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To the Right Honourable The Lord Mayor, Alde-;~8-
of the City of London in Common Council assembled. 

We, whose names are hereunto subscribed, of your Committee for Improvements 
and Town Planning have the honour to submit to your Honourable Court the Interim 
Report of the Consultants appointed under the authority given on the 25th July, 1945, to 
advise the Corporation in regard to the provisional plan for the re-development of the 
City, together with the letter of the Minister of Town and Country Planning and all 
criticisms received, and to report generally thereon. 

Immediately upon receipt of the Interim Report, andpending our consideration of 
the tentative and preliminary proposals therein contained, we deemed it desirable that 
every M~Jmber of the Court should be afforded the earliest opportunity of perusing the 
Document, and we accordingly instructed the Town Clerk to arrange for the prompt circu­
lation thereof with a request that, pending our Report thereon, the contents should be 
regarded as in the highest degree confidential, and we trq.st-that our action in this regatd 
meets with the approval of your Honourable Court. 

We have duly proceeded in the consideration of the varioll)l proposals contained in 
the Interim Report, and on our instructions Mr. Engineer submitted brief observations 
thereon, which were discussed with the Consultants. We have had the advantage of the 
personal attendance of Dr. Holden and Professor Holford at several of our meetings. 

It should be emphasised that the Report as presented is preliminary in nature, and 
concerns itself mainly with questions of broad principle ; the tentative proposals set out 
are capable of amendment, and may well be revised in the light of more detailed enquiries 
which are now proceeding, and in view of this fact we do not feel that any useful purpose 
would be served by submitting lengthy criticisms thereof. 

We are unanimously of opinion that the Interim Report is one which we can recom­
mend to your Honourable Court for acceptance in principle and as a basis on which may 
be constructed the Final Report which-if so directed by your Honourable Court-it would 
be the duty of the Consultants to present in a form suitable for submission to the Minister 
of Town and Country Planning ; we therefore have no hesitation in recommending that 
Dr. Holden and Professor Holford should be instructed accordingly. 

There are, however, certain aspects of the Interim Report on which discussions arc 
proceeding-in certain' cases in collaboration with other Committees whose activities are 
affected thereby-upon which at this stage we do not feel able to submit to your Honourable 
Court any final recommendations, and we propose to report on certain of these matters at 
a later date. We are strongly of opinion, however, that the instructions to the Consultants 
to proceed need not, and should not, be delayed pending a decision on these points. 

The major proposals in question may be briefly summarised as follows :-

Billingsgate Market Area ( Vide Paragraphs 22, 50, 52 and 53). 
The future policy in regard to the location where the functions of the Market are to 

be carried on is receiving the careful consideration of the Special Committee, in consultation 
with the Billingsgate and Leadenhall Markets Committee and ourselves, and the final 
decision of your Honourable Court thereon will clearly affect the conclusions of your Con­
sultants on the plan'!ing of the Area. 

Central Markets and Charterhouse Street ( Vide Paragraphs 21, 50 and 51). 
We are unable at this junct,ire to concur in the proposal for the construction of a 

Viaduct in the position indicated in the Report, adjoining the Market Buildings and covering 
Charterhouse Street itself, and have asked your Central Markets Committee to favour us 
with their considered judgment on the proposal, after ascertaining, if deemed desirable, 
the views of the Market tenants thereon. 

Mincing Lane Area ( Vide Paragpph 28). 
The road proposals contained in the Report would have the effect of bisecting this 

important Market area and the Consultants will, at our request, give careful consideration 
to the question of resiting the projected inner circuit road to obviate the disturbance of the 
trade which has for so many years been carried on in this area. 

Upper Thames Street Viaduct ( Vide Paragraphs 22, 23 and 24). 
We do not find ourselves in sympathy with the proposal for an upper level route 

over the widened Upper Thames Street, and are of opinion that it would be preferable to 
plan for this street a width between buildings sufficient to accommodate at ground level 
all future traffic requirements. Such width will, doubtless, be a matter for ascertainment, 
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in co-operation with the Ministry of Transport. It may be that 120 feet will be adequate. 
We have asked the Consultants to furnish us with a model of the treatment they propose. 

St. Paul's Cathedral Environs (Vide Paragraphs 57/60). 
Our desire is to provide the Cathedral with a setting which shall be worthy in every 

respect. We do not feel that finality in proposals for treatment has yet been achieved, and 
consider that discussions in this matter should continue. 

The River Front ( Vide Paragraphs 54/56). 
We are not convinced of the feasibility of the construction of the proposed high level 

riverside walk along the greater part of the front from Blackfriars to London Bridge­
whilst recognising the amenity which would thus be provided for pedestrians and the 
architectural significance of terraced treatment rising from the river level. W c have, there­
fore, asked the Consultants to furnish us with detailed diagrams and a model of the treat­
ment they would propose for the riverside wharves and warehouses in order to achieve the 
project they have in mind. 

Generally. 
We have requested the Consultants to consider and advise us as to the practicability 

and desirability of constructing " fly-overs " andjor " under-passes " at certain important 
traffic junctions with a view to the avoidance of vehicuhu congestion ; also to envisage 
the widening of King Street at an early date to improve the approach to Guildhall from the 
South. 

We beg to submit as an appendix to our Report, a Letter which at our request, the 
Consultants have forwarded to us, setting out those matters which, in their view, will 
require further consideration consequent upon the discussions which have taken place. 

We have furnished the Special Committee with a copy of our Report in order that that 
Committee may, coincident with its presentation to your Honourable Court, submit such 
observations thereon as they may deem advisable. 

All which we submit to the judgment of your Honourable Court. 

Dated this 14th day of June, 1946. 

To-

GENTLEMEN, 

(Signed) 

H. W. KEITH CALDER. 

C. ERNEST LINK. 

ALFRED H. TEUTEN. 

E. S. UNDERWOOD. 

W. H. GuNTON. 

ERNEST BATES. 

W. H. WHITBREAD. 

H. E. SIER. 

A. R. CooK. 

H. S. SYRETT. 
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THE WonsBIPFUL THE hiPROVEMENTS AND TowN PLANNING CoMMITTEE. 

