation, large-sale mobil-
ity policies, and cultural inclinations.
 This chapter takes a look at contemporary parking facilities that punc-
tuate the urban landscape and serve several housing developments at once. 
Crucially, these structures are usually a part of a larger Transit-Oriented De-
velopment (TOD) – walkable, mixed-use areas with high-density housing and 
services within the direct proximity of public transit. A parking strategy for 
these types of developments becomes crucial for encouraging the use of newly 
constructed or renovated metro lines, introduced rapid bus systems, cycling and 
walking. 
 As a typical case of a Western European TOD district – Ørestad in 
Copen hagen – provides an example for analyzing the underlying conditions 
for an integration of consolidated car storage, separate from multi-family 
housing. Ørestad area has a system of parking structures that alter the urban 
fabric in a discreet manner. However, one of these draws the public’s attention. 
Mountain Dwellings designed by world-famous architecture office Bjarke In-
gels Group (BIG) is a combination of a multi-level parking and terraced apart-
ments, where residents have the possibility of parking right underneath their 
homes.
            At least two features make it an exceptional case for analysis in this 
chapter. First, built more than ten years ago, in 2008, it is an example of the 
revival a previously neglected typology of parking. In the last ten years, the de-
sign of several garages in Denmark demonstrated new ways of understanding 
infrastructure. These garages are not built to blend in or hide (Figure 2). In-
stead, they retain a powerful image of a monolith made out of cars. The second 
feature derives from uniquely interwoven functions of housing and parking. 
With two-thirds of the building dedicated to parking, the rest is a layer of apart-
ments equipped with private gardens and spectacular views. It introduces the 
comforts and dreams of suburban living into the most densely developed area 
of Denmark. 
 This programmatic fusion is intensified by the fact that all apartments 
are facing a single-family residential zone with one-storey houses. Infused with 168
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two radically different ideas of living and interwoven with broader mobility 
strategies, the Mountain Dwellings captures the complexity of convincing resi-
dents to rethink deeply ingrained expectations of a good urban life in a welfare 
city. Within this framework, this chapter will elaborate on several topics that 
are essential for understanding this active form – Transit-Oriented Develop-
ments, the evolution of a free-standing garage and the role of ramps and eleva-
tors in the design of parking structures.

Figure 2. Varying 
ceiling heights, nat-
ural light, colorful 
ramps and murals ele-
vate this garage from 
the realm of pure 
utility and pragma-
tism of infrastruc-
ture. 
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Transit-Oriented Developments: 
Idea, Parts and Examples

 To begin with, one should accentuate what is Transit-Oriented Devel-
opment, what are its defining features and conceptual foundations? The early 
roots can be found in the work of the founding member of the Congress of 
New Urbanism, Peter Calthorpe and his idea of the Pedestrian Pocket – a com-
bination of housing, offices and retail within walking distance from a transit 
system..1 However, it was not a car-free environment yet and was not a panacea 
for suburban sprawl. Pedestrian Pockets aimed at accommodating both pedes-
trians and drivers, and were supposed to attract light rail investment only after 
reaching a certain level of maturity as a settlement (Figure 3). In 1989 Calthor-
pe Associates was hired to propose “Pedestrian/Transit-Oriented Development” 
along with the Sacramento County rail stations which were the first official use 
of the TOD term.2 Laguna West was “a pilot project to see whether home buy-
ers will accept a new idea of suburbia, intended to encourage pedestrian move-
ment, social interchange and a sense of place typical of traditional cities than 
of postwar suburbs. Much was riding on the success of what local planners call 
“transit-oriented developments.”3

  In 1991 in a New York Times article by Thomas Truskowski, a senior 
planner for the Sacramento county states his desires of not wanting to be like 
Los Angeles or San Jose but instead trying “to bring together those places that 
we use the most: the places where we shop, where we work and where we rec-
reate.”4 What was being celebrated was a change in private car usage from 85 
percent to 60 percent of all journeys in Laguna Beach due to a shift to public 
transit systems and walking. The outlined principles might seem commonplace 
within European design culture but are not self-evidential for American post-
World War II settlements:

1. Organize growth on a regional level to be compact and supportive of public 
transport.
2. Place commercial development, housing, jobs, parks and civic uses within 
walking distance of transit stops.
3. Create pedestrian-friendly street networks which directly connect local desti-
nations.
4. Provide a mix of housing types, densities and costs.
5. Preserve sensitive habitat, riparian zones and high-quality open space.
6. Make public spaces the focus of building orientation and neighborhood 
activity.
7. Encourage infill and redevelopment along transit corridors within existing 
neighbourhoods.5

 This distilled set of organizational and spatial conditions has largely 
shaped the core beliefs of the New Urbanism movement and its neo-traditional 

1 Peter Calthorpe, “The 
Pedestrian Pocket,” in 
Pedestrian Pocket Book, ed. 
Doug Kelbaugh (New York: 
Princeton Architectural 
Press, 1996).

2 Brian Quinn,“Tran-
sit-Oriented Development: 
Lessons from California,” 
Built Environment (1978-) 
32, no. 3 (2006): 312.

3 Morris Newman, “A 
Transit-Oriented Approach 
to Suburbia,” New York 
Times, November 10, 
1991, https://www.nytimes.
com/1991/11/10/realestate/
focus-sacramento-ca-
lif-a-transit-oriented-ap-
proach-to-suburbia.html. 
Accessed October 2, 2019.

4 Ibid.

5 Ian Carlton, “Histories of 
Transit-Oriented Develop-
ment: Perspectives on the 
Developments of the TOD 
Concept,” (Berkeley Insti-
tute of Urban and Regional 
Development, Fall 2007), 
20.
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Figure 3. Peter 
Calthorpe’s regular 
plan for pedestrian 
pockets. The residen-
tial density of this 
model must be high 
enough to support the 
public transit and 
low enough to main-
tain the human scale 
of the housing. Cour-
tesy of Calthorpe As-
sociates.

inclinations. Peter Calthorpe was its first elected board president and played an 
important role in developing a solutionist approach to growth, the simplicity of 
which made it increasingly successful in urban planning and public policy.
 At the same time, Robert Cervero, UC Berkeley professor and an expert 
in the land use and transportation, took a close look at the rapid transit system 
in the San Francisco Bay Area (BART) and showed that to make a significant 
portion of the population use public transit requires both the origin and the 
destination to be close to transit stops and parking has to be restricted at the 
destination.6 Parking management plays a crucial role and “a typical resident of 
an outlying neighborhood is 80 percent likely to use transit if they commuted 
to San Francisco’s downtown and had to pay for parking, whereas for those 
with access to free parking downtown the likelihood of transit ridership falls to 
25 percent. For all other destinations outside of San Francisco downtown in the 
predominantly suburban eastern and southern bay areas, where car parking is 
free and plentiful at workplaces, transit ridership fell to 4 percent.”7

 Such an assessment indicated that a lack of proper coordination be-
tween land use and transportation through the medium of parking significant-

6 Micheal S. Bernick and 
Robert Burke Cervero, 
Transit Villages in the 21st 
Century (New York: Mc-
Graw-Hill, 1996).

7 Quinn, “Transit-Oriented 
Development: Lessons from 
California,” 313.
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ly undermined ambitions of TOD development. Structured parking becomes 
essential in manifesting the desires of developers and city planners to both 
calibrate relationship between all modes of transportation and maximize the 
land available for development. The majority of TOD parking is built on transit 
agency-owned commuter parking lots and “increase ridership, enhance the vi-
brancy and security around station areas, increase non-farebox revenue through 
the value captured by implementing high-density mixed-use projects, and spur 
economic development in their host communities.”8

 Obviously, there are many issues to tackle when planning adequate 
TOD parking. First, facilities have to be appropriately sized and comply with 
TOD requirements, which are usually significantly lower and help reduce car 
ownership. Second, shared parking allows for maximizing the use of limited 
and typically expensive land resource. Shared parking makes the project more 
viable and “allows for the opportunity to increase the area’s “sense of place,” 
reduces the cost of developing and maintaining parking, and increases the 
security and user comfort due to increased user activity.”9 Third, TOD parking 
should incentivize carpooling and car-sharing, which can eliminate the need for 
the second car in average households. Planners, politicians and consultants who 
champion TOD housing projects as the best and only option for smart growth 
often refer to the study of 17 projects in five US Metropolitan areas made by 
the Transit Cooperative Research Program (TCRP) in 2008. Researchers found 
out that TOD residents made 44 percent fewer trips than predicted by the Insti-
tute of Transportation Engineers (ITE) whose manual serves as foundation for 
parking requirements across the country.10 However, Robert Cervero, who led 
the study also did a further analysis of parking trip generation for fifteen TOD 
projects in Portland and sixteen in the Bay Area. While the trip generation rates 
were 41 percent below the ITE rates, the average use of parking spaces was 
11 percent less. Moreover, parking occupancy was even higher than predicted. 
Cervero concludes that the availability of public transit will not reduce parking 
demand since households still want to own a car and use it for travelling to 
non-work destinations.11 This aspect of the set of generalized ideas about envi-
ronmental virtues of TOD is of extreme importance to this analysis of Mono-
liths. They exist as supportive structure of the whole development of Monoliths 
and also gain visual prominence. 
 The core ideas of TOD and the closely related movement of New Ur-
banism have their origins in self-contained satellite garden city communities 
of Sir Ebenezer Howard. His ideas of combining the benefits of the country-
side environment and the city environment have been introduced in Chapter 1. 
The TOD model also bares an unmistakable resemblance to the Fingerplanen 
project for Greater Copenhagen, that has been introduced earlier in Chapter 4. 
In other words, Copenhagen has been on the TOD urban development path for 
seven decades as it continues to alter and readjust. Probably one of the most 
significant changes to the original proposal was the introduction of the “sixth 
finger” in Ørestad (Figure 4).

8 James Zullo, “Parking 
Strategies for Transit-Ori-
ented Development.” in 
Mass Transit, July/August 
2011, 31.

9 Ibid., 32.

10 TCRP Report 128. 
Effects of TOD on Housing, 
Parking, and Travel. Trans-
portation Research Board 
of the National Academies 
(Washington D.C., 2008).

11 Robert Cervero, “TOD 
and Carsharing: A Natural 
Marriage,” Access, no. 35 
(Fall 2009): 28.

Opposite page: Fig-
ure 4. The light rail 
line pierces the 
fabric of Ørestad 
and emphasizes the 
Ørestads boulevard 
as a transportation 
corridor for trains, 
buses, cars, bikes 
and pedestrians.
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From Fingerplan to Ørestad

 Rising living standards, increased car ownership and a proliferation of 
suburban development weakened the tax base of Copenhagen. In the 1990s the 
city found itself in need of spatial planning reinvention to stay competitive on 
the world market. Against this backdrop, Prime Minister Poul Schlueter of the 
Conservative People’s Party, Social Democratic party leader Svend Auken, and 
the Social Democratic Mayor of Copenhagen Jens Kramer Mikkelsen entered 
an historic alliance. They infused welfare-oriented policies and strategies with 
neo-liberal entrepreneurial agenda of four mega projects:

1.     Redevelopment of Copenhagen Harborfront.
2.     Ørestad New Town, Metro and Development Corporation.
3.     Øresund Fixed Road and Rail Link to Malmo and southern Sweden.
4.     Cultural Capital of Europe 1996.12

 Ørestad Development Corporation (ØDC) co-owned by the Copenha-
gen Municipality and the Danish Ministry of Finance was founded in 1992 to 
revitalize former military territory that was rezoned into housing, commercial, 
educational and retail zones. The process was fueled by the construction of a 
metro line connecting central Copenhagen to the Kastrup International Air-
port and Malmo in Sweden. The costs of this new development “finger” were 
intended to be covered through selling building sites along this new metro line 
and “earmarking future revenues from Metro ticket sales to pay back the cost 
of the thirty-year Government construction loan.”13 This was a public-private 
partnership previously unknown to traditional planning practices of Denmark. 
It marked a shift to more market-oriented thinking of the welfare city with 
increased participation of multinational private firms. The top-down non-par-
ticipatory approach to the Ørestad project arose a fervent discussion in the 
historically healthy civil society of Denmark. The result of the international 
competition held in 1994 was a masterplan by APRT and KHR Arkitekter. 
Eight years later its “exceptional status” and international importance have 
been emphasized by the 2006 Ørestad City masterplan for the central part of 
the development. The masterplan was designed by the Polish-American archi-
tect Daniel Liebeskind and was supposed to appeal to a contemporary glob-
al nomadic population. It envisioned the core of the new satellite town as a 
pedestrian and cyclist-friendly mixture of housing, commerce, gastronomy and 
cultural facilities placed on top of automobile traffic and punctuated with two 
large hotels and two office and 20-storey residential towers. All buildings were 
to be designed by Liebeskind.14 An ambitious masterplan was substituted by a 
less brash vision by COBE Architects that employed a less rigorous placement 
of buildings in a “bowl shape” around the main square.
            However, both of the visions dealt only with the parts located south-

12 Knowles, “Transit 
Oriented Development in 
Copenhagen, Denmark: 
From the Finger Plan to 
Ørestad,” 254.

13 Ibid.

14 Henry Grabar,“Why 
Has Scandinavia’s Big-
gest Development Project 
Abandoned its Master 
Plan?”Citylab, August 30, 
2012, https://www.cityl-
ab.com/design/2012/08/
why-has-scandinavias-big-
gest-development-proj-
ect-abandoned-its-mas-
ter-plan/3120/, Accessed 
October 18, 2019.
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Figure 5. The view 
from the rooftop of 
Fields shopping cen-
ter located in the 
heart of Ørestad. 
Nothing about this 
place suggests liva-
bility and sustain-
ability.

west of Scandinavia’s largest shopping center Fields (Figure 5). This typical 
inward-facing big box store with one entrance and flat surfaces does not corre-
spond to a clear narrative of a livable and vibrant TOD described earlier. How-
ever, it is a great illustration of the harsh market terms that ØDC was facing 
when it decided to allow the private Norwegian developer Steen & Strøm to 
build Fields in the center of Ørestad, in order to generate revenue for paying 
back the loans the metro construction. A foreign typology has been exempted 
from planning guidelines that prevent large shopping center construction and 
has landed in a former protected natural park.15 But what is of greater impor-
tance to this analysis is, is the fact that a sudden appearance of a traditionally 
suburban entertainment box of the shopping mall landed right next to the metro 
transit stop. 
            Ørestad City is only one out of four urban districts of this linear TOD. 
Ørestad Nord became a place for many international research institutions, stu-
dent residence halls and education facilities of the University of Copenhagen 
and the IT University. The fervent resistance arose in reaction to the announce-
ment of development plans for the natural area of the Amager Fælled District 
that aimed to accommodate 2,400 new homes. In September 2018 the Copen-
hagen City Council agreed to move new development further to the west, make 
it smaller (11.8 hectares instead of 18), and earmark one out of four homes for 
low-income housing.16 The fourth area Ørestad Syd is expected to be the most 
populated part of the district. All four of them are bound by a comprehensive 
mobility plan that is supposed to ensure the priority of public transit and by a 
strategy of hosting formally exceptional architectural objects in the fabric of 
relatively monotonous housing patterns.
            As mentioned earlier, Ørestad is served by one metro line with five 
stops located within its bounds – DR Byen, Sundby, Bella Center, Ørestad and 
Vestamager. Ørestad also serves as an interchange between Copenhagen Met-

15 Lea Olsson and Jan 
Loerakker, “The Story Be-
hind Failure: Copenhagen’s 
Business District Ørestad,” 
Failed Architecture, Sep-
tember 12, 2013, https://
failedarchitecture.com/
the-story-behind-the-fail-
ure-copenhagens-busi-
ness-district-orestad/. 
Accessed August 17, 2019.

16 “Copenhagen natural 
ara Amager Fælled gets 
new development plan,” 
The Local, September 7, 
2018, https://www.thelocal.
dk/20180907/copenha-
gen-natural-area-amag-
er-flled-gets-new-develop-
ment-plan. Accessed August 
17, 2019. 175
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Figure 6. Mountain 
Dwellings are locat-
ed between two Metro 
stops – Bella Center 
and Ørestad. With its 
423 spaces (red figure 
on the diagram) it 
is part of the more 
extensive consolidat-
ed parking system of 
the area that con-
sists of five other 
free-standing garages 
(colored in black) 

or demolished to give 
space for other uses.

and ten surface park-
ing lots (colored in 
pink). The diagram 
was drawn in August 
2019 based on direct 
site observations. 
The numbers of park-
ing spots were taken 
from the Ørestad’s 
webpage. Shortly sur-
face lots might turn 
into construction 
sights and garages 
might be repurposed 176
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ro and regional trains departing to the Kastrup Airport and further to Malmo 
in Sweden, which can alternatively be reached via the Øresund Motorway. In 
addition to this, the area has discouraging and restrictive parking requirements: 
one parking space per 150 square meters of residential floor area, one space per 
100 square meters of retail, and one space per 300 square meters of dormitory 
or student housing. Only one-fourth of the park coverage can be arranged on 
the terrain, including curb parking.17 The rest of the parking is consolidated into 
six shared parking garages and eleven surface parking lots ranging from 55 to 
458 places as shown on Figure 6. Some of these garages demonstrate signifi-
cant attention not only to the material treatment of façade surfaces but also to a 
volumetric composition. The Robert Jacobsen Parking house (Figure 7) makes 
use of the building’s envelope in a slightly unusual way. Instead of using open-
decks that diminish construction and maintenance costs, and show cars parked 
inside of the structure, this Monolith gets wrapped in an image of parked cars 
made out of perforated steel panels. The Parking house Ejler Brille by JAJA 
Architects is the latest addition to this collection with its patchwork of brick 
patterns and metal trellis for future vegetation. Also, Mountain Garage and 
Dwellings provide material conditions for new types of interaction and spatial 
experiences while diversifying a repertoire of box-like housing blocks. This 
kind of typology of consolidated shared parking garages in TOD developments 
lies at the core of the active form of Monoliths. 

17 Ørestad City Center. 
Lokalplan nr.325 (June 12, 
2013).

Figure 7. The build-
ing envelope of 
this Monolith is a 
straightforward rep-
resentation of its 
program. 
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Mountain Dwellings in Ørestad

 After having delineated some more far-reaching disposition of Mono-
liths in general, it is time to take a closer look at Mountain Dwellings, their 
spatial qualities and contextual relationships. Built in 2008, the mixed-use 
development of housing and shared public parking stands right next to fa-
mous VM Houses – two residential blocks in the shape of letters V and M also 
designed by Bjarke Ingels Group in collaboration with JDS Architects – and 
carries the legacies of these earlier housing initiatives. A renewed emphasis 
on privacy, views and a more complex arrangement of units helped to estab-
lish and promote Ørestad as a place of pilgrimage for architects, designers and 
sympathizers. By accepting the complexities and requirements of both desir-
able parking and housing, Bjarke Ingels tried to come up with a solution that 
pleased everybody,

Instead of seeing cars as a problem that you need to hide below the ground,” 
says Ingels, “why not give them what they want?” Cars, he argues, should be 
near the ground, sheltered, and kept away from direct sunlight. Housing, on the 
other hand, “wants” southern exposure, fresh air, and a view. “Gradually, when 
you mix cars and housing—if they could move themselves—they’d gravitate to 
this form, with the parking in the deep space in the north and the houses on top, 
facing south.18

            Essentially the building consists of 480 parking spots arranged as a 
ten-level podium and covered by a thin layer of eighty penthouses, each with 
a terrace and a garden. The parking space does not seek the simplest effective 
solution with minimum expenditures like most of the garages. Instead, it aims 
to deliver the space that “celebrates car culture” according to Ingels. The ceil-
ings are high; the concrete walls are covered with murals by the French artist 
Victor Ash that portray wild animals like a wolf or a moose standing on top of 
the mountain of automobiles; the ceiling is covered in rainbow-colored alumi-
num panels as shown on Figure 8. Everything is done for the sheer enjoyment 
of parking experience in the space that also serves as the only entrance to the 
apartment. Residents are free to drive to their floor and then use a suspended 
bridge to get to their hallway. When not driving, one can take a sloping eleva-
tor moving along the wall or metal stairs that climb from south to north. Whilst 
climbing the stairs that tightly hug the space of the parking mountain, one is 
presented with the views of the surrounding area. Currently, the stairs host a 
complementary function as a workout space for local joggers. This intelligent 
implementation of forms, materials and colors produce substantive transforma-
tions of the generic space of a parking garage.
            If the space of the parking garage exhibits a compositional unity, vis-
ibility and acts as a public space for events like the electronic-music festival 

18 Sally McGrane, “Moun-
tian Dwellings Urban 
Development in Copen-
hagen,” Dwell Magazine, 
July 21, 2009, https://
www.dwell.com/article/
mountain-dwellings-ur-
ban-development-in-copen-
hagen-74593006. Accessed 
Ocotber 20, 2019,

Opposite page: Figure 
8. The murals help to 
articulate further 
the usage of “nature” 
metaphors in the 
design of Mountain 
Dwellings.178
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Figure 9. The east 
façade of the Moun-
tain Dwellings bears 
no resemblance to its 
west façade. Here we 
see wooden decks, 
plants, floor-to-
ceiling windows and 
carefully designed 
separation from 
neighbors.
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Figure 10. Mountain 
Dwellings attempt to 
reconcile two terri-
torial typologies, 
two ideal models 
of living, and two 
mobility attitudes. 
This diagram shows 
how six-seven-story 
high Ø-huset build-
ings and single-sto-
ry high Elmegården 
houses are mediat-
ed through Mountain 
Dwellings.
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Distortion, the layout of apartments starts with a radically different premise 
of privacy. This tension also materializes in the contrast between very bright 
neon-like agitating colors of the parking facilities and typically Scandinavian 
apartments with oak floors, white walls and an abundance of natural light. 
Floor-to-ceiling glass walls facing terraces with artificial turf and wooden 
decks are locked around a totalizing dream of idyllic suburban living. This 
parking Monolith weaves together parking and residential units with different 
sets of relationships. Vibrant and bright parking belongs to Ørestad, the largest 
TOD in the country, while the residential units allude to single-family houses 
thinly spread out at its bottom. Mountain Dwellings exhibits an effort to act as 
a negotiation ground for different interests, worldviews and desires while main-
taining its visual and morphological specificity (Figure 9-10).
 As a typical claim asserts, garages are merely utilitarian and pragmatic 
structures that can be disdained and ignored until there is a necessity to use 
one of its parking slots. However, the above-introduced example of Mountain 
Dwellings not only provides a mobility service to surrounding housing but 
also acts as an attractor that overcomes a legacy of public disinterest in infra-
structural objects. This dual nature of parking structures lies at the core of the 
active form of Monolith. By accepting the complexities of its context, Monolith 
introduces programmatic heterogeneity and design with visual progressivism. 
This approach of diversification can be seen in recent buildings in Copenhagen 
and other cities. The Park’n’Play designed by JAJA Architects with its system 
of facade plant boxes and large public stairs meandering around the building is 
another example of a Monolith. Located in Århusgadekvarteret – a first phase 
development of Nordhavn (North Harbor) area - it creates material conditions 
for community building not only by providing eight levels of parking and a 
marketable identity but also by placing a playground and sports facility on 
its rooftop with magnificent views of the surrounding sites (Figure 11). The 
homogeneity of parking typology also gets tested by the 1111 Lincoln Road 
development of parking, housing and retail designed by Herzog & De Meuron 
located in Miami Beach. Its approval of varying ceiling heights by local au-
thorities along with panoramic views have proved to be attractive for fashion 
shows, concerts, and parties while having a ripple effect on the Lincoln Road 
Mall and South Beach. It signified a transition from a destination for the arts 
and community to the place of high-end commercial development. Another 
example of experiments with the program and appearance of parking facilities 
is the Marina City mixed-use development in Chicago designed by Bertrand 
Goldberg. The building’s bottom nineteen floors are dedicated to parking, and 
the rest of the towers contain housing, offices, a bowling alley and a swimming 
pool among many other amenities. 
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Figure 11.Park’n’Play 
exemplifies the at-
tunement to the popu-
lation needs in a 
rapidly developing 
North Harbour area. 
The weekend fitness 
pilgrimage to the top 
of the building is 
accompanied by con-
tinuous usage of the 
rooftop as a chil-
dren’s outdoor play-
ground. Courtesy of 
Rasmus Hjørtshoj.
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First Urban Parking Structures

 The above-mentioned garages are not just buildings that happen to 
house automobiles. Not only do they alter mobility patterns but also offer 
various other programs that are not typically associated with infrastructural 
objects. In this, they stay true to the origins of the first garages in the second 
decade of the twentieth century, that were located next to the wealthy residen-
tial neighborhoods and closely related to auto dealerships and automobile clubs. 
For instance, The Swan Garage in Buffalo boasted “the latest heating system, 
equipment for washing and repairing cars, accessories for sale, telephones on 
every floor for communication both within and outside of the building, a ladies’ 
restroom, and a room to which shoppers could have their purchases sent direct-
ly from individual stores before collecting them for the trip home.”19 

  From the outside, first garages were stylized to resemble surroundings 
and not alter the appearance of the street, while interiors demonstrated the us-
age of new materials and technologies that represented a rapidly industrializing 
society. Among such pioneering structures was Auguste Perret’s garage in the 
rue de Ponthieu in Paris, built in 1905 with its glass roof over the double-height 
central space and exposed concrete structure of beams and columns. This 
futuristic building was a predecessor of contemporary fully automated parking 
facilities: the chauffeur was supposed to leave an automobile at the entrance, 
and afterwards, it would get moved, rotated, lifted and inserted into one of the 
open parking stalls. It was essentially a warehouse with a symmetrical façade 
and a “rose” window that echoed the historical fabric of Paris. One of the key 
assessment criteria for the first parking facilities was the time needed to park 
and retrieve the car, that reflected the aura of dynamism assigned to this new 
typology. 
 The same type of novelty and societal change was characteristic of the 
majority of Russian avant-garde. Not surprisingly one of its leaders Konstantin 
S. Melnikov was among the first to experiment with the morphology of parking 
as reflecting the logic of circulation. In the 1920s he worked on two projects of 
garages for one thousand cars in Paris, that were based on his idea of the Di-
rect-flow System with a separate exit and entrance and one-way ramps. The first 
one was located on top of a bridge on the Seine river and had two cantilevering 
ramps that were supported by two giant human statues from both sides (Figure 
12). 
 The second one was formally less exuberant and in contrast to the first 
proposal, was a free-standing austere cube with a fifty-meter side – one of the 
earliest examples of a parking garage displaying a morphological, aesthetical 
and programmatic autonomy (Figure 13). Inside the cube, Melnikov twisted 
four ramps – two for exit and two for entrance – into a three-dimensional circu-
lation sculpture. Each perfectly square façade had an opening in the center to 
show a fragment of the ramp and swiftly moving cars..20 Both of the projects 

19 Jakle, Lots of Parking: 
Land Use in a Car Culture, 
125.

20 “Two Parking Garages 
in Paris,” Hidden Archi-
tecture, January 21, 2017, 
http://hiddenarchitecture.
net/two-parking-garag-
es-in-paris/. Accessed 
October 18, 2019.
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Figure 12-13. Plans 
for two garages in 
Paris by Konstantin 
Melnikov. Source: 
Jaque, Andres; Navar-
ro Baldeweg, Juan, 
Melnikov. Car-Park 
for 1000 vehicles, 
second variant. Paris 
1925. Absent Archi-
tecture. Volume 15, 
February 2004.

were too forward-looking for the Paris authorities at that time and never mate-
rialized. As Simon Henley writes in his comprehensive overview of the history 
of garage designs,

 It is hard to imagine the idealism with which these enigmatic proposals 
were conceived. Although technically flawed, they illustrate clearly the char-
acteristics that would emerge in built form in the 1940s: the deep plan, com-
pressed section, inclined planes and skeletal structure.21

 The speed of entering and exiting was a defining feature of the new 
typology. Gradually mechanical elevator-based facilities were replaced by new 
ramp systems. Ferdinand D’Humy was the first person to patent the car park 
ramp in 1919 “to provide a garage, having a plurality of floors, each of which is 
provided with a plurality of compactly arranged storage spaces or stalls for ve-
hicles, the building being so constructed that the vehicles may be driven under 
their own power to their respective storage spaces on the several floors.”[4]This 
system became a central organizing element in the design of garages through-
out the whole twentieth century and remained relatively unaltered. With relent-
less consistency, garages are predominantly designed from the ramp outwards 
since it is the most spatially demanding element of the parking architecture. 
The ramp is a pragmatic and essential part of the typology. At the same time, it 
is it’s symbol of speed and efficiency. The ramp became one of the fundamental 
elements of architecture explored by AMO during the 2014 Venice Biennale;

 The ramp is an instant creator of scenography. It strives towards archi-
tectural infinity. It generates mythical proportion. It leads to the epicenter of 
triumph. It directs the gaze skywards, leaving unknown what is at the end of the 
road. It is an unsung hero of industrialization, a mundane tool for getting stuff 
to where it’s needed.22

 A significant aspect of the ramp is the fact that it is a road or a street 
that enters a building, meanders and climbs all the way up to the top. In other 
words, a traditional automobile thoroughfare finds its place in an even more 
traditional building envelope. There is nothing novel in the idea of the city 
street being an organizing element of a museum or a shopping center. However, 
it is always a pedestrian promenade, not a road with the carefully calculated rise 
and inclinations. Unhitched from ideological and cultural underpinnings, the 
ramp still asserts its visual and functional primacy inside a typical parking facil-
ity. However, when coming back to Mountain Dwellings, it would be hard to say 

21 Simon Henley, The 
Architecture of Parking 
(London: Thames & Hud-
son, 2009), 9,

22 Rem Koolhaas, Harvard 
Graduate School of Design, 
Stephan Trüby, James 
Westcott, Stephan Peter-
mann, Wolfgang Tillmans, 
and Irma Boom, Elements 
of Architecture (Köln: 
TASCHEN, 2018), 2245.
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Figure 14. First page 
of the Ferdinand 
D’Humy patent for 
his ramp system that 
spread around the 
world and became the 
most popular solution 
to the circulation of 
the parking garage. 
Source: Fernand E. 
d’Humy, “Patent for 
d’Humy Garage,” Kell 
Hall Digital Pres-
ervation Project, 
accessed February 5, 
2020, https://exhib-
its.library.gsu.edu/
kell/items/show/29

that it is defined by a ramp system. As described earlier, its interior represents a 
drastic reversal from the rigid functionality of floor plates wrapped in a façade 
surface and punctuated with a ramp. It remains an exceptional case of a highly 
pragmatic typology.  
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Danish Parcel Housing

 Having looked at the general layout of the Ørestad development, its 
mobility system, and parking terminals, it is time to direct attention towards 
the last element that influences this particular example of the Monolith. What 
makes this case exceptional is the “bridging” quality mentioned earlier. 
 It is far from typical to find a field of rural looking one-story sin-
gle-family houses at the bottom of a monumental symbol of optimized urban 
mobility. In this light, it is interesting to reflect on how urban and rural has 
been conceptualized as a binary opposition, and further emphasized in plan-
ning legislation. In Copenhagen, next to these two categories there is a sum-
merhouse zone that indicates not only a program but also a time of use. One 
of these, Parcelforeningen (Parcel Association) Elmegården, located on the 
east side of Mountain Dwellings is no longer a summerhouse colony garden 
area. With only a few original houses left, most have been remodeled and 
adapted to year-round living. The status of the area was officially changed in 
Copenhagen Municipal Plan in 2011 from a leisure zone to residential. It was 
in 1968, years before any ambitious plan of Ørestad, that these 5.45 hectares 
were divided into 133 colony gardens with an average lot size of 355 square 
meters, and a building footprint of 21 percent (Figure 15). Plenty of houses 
were illegally built as year-round residences, and received exception permits 
due to a challenging housing situation. To initiate the legalizing process, the 
Board of Directors of Elmegården prepared a proposal for a local plan that not 
only made existing conditions legal but also envisioned future alterations to the 
character of the area. Here are some points that are important for this analysis 
but even more for the comparative Chapter 8. After the Single-Family Home: 
From Housing Cars to Housing People:

1.     Parcels can be merged when the newly acquired surface area does not 
exceed 500 square meters and can be divided if the new surface area of the plot 
is not less than 350 square meters.
2.     There can be no second dwelling unit on the parcel.
3.     The building height cannot exceed six meters, and a faced height – three 
meters. Therefore, houses can be only one and a half floors high.
4.     Only one carport of 17 square meters with at least two open sides can be 
erected on the plot. Its building height cannot exceed 2,3 meters. In addition, 
one can build a shed and a covered terrace when desired.23

 These and other regulations of building setbacks, fire protection and 
many others are set to ensure that the visual identity of Elmegården remains 
intact. The visual identity, that is clearly present in the penthouse surface of the 
Mountain Dwellings, bridges the strict divide between laminated concepts of 
urbanity and the periphery by preserving a rural legacy. Jonna Majgaard Kra-

23 Lokalplan nr. 393. 
Elmegården, (September 8 
2005).
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Figure 15. Regular 
housing plots of 
Elmegården are orga-
nized along five east-
west streets and one 
central north-south 
axis. Source: Loka-
lplan nr. 393.
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rup in her essay about the role of this dichotomy in the Danish context summa-
rizes this process of aestheticization,

The notion of the rural is thus not confined by zoning principles, or associated 
with specific professions and modes of production. In some cases, it may even 
be interpreted as an aestheticization of the traditional rural, through which the 
new rural becomes an aesthetic object with a touch of something exotic and 
authentic. In this process, the new rural contributes to the reproduction and 
justification of the divide between the rural and the urban, and it manifests 
itself in the form of counter-urban(ite) lifestyles and activities within an urban 
framework.24 

 Both Mountain Dwellings and Elmegården represent this kind of 
counter-urban(ite) lifestyle that rejects a neat binary of urban and rural, individ-
ual and communal. But they render this lifestyle in two distinctively different 
ways. It is apparent from Figure 17 that Elmegården’s footprint is nine times 
more than the one from Mountain Dwellings. The former can altogether ac-
commodate 133 cars in open car ports while the latter gives a shared home to 
more than 480 cars throughout the day.
 An essential defining feature of this manifested lifestyle is the auto-
mobile and its immediate presence and availability at any given moment. The 
relationship between a single-family house, garage, and urban mass transit will 
be further illuminated in the next chapter Particles. Another case study will be 
presented before arriving at the comparative Chapter 8, dedicated to the choice 
of housing and parking. At the core of an active form of Monolith, which has 
been explored in this chapter, lies an idea of consolidating car storage in a 
separate structure. This structure has been optimized not only to house as many 
automobiles as possible on the smallest plot of land, but also to ensure that the 

24 Jonna Majgaard Krarup, 
“Rural Land(scapes). Les-
sons to Be Learned(?)” in
Ruralism: The Future of 
Villages and Small Towns 
in an Urbanizing World, ed. 
Vanessa Carlow (Berlin: 
Jovis, 2017), 94.

Figure 16. Vast 
stretches of asphalt 
with towers hovering 
in the background 
are indicative of 
the complexity of 
the discussed urban 
fabric. Single-fami-
ly homes are direct 
neighbors of office 
towers.
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Figure 17. This 
comparative diagram 
shows the contrast of 
scale and rhythm be-
tween Ørestad devel-
opment and older res-
idential settlements. 
It is clear that 
Mountain Dwellings 
occupy the space that 
is six times smaller 
than Elmegården, but 
provide parking for 
triple the number of 
cars.
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circulation routes allow drivers to enter and exit the building as fast as possible. 
But it is another set of features that distinguish it from a conventional typolo-
gy of the garage that has been previously mentioned. First, Monoliths do not 
operate at their own. They are likely to be a part of a larger strategy of parking 
management that includes reduced parking requirements for new develop-
ments, a greater supply of public transit, car-sharing programs and many other 
alternatives that de-incentivize owning and, therefore, storing a car. The second 
feature stems immediately from the first one. Monoliths are usually a part of 
so-called Transit-Oriented Development and provide shared parking spots that 
can be occupied by different drivers throughout the day without being linked to 
a specific dwelling unit. Third, Monoliths contradict a deep-rooted conviction 
found in public minds that parking facilities must be as austere and bland as 
possible. Monoliths boast a morphological and aesthetical identity that makes 
them unique objects weaved into the existing urban form. Lastly, they create a 
complimentary relationship between a pragmatic function of storage and offer 
the potential for new types of public spaces on their rooftops, facades or inside 
the structures themselves.
 