RECONSTRUCTION IN THE CITY OF LONDON. 

Covering Letter by the Joint Consulf<lnts. June, 1946. 

h In £March of thi~ year we submitted to you an Interim &port setting out the framework of a 
~~ ~':c~ itr'::.',:'.rt.~t,;:c~~on, and we summarised in paragraph 75 of that Report, the main proposals 

a resulp~c~~sion~ollo~ed, in the course of which you asked Mr. Engineer for his observations As 
to the ~o esc cusswns and of ~urthe: consideration on our part, we made certain amend~ent..~ 
mitteesp f;~sa~ and undertook. to mve~tigate .others-in consultation, where necessary, with Com-

o e orporatwn or with outside bodies-before reporting on them in detail I dd"t· 
we set out some further ?bservations in a Note which we dcRcribed as an ap endix to t~ea In~eir~~ 
l:£~,:-tCi~h~~e P~1po:al~~ ~he Report ;nd its appendix which affected the lay~ut of the main streets 
parenc can b;~e~sw~ y ~eans o a transparent plan (referred to as Diagram IV). This trans­
Rcporlof 1944. d entsupenmposlcd on any o~ the coloured plans that appeared in your publi,hcd 

, an mos convement y on Drrnvmg Number 3A. 
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You have now asked us to preface our Interim Report by a brief Covering Lettt>r, before sending 
on the documents to the Court of Common Council ; and you have asked us also to refer to the main 
amendments and to the questions for further consideration which have already been agreed with you. 

In the category of amendments or additions we should wish to include :-
(i) An alternative route for the section of the inner distributive circuit between East­

cheap and Crutched Friars, which was originally shown on onr Diagram II as cutting across 
Mark and l\Iincing Lanes ; 

(ii) A further widening of Thames Street beyond the dimensions referred to in para­
graphs 22-24, with the object of eliminating the necessity for an upper-level road from Tower 
Hill, along Thames Street and turning into Queen Victoria Street, as originally suggested. 
This amendment, however, would not make the construction of a viaduct impracticable if, after 
all, it is required at a later date; 

(iii) A widening of King Street, if and when this is needed in conjunction with the rccon­
otruction of Guildhall and its approaches. 
For further consideration we wish to list the following items, as being the more important 

ones on which discussions are now proceeding :-
(iv) The location of Billingsgate Fish lllarket, and its future development, having 

regard in particular to the proposed \\idening of Lower Thames Street ; 
(v) The proposed line of th~ Special Route from Holborn Circus to Aldersgate, which 

aims at separating general traffic from market traffic in this area. 
(Both these questions have been referred to the respective Market Committees of the Corpora­

tion, with whom we are now in consultation.) 
(vi) The possibility of fly-over crossings, or other methods of grade separation at busy 

traffic junctions. The feasibility of such a feature at Southwark Bridgehead is indicated on 
Diagram IV. We have already studied other crossings, such as Ludgate Circus, with the same 
end in view ; and we shall consider improved junctions at, for example, Aldersgatc, Moorgate, 
Bishopsgate and Aldgate. We shall be to a great extent dependent, however, on the co-operation 
of the police and traffic authorities, including the Ministry of Transport. 

(vii) The extent of, and the detailed provisions for public pedestrian access to the 
river front between Blackfriars and London Bridges. Drawings will be prepared later to 
illustrate the possibilities of a scheme for a public right of way as part of the re-development 
of the warehouses ; 

(viii) The provision of a combined bus station and forecourt to Liverpool Street and 
Broad Street Stations. More detailed proposals for this await a recommendation from the 
Railway (London Plan) Committee on the policy that should govern the rebuilding of Liverpool 
Street Station. 
We understand that approval is to be sought for the broad framework of proposals now before 

you, as a preliminary to the preparation of a plan under the Town and Country Planning Acts, and 
as a matter of principle and policy at this stage, rather than of detail. We should like to add that a 
great deal of work and much consultation will be necessary before a plan can be adopted as a basis 
for actual building operations, and that meanwhile the effect of other proposals-for example those 
of the London County Council-may entail some modifications. 1\Ioreover, the plan will need to be 
illustrated and presented to the public in such a way that its visual effects, as well as its underlying 
structure, may be readily understood. 

At this stage our Interim Report, as it now stands, will indicate to those who are directly 
concerned in the reconstruction of the City the salient features of a scheme which we believe to be 
feasible. Your Committee will also be aware that, pending an expression of opinion by the Court 
on the proposals as a whole, we are closely considering the procedure by which they could be carried 
into effect. 

We have the honour to remain, Gentlemen, 

Yours very truly, 

(Signed) CHARLES HOLDEN. 
C. H. HoLDEN, Litt.D., F.R.I.B.A., 1\I.T.P.l. 

(Signed) WILLIAM HOLFORD. 
W. G_ HoLFORD, M.A., A.R.I.B.A., 1\LT.P.I. 
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To THE \VoRSHIPFUL THE IMPROVEMENTS AND 

TowN PLANNING CoMMITTEE. 

RECONSTRUCTION IN THE CITY OF LONDON 

Interim Report by the Joint Consultants, N arch, 1946. 

GENTLEMEN, 

In accordance with the terms of a letter from 'the Town Clerk dated 19th November, 
conveying your instructions to consider the provisional development plan submitted to the 
Court of Common Council, together with the letter of the 2nd July, 1944, from the Minister 
of Town and Country Planning, and all other criticisms received by the Committee, and to 
report generally thereon, we now have the honour to lay before you the following preliminary 
observations, which indicate our approach to the problem, and to the proposals and criticisms 
already made. 

This Interim Report is submitted as a result of personal investigations by ourselves, 
and after much useful information had been put at our disposal by the City Engineer and 
his staff, but in advance of more detailed enquiries which we now have in hand or in con­
templation. The Report, therefore, concerns itself mainly with questions of broad principle, 
on which we put forward our considered views. These, together with such further verbal 
explanation as your Committee may desire to have, should enable you to authorise our 
proceeding with the preparation of the complete Report and Plan, based on the amendments 
suggested here. 