 This chapter took the case study of the Mountain Dwellings in Co-
penhagen to illustrate the above-mentioned parameters of parking Monoliths. 
When seen through the lens of this active form, Mountain Dwellings can be 
considered a typical case for theory building. But it is simultaneously a para-
digmatic case, because of its ambiguous identity located somewhere between 
a pastoral self-sufficient rural life and a dynamic hyper-connected involvement 
in the global network of urban centers (Figure 18). Paradigmatic because it 
clearly demonstrates the complexity of convincing residents not to drive or at 
least not to own a private automobile - even in the city of Copenhagen that is 
world-famous for its biking infrastructure. 
 To make bike commuting faster and more attractive in the city where 
nine out of ten people own a bicycle, the government in the last thirteen years 
has added seventeen new bridges dedicated to bicycles and more than a dozen 
supercykelsti (cycle superhighways) with no traffic lights.25 In this climate of 
constant improvement of cycling infrastructure and a light rail line connecting 
Ørestad to the historical center and to Kastrup airport, it is often overlooked 
that a large group of urban residents still prefer to own a car, even if they do 
not use it for daily commuting. Observing this fact, BIG office provides the 
transitional solution of an illusion of a suburban house with a car under the 
same roof while encouraging the sharing of the space with other residents, 
employees and visitors. Mountain Dwelling represents a reversal of a universal 
approach to the removal of parking as a tool for reducing car travel and instead 
offers several options and leaves it up to residents to make an informed deci-
sion.

25 Erik Kirschbaum, 
“Copenhagen has taken 
bicycle commuting to a 
whole new level,” Los 
Angeles Times, August 
8, 2019, https://www.
latimes.com/world-na-
tion/story/2019-08-07/
copenhagen-has-tak-
en-bicycle-commut-
ing-to-a-new-level?ct=t().
Accessed November 8, 
2019.
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Figure 18. The scale, 
proportions and mate-
rials of Mountain 
Dwellings mimic the 
Elmegården cottag-
es and smoothen the 
transition to the 
TOD.
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CHAPTER 7
PARTICLES

Garages for Single-Family 
Homes:
To Convert,
To Densify, 
& To Welcome
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Figure 1. Garage 
doors are the most 
dominant façade fea-
ture of residential 
neighborhoods in Los 
Angeles. 
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 This last chapter dedicated to the fourth active form Particles points to 
looming questions of a housing shortage and zoning homogeneity. Both are 
closely connected to the aspirations of living in a detached house with a drive-
way used for parking and a garage used for storage (Figure 1-2). To illustrate 
how Particles embody these issues and exhibit an intense effort to change 
current conditions, this chapter uses an area around a metro line stop in High-
land Park, Los Angeles. This northeast neighborhood is situated on the grounds 
of a former Rancho San Rafael – one of the first historic subdivisions of Los 
Angeles. Currently, it is undergoing a rapid process of gentrification attracting 
a different class of renters and buyers.
 Apart from the immediate consequences of single-family residential 
zones such as low density and demographic segregation, this chapter looks at 
the challenge of introducing public transit and optimizing its performance with 
minimum expenditure. Starting from a brief overview of the County Traffic 
Improvement Plan, this analysis moves to the TOD planning in Los Angeles 
and more specifically to the Transit Oriented Communities (TOC) approach 
that extends beyond single developments. These communities obtain different 
building variances depending on their proximity to Transit Corridors and end 
up being mid-rise wood-frame apartment buildings.
 The origins of the predominantly western planning tool of TOD have 
been already described in Chapter 6. Monoliths. One of the most successful 
examples of an integrated strategic land use approach and transport planning is 
in Hong Kong. To tackle housing problems of an immense scale, the govern-
ment set up the Housing Authority and New Territories Development De-
partment for building six first generation New Towns for 2.3 million people.1 

Such an ambitious undertaking required comprehensive long-term planning of 
transport infrastructure and services. New Territories became a collection of 
megastructures of modernist apartment high-rises, mass transit railway (MTR) 
and multi-level transport terminals that include commercial and professional 
services as well as recreational facilities and sometimes even religious spaces 
(Figure 3). In the last decades, famous podium towers in some of the most af-
fluent neighborhoods of Hong Kong morphologically resemble their transit-ori-
ented predecessors but programmatically they have changed from podiums 
full of services to several story high garage podiums. This is when a cluster 
development of podium towers on steep slopes turn into a concentrated version 
of the auto-dependent residential area of individual homeowners. Both demon-
strate enormous cultural homogeneity and hyper-individuality in a wish to park 
the car right next to the place of dwelling. 
 The garage of the individual house is a highly mythologized space that 
represents half a century of highway construction, mortgages, gender norms 
and domestic consumption. With this in mind, it is worth looking at the ur-

1 Edward G Pryor, “Parallel 
development of strategic 
land-use and transport plan-
ning: the case of Territorial 
Development Strategy,” 
in Land-use and transport 
planning in Hong Kong: 
The end of an era: a review 
of principles and practices, 
ed. Harry T. Dimitrou and 
Cook, Alison H.K. (Alder-
shot: Ashgate, 1998): 57.
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Figure 2. Two-car 
garages are typical 
for the majority of 
single-family homes 
in Los Angeles. On 
many occasions, they 
are used for storage, 
workshops or offices, 
while the cars are 
parked on the street.

Figure 3. The dis-
tribution of space in 
Hong Kong is radi-
cally different. The 
average living space 
for capita in apart-
ment towers is 14 
square meters – half 
of the average size 
of the parking space 
in the podium struc-
tures.
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ban fabric of Highland Park and its morphological identity before moving to 
the central discussion of this chapter – Accessory Dwelling Unit (ADU) Or-
dinance. This piece of legislation allows owners to build an additional small 
structure in the backyard or to convert an existing garage into a separate unit 
that can be rented without a required parking space. Exhibiting an intense effort 
of the state to gently densify single-family residential zones, ADU has signifi-
cant support from city officials and architects. From their vantage point, ADU 
can help to house those living in precarious circumstances, generate additional 
income for homeowners, and widen neighborhoods’ demographics. However, 
there are several hurdles that this strategy is facing – high levels of unit cus-
tomization, NIMBYism (Not In My Backyard activism), and financing chal-
lenges, among others that will be discussed in this chapter through the example 
of Highland Park. Through measures like zoning relief, removal of additional 
parking requirements and a decrease of setback distances, a domesticated 
garage offers an alluring vision of realigning priorities and resources towards 
housing people instead of cars. This last chapter dedicated to an active form 
once again brings to the forefront the complexity of urban transformations and 
the presence of parking in planning documents, housing policies and decision 
making of non-profit and profit developers. 
 Backyard homes are rarely considered by mainstream housing pro-
grams, although they signal a different possibility of addressing systemic issues 
related to the experience of segregation in Los Angeles. The aim of this chapter 
is to demonstrate how these units turn into the introduced active form of Parti-
cles.   
 This active form comprises of not only compact well-designed units but 
takes into consideration bills and Ordinance that allow them to become a sep-
arate legal dwelling, financing mechanisms, public acceptance or opposition, 
embedded cultural expectations, and, of course, parking requirements. It is not 
an accident that this active form is the last one in the analysis. Particles more 
than the other previously described active forms, illuminates a meaning of car 
ownership that undergoes a radical change. 
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The Return of Light Rail to Los An-
geles: Transit Oriented Develop-
ments (TOD) and Transit Oriented 
Communities (TOC)

 In an effort to change travel behavior, create more construction jobs in 
the infrastructure sector, and fund discounted transit fares, Measure M, the Los 
Angeles County Traffic Improvement Plan, was brought before voters and won 
approval with the support of nearly 70 percent. It is a half-cent increase to the 
sales tax that is estimated to bring $860 million annually to fund transportation 
projects until 2039.2 The Ordinance that was approved on November 8, 2016, 
accentuates the need for the expansion of rail and rapid transit systems, as well 
as improving the overall connectivity of existing lines. This attests to the fact 
that Los Angeles is overcoming a legacy of public mistrust in central planning 
of mass transit and the prospect of not owning a private vehicle. At the same 
time, Measure M exemplifies the transition of transportation funding to the 
local level by guaranteeing every municipality gets its share of the funding.
 Despite its popular image of broad, congested highways and its associ-
ation with the car, Los Angeles County has attempted to introduce eight dif-
ferent transportation sales tax measures since 1968, aimed at improving public 
transit. Michael Manville, Professor of Urban Planning at UCLA, claims that 
the biggest challenge of passing a transit legislative strategy is the fact that it 
is not used by most voters and advocates have to find “majoritarian justifica-
tions for minority policies.”3 In other words, the mistrusting public need to be 
convinced to adopt new modes of transportation. He points out that approval 
of the Measure M was ensured by a strong coalition led by Los Angeles Mayor 
Eric Garcetti and LA Metro CEO Philipp Washington, that had no strong op-
position. A public campaign was focused on “reducing congestion, improving 
roads, and creating more jobs” to appeal to a key audience while an increase 
of transit ridership remained an implicit goal to be omitted from the authori-
ty’s everyday messaging.4 The campaign also put to use powerful examples of 
common purchases and how much additional tax one would have to pay with 
Measure M: two cents more for a café latte, four cents more for a movie ticket, 
two dollars more for a flat-screen TV or four cents more for monthly music 
streaming subscription.5 However, an alluring vision of a mass approval for 
transit investment might be misleading. LA voters consistently vote for tran-
sit and consistently don’t use it. Metro’s per capita ridership in 2016 was 20 
percent lower than its 1980 level.6 It is not enough to increase transit spending 
without incentivizing a change in the built environment. This disconnect must 
be addressed during major expansion projects of public transit in the next de-
cade (Figure 4).
 As TOD remains a default urban planning approach for ensuring attrac-
tiveness and availability of housing options in the proximity to public transit, 
in 2018 the Los Angeles Department of Urban Planning released its guidelines 
to Transit-Oriented Communities (TOC). An updated model included a more 
extensive set of planning goals, incentivizes affordable housing and aims to 

2 For more details see “Los 
Angeles County, Califor-
nia, Sales Tax, Measure M,” 
accessed November 7, 2019, 
https://ballotpedia.org/
Los_Angeles_County,_Cal-
ifornia,_Sales_Tax,_Mea-
sure_M_(November_2016).

3 Michael Manville, 
Measure M: Lessons from 
a successful transportation 
ballot campaign (Eno Cen-
ter for Transportation July 
2019), 7.

4 Ibid.,14.

5 For more parts of public 
campaign see “Impacts of 
Measure M,” accessed Octo-
ber 12, 2019, http://theplan.
metro.net/#impacts.

6 Michael Manville, “Mea-
sure M and the potential 
transformation of mobility 
in Los Angeles,” (Univer-
sity of California Institute 
of Transportation Studies, 
January 2019), 10.
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Figure 4. Metro Agen-
cy announced its 
intention to complete 
28 transit projects 
before the 2028 Olym-
pics. Next to this, 
in 2015, it estab-
lished an Office of 
Extraordinary Inno-
vation. This project 
incubator that is 
discovering new ways 
of providing mobility 
options and enhancing 
a living experience 
in Los Angeles. Cour-
tesy of Metro (the 
Los Angeles County 
Metropolitan Trans-
portation Authority).

create multiple overlapping environments and opportunities. For example, the 
legible housing developments must be inside one-half mile (approximately 800 
meters) and must provide a required percentage of On-Site Restricted Afford-
able Units. Each Incentive Area lies in a specific Tier (1-4) that is based on the 
distance between the lot and a qualified Major Transit Stop. The distance is 
measured from the closest point on the lot to the entrance of a train station, or 
the middle of the street intersection of bus routes with a service interval of 15 
minutes or less during peak commute hours.7 

 Putting into use readily available yet powerful planning tools, TOC is 
centered around two types of major incentives: residential density and parking 
requirements. The first one - depending on the Tier - allows for an increase in 
the number of available units and an increase of Floor Area Ratio. The latter 
one starts with a drastic increase of residential minimum parking requirements 
that is a widely accepted enemy of contemporary land use legislation. If the 
development happens to be located in Tier 4, which means 750 feet (approx-
imately 230 meters) away from Metro Rail Station or Metro Rail and Rapid 
Bus intersection, it is not required to provide any parking. Tier 3 has a cap that 
does not allow parking to exceed 0.5 spaces per unit, Tier 2 – one space per 
unit, Tier 1 – 0.5 spaces per bedroom. In the case where all units are afford-
able, there is no need for parking. Such drastic cuts in spatial requirements are 
accompanied by permission to sell and rent parking spaces separately from 
the units. In a climate of the transformation of Los Angeles into the city with 
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Figure 5. On the first 
page of the appli-
cation form for TOC 
incentives, the Hous-
ing Services staff 
determines project’s 
legibility based on 
the number of trips 
a train, a bus or a 
ferry makes during 
peak hours (from 6 AM 

to 9 AM and from 3 PM 
to 7 PM).
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Figure 6. The base 
TOC incentives in-
clude an increase in 
Floor Area Ratio and 
reduction of parking 
requirements. Proj-
ects can be granted 
a size reduction of 
front and side yards, 
height increase and 

other incentives that 
allow building more 
living space.
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multiple mobility options, allocation of space for parking is given an adequate 
prominence in the Ordinance. Next to an increase of density and decrease of 
parking, an eligible housing development can receive additional incentives 
like a reduction of setback distances, decrease in required open space and lot 
width.8 On Figures 5 and 6 one can see some pages of the application that must 
be filed to obtain variances.
 During the first ten months of its being in effect, TOC Ordinance 
spurred developers to file more than 1000 affordable units across 112 projects 
using its incentives. The majority of new small-lot developments were locat-
ed in Koreatown or Hollywood.9 This Ordinance outwits lengthy negotiations 
about rezoning some parts of the city to encourage new housing construction. 
Instead, it keeps existing zoning intact and targets specific projects that inevi-
tably increase the height and density of certain residential areas. In September 
2019 Fix the City (FTC), a “pro-safety, pro-livability, pro-rules-matter” group 
filed a lawsuit to put a halt to the TOC Affordable Housing program.10 This 
lawsuit challenges the approval of an 80-foot tall, 120 unit apartment building 
on Santa Monica Boulevard that exceeds existing height limitations by more 
than 20 feet (6 meters). The developer received an increase in height in ex-
change for a higher percentage of affordable housing units. In sync with some 
preservationists who claim that TOC guidelines put older buildings at a height-
ened risk of demolition, TFC criticizes one of the most successful housing 
programs for “inconsistency between Zoning and General Plan Requirements.” 
The group itself consists mostly of homeowners who already tried to block Los 
Angeles’ multi-modal Mobility Plan that was “stealing” lanes from drivers and 
received a settlement of $107,000 from the city.11 This lawsuit and an accompa-
nying discussion demonstrate that progressive housing and mobility plans still 
operate in a very hostile environment, where a single-family house remains a 
significant capital accumulation device.

Figure 7. One of the 
recent five-over-one 
multi-family apart-
ment buildings in 
Culver City that 
qualify for incen-
tives like lower 
parking requirements 
and higher density of 
units.

8 Ibid.

7 “Transit Oriented 
Communities Affordable 
Housing Incentive Program 
Guidelines” (September 
2017), https://planning.
lacity.org/odocument/39fa
e0ef-f41d-49cc-9bd2-4e7a
2eb528dd/TOCGuidelines.
pdf. Accessed November 2, 
2019.
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 Apart from these growing disagreements between the city’s effort to 
increase housing supply and NIMBY non-profits, Los Angeles has seen an 
affirmation of developers’ willingness to build more multi-family housing 
along major transit corridors. Sunset Boulevard, Hollywood Boulevard and 
Hyperion Avenue are among many streets that have seen an influx of “blocky 
forgettable mid-rises” – five-over-one phenomenon (Figure 7). The first five-
over-one development, Casa Heiwa in Little Tokyo, opened its doors in 1996. 
Five wood stories over a one-story concrete podium allow for increased densi-
ties at a wood-frame price. These multi-family rental apartment buildings have 
advanced across the country and are one of the most significant changes to the 
built environment.12  
 A part of The Highland Park chosen for this study is a great illustration 
of the transitory state of residential neighborhoods in Los Angeles. This area 
lies between two main transportation corridors – Figueroa Street and York Bou-
levard. Both of them are lined up with different types of old and new amenities 
that make the neighborhood self-sufficient and distinctive. These are predomi-
nantly strip malls with surface parking lots or one-story separate structures that 
crystallize along these two thoroughfares, cutting through a dense single-family 
residential fabric. This clearly accentuates an urban difference between two 
types of complementary housing developments that will populate the neighbor-
hood in the near future. The afore mentioned five-over-one apartment buildings 
have been proposed at several locations and will be accompanied by a dis-
persed and, therefore, less visible densification with Accessory Dwelling Units 
in the backyards of existing houses (Figure 8). 
 Some of the most successful transit-oriented developments in the world 
are located in Hong Kong. Its public housing program has been closely linked 
to transit and private development for several decades. This embedded case 
study serves as another example of a relationship between housing and parking 
in the proximity of public transit.

11 Joe Linton, “Fix the 
City Files Lawsuit Against 
L.A.’s Transit Oriented 
Communities Affordable 
Housing Incentives,” 
Streetsblog LA, September 
4, 2019, https://la.streets-
blog.org/2019/09/04/
fix-the-city-files-lawsuit-
against-l-a-s-transit-ori-
ented-communities-afford-
able-housing-incentives/. 
Accessed December 12, 
2019.

12 Justin Fox, “Why Amer-
ica’s New Apartment Build-
ings All Look the Same,” 
Bloomberg Newsweek, 
February 13, 2019, https://
www.bloomberg.com/news/
features/2019-02-13/why-
america-s-new-apartment-
buildings-all-look-the-same. 
Accessed December 12, 
2019.

Opposite page: Fig-
ure 8. Physically 
attached but visually 
separate volumes of 
garages along Divi-
sion street in High-
land Park make it 
easy to imagine them 
as accessory dwelling 
units.

10 Aaron Smithson, “One 
of Los Angeles’s most 
successful housing pro-
grams is facing a lawsuit,” 
The Architect’s Newspaper, 
September 9, 2019, https://
archpaper.com/2019/09/
los-angeles-transit-orient-
ed-communities-lawsuit/. 
Accessed December 12, 
2019.

9 Dennis Lynch, “City TOC 
program that encourages 
affordable housing devel-
opment faces challenge,” 
The Real Deal, January 
24 2019, https://thereal-
deal.com/la/2019/01/24/
city-toc-program-that-en-
courages-affordable-hous-
ing-development-fac-
es-challenge/. Accessed 
December 12, 2019.
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Hong Kong and its Mass Transit 
Railway (MTR)

 The quintessential small-footprint high-density city of 7.5 million 
people is an extreme concentration of population, goods and services on re-
claimed land at the Pearl River Delta. Despite the landform of mountains and 
extensive swamps, the Hong Kong government has managed to build a signif-
icant amount of land. Reclaimed land is owned by the government and leased 
to developers. This lease together with the sale of development rights for the 
reclaimed land is an important revenue source for the local government. Fully 
aware of its limitations, former British crown government and a current Special 
Administrative Region government has been consistent in its comprehensive 
urban development model.13  
 The deliberate density of Hong Kong is achieved through ongoing strict 
control of development rights, land leasing, public housing programs and a 
multi-modal extensive system of public transit. The collective capacity of the 
public transport network of trams, buses, light rail, metro and ferries forms a 
part of an overarching strategy of the state-facilitated project of maintaining 
an engineered territory. This territory is densely punctuated by a highly profit-
able typology of infrastructure nodes that serves “as a device to generate high 
land value through accessibility and high density of vertically organized pro-
grammes.”14 Gradually, simple railway stations of the Mass Transit Railway 
Corporation (MTRC) (established in 1975) have transformed into “self-suffi-
cient super-nodes” full of different programs. Due to their proximity to public 
transit, these commercial and residential properties are extremely attractive to 
developers and become complicit in generating the main income revenues for 
the government. The development of the area starts with the MTRC financing 
the node through private funds and commercial programs. But the guaranteed 
economic profit comes from an additional private housing development in the 
400-meter radius surrounding these MTR stations. This joint venture between 
MTRC and private developers took twenty to thirty years to come into fruition 
but proved successful in ensuring the rapid urbanization of Hong Kong’s New 
Territories, which make up more than 80 percent of Hong Kong’s surface area. 
Unlike most European and North American models of TOD that incentivize 
housing production around transit lines, Hong Kong’s government accentu-
ates mobility nodes and the programs they house. The podiums themselves 
are privately owned public spaces similar to plazas in central business districts 
or fountain patios in suburban shopping malls. This model has crystallized as 
Hong Kong’s best approach to the challenges of limited space and a large urban 
population. This has also inflated the affordability and accessibility to land and 
property in Hong Kong, making it one of the most expensive cities in the world 
to live in. Mass housing provision has been a central issue for the government 
since Shek Kip Mei Christmas Eve in 1953, with 53 000 people losing their 
homes in one night.15

13 Barrie Shelton, Justy-
na Karakiewicz, Thomas 
Kvan, The Making of Hong 
Kong: From Vertical to 
Volumetric (London: Rout-
ledge, 2011), 3.

14 Rolf Jenni, The Hong 
Kong Model: State-Enter-
preneurial Urbanism, 2010, 
http://www.raumbureau.
ch/de/projects/7482/Re-
search--7900.html. Ac-
cessed December 2, 2019.

Opposite page: Figure 
9. Seven million peo-
ple are concentrated 
on only fourteen per-
cent of Hong Kong’s 
territory. When it 
comes to the minimal 
size for living, the 
population’s expec-
tations differ from 
the majority of the 
world. 

15 For more on Shek Kip 
Mei and public housing 
programs see Manuels 
Castells, Lee Goh, R. Yin-
Wang Kwok, The Shek Kip 
Mei Syndrome: Economic 
Development and Public 
Housing in Hong Kong 
and Singapore, Studies in 
Society and Space No. 4. 
(Pion, 1990).
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 Japanese occupation of China played a tremendous role in the rapid 
population influx in Hong Kong. It increased a population of squatter towns 
where a person could barely get 2 square meters of floor for living.16 The 
government’s response was a development of the mass housing block Mark I 
in 1954. It was an H-shaped plan with six or seven stories. Continuous perim-
eter balconies provided access to single-room dwellings. Communal toilets 
and washing facilities were located in the connecting cross of the H.17 Soon 
after The Building Ordinance of 1956 doubled an allowed height and, in some 
instances, plot ratios could reach 20:1. The first prototypes of Hong Kong 
housing towers were a reaction to the extreme need in housing. The use of re-
inforced concrete and an increased affordability of lifts significantly influenced 
the height of these prototypes and their future alterations. (Figure 11).18

The city’s signature building type of podium towers emerged in the 1960s. 
They keep commercial activities close to residents while maintaining a blurred 
line between public and private on the streets of Hong Kong. In other words, a 
profoundly modernist typology of residential accommodation used tradition-
al components without mimicking them. The towers in new housing estates 
in New Territories could accommodate parking but mostly were dedicated to 
shops and other services with recreational space on top of the podiums as land 
use compensation.

16 Shelton, The Making of 
Hong Kong: From Vertical 
to Volumetric, 72.

17 Ibid., 73.

18 Ibid., 77.

Figure 10. An exten-
sive Mass Transit 
Railway System serves 
Hong Kong Island, 
Kowloon and New Ter-
ritories. With this 
system in place, car 
ownership is not a 
necessity but an ex-
pression of personal 
preferences and priv-
ilege.
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19 Lam Ka-sing, “Hong 
Kong couple earn a 
US$330,000 profit in nine 
months … by reselling 
a parking space,” South 
China Morning Post, June 
5, 2018, https://www.scmp.
com/property/hong-kong-
china/article/2149376/
hong-kong-couple-earn-
us330000-profit-nine-
months-reselling. Accessed 
December 12, 2019.

Figure 11. Cluny 
Park parking was the 
most expensive un-
til a parking place 
in Ultima apartment 
complex was sold for 
$760,000 in 2018.

 In the pursuit of efficiency in distribution and movement of its citizens, 
the Hong Kong government has been actively discouraging car ownership, 
not only by providing affordable door-to-door public transportation but also 
through fiscal policies and building codes. After decades of restriction, the 
shortage of parking spaces has become a catalyst for increased demand and re-
sulted in parking becoming expensive objects of property speculation. In 2018 
a 5 by 2,5-meter parking spot at Sun Hung Kai Properties’ Ultima apartment 
complex was sold for HK$6 million (US$760,000) while the owner bought it 
for half of the price nine months beforehand.19 In some areas of the city, a sup-
ply shortage has driven the cost of parking up at a faster pace than the cost of 
apartments. One of the reasons for a new speculative market is the absence of 
any regulations imposed on developers of residential estates. They are allowed 
to sell the entire car park of the estate to investors before offering an oppor-
tunity to residents.20 Combined with increasing car ownership and the rise in 
household income, Hong Kong will face an extreme shortage when the num-
ber of vehicles outnumber parking spaces, according to the Director of Audit 
Commission, which produces a twice-yearly assessment of government-fund-
ed projects. At the end of 2018, Hong Kong had 756,909 parking spaces and 
744,191 licensed vehicles.21 This unusually limited supply exists in a climate 
of the conventional approach of minimum parking requirements that are asso-
ciated with high car ownership numbers and automobile compliant landscapes. 
However, requirements for new residential developments are incomparable to 
other cities. For subsidized housing only one parking space per 6-9 flats has 
to be provided, and this number gets even lower when development is within 
a 500-meter radius of a rail station or is subject to demand or intensity adjust-

20 “Car Parking in Private 
Residential Development,”-
Consumer Council, last 
modified August 29, 1997, 
https://www.consumer.org.
hk/ws_en/competition_is-
sues/reports/19970829.
html.
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22 “Hong Kong Planning 
Standards and Guidelines,“ 
Planning Department, last 
modified December 2019, 
p. vi, https://www.pland.
gov.hk/pland_en/tech_doc/
hkpsg/full/index.htm.

23 “Car Parking in Private 
Residential Development.”

ment.22 This number is at least twelve times less than in Los Angeles.
 This arises the question; why did the parking market not increase its 
supply according to a rising demand, when there are no restrictions in place to 
regulate it? First and foremost, minimum requirements only apply to redevel-
opment and to new developments, while the majority of housing estates were 
built under strict regulations in the 1970s-1990s. But in 1992 the Hong Kong 
government set different standards that started to mould the built environment 
of podium towers. This easement coincided with growing car ownership of the 
island that almost doubled in 12 years: from 182, 985 of registered private cars 
in 1984 to 325, 131 in 1996.23 So what happened to the dominant housing ty-
pologies? The most extreme example is the city’s Mid-Levels area south of Sai 
Ying Pun, with some of the most expensive apartments and respectively some 
of the most coveted parking spots in Hong Kong (Figure 12). Against the grain 
of habitual patterns of living in Hong Kong, the podiums of these apartment 
towers incorporate the views of residents. Mid-Levels is a luxury residential 
area populated mostly by affluent locals and foreign professionals. It is home 
to the University of Hong Kong and many other schools and colleges. Just like 
the Mountain Dwellings in Copenhagen, the Mid-Levels residential towers 
are very well connected with the longest outdoor escalator to the Central area, 
while drowning in the lush vegetation of Victoria Peak. In an attempt to pro-
vide a more recognizably middle-class suburban style of housing, developers 
prefer to build elaborate parking podiums. But these podiums remain strictly 
dedicated to parking. Conduit Road is the main residential street that mean-
ders between new luxury towers with three to six-storey high parking podiums 
(Figure 13-14). These structures with decorated walls along narrow sidewalks 
crystallize the emerging consequences of imported lifestyles from the West 
but also from Mainland China, accompanied by conventional policies that are 
descriptive of auto-centric cities.

Figure 12. Conduit 
Road with some of 
the most expensive 
apartment buildings 
and parking lies in 
between Mid-Levels 
and Victoria Peak. 
This luxury residen-
tial area consists 
of housing towers on 
parking podiums sur-
rounded by the lush 
vegetation of the 
hill.

21 Karen Zhang, “Hong 
Kong’s lack of park-
ing spaces is ‘cause for 
concern’ and only getting 
worse, Director of Audit 
says,” South China Morn-
ing Post, April 17, 2019, 
https://www.scmp.com/
news/hong-kong/transport/
article/3006621/hong-
kongs-lack-parking-spaces-
cause-concern-and-only. 
Accessed December 12, 
2019.
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Figure 13. Olympic 
Mansion apartment 
building (Conduit 
Road 9) wraps park-
ing with a perforated 
facade. It was built 
in 1965 and is one of 
the oldest existing 
buildings on Conduit 
Road.

Figure 14. Imperi-
al Court apartment 
building (Conduit 
Road 62) uses park-
ing as a podium to 
elevate towers that 
are set back from the 
road. This building 
was finished in 1996, 
but the typology re-
mained almost intact. 
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Garage Mythology

 The suburban dream of a single-family house, a lawn, a driveway and 
a garage erased many differences between America’s residents in the twentieth 
century and led to a standardization of lifestyles. Homeownership became a 
highly regarded safe investment that supported a heteronormative idea of the 
nuclear family. Detached, inexpensive houses away from crowded cities made 
Southern California and Los Angeles in particular one of the most attractive 
destinations. As historian Scott L. Bottles writes,

 Urban planners throughout the nation encouraged other cities to pro-
mote residential dispersion. These professionals initially saw decentralization 
as an “unmixed blessing” and an answer to the problems of urban congestion. 
Many planners, therefore, saw Los Angeles as an ideal urban environment. 
Unlike the polluted and crowded cities of the East, southern California seemed 
to offer the advantages of both a small town and a major metropolis.24

 It was the arrival of the automobile that changed housing patterns and 
allowed residents of Los Angeles to move further away from streetcar lines. 
A predominantly residential character of new suburbs not only crystallized 
the world-famous imaginary of the city but also became a heritage worthy of 
preservation. For example, the first goal of Concept Los Angeles that declared 
long-range goals of the future General Plan (Figure 15), is to,

 Preserve the low-density residential character of Los Angeles: protect 
stable single-family residential neighborhoods from encroachment by other 
types of uses; rehabilitate and/or rebuild deteriorated single-family residential 
areas for the same use; make single-family housing available to families of all 
social and ethnic categories.25

 In these planning guidelines, low-density suburbs provide a backdrop 
for “centers” with a high intensity of development and accentuate the differ-
ence in scale. Their physical form is shown on Figure 16 and the core of each 
center is described in the following way:

 The core will contain the rapid transit station, high-rise office struc-
tures, department stores, hotels, theaters, restaurants and government offices. 
It will be designed to function on a three-dimensional basis, with extensive use 
of air rights to permit development over streets. The core will not be rigidly de-
fined in a physical sense but will extend about one-quarter mile in all directions 
from the transit station. Rooftops will be developed as landscaped plazas and 
open spaces for both public and private use. Schools, churches, government 
offices and public facilities can be located on upper levels, using landscaped 

24 Bottles, Los Angeles and 
the Automobile, 180.

25 The Concept for the Los 
Angeles General Plan (De-
partment of City Planning 
Los Angeles, California. 
January 1970), 10.

26 Ibid., 13.
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Figure 15. The Con-
cept designated 48 
centers within the 
metro area, of which 
29 are located with-
in the City of Los 
Angeles. Their loca-
tions are based on 
the existing concen-
tration of people and 
services. They were 
supposed to act as 
satellite towns, like 
Ebenezer Howard’s 

Garden Communities. 
Source: The Concept 
for the Los Angeles 
General Plan.
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Figure 16. The sec-
tional view of a 
typical center. 
High-rise buildings, 
elevated walkways and 
multi-level Metro 
stations with ser-
vices never materi-
alized in the city. 
Instead, major bou-
levards act as linear 
centers that consol-
idate entertainment, 
commerce, gastronomy 
and other programs. 
Source: The Concept 
for the Los Angeles 
General Plan.

rooftops as their grounds.26

 Each core can include up to twenty local “nodes” connected to each 
other and a central rapid transit station connected by a secondary transit sys-
tem. Centers are joined by three other basic components: open spaces of 
various sizes, industrial areas at convenient locations and a comprehensive 
transportation system.27 The Concept identified 48 centers based on the existing 
concentration of activities and proximity to existing or projected transportation 
routes.
 Highland Park is one example of such a contemporary center. It is still 
a predominantly Latino neighborhood that has seen its rent prices go up in 
the last ten years while new galleries, coffee shops and tattoo parlors replaced 
dollar stores and muffler shops.28 Most of the commercial activities cluster 
along two corridors, York Boulevard and Figueroa street. These act as two 
sides of a triangle comprising single-family homes on small parallel lots. While 
Concept Los Angeles envisioned centers as cores with rapid-transit stations, 
high-rise offices, hotels and theatres blended into one megastructure. Con-
temporary centers of Los Angeles neighborhoods have a closer resemblance 
to Western European pedestrian shopping streets than to Hong Kong podium 
MTR stations. While the similarities are clear, transit corridors of Los Angeles 
demonstrate less rigid visual protocols and have a strong spatial commitment 
to automobiles. Sunset Boulevard performs as a linear center in several areas 
of the city from West Hollywood to Little Armenia, from Silver Lake to Echo 
Park. Due to recent bills and ordinances that have been described earlier, it 
becomes a place of a greater range of living arrangements. New developments 
replace parking lots or old bungalow courts with both affordable multi-family 
housing and high-rise market-rate condominiums.29 The last time Los Angeles 
boulevards were morphologically rethought was in the 1920s in response to 
new transportation conditions (Figure 17). As Doug Suisman, urban designer 
and architect writes in his 1989 book Los Angeles Boulevard: “The drama of 
distant sighting and anticipation - and the privileged position once reserved 

Opposite page: Fig-
ure 17. Sunset Bou-
levard is one of the 
most important and 
famous transport cor-
ridors in the city. 
It follows the path 
of a cattle trail 
from Pueblo to the 
ocean in the eigh-
teenth century. The 
Boulevard is a linear 
commercial center for 
many neighborhoods in 
the city: from Echo 
Park to Brentwood, 
from Bel-Air to Pa-
cific Palisades, from 
Los Feliz to West 
Hollywood. 218
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Figure 18. The pop-
ulation density of 
Highland Park is 
6,490 people per 
square kilometer. 
It is comparable to 
the city of Copen-
hagen (6,800 people 
per square kilometer) 
and exceeds the larg-
er metropolitan area 
of Copenhagen (4,400 
people per square ki-
lometer). The houses 
and their garages 
occupy the majority 
of the plot leaving a 
narrow side path and 
a small backyard.