In our view the first essential is to establish a workable physical framework, on the 
basis of which immediate and long term redevelopment schemes can be evolved, and 
subsequently carried out. The subject matter of this Report is thus, to a large extent, our 
expression of opinion on what ought-in the physical sense-to be done, rather than on 
the administrative means of doing it. The latter must necessarily be the subject of a 
subsequent and fuller Report. Our proposals on procedure will, in any case, involve consulta­
tion with Committees and Officers of the Corporation. In discussing them we hope that the 
following considerations would be taken into account :-

(1) The passing of the Town and Country Planning Act, in November, 1944, and 
the prospect of further legislation on Compensation and Betterment ; 

(2) The Resolution of the Court of Common Council dated 12th April, 1945, to 
the effect that application be made for a Declaratory Order under Section 1 of the Act 
of 1944; which would have the effect, when approved by the Minister, of rendering 
land in areas of extensive war damage liable to compulsory purchase ; 

(3) The urgent need for the Corporation to take the initiative in securing not only 
the street improvements here suggested, but also the economic and efficient develop­
ment of building blocks in all the damaged areas, if the reconstruction plan as a unified 
whole is to carry confidence in this period of uncertainty, if it is to justify the import­
ance of the occasion and of the hopes engendered by it, and not least if it is to bring 
in a return commensurate with the scale of the enterprise demanded. 
(For convenience of reference the following paragraphs are numbered. A short summary 

of our observations and preliminary proposals, and a list of the matters arising, are given 
at the end of this Report). 

Introductory. 
1. The City of London is perhaps unique in this respect ; that it is in effect a City 

within a City ; the walls have for the most part disappeared and the site of the walls and the 
ditch has been absorbed piecemeal into buildings, streets and lanes and there is now no clear 
line of demarcation, with the exception of the river, between the City and the surrounding 
comn1unities. 

Continental cities, subjected to many attacks and sieges, retained their walls and 
expanded internally both horizontally and vertically until, reaching saturation point, it 
was necessary to spread out beyond the walls and to build new fortifications to enclose the 
added territory. The space occupied by the redundant fortifications became available for 
the provision of open space, for boulevards and for building development. 

In the City of London these conditions do not obtain, and no large areas are free for 
development other than the areas of destruction resulting from the war. 

These areas were in full occupation prior to the war, and it is naturally a matter of 
urgency that their redevelopment should not be unreasonably delayed or unreasonably 
diverted from their former use. · 
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Problems of congestion of traffic, on through and local routes, and on service roads, 
and in terms of relieving its impending pressure are even more urg~nt ; for it is only by 
early decisions on these points that the total available building area will be ascertainable. 
It is one of the principal objects of this interim report to obtain general approval of the 
road plan proposed. 

Some loss of building area is inevitable and must be accepted as an axiom of improve­
ment; but loss of building area does not necessarily mean loss of essential accommodation, 
and with skilful planning as the basis of an overall high standard of efficiency it should be 
possible to provide equivalent effective space, improved real value, and a higher standard 
of service than has in general been enjoyed by the City as a whole during the past. 

Amenity goes with orderly planning ; and we submit that opportunities exist for in­
creased amenity which make the most of the limited resources of the City for the provision 
of open space. 

Reconstruction in Two Stages. 
2. One of the most important qualities of a plan for reconstruction is that it should 

be capable of translation into a programme, so that planning authority and private interests 
alike may work out a timetable of redevelopment to suit their needs. Without attempting 
a detailed estimate of the finance and of the building and civil engineering resources which 
alone would give reality to such a timetable, it seems to us that the operations would fall 
into two clearly defined stages. 

3. The first stage would represent the period of shortage of building accommodation 
in the City. During this period the country-wide demand for housing and its related 
services will absorb a great part-if not the major part-of the energies of the building 
industry. The direct result of this on reconstruction proposals would be that at this stage 
no habitable offices nor useful storage space, and no existing services, would be demolished 
in the interest of planning improvements ; reconstruction would, therefore, be confined 
to cleared areas in all parts of the City and to the preparation of permanent building sites. 
The only exceptional cases in which the demolition of standing buildings, or the alteration 
of existing roads and services, would be warranted, should be those enabling essential 
undertakings to be constructed, and those carried out to make room for urgent replacements. 

During this stage it is presumed that the remaining Cost of Works Payments for ·war 
Damage would be paid out ; that the Corporation would apply for Declaratory Orders 
eovering the areas of extensive war damage ; and that the first priority schemes recom­
mended by the Railway (London Plan) Committee to the :Minister of Transport would be 
put in hand. 

Taking all these factors into account, our estimate of the likely duration of the first 
stage is eight to ten years. 4-s a rough approximation, therefore, we propose to limit the 
first stage of our proposals-so far as there is any practical advantage in so doing-to those 
which are capable of being put into execution (if not completed) by the winter of 1955-1956. 

4. The second stage is one during which the large-scale redevelopment schemes involving 
standing property would be carried out, and the plan as a whole would be made effective. This 
would entail the demolition of a certain amount of obsolete or obsolescent property, the com­
pleting of the remaining essential links in the system of street improvements and their 
eo-ordination with the new traffic arteries in the County of London. 'Ve assume that by this 
time the level of building prices will be more stable-and certainly more calculable-than it is 
now, that owners in receipt of Value Payments under the War Damage Acts will be in a position 
to build, that the second and third priorities of the Railway Programme will be under way, 
thus bringing in sight, as a practical possibility, the proposal of the fourth priority to remove 
Cannon Street Station* ; and that Liverpool Street and Fenchurch Street Stations will be 
in process of remodelling. Returns on development carried out during the first stage may 
be expected by this time to be sufficient to establish confidence in the scheme as a whole, 
and to justify embarking on further improvements involving, in some cases, high capital 
eost, with less prospect of Exchequer assistance at this stage, under the terms of the Planning 
Act of 1944. The fact that the building industry will by then have reached its peak employ­
ment figure, would also accord with a planned long-term programme of public works. 

Motor traffic generally may well have doubled in volume by the time this stage is 
reached ; and the need for such necessary restriction as that against parking on through 
routes in the City will have been amply demonstrated. Effective control will depend, 
however, on the elimination of congestion points and the provision of adequate facilities for 
moving and for standing vehicles. 