Figure 19. Metro 
Gold Line light rail 
runs from Azusa to 
East Los Angeles via 
Downtown LA, Cen-
tral Union Station, 
Little Tokyo, China-
town, Highland Park 
and Pasadena. A big 
part of it operates 
at grade, which makes 
trains slower, but 
the rides more sce-
nic.220
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for city walls and the spires of cathedrals – could now be usurped by roadside 
signage.”30

 The current change in both land use and visual proportions – has been 
unavoidable due to an acute housing crisis and common urban planning prac-
tices of densifying transit corridors. However, two major thoroughfares of 
Highland Park can escape this destiny. Until now, there are only a couple of 
multi-family housing projects in planning or discussion while one-story high 
buildings give place to commercial activities of all kinds and sidewalks are 
still full of street food vendors. At the same time, the single-family residential 
housing zone is regularly subdivided, comparatively flat and demographically 
diverse (Figure 18). This turns Highland Park into a favorable candidate for 
gentle densification with Accessory Dwelling Units. These backyard, second 
units are located in the back of the primary residence that can be rented out as 
separate dwellings in the proximity to the Golden Metro Line connecting High-
land Park to Downtown and Pasadena (Figure 19).
 Accessory Dwelling can have many forms which will be discussed 
further in this chapter, but the one that stands in stark contrast to the normative 
transit-oriented programs is the garage conversion. A garage is not only a hous-
ing unit for a car, it is also a symbol of suburban individualism and weekend 
hobbies, it is seen as a cradle of Bay Area technology companies, studios or re-
hearsal spaces. What is especially notable is that over the years of its existence, 
the car has gradually moved to the driveway while the garage acquired differ-
ent identities. Even though it accommodates and supports various programs, its 
morphology is linked to a car. Architect Luis Ortega Govela and Artist Olivia 
Erlanger, in their recent book Garage illuminate the origins and mythology of 
garages,

 While the rest of the household is modelled on human proportions, the 
garage uses the machine for scale. With the car as an instrument of measure-
ment, the home follows a different design. The front entrance becomes a giant 
door, almost institutional in size. At the same time, if the bathroom and kitchen 
reflect bodily functions and their standardization, the garage has to provide for 
the automobile, and ultimately it is this consideration that shaped the space…
This wasn’t radically different from the carriage house except that the machine 
came to replace the animal.31

 The new industrial society merged with traditional domesticity in the 
form of a garage, with the automobile becoming almost an extension of family 
structures. The first instance of the family sharing a roof with the automobile 
was The Robbie House designed in 1908 by Frank Lloyd Wright and built be-
tween 1909 and 1910 in the South Side of Chicago for entrepreneur Frederick 
Robbie and his wife Lora - one of the first women to drive a car in America. 
A three-car garage was integrated into this prominent example of the Prairie 
home with its lack of storage spaces and multipurpose rooms.
 A car getting a room of its own the size of an average bedroom is not an 
insignificant moment in humans’ relationship to technology. The garage cre-
ated the totalizing narrative of a nuclear family and along with the front-yard 
lawn and the driveway, became an important cultural signifier. It is within this 
context that the changing programmatic identity of the garage has the potential 
to contribute not only to the soft densification but also to the process of diversi-
fying demographics.

31 Olivia Erlanger and Luis 
Ortega Govela, Garage 
(Cambridge, MA: The MIT 
Press, 2018), 43.

30 Suisman, Los Angeles 
Boulevard: Eight X-Rays of 
the Body Public, 68.

29 For more on recent 
developments on Sunset 
Boulevard see Steven 
Sharp, “70-Unit Apart-
ment Building to Replace 
Sunset Boulevard Bunga-
low Court,” Urbanize Los 
Angeles, November 14, 
2018, https://www.urban-
ize.la/post/70-unit-apart-
ment-building-replace-sun-
set-boulevard-bunga-
low-court. Accessed 
December 1, 2019.
Jessica Flores, “Dubai 
in WeHo? Residents 
loathe new Viper Room 
plans,” Curbed Los 
Angeles, October 11, 
2019,  https://la.curbed.
com/2019/10/11/20909841/
viper-room-sunset-strip-de-
velopment-residents, Ac-
cessed December 1, 2019.

27 Ibid., 11.

28 Andy Hermann, “Sorry, 
Echo Park: Highland Park 
is L.A.’s greatest neigh-
borhood,” LA Weekly, June 
12, 2013, https://www.
laweekly.com/sorry-echo-
park-highland-park-is-l-a-
s-greatest-neighborhood/. 
Accessed December 3, 
2019.
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Accessory Dwelling Unit Ordinance: 
Content, Financing, and Permits 

 Accessory dwelling units (granny flats or mother-in-law suites) are sec-
ondary units in backyards of single-family residences. Backyard homes have 
the potential to address the change in family structures that exist in contempo-
rary America society. Historically associated with housing domestic help, today 
they allow seniors, adult children, extended family or any other long-term 
guests to live on their own but in close proximity to the primary residence. 
But zoning regulations typically do not allow two separate homes to occupy 
a single-family lot. In addition, starting from the 1930s, The Federal Housing 
Administration discouraged them by demanding higher insurance rates from 
buyers of two-family homes. The higher intensity of illegal developments of 
secondary units in single-family neighborhoods indicated a high interest in this 
housing option.32 A recent report from UCLA Luskin School of Public Affairs 
points out that backyard homes are not only an answer to multigenerational liv-
ing but also have a potential to contribute to housing affordability and provide 
an additional source of income to avoid foreclosures. They can make neigh-
borhoods more mixed-income and will use existing infrastructure in a more 
efficient away.33 The state of California has considered ADUs as an important 
spatial asset since the 1980s, but continuously meets resistance from local 
governments and communities regarding their implementation. What is notable 
for this study is that parking tops the list of these concerns followed by density 
and overcrowding, disorder and crime, infrastructure capacity and many others. 
While the most essential attributes of permitting ADUs are a chance to have 
housing for an extended family, raise property value, have rental income and 
contribute to housing supply and affordability.34

 The scale and meaning of an affordable housing shortage in Los Ange-
les are hard to ignore. The county has to add more than half a million homes 
annually to meet existing demand from low-income renters and prevent them 
from joining a homeless population of 59,000 people.35 It is within this radical 
context that new types of housing solutions and alternative financing measures 
need to be introduced. In 2016 77 percent of voters agreed to increase property 
taxes to fund 10,000 units in 10 years through Measure HHH. All $1.2 billion 
of Measure HHH have been allocated in the last three years, but not a single 
unit has been opened yet. Despite announcements by politicians, it takes years 
to build multi-family housing due to the longevity of approval processes and 
numerous funding sources that have to get cobbled together.36Arguably an-
other contributing factor to the housing shortage is an increase in construction 
costs that drives up the median cost of a supportive housing unit to reach half 
a million dollars. Therefore, Los Angeles will receive only 7,640 units out of 
projected 10,000.37 The majority of these units will be inside five-over-one 
multi-family blocks and along major transit corridors that are blamed for a 

32 Vinit Mukhija, Dana 
Cuff, Kimberly Serrano, 
“Backyard Homes & Local 
Concerns: How can these 
concerns be better ad-
dressed?” (cityLAB, UCLA 
Department of Architecture 
and Urban Design, April 
2014), 12.

33 Ibid., 13.

34 Ibid., 39.

35 Elijah Chiland, “How 
much affordable housing 
does LA need to build?” 
Curbed Los Angeles, May 
21, 2019. https://la.curbed.
com/2019/5/21/18634232/
los-angeles-affordable-
housing-shortage-how-
much-need. Accessed 
November 3, 2019.

36 “Editorial: You can’t see 
the results yet, but L.A.’s 
HHH homeless housing is 
being built,” Los Angeles 
Times, August 26, 2019, 
https://www.latimes.com/
opinion/story/2019-08-23/
hhh-homeless-hous-
ing-money-allocated. Ac-
cessed November 3, 2019.
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Figure 20. From Janu-
ary 2017 to September 
2019 more than 11,800 
property owners 
filed building per-
mit applications for 
ADU units. The ordi-
nance specifies that 
the unit must be an 
“independent living 
facility” and must 
include “provisions 

for living, sleep-
ing, eating, cook-
ing, and sanitation 
on the same parcel 
as the single-family 
dwelling is situat-
ed.” ADU unit is not 
an extension of the 
house. It is a second 
unit on the parcel 
that was zoned for a 
single-family home. 223
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variety of ills when it comes to the city’s heritage of “low-density residential 
character.”
 An alternative solution to mid-rise apartment complexes are ADUs. To-
gether with an elaborate support system in navigating urban bureaucracies and 
with planning variances, they form the last active form in this analysis – Par-
ticles. The first incentives came from Dana Cuff, Director of cityLAB, a think 
tank in UCLA’s Department of Architecture and Urban Design, who in 2010 
published results of a three-year investigation of backyard homes as an infill 
development that reflects a neighborhood character of the city. It took seven 
years for the first two ADU bills to get signed and override any local ordinanc-
es that are not aligned. According to current ordinances, they can take three 
forms,

 1. Detached: Unit is separated from the primary structure.
 2. Attached: Unit is attached to the primary structure.
 3. Repurposed Existing: Space within a primary residence that is con-
verted into an independent living unit.38

 ADUs have achieved prominence within the architectural field as an 
important housing option for infill developments. However, not all secondary 
units qualify according to the Ordinance. First, they are located only in zones 
that allow residential uses with an existing single-family residence; second, 
they are limited to only one per lot; third, they cannot be located between the 
street and the primary residence; fourth, they cannot exceed fifty percent of the 
primary residence size and be larger than 1,200 square feet. 
 The most significant controversy regarding ADUs involves parking pro-

Figure 21. City ADU 
Pilot Project - a 
two-bedroom unit de-
signed by LA-Mas with 
a construction loan 
from Genesis LA and 
supported by Habitat 
for Humanity among 
many other partners. 
The building site is 
in a Historic Preser-
vation Overlay Zone; 
therefore, the unit’s 
exterior has the 
forms and materials 
of the Craftsman’s 
style but is painted 
bright blue to give 
it a more playful 
character.

37 “Three Years And 
Zero Homeless Housing 
Units Later, LA’s Audi-
tor Looks At Prop HHH 
Money,” LAist, October 
8, 2019, https://laist.
com/2019/10/08/prop_hhh_
homeless_housing_audit.
php. Accessed December 7, 
2019.224
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38 “Background & fre-
quently asked questions,“ 
Accessory Dwelling Unit 
Ordinance, City of Los An-
geles, last modified Janury 
2017, https://planning.lacity.
org/ordinances/docs/ADU/
InformationSheet.pdf.

Figure 22. Floorplans 
of the City ADU Pilot 
Project. More than 
1,000 square feet 
(around 90 square me-
ters) unit with two 
bedrooms, two bath-
rooms and a garage 
is a comfortable 
detached house that 
is not different from 
the majority of the 
homes in the area. 
Courtesy: LA-Mas.

vision. A new ADU or a converted garage does not require adjoining parking 
when located within a one-half mile radius of public transit or within an ar-
chitecturally and historically significant historic district, or when there is a car 
share located within one block. In all other cases, one parking spot is required 
per ADU but can be provided in tandem on a driveway. If a garage gets de-
molished to give way to an ADU the replacement can take any other form not 
limited to only covered parking.39 In other words, what is especially notable in 
this policy is an intention to house people instead of cars through the possibili-
ty of direct conversion. A domesticated garage can now become a home for an 
individual or a family in need.

 To further inform the policy and determine potential hurdles for home-
owners, Mayor Garcetti’s Innovation Team partnered with a local architecture 
office LA-Mas. The project called City ADU Pilot is a backyard unit for Trent 
Wolbe and Grace Lee in the Historic Preservation Overlay Zone in Highland 
Park (Figure 21-22). The two-story two-bedroom home with a garage demon-
strated that it is possible to construct a well-designed home in a backyard 
for about $250,000. According to Los Angeles Controller Ron Galperin, the 
median construction cost of a unit at Proposition HHH-funded project stands 
at $531,373.40 A construction loan for the project was provided by Genesis 
LA – a community investment fund that is also a part of The Backyard Homes 
Project. The Project supports homeowners in building an ADU if they agree to 
rent their unit out to a Section 8 voucher holder for a minimum of five years. 
In addition, participants of the program commit to working with LA-Mas and 
Restore Neighborhoods LA (RNLA) on design, permitting and construction. 
In exchange, they receive free project management, affordable design services, 
financing in the form of a permanent mortgage product, required landlord 
training and possibly a signing bonus for new Section 8 landlords.41 Section 
8 is a highly contested topic when it comes to housing in Los Angeles. It is a 
federally funded program that provides housing assistance vouchers to low-in-

39 Ibid., 2.

40 The High Cost of Home-
less Housing, LA Controller 
Ron Galperin, October 8, 
2019, https://lacontroller.
org/data-stories-and-maps/
hhh-map/
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Figure 23. The area 
of effect of the 
Particles is always 
attached to mass 
transit lines (Metro 
or bus system) due 
to the” softened” 
parking require-
ments. In this case 
study, the proximi-
ty to Metro’s Gold 
Line and a number of 
other programs, like 
elementary schools, 
churches, banks, 
farmer’s market, cin-
ema, and restaurants, 
allow us to envision 
a walkable tran-
sit-oriented communi-
ty that does not rely 
on big multi-family 
housing developments. 
An existing high 
residential densi-
ty of Highland Park 
sustains these ame-
nities. The average 
size of the household 
is three people, and 
only one-third of 
them are not fami-
lies. On the diagram 
marked in black one 
can see all backyard 
homes that are either 
used as secondary 
units or can be con-
verted. The diagram 
uses Google Maps and 
on-site observations, 
therefore, there is 
a margin of error in 
this estimate. 
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come renters, on many occasions former homeless. Most of the households 
pay 30 percent of their adjusted income while Public Housing Agency pays 
the remainder of the rent. But nearly half of the people who received vouchers 
had them expire in 2017 before they could find a rental. The majority of land-
lords refuse to accept vouchers based on a negative narrative of low-income 
households. They usually are denied based on a history of evictions or poor 
credit history.42 In the current climate of an extreme housing shortage, ADUs 
hold a mass appeal. Once the uncertainty of funding sources gets resolved, the 
rigidity of the protocols of single-family residential zones will get relaxed and 
Los Angeles will see a greater range of living arrangements become available 
to residents. One of the biggest challenges lies in securing and regulating the 
use of ADUs as affordable long-term rental units and not allow them to enter 
the market of short-term platform urbanism that increases rents and substitutes 
local population with temporary residents in search of authenticity.43

 As noted earlier, the area of Highland Park around the Metro Station 
and south of Figueroa Street is a dense single-family residential environment 
with two important thoroughfares: one for automobiles and rapid buses and 
another for rail transit. In other words, the transportation corridor gets thicker 
because infrastructure lines get separated. Between these two lines, there is a 
mixture of strip malls with their surface parking lots, a school, a fire station, a 
gas station and some single-family houses. So far there is no sign of non-de-
scriptive multi-family five-over-one housing that erases differences between 
distinctive Los Angeles neighborhoods. In continuation of the previous argu-
ments concerning gentle and barely visible densification of the city’s fabric, by 
introducing ADUs as one of its possible tools, there is a possibility to incorpo-
rate backyard homes throughout the existing urban fabric (Figure 23). When 
looking at the diagram, one can see that in Tier 1 (area that does not require a 
provision of parking), there is a chance to provide around 70 new units that are 
marked on Figure 24. A block of apartment units with the same capacity would 
occupy the whole block and would not arrive unnoticed. This estimate does not 
include existing garages that can be converted into small housing units. 
 When adequately incentivized with strategic intelligence and sustained 
investment, these Particles have the power not only to challenge the public 
conception of the city’s residential character but can also house between one 
and two hundred former homeless (or low income) people in a healthy commu-
nity. This area of North East Los Angeles has the potential to test an alterna-
tive route by incorporating user input, flexibility, temporality and community 
participation into its planning. Starting from several rapid bus lanes and a 
Golden Metro line that connect it to Downtown LA and finishing with a variety 
of commercial services, Highland Park has enough capacity to sustain a dense 
and interconnected community that is demographically diverse. Under the ban-
ner of addressing day-to-day housing injustices that are commonplace in Los 
Angeles, ADUs are trying to reshape a collective imagination of ideal living 
conditions in the city and along with it, bring car ownership numbers down by 
aligning a set of different policies to support connectivity.

 The current heightened interest in this innovative approach to housing 
might not yield the imagined results, because of systemic issues related to con-
struction and architecture costs, as well as the challenging topography of large 
areas of Los Angeles. Numerous architecture practices are trying to address 
these issues, with mass-produced and customizable units - which brings an-
other set of challenges related to the uniformity of the urban landscape with it. 

42 Andrew Khouri, “L.A. 
City Council votes to ban 
low-income Section 8 rental 
discrimination,” Los Ange-
les Times, June 18. 2019, 
https://www.latimes.com/
business/la-fi-section-8-dis-
crimination-20190618-sto-
ry.html. Accessed Decem-
ber 28, 2019.

43 For more on ADUs 
and Airbnb see Matthew 
Blake, “While you were 
sleeping: LA bans “gran-
ny flats” as Airbnbs,” The 
Real Deal, October 29, 
2019, https://therealdeal.
com/la/2019/10/29/while-
you-were-sleeping-la-bans-
granny-flats-as-airbnbs/.
Accessed December 23, 
2019.

41 For more information 
see “Alternative Housing,” 
LA-MAS, accessed De-
cember 27, 2020, https://
www.mas.la/project-selec-
tion-new.
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Figure 24. Colored in 
black are the build-
ings that are locat-
ed in Tier 4, which 
means that they are 
eligible for most 
transit-oriented 
incentives. The City 
ADU Pilot Project is 
located on the border 
of Tiers and has one 
covered parking spot. 
Colored in beige are 
the properties that 
do not have backyard 
units, but can build 
one or two of them 
and contribute to the 
gradual densification 
of the area. 229
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But for this particular analysis, the most critical issue is a reclaiming of auto-
motive space for much-needed housing and increasing density around public 
transit. As attitudes towards car ownership keep changing, parking spaces must 
be turned into housing places. Helsinki-based architecture office Casagrande 
Laboratory made a house prototype - the Tikku (Finnish for “stick”) - with a 
footprint slightly larger than the size of one parking slot to demonstrate how a 
resident parking permit can be turned into rent.44 The broad changes in the role 
of parking helped Sagi Golan and the Peterson Rich Office to develop infill 
affordable housing on the 20 million square feet of surface parking owned by 
NYC Housing Authority.45 Projects like these and the ADU program in Los 
Angeles, aim to make visible a tendency that becomes increasingly evident in 
cities with an affordable housing crisis. Particles are not only a response to 
changes in the texture of our mobility landscape but also an attempt to give 
form to new ways of living beyond the nuclear family, that reflect contempo-
rary society. From the outset single-family residential neighborhoods were 
infused with ideas of exclusion and uniformity. A conversion of garages into 
backyard homes can create a resistance to a totalizing narrative of individu-
ality, the need for privacy and a fear of diverse populations. All of this can be 
achieved without changing the highly-praised aesthetic of the urban fabric of 
Los Angeles.

44 Adele Peters, “This 
Three-Story Tiny House 
Fits In The Footprint Of A 
Parking Space,” Fast Com-
pany, October 23, 2017, 
https://www.fastcompany.
com/40482921/this-three-
story-tiny-house-fits-in-
the-footprint-of-a-parking-
space. Accessed September 
18, 2019.

45 For more see “9x18,” 
Peterson Rich Office, ac-
cessed December 27, 2020, 
http://www.pro-arch.com/
projects/9x18.

Opposite page: Fig-
ure 25. Simon Sto-
rey, the principal of 
LA-based Anonymous 
Architects architec-
ture firm, received a 
second place at the 
“Yes to ADU” design 
competition that was 
organized by the Art 
Commission Civic Art 
Program meant to in-
spire and encourage 
homeowners’ partic-
ipation in building 
ADUs. The core of 
this proposal is a 
basic building block 
made from 100 per-
cent recycled plas-
tic packaging. Every 
block can be acces-
sorized with differ-
ent features, like 
birdhouses, planters, 
shades, limpets, wind 
turbines and solar 
balloons. The inten-
tion is to optimize 
construction costs 
and timeline while 
providing a range of 
designs suitable for 
different occupants.
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CHAPTER 8
AFTER THE SINGLE-FAMILY 
HOME

From Housing Cars to Housing People

233



 “Housing means many things to different groups. It is home for its res-
idents and the site of social reproduction. It is the largest economic burden for 
many, and for others a source of wealth, status, profit, or control. It means work 
for those who construct, manage and maintain it; speculative profit for those 
buying and selling it; and income for those financing it. It is a source of tax 
revenue and a subject of tax expenditures for the state, and a key component of 
the structure and functioning of cities.”1 

 In their recent book In Defense of Housing, lawyer and Professor of 
Urban Planning, Peter Marcuse and a Professor of Sociology, David Madden 
analyze the global housing crisis in the financialized global economy. They 
are interested in an ideological distortion of housing as a reflection of societal 
organization. While the costs of living in cities maintained an upward course 
in the last decades, questions of housing policies and housing supplies came 
to the forefront of urban design and planning discussions. After the Second 
World War – both in America and Europe – homeownership “was viewed as a 
socially stabilizing factor, and it was about expanding the reach of planning to 
ensure the establishment and functionality of the new suburban areas that were 
concrete manifestation of these strategies.”2 The previous two chapters, Mono-
liths and Particles, open up a topical debate focused on the desires of the urban 
collective unconscious. On the one hand, home is a detached shelter from the 
outside world, and on the other, it is an integral part of a vibrant city full of 
commercial and social services. These desires stem from mobility and housing 
decisions made by residents and are influenced by societal change - as has been 
noted in this research project. 
 Besides the two active forms of Monolith and Particles, previous 
chapters have given an overview of the role of parking requirements, residen-
tial parking permits and large-scale transit management schemes in allocating 
more space for affordable housing and attempting to give form to new ways of 
living. This chapter draws a comparison between these two active forms. 
First, both support their urban forms with transit corridors that differ in content 
and arrangement but provide necessary mobility infrastructure. Second, they 
employ opposite spatial tactics when it comes to parking distribution. Monolith 
is an illustration of consolidated shared parking storage that promotes walking 
and car-sharing. At the same time, it draws its visual inspiration from a neigh-
boring single-family residential area. This group of small houses with garages 
and driveways for parking are formally not that different from Particles. How-
ever, the active form of Particles is underpinned by legislation that is supposed 
to overcome an aggressive resistance to new multifamily developments. These 
two active forms settle somewhere on the spectrum between traditional sin-
gle-family residential structures and transit-oriented multifamily housing. The 

1 David Madden and Peter 
Marcuse, In Defense of 
Housing (London: Verso, 
2016), 11.

2 Jens Kvorning, “The 
Social Sorting Machine,” in 
Kritisk By / Critical City: 
The success and failure of 
the Danish welfare city, ed. 
Kristoffer Lindhardt Weiss 
(Copenhagen: The Danish 
Architectural Press, 2019), 
103.
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third characteristic to be addressed in this chapter is specific to footprints: from 
a footprint of one parking slot in Hong Kong to a footprint of a seventy-unit 
apartment building that could be decreased under favorable conditions. What 
underpins these comparisons is a spectrum of diverse living arrangements that 
transcend the usual nuclear family model and suggest alternatives not only to 
ownership, financing and programming but also to mobility choices made by 
residents. Rethinking longstanding political and cultural biases towards dwell-
ing and mobility is a decisive step that some cities are taking and others are 
contemplating.

Figure 1. Residen-
tial streets of Hong 
Kong urge critical 
questions about how 
compact and how com-
munal we can live in 
the city.
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Figure 2. Ørestads 
Boulevard and its 
elements of Nor-
dic urban design in 
Ørestad, Copenhagen. 
It is a multilayered 
transit corridor that 
includes not only car 
lanes, pedestrian 
and bike paths, but 
also a channel with 
floating platforms 
and extensive grass 
lawns that soften the 
infrastructural char-
acter of the street.

Figure 3. Figueroa 
Street is one of the 
most rapidly changing 
commercial corridors 
of East Los Ange-
les. In contrast to 
Ørestads Boulevard, 
it does not have rec-
reational features 
like lawns, water, 
and comfortable 
benches. It is full 
of small business-
es that turn into a 
lively bustling lin-
ear center of High-
land Park.236
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Transit Corridors 

 The first distinction between Monoliths and Particles is their relation-
ship to transit corridors. From Kazys Varnelis and his reading of Wilshire Bou-
levard and the LA River, to Doug Suisman and Los Angeles boulevards. From 
David Graham Shane and urban armatures to Robert Venturi and Denise Scott 
Brown and the Las Vegas strip, architectural scholarship has been evaluating 
infrastructural corridors and spatial conditions that they produce for pedestri-
ans and drivers alike.3 They are the backbones of an urban fabric that harness 
a seemingly disordered reality into distinctive areas through different means. 
Infrastructural corridors often produce a visual identity of the neighborhood. 
They are a place for celebration and leisure, for political gatherings and bus 
lines, for farmers markets and street vendors, for elaborate holiday decorations 
and tourist pictures. 
 Ørestads Boulevard is a main transportation artery of the neighbor-
hood that combines wide bike lanes, several lanes for automobiles, pedestrian 
sidewalks, elevated light rail track and finally a water feature (Figure 2). It is 
reminiscent of modernist ideas of linear cities with no beginning and no end, 
organized as an ever-expanding layered cake of clearly zoned housing, pro-
duction, recreation and education.4 Even though Ørestad Boulevard is wide, 
has a strong visual presence and is almost impossible to avoid when living in 
the area, it remains a very traditional example of the street that brings together 
vital infrastructure networks. The first example of such an alignment were the 
Parisian boulevards that came into life during Haussmann’s reconstruction of 
Paris.5 

 While Ørestads Boulevard is clearly a circulation system geared to a 
traditional understanding of standardized roads, that simultaneously connect 
and fragment urban space, Figueroa Street in Highland Park encourages plan-
ners to rethink longstanding cultural biases of car-dominated Los Angeles 
(Figure 3). It is undoubtedly an important transportation artery accommodating 
cars and buses, with no exceptionally wide sidewalks, but the ground floor 
area is a collectively negotiated urban experience. There is no dominant taste 
of an urban planner or an architect hovering in the background in an attempt to 
introduce and control urban vibrancy. A strong sense of identity is evidenced 
by a collection of new cafes, bars, bookstores and yoga studios, framed by old 
businesses predominantly run by the Latino population. This analysis does 
not have enough room to elaborate on gentrification and displacement, but in 
its current state, the diversification of the area exemplifies a gradual and con-
tinuous transformation of the city in that direction. What makes this transport 
corridor even more interesting, is the fact that a light rail line runs parallel to 
Figueroa Street along Marmion Way. Therefore, the whole section of blocks 
squeezed in between these two streets becomes a transportation corridor. This 
variety of commercial services can easily compete with the MTR stations of 
Hong Kong and their numerous floors stacked to construct elaborate realities of 
consumption.

Distributed or Consolidated Parking

 The second apparent distinction between Monolith and Particles is their 
scale. The names of active forms directly reflect the scale of spatial intervention 
but not the magnitude. Monolith is instinctively oriented towards the authority 
of established truths in urban planning and traffic management, as discussed in 
Chapter 5. Cult of the Center and Chapter 6. Monoliths. Free-Standing Garag-

3 David Grahame Shane, 
Urban Design Since 1945: 
A Global Perspective (Wi-
ley, 2011). 
Varnelis, The Infrastructur-
al City. 
Suisman, Los Angeles 
Boulevard. 
Venturi, Learning from Las 
Vegas.

4 From Ciudad Lineal 
(Linear City) 1882 proposal 
for Madrid by Soria y Mata 
to Ivan Leonidov’s compe-
tition proposal for the town 
of Magnitogorsk (1930).

5 Graham, Splintering 
Urbanism, 56.
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6 Rem Koolhaas, OMA, 
Bruce Mau, “Bigness or the 
problem of Large,” in
S, M, L, XL (The Monacelli 
Press, 1995), 495.

7 Pier Vittorio Aureli, 
Martino Tattara, “Produc-
tion/Reproduction: Housing 
beyond the family,” in 
Harvard Design Magazine, 
No. 41 Family Planning, 
F/W 2015, http://www.
harvarddesignmagazine.
org/issues/41/production-re-
production-housing-be-
yond-the-family. Accessed 
November 1, 2019.

8 The term biopower was 
introduced by Michel Fou-
cault in his lecture courses 
at the College de France in 
1978.

9 Dolores Haydn, “The 
Grand Domestic Revolu-
tion,” in ARCH+, no. The 
Property Issue (2018): 134.

Opposite page: Fig-
ure 4. The streets of 
Condesa, Mexico City, 
take the best from 
Ørestads Boulevard 
and Figueroa Street. 
They are dense with 
both activities and 
attractive features, 
like tree shadows, 
small pocket parks, 
outdoor sitting and 
street vendors.

es. Consolidated off-street storage of automobiles has well-known benefits, like 
an ability to share spaces throughout the day between different users, diminish 
construction costs and promote walking to and from the destination. What is 
peripheral in contemporary discussions about parking, is the spatial potential of 
these structures. This research project has briefly engaged in the design of the 
ramp and elevators as the most influential elements of garage design and has 
mentioned a distinctive difference in height between Mountain Dwellings and 
a neighboring single-family residential area. This difference is crucial to the 
monumentality of this building. Once the number of parked cars exceeds ten or 
twenty, their accumulation gets an undeniable presence and it becomes visible 
if not due to its exceptional design, then at least because of its scale. Bigness 
triggers emotional responses as defined by Rem Koolhaas in his seminal work 
S, M, L, XL,

 Beyond a certain scale, architecture acquires the properties of Bigness. 
The best reason to broach Bigness is the one given by climbers of Mount Ever-
est: “because it is there.”; Bigness is ultimate architecture. It seems incredible 
that the size of a building alone embodies an ideological program, independent 
of the will of its architects.6 

 The buildings that Koolhaas defines have a mass that cannot be “con-
trolled by a single architectural gesture”, facades that do not reveal inner 
organization, they are amoral and are not part of any urban fabric. Monoliths 
accept the inevitability of their distinctive presence but are not exempt from 
their surroundings, which are crucial to their monumentality. Monoliths can 
exist next to other big buildings but to reach their full potential, they require a 
flat-surface surrounding – public plazas, lawns or a fabric full of Particles. The 
desirable condition of Particles, on the other hand, is to remain unnoticed, to 
appear out of nowhere, to avoid adamant local objections to new development. 
The challenge facing Particles is not to hide a car away from pedestrian streets 
but to disguise the arrival of new residents. They are at the forefront of rethink-
ing a spatial relationship between people and cars and mitigating an aggressive 
resistance to new multifamily developments. They represent a resistance to 
bigness and monumentality that is easily achieved in the middle of a collection 
of Particles. But it is more than a sprawling collection of garages, it is a pos-
sibility to address not only a housing shortage but most importantly different 
types of living groups outside of a detached house for a nuclear family typolo-
gy (Figure 4).

Plot Sizes and Small Lot Subdivisions

 Housing has always been a performative demonstration of an accepted 
way of living and working. As architects and educators Pier Vittorio Aureli 
and Martino Tattara explain the need for a reinvention of the house, they state 
that “the goal of the house has always been to create the possibility of fric-
tionless cohabitation in which people can reproduce themselves.”7 In other 
words, modern housing typologies reflect the state’s ambition to manage its 
population through the collective organization of space. One of the first groups 
to address the biopower8 of a dwelling place was material feminism, active 
from the 1870s to the 1920s. Material feminists “argued that women must 
control the important work they were already performing and reorganize it to 
obtain economic justice.”9 Dolores Haydn and Beatriz Colomina are among 
contemporary architecture scholars that illuminate the centrality of housing 
provision and equity in a debate about gender, family, housework, and access 239
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to opportunities. In America since the 1930s and in Europe after World War II, 
suburban homeownership has been endorsing domestic privacy for families 
centered around one wage paid to a male homeowner, providing for a full—
time unpaid housewife and mother. The current climate of increased sensitivity 
to gender roles and expectations gave a decisive spark to unorthodox housing 
solutions: from Baugruppen in Berlin to cooperatives in Zurich, from global 
co-living communities like Node or Open Door to millennials sharing living 
space in a Nuns and Nones alliance.10 All of them define a living group more 
broadly and are in search of strategies that are not constrained within the past 
patterns of thought, but at the same time are aware of earlier examples of 
collective housing. Both active forms of Monolith and Particles evaluate living 
conditions against a traditional single-family home with a garage. They take a 
more inquisitive stance towards the dilemma of providing a spatial autonomy 
and a sufficient amount of indoor and outdoor space in a dense urban environ-
ment.  
 However, there is a fundamental difference between these two active 
forms. Apartment units in Mountain Dwellings promote the stability of existing 
family structures. They show little variation in floorplans, but as an active form 
of parking management, it has the power to start chain reactions with multiple 
possibilities. The removal of car storage away from the housing site signals 
more than just a construction efficiency, it is a step towards the disintegration 
of a stereotypical dwelling type. As for Particles, they introduce a drastically 
different morphology that alters an urban fabric. They use a spatial mimicry 
to challenge the norms of a demographic distribution in strictly residential 
neighborhoods. They directly substitute the car as a family member, occupying 
a garage, with new members of a living community housed on the same plot, 
that used to be exclusively designated for one family. As mentioned earlier, 
if one square kilometer of urban fabric around Highland Park Metro Station 
makes use of its full capacity and builds an ADU in each empty backyard in 
the neighborhood, we will see approximately seventy new households, not 
including further possible garage conversions. This number is comparative to 
eighty apartments covering the Mountain Dwellings in Copenhagen. Both of 
them make use of already existing parking infrastructure and represent a new 
approach to individual homes. Even though an average plot size of houses at 
Elmegården is 335 square meters, while an average plot size in Highland Park 
is 600 square meters, the calculation is less straightforward than it seems. Once 
every house in Highland Park receives a backyard home, the density of units is 
higher than in Elmegården, with its 133 former allotment gardens. 

10 Nellie Bowles, “Three 
Millenials got new rom-
mates. They’re nuns,” 
New York Times, May 31, 
2019, https://www.nytimes.
com/2019/05/31/style/milli-
ennial-nuns-spiritual-quest.
html. Accessed October 6, 
2019.
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 The primary intention of such comparisons is to demonstrate a uniquely 
instructive range of spatial conditions and permanent implications that arise in 
the attempt to balance car storage, housing supply and public transit availabil-
ity. They hinge on a sense of emergency to promote programmatic changes in 
dwelling patterns that reflect wide-spread efforts to change an existing relation-
ship between humans and the consumption of energy needed to sustain existing 
lifestyles. It would be difficult to overestimate the role of the automobile and 
the private garage in the development of contemporary car-dominated land-
scapes. 
  Both of these case studies aimed to answer the second operational re-
search question, 

What are the parking strategies that ensure the success of Transit Oriented De-
velopments in proximity to areas with a low density?

 They have described a range of planning and design approaches that 
play one of the key roles in implementing mobility and housing visions. At the 
same time, they raised a new set of questions regarding notions like a typical 
household, demographic homogeneity and resistance to development. Monolith 
and Particles can enjoy fairly broad support among architects and planners, 
who are interested in increasing the production of living space that allows for 
more nuances in family structures and dwelling preferences. At the same time, 
their critique rests largely on the argument that they infringe on the fundamen-
tal rights of having a car parked under one’s window. The inversion of these 
social and architectural tropes is a process of logical convincing and spatial 
prototyping. Previous chapters paid attention to extreme cases of these ac-
tive forms that might become paradigmatic. They have a chance to turn into a 
permanent condition depending on the set of economic, legislative and cultural 
circumstances that enable them. 
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PART 4
PARKING IN 
CONTEMPORARY AND 
FUTURE CITIES
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CHAPTER 9
SELF-DRIVING FLEETS THAT 
NEVER STOP

Future of Autonomous Parking
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 “A world where we need less parking — where streets can be narrowed 
and sidewalks widened. It’s a world where we can construct new housing and 
small businesses on parking lots across the country — or turn them into green 
spaces and parks. That’s a world built around people, not cars.”1  

 John Zimmer announced a full shift to “Transportation as Service” in 
his article published in 2016 on the Medium webpage. The president of Lyft, 
the second-largest ridesharing company in the United States, talks about a sub-
scription model of mobility as an inevitable future. He makes predictions about 
the reuse of parking infrastructures that have been present in design and tech-
nology media for the last five to six years. In describing the utility of driverless 
utopias, parking plays an ambiguous role. It is a central hindrance that auton-
omous shared vehicles will help to overcome. At the same time, reports and 
forecasts spend little to no effort envisioning a transitional moment in parking 
systems, as well as future service stations for different autonomous vehicles. 
However, it is important for the so-called Third Industrial Revolution not to 
repeat the mistakes of twentieth century motorization that reorganized street 
and land use according to the needs of private cars. Digital mobility platforms, 
car manufacturers, map companies and other major stakeholders form a united 
front of technological optimists that believed in car-centric mobility reaching 
its saturation this year and causing an arrival of a gradual automation. It is clear 
how unsubstantiated and optimistic those promises were. The transition from 
one socio-technological system to another requires a gradual development of 
networks around them, a transformation of the landscape that reflects the needs 
of new technologies and a slow change of habits. The process of a transition 
from horse-drawn carriages to automobiles has been discussed in Chapter 2. 
Methodological Approaches of this research project. This new transition that 
we are facing would require the same level of social, economic and cultural 
changes. It would be unfair to describe it as a revolutionary technology. The 
future of our mobility is imagined around traditional vehicles. It culminates 
with the further celebration of individualism, comfort and perceived freedom 
of choice. This chapter provides a brief overview of the current state of devel-
opment of autonomous vehicle technology, demarcates main uncertainties and 
highlights rare occasions of discussion around the future of parking.