5. In short, the Second Stage is the period during which may be realised all those 
objectives of the plan, which were only implicit or partially revealed during the earlier 
stage. 

*See Note A in Appendix. 
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Even then there are projects, desirable in themselves, but unlikely to be implemented 
during this stage, which we must log for eventual consideration. These _are brie.fly referred 
to as possible Third Stage proposals in the text ; and where they occur m the dmgrams are 
shown in dotted line. 

It remains to put a term to the Second Stage, if only as a target. We are so impressed 
by the need-on administrative and financial grounds, both ~ational and !<~cal-to conceive 
the present problem of reconstruction as one for urgent, specml and co-ordmated measures, 
rather than as an intensification of the normal problem of redevelopment and street 
improvement in the City, that we are unwilling to make our proposals less concrete by pro­
jecting them too far into the future. It seems to us that, with unimportant exceptions, the 
reconstruction plan as a whole should be capable of realisation within the next 30 years. 
Modern methods of construction are becoming more rapid; and similarly, the cycle of. 
redevelopment is becoming shorter. Although this process of renewal will, of course, 
continue-and, we hope, without interruption-we are now approaching a time of critical 
decisions, which will demand exceptional efforts ; and there is a clear advantage in marking 
out an adequate but realistic programme which can be carried out within a measurable 
term of years. The achievement would gain added significance-as St. Paul's and the City 
Churches did-from the fact of its being the most central, and the most illustrious symbol 
of contemporary rebuilding. 

The approximate target date for the completion of the Second Stage would thus become 
the year 1975. 

Accommodation. 
6. We have tried to· make a rough assessment of the bulk of accommodation to be 

planned for during the next 30 years, in relation to the various functions of the City as the 
pre-eminent business and distributive centre of Great Britain. The Report of your Com­
mittee gives some illuminating figures of population, rateable value and traffic volume ; 
and suggests that, although the Draft Proposals could result in the provision of accommoda­
tion for an increase of something like 60 per cent. over the present-day population, they are 
unlikely to do so. The detailed application of any such general estimates, as they may 
affect zoning, are discussed below. 

We consider that the Corporation should shortly be in a position to calculate much 
more closely what is the existing provision and potential demand for floor-space in the City. 
This calculation is, in our opinion, of great importance. We have not ourselves had the time 
or the resources, up to the present, to assemble the necessary information ; we should hope 
to do so-and it would in fact be essential-for the preparation of a detailed plan. Mean­
while, we have reached certain broad conclusions which will require verification, and which 
we have used as a basis for proposals in this Interim Report. "\Ve are well aware, however, 
that no estimated. figure can be regarded as in the least fixed. The plan must be flexible 
enough to meet unexpected changes if they arrive. 

7. First, as regards the global figures of population. There appears to be-as set out 
in Part I of your Preliminary Draft Proposals-a fairly consistent ratio between the day 
population of the City and the population of Greater London. In particular, during the 
comparable decade after the last war (1921-1931) in which the population of Greater 
London increased by 9! per cent., the day population of the City is estimated to have 
increased by 13 per cent., and the latter expressed as a proportion of the former remained 
roughly constant, at 5.9 per cent. If, therefore, the population of Greater London*, on the 
basis of the proposals of the Abercrombie Plan which both the Government and the Advisory 
Committee accept in principle, were to reach a figure of approximately 8,000,000 by 1955, 
the comparable figure for the City, in the absence of special movements which would increase 
or lower it, might normally be of the order of 472,000-approximately the same as in 1928. 
(This should be set against an estimated population of 500,000 in 1935). 

8. But even the general movements that have created this balance during the past 
hundred years, are likely to be changed in the coming post-war decade ; and the following 
considerations have to be taken into account :-

(a) The increase of day population, and the decrease of residential population in 
the City, has gone on pari passu with the growth of Greater London, and the migration 
to outer residential areas. Both movements have now probably reached, if they have 
not already passed, their maximum growth. But even if decentralisation of population 
and industry from Greater London proceeds apace, even if satellites are expanded or 
built beyond the Green Belt, and even if the journeys of industrial workers across 
London are much reduced, the daily ebb and flow into offices, warehouses, shops and 
markets in the City may remain constant or even be increased by reason of these other 
changes. 

"'Using the term in the same sense throughout : ''idP LoNDON STATISTICS, 1937-38, for a definition of the area 
referred to. If a figure of 9,0;j8,000 is taken instead, this being based on the 1938 population of the area covered 
by the County a~d Greater L_ondon Plans, minus the loss that the redistr~b~tion proposals would bring about, 
then t~e proportion for the C1ty would be based on an average of 5.2% g1vmg an estimated day population of 
approximately 4 i l ,000. 
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(b) On the contrary, the centralising pull of the City, particularly in regard to 
those functions which are likely to grow and for which the City alone can be regarded 
as truly central-such as national and international financial institutions (including 
sections of Government Departments connected with them), export markets, the 
Press, and certain activities connected with the Port and with the entrep6t trade­
may increase the general demand for accommodation. It is interesting to note that of 
2,762 replies to a question put in May, 1944, by the Reconstruction Advisory Council, 
to firms belonging to its member associations in the City of London, 60 per cent. 
recorded an anticipated increase in staff, or a staff of roughly the same strength as 
pre-war, and 40 per cent. a decrease. A more recent referendum has revealed an 
increasing trend towards expansion, despite the difficulties of accommodation, on the 
part of many firms who were previously doubtful of the future. (The Reconstruction 
Advisory Council are now attempting to bring this picture up-to-date). 

(c) The Railway (London Plan) Committee anticipate an increase in traffic. They 
point out that "as income rises the demand for transport rises more than propor­
tionately, irrespective of transport to and from work." They also state that peak hour 
concentrations tend to grow ; and as they are difficult to break down, provision must be 
made for an increase. They base their proposals in fact, on the assumption that " the 
volume of travel in the London area, as measured in passenger journeys and still more 
in passenger-miles, will continue to increase." 