1 John Zimmer, “The Third 
Transport Revolutio,” Me-
dium, September 18, 2016, 
https://medium.com/@
johnzimmer/the-third-trans-
portation-revolu-
tion-27860f05fa91#.4s1mx-
tjn3. Accesed December 4, 
2019.
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Figure 1. Futurama 
exhibit was supposed 
to inspire enthusiasm 
for the future built 
around cars and high-
ways. Presented fu-
ture was underpinned 
by storing beliefs 
in technological 
progress, speed and 
prosperity. Source: 
Norman Bel Geddes De-
signs America, 2012. 

General state of technology development

 After almost a decade of presentations declaring tens of thousands of 
fully-autonomous vehicles becoming commercially available and introducing 
frictionless mobility in the next years, a common understanding has emerged, 
that companies like Tesla, Uber, or Waymo (Google’s self-driving unit) have 
been overpromising. Starting around 2016, Uber announced that by 2020 hu-
man safety drivers would not be required in their Autonomous Vehicles (AV), 
and in 2022 fully self-driving taxis would operate in 13 cities. However, recent 
court documents relating to a lawsuit filed by Waymo showed that deployment 
figures were mere “hypothetical scenarios.” Following this, Uber’s CEO, Dara 
Khosrowshabi stated that it would take more than fifty years for all Uber cars 
to be driverless. The expenditures on AV development are unlikely to give any 
returns to automakers, since by the time of their launch the market will be over-
saturated and will “almost certainly demand elevated incentives in order to sell 
the cars.”2Traditional car manufacturers are facing an increased competition 
coming from digital mobility platforms and other tech companies. They are 
forced to spend billions of dollars on software development to address current 
changes underway: electric cars, ubiquitous wireless, car-sharing and autono-

2 Jeffrey Rothfeder, “For 
years automakers wildly 
overpromised on self-driv-
ing cars and electric 
vehicles - what now?” 
Fast Company, July 10, 
2019, https://www.fast-
company.com/90374083/
for-years-automakers-
wildly-overpromised-on-
self-driving-cars-and-elec-
tric-vehicles-what-now. 
Accessed December 4, 
2019,
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mous vehicles.3 However, driverless imaginings and realities are not novel. At 
1939’s World’s Fair, General Motors in its Futurama exhibit envisioned that 
by 1960 there would be no drivers but only passengers in radio-controlled cars 
gliding on automated highways (Figure 1). The exhibition designer Norman 
Bel Geddes continued to develop this line of thinking about personal mobility 
as a foundation of democracy in his book Magic Motorways.4 Visions of in-
telligent highways gave way to research projects on AVs that did not require 
special roads. The final decades of the twentieth century saw the emergence 
of a modern driverless car catalyzed by two events. As robotics engineer Hod 
Lipson writes,

 The first was that microprocessors shrank and grew more powerful. The 
second catalyst was a 2001 U.S. Congressional mandate that dictated that by 
the year 2015, one-third of the vehicles used in military war zones should be 
fully autonomous.5

 This mandate tasked the Defense Advanced Research Projects Agency 
(DARPA) to sponsor a series of robotic vehicle races in 2004, 2005 and 2007. 
The first two took place in an uninhabited desert while the final DARPA Ur-
ban Challenge took place in an unused U.S. Air Force base seventy-five miles 
northeast of Los Angeles.6 Next to this military development of robotics, car 
manufacturers have been gradually turning mass-market cars more autono-
mous. According to National Highway Traffic Safety Administration (NHT-
SA), there is “a continuum between conventional, fully human-driven vehicles 
and AVs, which partially or fully drive themselves and which ultimately require 
no driver at all.” Here are the commonly-agreed existing levels of automation.

Level 0 (no automation): The driver is in complete and sole control of the pri-
mary vehicle functions at all times.

3 Hod Lipson, Melba Kur-
man, Driverless: Intelligent 
Cars and the Road Ahead 
(The MIT Press, 2016), 46.

4 Norman Bel Geddes, 
Magic Motorways (New 
York: Random house, 
1940).

5 Lipson, Driverless, 149.

6 Ibid., 156.

Figure 2. NACTO pres-
ents flexible curbs as 
a hallmark of an au-
tonomous future. Sev-
enty years later, the 
future is illustrated 
not by one-way high-
ways but by real-time 
curbside management. 
Source: Blueprint for 
Autonomous Urbanism, 
2017.
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7 James M. Anderson, 
Nidhi Kalra, Karlyn D. 
Stanley, Paul Sorense, Con-
stantine Samaras, Oluwa-
tobi A Oluwatola, Autono-
mous Vehicle Technology: 
A guide for policy makers 
(RAND Corporation, 2016), 
3.

8 Blueprint for Autonomous 
Urbanism (National Associ-
ation of City Transportation 
Officials, Fall 2017), 3.

9 Ibid., 55.

Level 1 (function-specific automation): The driver has overall control, but the 
vehicle can assume limited authority over a primary control or an automated 
system can provide added control in crash-imminent situations
Level 2 (Combined-function automation): The driver is still responsible for 
monitoring the roadway and safe operation, but the driver cedes control in cer-
tain limited driving situations.
Level 3 (limited self-driving automation): Vehicles enable the driver to cede 
full control, but the driver is expected to be available with sufficiently comfort-
able transition time.
Level 4 (full self-driving automation): The vehicle is designed to perform all 
safety-critical driving functions and monitor roadway condition for an entire 
trip.7

Out of sight, out of mind

 To highlight the disconnect between parking as one of the most critical 
obstacles to overcome by introducing AVs and parking as a drastically dimin-
ished but still necessary terminal capacity of individual transportation, one 
must take a quick look at a few available guidelines for future cities. The most 
detailed of them is The Blueprint for Autonomous Urbanism by the National 
Association of Transportation Officials, that aims “to correct the mistakes of a 
century of urban planning.”8 The Blueprint not only outlines a vision of wide-
spread automation in cities but also articulates policy goals, acknowledges the 
incremental nature of technological changes, and admits that streets would 
need to adapt to a new mobility system. Five types of streets represent an 
instructive range of future conditions and their urban implications: Multiway 
Boulevards, Major Transit Streets, Downtown Streets, Neighborhood Main 
Streets and Residential Streets that are almost an extension of the front yard. 
What almost all of them have in common, is an increased amount of space 
allocated to pedestrians and curbs free of parked cars. This culminates in a 
celebration of curbs being a public asset that can be used by a higher number of 
citizens. 
 So how could the curbsides of tomorrow look? First and foremost, they 
become an extension of the sidewalk that serves different purposes, such as 
vendors, public seating, green infrastructure and markets. They satisfy con-
temporary demand in digital infrastructure, delivery lockers and pick-up and 
drop-off zones for shared mobility.9 This can be seen as the next step in the 
development of pedestrianization policies discussed earlier. All these functions 
can be shuffled throughout the day depending on predominant needs (Figure 2). 
For instance, hours before the peak of morning rush hour, freight deliveries will 
stock stores for the day, while at noon street food vendors can sell lunch meals 
and evening hours are dedicated to the movement of people.
 Dynamic curb pricing is almost a normative universal in cities whose 
priority is regulating parking demand and supply. San Francisco and its SFPark 
have been paving the way towards responsive pricing since 2011, when the city 
installed sensors that report the occupancy of each space in seven pilot zones. 
In response to occupancy rates parking meters charge variable prices according 
to the time of the day.10 NACTO researchers envision a similar system applied 
to both length and type of activity for the curb,
 A real-time curbside management system could work on an instant res-
ervation basis, where specific vehicles can automatically reserve timeslots for a 
few minutes in advance of arrival at a site, with a free market determining what 
they pay for the amount of flex zone time they use.11

10 Gregory Pierce and Don-
ald Shoup,“SFPark: Pricing 
Parkign by Demand,” in 
Access 43, Fall 2013.

11 Blueprint for Autono-
mous Urbanism, 57.
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12 Tyler Cowen, “Suburbs 
Will Soar on Wings of 
Tech,” Bloomberg, Septem-
ber 29, 2016, https://www.
bloomberg.com/opinion/ar-
ticles/2016-09-29/suburbs-
will-soar-on-wings-of-tech.
Accessed December 14, 
2019.

 No other reports, future scenarios or guidelines give a more detailed 
evaluation of parking nature and supply. As mentioned earlier, dreams of 
autonomous mobility culminate in a celebration of continuously circulating 
shared vehicles. Questions of an increase in overall vehicle miles travelled and 
congestion fall outside of this analysis, but it is not hard to predict that during 
off-peak hours a certain number of cars will need to be parked. 

Possible outcomes

 There are two widespread scenarios of autonomous transportation turn-
ing from curios prototyping to ubiquitous on-demand service. They illuminate 
only two reference points for the range of possible outcomes. One prediction 
that can be easily called alarmist acknowledges an even further popularity in-
crease of suburban lifestyles.12 Virtual reality, Internet of Things, instantaneous 
deliveries and autonomous vehicles will allow people to live further away and 
spend an occasional commute reading, sleeping or working. In other words, 
autonomous vehicles will bring an increase in travel distances and with it, alter 
the overall geography of the city, blurring a binary distinction between cities 
and their surrounding countryside even further. 
 The second prediction is centered around greater advantages of dense 
living facilitated by shared fleets of autonomous vehicles. This line of thinking 

Figure 3. Two al-
ternative futures 
centered around 
ownership of autono-
mous vehicles (AV). 
Multi-disciplinary 
design studio Dash 
Marshall points out 
the risks of broad 
deployment of AVs 
that include endan-
gering fragile eco-
systems and opening 
up territories previ-
ously inaccessible to 
the majority of the 
population. Source: 
Taming Autonomous 
Vehicle Primer, Dash 
Marshall, 2017.
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Figure 4. Parking 
facilities are here 
to stay but will 
transform into hy-
brid structures that 
can evolve with time. 
Courtesy of Arrow-
street.

249

Se
lf

-D
ri

vi
ng

 F
le

et
s 

th
at

 N
ev

er
 S

to
p



14 Matthew Haag, Winnie 
Hu, “1.5 Million Packages 
a Day: The Internet Brings 
Chaos to N.Y. Streets,” New 
York Times, October 27, 
2019, https://www.nytimes.
com/2019/10/27/nyregion/
nyc-amazon-delivery.html. 
Accessed December 14, 
2019.

15 Jim Tankersley, “In-
vestors Eagerly Await 
Trump Rules on Oppor-
tunity Zones,” New York 
Times, March 17, 2019, 
https://www.nytimes.
com/2019/03/17/us/politics/
opportunity-zones.html. Ac-
cessed December 14, 2019.

heavily relies on the elimination of parking. The deployment of on-demand 
fleets brings down congestion and the numbers of drivers cruising in search 
of parking but at the same time increases the number of trips and depends on 
the load factor of the whole system to remain efficient. Both of these scenarios 
have a high degree of probability and will find a groundswell of support from 
a diverse group of citizens. However, there are several changes to the current 
parking model that will happen in both of these scenarios.  The main differ-
ence between these two scenarios is a decision whether to share or own cars, as 
shown on Figure 3. The image is taken from the Primer for ten cities participat-
ing in the Bloomberg Aspen Initiative, which aims at making them prepared for 
the era of autonomous vehicles.
 When parking gets defined not as a part oF the traffic system but as land 
use and as an additional cost of development, its impact enters the territory of 
urban design, planning and architecture. First, the removal of on-street parking 
allows the curbs to have an alternative use. Second, the removal of parking 
demand will eliminate parking requirements that increase construction costs 
per apartment or make it financially unviable or even impossible to develop in 
certain locations. Third, on-demand autonomous mobility removes the demand 
for residential parking.13 But it is still worth arguing that parking and service 
stations will not disappear overnight. First and foremost, cars remain an ob-
ject of desire and status in many cultures. Second, any company delivering 
on-demand mobility services will face multiple obstacles like increased con-
gestion straining the roadways and client expectations of immediate delivery. 
A response to these needs in the texture of our present will most likely be some 
type of small parking and charging stations placed closer to customers to en-
sure a smoother service. There is a peculiar similarity between fulfilment cen-
ters of delivery companies like Amazon, FedEx, FreshDirect or UPS, as well as 
future parking terminals. Since the average number of daily deliveries in New 
York tripled to more than 1.1 million shipments from 2009 to 2017, Amazon 
started to use neighborhoods like Red Hook in Brooklyn as logistic fulfilment 
centers to deliver packages in one day to satisfy the needs of Prime custom-
ers.14 A similar fate is underway for parking that, in an attempt to diminish 
congestion and provide a seamless service, will start occupying parts of the city 
with abundant warehouses. Currently, the largest last-mile warehouses in New 
York are getting planned in Brooklyn and South Bronx, in Opportunity Zones 
created as part of the 2017 tax law offering significant tax benefits to develop-
ments in economically distressed areas of the city.15 In this way, economically 
lagging parts of the city might see an increased investment spurred by mobil-
ity services. Will they host future parking terminals for autonomous vehicles? 

13 For more on foundation-
al technology changes hap-
pening to the car industry 
see “Cars and second order 
consequences,” Benedict Ev-
ans, March 29, 2017, https://
www.ben-evans.com/
benedictevans/2017/3/20/
cars-and-second-order-con-
sequences. Accessed De-
cember 28, 2020.

Figure 5. Waymo’s 
self-driving Jaguar 
does not move away 
from traditional 
automotive design.  
Source: “What’s 
Next,” Waymo, ac-
cessed December 28, 
2020. https://waymo.
com
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16 Amy Maxmen, 
“Self-driving car dilemmas 
reveal that moral choices 
are not universal,” Nature, 
October 24, 2018, https://
www.nature.com/articles/
d41586-018-07135-0. Ac-
cessed January 3, 2019.

How will they look? Who will they serve? The majority of them are likely to 
be located outside of central cities and form post-human tower landscapes that 
might turn into twenty-first century fortifications limiting urban expansion. A 
fraction of them will have to be placed in the city center to satisfy an instanta-
neous demand in personal mobility during peak hours. These structures would 
have to change, along with car ownership turning into mobility subscription 
(Figure 4). The most significant problem with such thought experiments about 
the future of parking and mobility in general, is a constrain within past patterns 
of thought about work and life patterns, as well as transportation systems. All 
these predictions and projections are based on antiquated notions of vehicle 
design and their role in mobility system. (Figure 5).

 At the same time, motivated by a surge of technological optimism, 
car manufacturers and digital platforms are inclined to present an automotive 
future with unlimited personal mobility, decreased crashes and an absence of 
parking. However, critical scholarship continues to identify potential challeng-
es and shortcomings. Quantifying moral decisions is a price to pay for improv-
ing road safety. Computer scientists at the Massachusetts Institute of Technolo-
gy in Cambridge conveyed the study called Moral Machine laying out thirteen 
scenarios of collisions for 40 million respondents from 233 countries to assess. 
At the same time, German Ethics Commission on Automated and Connected 
Driving proposed governmental ethic guidance on self-driving cars.16 Environ-
mental gains of AVs are put under scrutiny because of battery technology, and a 
potential surge of vehicle miles travelled due to an increase of mobility for peo-
ple who are unable to drive. The large-scale introduction of AVs will diminish 
a demand for public transport that is already under-funded in most the cities. In 
this line of concerns, parking challenges are barely addressed and considered 
rare and insignificant. This brief overview demonstrates that on-street parking 
receives some minimal attention by outlining a possible dynamic use of the 
curb. At the same time, off-site parking is fully absent from commercial pro-
jections and utopian expectations. There is a significant risk of cities not being 
ready to face arising negative externalities of this transformative technology.
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CONCLUSION

Restricted Storage and Unrestricted 
Movement

 This dissertation has examined parking phenomenon being indicative 
of broader strategies in urban transformations. Throughout this analysis, park-
ing has remained a physical counterpart of immaterial negotiations between 
business owners and residents, car manufacturers and city planners, drivers 
and pedestrians, traffic engineers and architects. Twentieth-century mobility 
systems and land use practices have generated a negative spiral due to a heavy 
reliance on private automobiles. Cities and whole metropolitan areas have 
gradually been rebuilt to accommodate the individual needs of their residents. 
In this process, cities have been becoming significantly more fragmented, 
while residents continued to favor automobiles. Some contemporary parking 
management systems remain compliant and accommodating while others act 
as a restraining mechanism. This continuous negotiation between individual 
desires for freedom and public policy goals has been central in this project and 
is reflected in all three operational research questions. High minimum parking 
requirements, discussed in more detail in Chapter 3. and Chapter 8. is one of 
the brightest examples of this contradiction. In an attempt to make daily life 
more comfortable for some residents and clients, they become a hurdle for new 
developments. Case studies have shown, that a necessity to provide abundant 
parking in new developments increases construction costs, prevents adaptive 
reuse and encourages car ownership.
 How these sometimes-conflicting objectives between an individual and 
a society get reconciled in planning documents and further cemented in the ma-
terial world, have been explored through the notion of active forms taken from 
Keller Easterling’s scholarship. What distinguishes an active form from an es-
tablished parking infrastructure is the importance of a set of specific conditions. 
An active form does not describe a morphological entity like an underground 
parking garage, that can be dug out in any place in the world. Instead, an active 
form illuminates how and why this particular garage settles in its environment, 
what its relationship to other parts of the city’s parking management system is, 
how this reflects working and living patterns of its users, and whether it ad-
heres to larger planning goals of the region. This understanding of parts of the 
city-wide parking system is described through the concept of the Movement 
Parasite in Chapter 1. Conceptual Framework. 
 All examples of active forms can be described as Movement Parasites 
that are contextual. For instance, residential towers with parking podiums 
can be found both in Downtown Los Angeles and in the Mid-Levels in Hong 
Kong. Morphologically similar, these two differ as active forms. The former is 
a spatial result of compliance with existing zoning and parking requirements in 
the area. The suspension of the same requirements a few decades ago spurred 
the redevelopment of the city center. Today’s situation on the ground is a result 
of more than eighty years of readjustments of the parking system, among other 252
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factors. At the same time, Hong Kong’s Mid-Levels is a bulk of investment 
units that can be traded independently from the apartments that they accompa-
ny. They exceed the city’s low minimum parking requirements and are not used 
by the people residing above them. It is an extreme example of parking be-
coming an urban commodity. Overall, active forms describe the mechanism of 
parking involvement in a formal and ideological makeover of the city. Lessons 
from these case studies that are summarized further in this chapter, will remain 
relevant in a future that promises to be more autonomous. Land use patterns 
might get reshuffled into previously unknown constellations or exaggerate 
existing conditions. While autonomous vehicles might change ways of living, 
working, moving and stopping, they remain constrained within existing pat-
terns of thought and assumption about personal mobility.
 From the outset, this research project had a clear case study design, in 
which four cases – two from Copenhagen and two from Los Angeles - provid-
ed answers to two operational research questions. The third question concerned 
with embedded ideologies of planning documents, has been answered gradual-
ly, when moving through several embedded case studies in Moscow and Hong 
Kong, in addition to the main case studies and their comparisons. Initial ques-
tions addressed well-known tools of urban transformations, including zoning 
changes and transit-oriented planning. The preservation of urban fabric has 
been analyzed as a transformation, since active legislative and economic steps 
must be taken to ensure that the designated area stays intact. During data col-
lection and further, during analysis and theory building, it became clear that all 
case studies not only answer the research questions but raise a new set of ques-
tions that exceed the scope of this research project. Some of these can be used 
for further research, while others belong to other disciplines like law, sociolo-
gy, anthropology, and traffic management, among many others. What follows is 
an overview of the research findings and potential avenues for further research.