To this must be added the Ministry of Transport's estimate of at least a doubling 
of the number of motor vehicles on the roads by the end of the First Stage, as com­
pared with 1939. 

If either of these increases in means of transport lead to a real increase of accessi­
bility, there can hardly fail to be a corresponding, though possibly smaller, demand 
for increase of accommodation. 

(d) As town planning principles gradually take root, the tendency is becoming 
more apparent to zone similar or inter-dependent activities in specific areas, and to 
exploit a zone to the maximum advantage of its predominant user ; leaving non­
conforming uses to a natural or even assisted movement elsewhere. The City is essen­
tially a central commercial zone within Greater London and as it cannot increase in 
area, any non-conforming users which move out are likely to be compensated for by 
commercial users moving in from neighbouring zones. This may result, for example, 
in a residential density of perhaps 250 persons to the acre, or an industrial density 
of 300, being replaced by a commercial density at least three times as great ; and, 
therefore, to an increase in the day population in certain parts of the area. 

9. All these tendencies taken together might have the effect of reversing the general 
trend of decentralisation, and even of increasing the normal rate of growth of the City's 
day population. The estimated figure of 472,000 workers in 1955, would then, in theory, 
be liable to rise to a total somewhere between 562,000-(the normal increase on 1935, 
comparable to that between 1911 and 1931, but allowing for the exceptional losses of the 
recent war)-and 662,000-the accelerated increase, assuming that war-time losses would 
be more than made good. 

10. Until more information is available, however, these figures of potential occupation 
are purely speculative. Moreover, they will be of little practical value until translated into 
terms of floor-space, and set against the capacity of the City to absorb a total increase without 
loss of efficiency. 'What is required at this stage is recognition of this approximate order of 
magnitude as a basis for considering-and if necessary controlling-the provision of new 
floor space. 

The arguments against setting out to attract a substantially greater bulk of building 
are, in our opinion, serious ; and in view of paragraph 12 of the Minister's Note of the 2nd 
July, 1945, it is likely that he would require sound justification for it, both in terms of general 
objectives and detailed method. Although modern construction and lay-out, greater height. 
and the application of design to larger units of building, will augment the effective floor­
space which a block of land will yield, yet the total floor-space occupied in the City could not 
be substantially increased without risking some or all of the following disadvantages :-

(a) Carriageways, pavements and parking space, both public and within buildin"' 
curtilages, could not be radically improved ; and additional traffic would be generated 
that could not be adequately handled, particularly at peak hours ; 

(b) Access would have to be given and comparatively high values would in conse­
quence attach, to new frontages everywhere, irrespective of whether this negatived 
the traffic value of new roads, or compromised the more even and-on the avera<Ye­
higher distribution of values which correct zoning and able estate management c~uld 
produce; 



(c) The increase would become a question of competition which could on.ly be 
within the limits of by-law control. The building up of all frontages to maxlmu.m 
permissible height would make later street improvements more costly, create unsat!s­
f>tctory conditions of building within the perimeter of blocks, and produce. a dull 
architectural effect. The City is probably too small in extent to allow of the reg1m.en~ed 
monotony that typified the pre-war commercial quarters of Berhn ; but any Slm!!ar 
tendency would be retrograde. London business buildings must n~~ comp~,te With 
those of foreign capitals, and the trend is definitely aw~y from ~h~ closed to ~he 
" open " building block, particularly where every room m the bmldmg has. to pro.v!de 
efficient working or display space and where maximum ground ~/oor area IS reqmred. 
(Compare, for example, the type of lay-out at the Rockefeller Centre, New York, or 
55 Broadway, Westminster, or the Bank of England, Threadneedle Street; w1~h that 
of Wall Street in New York, or Drapers' Gardens, or even Bntanmc House, Fms~ury 
Circus). Setting aside, for the moment, rosthetic and sentimental values, t.here IS .no 
question which of the two principles of building is likely to be more successful m meetmg 
contemporary requirements. 

(d) Open space of value for amenity, for pedestrian circulation, and for ~he 
improved daylighting and setting of buildings, would not be increased ; and workmg 
conditions in internal offices, showrooms and restaurants and in basements generally 
could not be brought to a desirable standard ; 

(e) Major civic improvements on which public opinion is certainly counting­
!Htmely, worthy settings for St. Paul's, Guildhall, and the Tower of London-would be 
curtailed, or compromised to an extent that would make them not worth the effort, 
the disturbance or the cost. 

ll. There is obviously an inter-action between the extent of the demand for accommo­
dation and the consequences of supply ; but in our view the principle that should guide 
your Committee, as a planning Committee, should not be one of general expansion, but of 
balance between the increases due to greater efficiency of building, and the reductions 
necessary to secure efficiency of lay-out and circulation. We think it better, and in the long 
run more profitable, for the Corporation to support a policy of providing first-class accommo­
dation and access, even if this results in demand being usually in advance of supply, than to 
allow any and every kind of development on a purely quantitative basis. 

In so far as it is necessary for us, in considering zoning, to postulate a total figure for 
daytime population, we are inclined to keep to the estimate of 472,000 for the time being. 
\Vhen this is translated, however, into terms of floor-space, both occupied and unoccupied, 
it is probable that the totals will exceed the 1928 figures. 

'l'raffic and the Road System. 

General. 

I~ If the number of motor vehicles on the roads of this country were to increase at 
the same rate after the war as it did in the preceding ten years, it wo~ld have trebled itself 
by the end of the Second Stage of reconstruction. But it is doubtful whether the increase 
would continue at that rate throughout the next 30 years ; and in any case the figures given 
in your 1936 Survey estimate that the increase in City traffic, over the 30 years between 
1904 and I9:l5, was only 60 per cent., compared with 100 per cent. in the West End. Never­
theless, improved transport and its free movement, are likely to be so vital to Britain, and 
to London especially, in the future, that the curve may well go up again. And it is unfor­
tunately true that for some time past the City has tried in vain to anticipate the onset of 
congestion. \Vithout vigorous action now, the threat to be averted 30 years hence will be 
one of paralysis. It must, therefore, be one of the objects of the plan to divert traffic which 
has no business in the City, to systematise the present pattern of roads and improve their 
junctions, and to avoid unnecessary duplication of different types of transport.' That is to 
say, the plan should not set out to attract an ever-growing proportion of the private vehicles 
that will come into use, particularly where public services are adequate or could be made so. 
But it should recognise and make provision for an increase of private vehicles essential to 
commercial purposes, which will require free entr:l:' and circ.ulation in most parts of the City. 
It should also prov1de for a relatively smaller mcrease m the number of public service 
vehicles. 

Taking all these facts into account, we propose that the road system should be designed 
now t~ carry tw£ce the pre-w_ar volume of tra.[fic by the end of the Second Stage. This is a 
proviSional bas1s only, subJect to confirmatwn or amendment when a closer estimate has 
been made. We propose also that future street widenings should be allowed for as and when 
~ecessary ; and that some of the cost of construction and disturbance should be discounted 
m advance by imposing certain conditions on all new building. 
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13. The City lies embedded within a huge urban area, as a heart or lung into which­
and out of which-are pumped each working day half-a-million citizens and perhaps fifty­
thousand vehicles. Unlike a country town, the City cannot be " by-passed " by mt>ans of 
unobstructed roads passing through unde:veloped land outside it. Nor, in our view, should 
any of the limited land area of the City be sacrificed to a through route for traffic which 
has neither origin nor destination there. The only reasonable by-passes, so far as the City 
is concerned, appear to be the widened through routes in the County of London-particularly 
the " A" Ring (which comes very close to the City boundary at Gardiner's Corner), and 
the road proposed in the Abercrombie Plan as an East-West Link between Old Street and 
the Oxford Street By-pass. (The relation between the City and these existing and projected 
main routes in the County of London is shown tentatively in Diagram I). 

The North-South Routes. 
14. It will be noticed that when the Blackfriars Bridge-Farringdon Street route is 

extended and widened to join the East-West Link, the "A" Ring, and the "B" Ring, 
it will become almost an arterial route. The only other north-south route that could be said 
to be an artery is that passing through Bishopsgate and over London Bridge, and its traflic 
value as such is very much reduced by narrowness, awkward junctions, and frequent inter­
sections. None of the other north-south roads are through routes, with the possible excep· 
tion of a route which is more or less an alternative to Bishopsgate ; and which runs via 
Finsbury Square, l\Ioorgate. and King William Street, to the Monument. But this has to 
run the gauntlet of Princes Street and the Bank Crossing-neither of which can bear much 
increase of traffic ; and then arrives at the same congested bridgehead. 

15. ·we, therefore, propose an entirely new north-south link, most of which passes 
through war damaged areas and could, therefore, be constructed in the First Stage. It 
would begin at the new square at the junction of Cannon Street and Queen Victoria Street, 
and cross Cheapside west of St. Mary-le-Bow, and Gresham Street at approximately its 
present junction with Milk Street ; it would then form a new western boundary to the 
Guildhall area, and near St. Giles, Cripplegate, it would fork, the left arm joining Red Cross 
Street, and going on to Golden Lane, the right arm curving towards a new junction near 
Moorgate Station. Thence via the already wide Finsbury Pavement and Square to meet 
Old Street and the "A" Ring Road. We think this new route would-

(i) Relieve Moorgate, Princes Street and the Bank Crossing ; 

(ii) Open up good new frontage, especially to the " business" side of Guildhall ; 

(iii) Relieve King Street and Queen Street, where "idening could then be deferred 
until redevelopment of the buildings fell due on other grounds ; 

(iv) Create a useful cross route from the north-east to the south-west sections of 
the City (i.e., from Liverpool Street and Finsbury Square, to Queen Victoria Street and 
the Embankment) without attracting new traffic which had no need to go into the 
City at all. 

16. Later, this new road might be extended south of the square, joining Upper 
Thames Street at a raised level (see below). Eventually it might form the approach 
to a new bridgehead, if and when it proves impracticable to widen Southwark Bridge. 
(This calls to mind the old project of the St. Paul's Bridge, abandoned in 1929. The line and 
levels we now propose appear to us to have advantages over those of the previous scheme ; 
but on the other hand, Southwark Bridge, in spite of its awkward approach road, may be 
sufficient for the next 30 years. This question will need to be examined in detail). 

The East-West Routes. 

17. The major axis of the oval which represents the area of the City runs, however, 
from east to west ; and it is the east-west routes which have for centuries presented the 
greatest problem in through communication. On the west the three entrant roads are 
Holborn, Fleet Street and the Victoria Embankment. On the east the entrant roads are 
Aldgate and Tower Hill. To these, outside the City boundary, are now to be added the 
" A " Ring, and the East-West Link on the line of Old Street ; and in the air-not yet 
brought to earth as it were-a major cross-route referred to in the County of London Plan 
as the " Y" Route, which was intended to link the arterial dock road from Tilbury to tlw 
Victoria Embankment, but may instead bring it via Commercial Road to Gardiner's Corner. 
vVe regard it as of the first importance that this route should not bring into the City a great 
deal of heavy traffic which has no business there ; and we consider that connections should 
be made between this road and the "A" Ring so as to divert traffic north from Gardiner's 
Corner, and south to the tunnel and the South Bank. These links do not at present appear 
to be contemplated, and we are discussing the question with the Ministry of Transport. 
"\-Vhatever solution is ultimately arrived at, we are assuming now, for purposes of the Citv 
Plan, that we shall not have to deal-at any rate on the surface-with east-west arteri~l 
traffic to and from the docks which can be taken by less congested routes outside the City. 



18. Nevertheless, the problem of east-west "through" traffic remains. We think 
this can only be satisfactorily met--

(a) By increasing the total number of through carriageways running in this 
direction through the City ; 

(b) By achieving consistent widths and improving junctions (particularly right­
hand turns) ; and 

(c) By providing special roads at or near the perimeter of the City ; these roads 
being designed, not to open up new frontage and themselves to generate more t~affic, 
but as traffic relief roads with comparatively restricted access, and with no more mter­
sections than are necessary to link them with the main street system. 