Livability, walkability and sustainability  

 The first two active forms termed Voids and Cavities opened up a criti-
cal investigation into the role played by parking requirements and management, 
real estate and commerce, and their interests in central districts in Los Angeles 
and Copenhagen. 
 The physical manifestation of Voids is a surface parking lot meant to ac-
commodate customers and business employees in a climate of rising popularity 
and reliance on the automobile. This recognition of the automobile was fueled 
by a seductive suburban lifestyle, low gas prices and a migration of services to 
the outskirts of cities. The decline of the popularity of Downtown Los Angeles 
started to reverse in the 1990s with the help of Adaptive Reuse Ordinance that 
allowed conversion of former office buildings into housing, without adding 
required parking. Several decades later, a real estate optimism is represented in 
new condominium high-rises developments on the former surface parking lots. 
In other words, parking lots, in an attempt to make life comfortable for drivers, 
damaged Downtown’s attractiveness when their number got too high. Almost 
one hundred years later, after massive reuse and revitalization of an old urban 
fabric, new ground-up developments outnumber potential residents. The major-
ity of these towers are built on top of former parking lots. Voids between build-
ings are turning into stacks of empty condo apartments. There is an evident 
disconnect between the city’s new vacant property and the skyrocketing need 
for housing in the face of increasing homelessness. This circle of development 
driven by parking, its number and availability raises further questions; What is 
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the role of the time lag between the peak of a neighborhood’s adaptive reuse 
program and the inauguration of the first wave of new developments? Can it be 
designed and planned? How can the overdevelopment of the neighborhood and 
the skyrocketing property prices associated with these developments be avoid-
ed?
 In many cities, the above described parking Voids have been consoli-
dated and replaced by large parking Cavities on the fringes of central districts. 
Cavities is a second active form that develops from the case study of Israels 
Plads underground parking garage in Copenhagen. Just like Voids, it takes into 
account specific economic and cultural conditions of the site but helps generate 
an increasingly universal approach for understanding hidden off-street parking 
garages on the edges of largely pedestrian neighborhoods. Together, with the 
reduction of on-street parking and the introduction of parking fees and residen-
tial permits, consolidated off-street parking garages are part of a comprehen-
sive mobility management system that widely proliferates in many European 
and American cities. Places like Copenhagen and Zurich already demonstrated 
a high level of acceptance of this approach in the 1990s. However, there is a 
very thin line between de-incentivizing car ownership and devolving into a 
caricature of urban life or a high-cost spectacle. Another danger of regulating 
parking through pricing is the potential exclusion of low-income residents 
from central districts. In this regard, Copenhagen is an exceptional case, where 
the supply of public transit and cycling infrastructure provide ample alterna-
tives, but this is clearly not a universal truth. This was another set of concerns 
spurred by the success of parking regulation in turning city centers walkable 
and livable.

 Both Voids and Cavities are a part of the wide spectrum of parking 
management and enforcement approaches that aim predominantly at making 
central districts attractive to business owners, comfortable for potential custom-
ers and ideally competitive in the world market of tourism. They are detached 
from a specific program, which allows a mix of users to share infrastructure 
throughout the day. Also, parking facilities in central districts are very often 
part of an extensive mobility system and a large-scale visionary plan. The 
outcomes of these active forms might be very similar but there are at least three 
notable differences. First, as Voids are a result of piecemeal clearance of central 
districts in decline with no intention of introducing them into the urban fabric, 
Cavities come into existence due to deliberate actions of planners and traffic 
engineers. The second difference is material. An accepted value of Cavities is 
their invisibility. At the same time, Voids are not only present above ground, 
they also form a distinctive volumetric image of the area. They underline the 
monumentality of the neighboring buildings, introduce a variety of scales. The 
third difference is the entrance and its transformative power. Voids can have 
several street entrances as opposed to Cavities. The latter are in many instances 
equipped with an elevator that brings a driver inside the building. The case of 
Israels Plads is again exceptional in this regard, since it is located under a pub-
lic square and not a building. 
 In combination with a short comparative chapter, these two active forms 
explored the primary relationship between parking and commercial activities. 
In this light, it is essential to remember that the first parking meters installed in 
Oklahoma City in 1935 were an answer to a decreasing customer turnover in 
central shops. An acute resistance to the restrictions from the side of drivers is 
usually matched with the satisfaction of business owners and increased com-
fort of pedestrians. However, pedestrianization may lead to initial opposition 
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from business owners in the first transitional period. The good city is always 
a consensus. Taken as a whole, this part of the research project was answering 
the first operational question; What is the agency of parking management in 
changing land use and preserving urban fabric? Both active forms illustrate 
mechanisms that have the power to propel forward these transformations in 
central commercial districts. What has not been examined in this research 
project is whether the same logic can produce comparable results in areas with 
a lower density of activities. Another parameter that might have influenced the 
outcomes of strategies in both cases, is the tourist attractiveness of cities under 
inspection. A large proportion of pedestrians who make the streets and plazas 
lively are visitors in search of an authentic experience of Copenhagen and Los 
Angeles. 

Living and Parking Together

 The second couple of active forms termed Monoliths and Particles 
highlighted intricate relationships between the supply of public transit, devel-
opments that accompany its construction, images of ideal living conditions and 
the space occupied by parking. Both are trying to capture the shifting concep-
tion of dwelling. It moves from rigid housing typologies that cater to outdated 

Figure 1. One of the 
first prototypes of a 
parking meter imag-
ined by an enterpre-
neur, Roger W. Bab-
son. The measurement 
and payment of intan-
gible values still 
lies at the core of 
the parking manage-
ment.

Source: Babson Roger 
W., Check Controlled 
Apparatus for Mea-
surement and Payment 
of Intangible Values, 
US1731839A, 1928. 
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assumptions of a traditional family unit to more inventive spatial organizations 
that still provide enough comfort but question the underlying ideologies of 
existing housing stock. 
 Monoliths and Particles is an exploration of housing and accompanying 
mobility decisions that answers the second operational question of this analy-
sis; What are the parking strategies that ensure the success of Transit Oriented 
Developments in proximity to areas with a low density? Dwelling patterns in 
each city reflect the shifting perception of traditional family structures and liv-
ing groups, the amounts of energy used and the space needed for urban conve-
nience. This part of the research project examined the cohabitation of humans 
and automobiles, the domestication of the latter and a reconfiguration of the 
space occupied by both. 
 The chapter dedicated to Monoliths builds an argument detailing the en-
tangled nature of consolidated parking in a free-standing structure that houses 
automobiles in the most efficient way. Such structures tend to be a part of new 
large-scale mixed-use developments that put the focus on modifying mobili-
ty choices towards public transit, without disrupting residents’ expectations. 
Instead of digging several levels of underground parking under each office or 
apartment building, Monoliths are a more economically viable solution and 
can be developed by public agencies utilizing in-lieu fees from private devel-
opers. On the one hand, Monoliths are part of the majority of TODs and set in 
place the foundations of dense and walkable neighborhoods. These foundations 
include, among others, shared parking throughout the day and a significant 
distance between a housing unit and a garage, which promotes walking. On 
the other hand, Monoliths’ scale and shared usage make them attractors that 
can introduce a programmatic heterogeneity and progressive design, just like 
the first garages at the beginning of the twentieth century. This active form has 
been developed and explained through Mountain Dwellings in Ørestad, Co-
penhagen, which is a typical case of a free-standing garage in a dense urban 
environment. At the same time, it is an exceptional case when approached from 
another angle. Most importantly, it stitches together a pragmatic piece of infra-
structure with a thin layer of apartments, that offer the urban convenience of a 
dense development and the outdoor lifestyle of a single-family residence above 
their garage.
 Aspirations towards detached living supported by unrestricted individ-
ual mobility receive more attention in the analytical development of the active 
form of Particles. Particles are secondary backyard units in single-family 
residential zones that provide housing for a second household or members of 
the extended family. In other words, what used to be a garage can legally be 
converted to a dwelling unit for rent in California. The state’s actions signal a 
commitment to finding alternative accommodation for an increasing population 
that cannot afford existing market-rate housing. Particles have a complicat-
ed relationship to parking provisions. Not only do they turn housing for cars 
into housing for people, they also do not need to provide required parking for 
adding bedrooms. However, this is possible only in the proximity of a rapidly 
developing public transit system and within so-called Transit-Oriented Com-
munities. Particles present themselves as an alternative to mid-rise mixed-
use, five-stories-high, identical apartment buildings springing up along the 
high-traffic streets of Los Angles. They continue a century-long promise to 
provide enough space for having a small detached house of one’s own and still 
enjoy the amenities and diversity of the big city. The socio-economic knitting 
together of the fragmented city of Los Angeles is most likely to be achieved 
by two approaches: new multi-family apartment buildings in every area and 
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distributed backyard homes for different demographics.

 The current discussion about housing and parking primarily revolves 
around spatial primacy. When answering the question of whose interests are 
more important, it is not a given that the needs of future residents come first. 
Over the last century, parking has become such an integral part of an apart-
ment or a single-family home in terms of both culture and legislation, that on 
many occasions it dictates what and where can be built. It becomes clear that 
both Monoliths and Particles examine seemingly conflicting urban desires to 
have a shelter from the outside world and have a vibrant commercial environ-
ment outside the front door, to have a car parked under the windows and walk 
no more than ten minutes to the closest rapid transit line that is comfortable, 
reliable and convenient. The idea of a dense and walkable city did not make the 
car obsolete in most of the cities around the world. Tom Nielsen identifies the 
complexity of the notion of livability in any urban environment and calls for 
acknowledging its specificity:

 The current political majority – and thus democratic support – in Den-
mark for expanding and strengthening the infrastructure for cars, counter to the 
ideal of livability, probably does not represent any rejection of the “good” or 
“livable” city. More likely, it is a fundamental defense of a different version of 
the “livable city”. The version that most Danes live in. For large swathes of the 
middle class, the comfortable “good” life unfolds in a small or medium-sized 
Danish city with good access to infrastructure (motorway, highway, maybe 
the railway) that provides access to a medium-sized local supermarket (Netto, 
Rema 1000, Fakta) with a middling selection of standard groceries.1

 This sobering assessment of the aspirations of Danes does not lie far 
away from what is desirable in Los Angeles, Hong Kong or Paris.2 What this 
part of the research project examined is not only a pragmatic spatial relation-
ship between machines and humans, but also how closely the individual auto-
mobile is linked to the imaginaries of housing and home. As Anne Kockelkorn 
introduces in a sample collection of housing projects after the neoliberal turn, 
she underlines the duality of housing: “…both the physical object and the 
practices which constitute it are doubled by their respective representations and 
imaginaries, either discursive, collective or individual.” 3 In other words, the 
complexity of housing representations is linked not only to capital flows but 
also to cultural production and inherited habits. Owning, driving and parking 
an individual vehicle right next to the place of dwelling is a time-honored ritual 
that is undergoing a transformation, but is not disappearing altogether in the 
near future.
 Although the chosen four case studies do not represent a complete 
and exhaustive picture of existing parking typologies and management, they 
demonstrate a methodology that can be used in other instances. A larger num-
ber of case studies would have accommodated looking into parking phenomena 
outside of dense areas of large cities, as well as incorporating small towns that 
remain highly dependent on individual vehicles. The imaginaries of home and 
mobility in such towns are inevitably laced with different ideas than in the 
large cities discussed in this research project.

Embedded Ideologies

 In this territory of thought, lies the third operational question that has 
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driven this research project; How does planning legislation translate big policy 
goals into urban morphology through parking requirements? This discussion 
started in Chapter 1. Conceptual Framework and was constantly present in all 
four active forms. From the outset, it was very clear that all urban planning 
documents, including the ones concerned with parking provision and man-
agement, are not neutral protocols but are collective renderings of the radiant 
future. They are a means to jump-start possible futures through the implemen-
tation of strict measurements and requirements.
 All planning documents discussed in this research are laced with ideas 
of a preferable future that includes dwelling conditions, mobility options, and 
job distribution. Every policy has internal contradictions, but it starts with a 
notion of what is good for the city, what are the challenges its population is 
facing and how to address these. Inevitably contemporary planning frameworks 
and older plans like Fingerplanen or Centropolis are closely related to West-
ern-centric ideas of livability and trigger urban renewal that supports the social 
life of the middle class, with a fixed set of weekday and weekend activities. 
More local documents, like cities’ building codes and zoning ordinances, go 
even further in their assumptions about an average resident and his needs. They 
delineate the number of square meters needed for comfortable dwelling and the 
number of cars one can have.
 
Future autonomous challenges

 The last chapter of this project Driverless Fleets that Never Stop pays 
attention to the development of autonomous driving technology, how it will 
culminate in a vastly complex rethinking of the urban fabric and the near future 
of parking in this context. The magnitude of this change and the side effects for 
many industries lies beyond the scope of this research project. What is cru-
cial to note, is the understanding that the parking challenge will not disappear 
overnight. It will take another form, change location and capacity, or employ 
different types of payment. It is hard to imagine a mobility scenario that con-
sists only of peak hour usage of vehicles. Eventually, at some point of the day, 
there will be a need for these vehicles to stand still, use energy or inadvertently 
increase congestion by driving around without passengers. Does this mean that 
the needs in central district parking will remain at least on the same level as 
they currently are, with rising expectations of instantaneous mobility as a ser-
vice? Next to this, every terminal station for autonomous vehicles would need 
to have a charging station, assuming that they are fueled by electricity. Should 
the car drive out of dense settlements to post-human parking stations or is there 
a physical infrastructure distributed throughout the city? Where and how is 
it placed? Finally, it is easy to forecast a transitional period between existing 
partially automated cars and fully autonomous vehicles. How will cities handle 
this division? Will specially designated autonomous parking receive preferen-
tial treatment? Will it get infected with the logic of exclusion since first owners 
are more likely to be an affluent part of the population? All these questions and 
many more are commonly ill discussed or not addressed at all, with most of the 
tech companies and mobility platforms diluting what has become a topic with a 
sense of urgency.
 The introduction of autonomous vehicles can have a massive and most 
likely destructive impact upon existing cities and their edges, through increas-
ing pressure on habitation in urban peripheries. Especially worrisome in this 
regard, is the fact that all human settlements have been enthusiastically ac-
commodating or decisively excluding privately owned automobiles for the last 
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hundred years. As pointed out in this research project, parking is a physical and 
spatial manifestation of the car’s presence. Its low-cost and abundance can en-
dorse driving, but an informed management strategy can address broader issues 
beyond congestion and space availability. 

 From the very outset, this research project was preoccupied with the 
nuances of parking phenomenon and the potential it holds to either incentiv-
ize or bring to a halt diverse urban transformations. The analysis of specific 
case studies was used to distil mechanisms that illuminate a complex nature 
of parking as land use, as a part of the infrastructure, and finally as a universal 
cultural imperative. It has been shown that parking can be behind a large-scale 
zoning change; it can play a vital role in preserving historic neighborhoods; 
it can influence housing affordability, commercial heterogeneity, and resident 
demographics. Keenly aware of these inherent implications, this research had 
to operate in between established fields of knowledge like urban planning and 
traffic management, cultural theory and architecture. To place this work in the 
context of architecture, it is essential to recognize the multi-faceted nature of 
the discipline and its ability to reflect economic, political and technological 
changes in form-making. However, this research project never intended to 
culminate in a celebration of an architectural work removed from its visible 
context and invisible network of relationships. Instead of investigating the 
history of garages, their programmatic changes, experiments with ramp design, 
use of color and materials, an attempt to outline the full magnitude of the prob-
lem of parking was more important and compelling. With its increased demand 
for efficiency and economy, it was of great interest to start viewing ideologies 
embedded in decisions of where and how to store automobiles. The difficulty 
of combining the dream of independent living and individual transportation 
with contemporary demands of living in compact communities served by 
public transit systems, strongly resonated in each chosen case study. While this 
broadly remains the core purpose of this research, it also contains a thorough 
overview of existing parking management strategies that are getting deployed 
in cities around the world. They balance between routine approaches that are 
seductive in their pragmatism and vibrant negotiations of the right to space of 
different groups in the city. 
 The development of parking throughout the whole twentieth century 
reflected global processes of urbanization. It is essential and desirable, de-
structive and fragmenting, highly regulated and spontaneous. Just as our urban 
territories go through cycles of demographic, economic and morphological 
transformations, the role of parking changes gradually and continuously. Above 
all, it is a reflection  of how we chose to move and live next to each other.
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