We propose two such roads on the north and south borders of the City. They correspond 
roughly with the northern and southern arms of the Ring Route as set out in yo~r Pro­
visional Draft Report. But their function is not quite the same ; and they follow di1Ierent 
routes. 

19. The two northern arms, which start from Hoi born Circus on the west, and Aldgate 
High Street on the east, are designed to meet in a new forecourt to Liverpool Street and 
Broad Street Stations. From Holborn Circus the special route would, in the First Stage, 
follow Charterhouse Street and flank Charterhouse Square, cross Aldersgate by Barbican, 
and approximately on the line of Silk Street and White Street, would meet the projected 
roundabout at the junction of Finsbury Pavement and South Place. From there by a 
widened Eldon Street to the new Liverpool Street Forecourt. 

From Aldgate the shorter and minor arm of this route would either reach the Forecourt 
via the bottom of :Middlesex Street, and thence by a new cut through Devonshire Square to 
the south side of Devonshire Row, where it emerges into Bishopsgate, or by an alternative 
route, still under examination, which would commence at a more westerly point in Aldgate 
High Street than the former route. 

20. During the interim period when the Forecourt and Bus Station at Liverpool Street 
would be under construction, it would be advisable in our opinion that a more northerly 
route-already existing for the most part-should be available as a by-pass for traffic not 
bound for Liverpool Street or Broad Street. This would continue north along Middlesex 
Street from the point where the first alternative route just described branches to the west, 
and would proceed to Pindar Street, over and under the tracks to Christopher Street (alter­
natively Earl Street and Sun Street), and thus to Finsbury Square. From the Square the 
route would be by the existing Chiswell and Beech Streets to Barbican, Long Lane, and 
Farringdon Street. This route would, of co'!rse, remain after the Special Route had been 
completed ; but it is more than likely that the link over Liverpool Street and under Broad 
Street Stations would be broken, due to the remodelling of the stations themselves. There­
after, traffic touching Liverpool Street would use the Special Route ; traffic by-passing 
Liverpool Street would use the " A "Ring and Old Street. The proposal is, of course, condi­
tional on the line of the " A " Ring eventually decided on by the L.C.C. and the Ministry of 
Transport. 

21. We propose that as soon as possible this Special Route from Holborn Circus to 
Barbican should be carried over Farringdon Street and the Central Market area on a viaduct. 
We envisage this viaduct, for the whole of its length adjoining the buildings of the Central 
~Iarkets, as a cover for Charterhouse Street itself, which would then become part of the 
market area. It might even be possible, without drastic rebuilding, to use the construction 
to support runways which would reduce the time taken for unloading from lorries (as in 
Chicago) and would reduce also the amount of handling by porters. The meat market at 
Smithfield is already expanding again, following a marked decrease in activity during the war; 
and it is doubtful if it will be confined entirely to the very early hours. \Ve suggest that if a 
real advance is to be made on the traffic conditions prevailing before the war, a radical 
improvement such as we have suggested should be carried out, in order to segregate market 
traffic from general traffic, and to secure a valuable relief road comparatively free from 
obstruction. \Ve have satisfied ourselves that the route and the levels of such a road would 
be practicable. If, after consultation with the Markets Committee, and further investigation 
of the constructional problem, we find the project to be disadvantageous, unsound from a 
working point of view or excessively costly despite its all-round advantages, then we should 
favour as an alternative a viaduct to the north of Charterhouse Street. · 
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22. For the Special East-West Route on the south of the City we propose an (•qually 
radical improvement, based on the same principk•. This is to widt'n Uppt'r and Lower Thames 
Street (mainly on the north side as regards its east<·rn length and partly on the south side 
as regards the western end), to 100ft. in average width, during the First Stage of reconstruc­
tion. This would allow ample manceuvring space for vehicles concerned with the wharves 
and warehouse, and provided that the traffic of Billingsgate were kept within the curtilage 
of the Fish ~Iarket, it would allow also for a limited amount of general traffic which would 
escape into Queen Victoria Street, Blackfriars and the Embankment to the west, and 
directly-by a new link of 80ft. width opposite the Custom House-into Byward Street and 
Tower Hill to the east. 

23. Here again the low-level road would act as the forerunner of a route on a viaduct. 
Through traffic on the widened road would certainly increase after a time and we propose 
that as soon as possible a start should be made on an upper-level route entering Upper 
Thames Street from Queen Victoria Street at Lambeth Hill, immediately to the east of 
the old tower of St. Mary Somerset. At this point the level of the upper road would be 
approximately the same as that of Queen Victoria Street (approximately 45 OJ).); and 
this would eventually be carried right through to Adelaide Place, where there would be 
a junction with London Bridge, and to Byward Street, which is also at the same level. 
The Upper Road could not, of course, be made continuous until the present Cannon Street 
Station is removed or entirely remodelled. We have asked the Railway (London Plan) 
Committee to take this fact into consideration in drawing up-or causing to be drawn up 
-a reconstruction programme for London railways as a whole. (See Note A in Appendix). 

24. The Upper Level Road, particularly if it is designed to leave adequate open space 
and daylight to the frontages on the north side of Thames Street, could, we think, be used 
with advantage by warehouses on the south side as covered space (partially top-lit if neces­
sary) for loading and unloading. Pedestrian access to offices could in some cases be from 
the upper rather than the lower level. 

Queen Victoria Street, from Lambeth Hill to New Bridge Street, would be slightly 
widened on the south side to allow for the increased traffic on this section of the road. We 
eonsider that, to maintain a reasonable building depth, and compensate for widenings of 
both Queen Victoria Street and Upper Thames Street, the new buildings immediately to the 
east of Blackfriars Bridge should be built out to a frontage line approximately on the 
alignment of the Victoria Embankment, and linking up by an easy curve with the existing 
river frontage to the west of Southwark Bridge ; regard being given to the views of the 
Port of London Authority, and to the flow of the river. 

25. The most important existing east-west routes for essential circulation through and 
within the City are, in our view, those which skirt or pass directly through its centre. These 
streets serve a mixture of purposes ; they are the main circulatory mechanism for buses, 
they provide local through routes from one part of the City to another, and for both reasons 
they are favourable to shops. Furthermore, they tend to become "corridor " streets by 
being flanked on either side by important builclings of similar type ; and whereas on the 
Special Routes a difference in use between buildings on the two sides of the road would be 
·expected, and--owing to limited access-would cause no inconvenience, in the case of these 
·distributive roads, the opposite tendency is likely to continue. They are thus extremely 
.difficult roads to systematise or to schedule for a restricted traffic use. 

The Distributive Roads. 
26. Nevertheless, we consider that a great deal could and should be done to improve 

.these streets-

(a) By loosening the knots and spreading the net of distributive roads more 
evenly; 

(b) By distinguishing between types and giving each type consistent width and 
treatment; 

(c) By adding certain links to make circuits complete ; 

(d) By keeping the curbside lane free of standing vehicles and by this and other 
means, such as the design of crossings, improving and speeding up the circulation of 
vehicles-particularly buses. (A survey made by Sir Charles Bressey in the summer of 
1936 revealed that the average speed of some 40,000 vehicles on the route from Ludgate 
Circus to Aldgate was 5.85 miles per hour; the slowest journeys being at walking 
pace).* 

*Greater London Highway Development Survey : 1937, paras. 25 and 26. 
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27. We propose, in the first place, a continuous inner circuit wit~ at least a four-lane 
carriageway, and with adequate pavements, to .serve and draw. off da1ly the great conce~­
tration of workers in the congested central busmess area of winch the Bank of England IS 

the core. 
The northern circuit would start, at the First Stage, from Aldersgate at Falcon Street 

and cross the heavily damaged area to meet London Wall at the head of Moorgat~. London 
Wall is in urgent need of widening, and a start was made before the war at the B1shopsgate 
end. From Bishopsgate to Aldgate the route will be influenced by the proposals for ~he 
reconstruction of Liverpool and Broad Street Stations and the f?recourt, an~ by the !me 
taken by the Special Route which links it to Aldgate. No defimte propo.sal.!s, t~erefo;e, 
made in regard to this part of the inner circuit. The line of the road and 1ts JUnctwn With 
Aldgate, as shown on Diagram II, should be looked on as tentative. 

28. The southern circuit would start from Ludgate Circus and after the junction with 
a widened Old Bailey it would curve into a widened Carter Lane and continue along Cannon 
Street to meet Queen Victoria Street in the New Square ; thence along Cannon Street again, 
and by Eastcheap, across Mark and Mincing Lanes to Hart Street, Crutched Friars, Jewry 
Street and Aldgate. The line of the circuit from Eastcheap to Aldgate can only be deter­
mined on the basis of more information than is at present available to us, including the 
future of Fenchurch Street Station and its forecourt. It may be that a line via Seething 
Lane, incorporating an improved approach to the Station and joining up with Fenchurch 
Street, will prove to be more practicable. The essential feature is that it should relieve 
Gracechurch Street and the western section of Fenchurch Street with the awkward 
right-hand turn, and open up a better traffic route than any now existing between 
Cannon Street and the eastern sector of the City. 

29. The remaining links in the circuit are Old Bailey, joining Ludgate Hill to Newgate 
Street by a very much improved road, Newgate Street itself (slightly widened) and the lower 
section of Aldersgate Street at St. l\Iartin's-le-Grand. In the more distant future a short 
cut may be opened up along the third side of this triangle, by a road from Falcon Street to 
Newgate between the General Post Office and St. Bartholoniew's Hospital. This is only a 
Third Stage possibility. Nevertheless, the eventual formation of a roundabout or other 
improved junction south of St. Sepulchre's Church should be kept in mind. 

30. There remain the narrower east-west routes, most of them traditional, whose 
widening even at points of constriction presents considerable difficulty. These are :-

Gresham Street (where the difficulty is now much reduced by demolition of 
buildings on its western portion) : 

Threadneedle Street ; 
Cheapside, Poultry, Cornhill and Leadenhall Streets (the most direct line of all) ; 
Lombard and Fenchurch Streets. 

There is no question that all of these will continue to carry heavy traffic, and some of them 
are bus routes. Many of them were in process of widening to 50 ft. before the war. We 
recommend that this process should be hastened and extended by the method illustrated in 
Diagram III, which, without increasing the width of 50 ft. between buildings, provides for 
further widening by means of covered pavements within the building lines. By this means 
the building owner's maximum contribution to further widening at a later date would not 
exceed about 14ft on the ground floor only. To make this change easily possible at any future 
period, it would be necessary in any new building to avoid placing any main structural 
member, such as stanchions or stairs, within the space 15 ft. back from the frontage line of 
the building. This restriction would not present any great difficulty in the planning of most 
commercial buildings. 

31. l\Ieanwhile the number of buses using these roads should certainly not be increased. 
Where possible, alternative routes should be gradually introduced to relieve them of some 
of the burden. We are aware that this is a difficult matter, and we can only say at this stage 
that co-operation with the London Passenger Transport Board, the Commissioner of Police, 
and the l'!linistry of Transport will, we hope, when taken in conjunction with the new 
routes suggested, produce workable proposals for a more evenly distributed and less con­
gested system of bus traffic. 

32. The Bank crossing is a particularly difficult problem, made more difficult by the 
fact that it is now an established exchange point. At this stage we wish to reserve ou.r opinion 
as to the. ~reatment of Q':'een Victoria Street between the Bank and the New Square. By 
the proviSIOn of alternatiVe routes we should hope to relieve the Bank crossing of some 
of th~ traffic load along Princes Street, Poultry and King William Street. But the greatest 
load IS still along Queen Victoria Street, and even the provision of a substitute or additional 
exchange point at the New Square, might not make possible a reduction in the bus traffic 
along this street. We do not suggest that Queen Victoria Street should be built over but 
that traffic could be discouraged to a greater or lesser extent at the entrant points ln or 
near the New Square and at Mansion House. Though we should prefer to see this part of 
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Queen Victoria Street radically redeveloped, with greater provision for pedestrians, private 
car traffic and parking, and less provision for through traffic and for public service vehicles, 
we are not yet in a position to support this proposal in detail. 

The new road linking Newgate Street to Cannon Street and passing east of St. Paul's 
at a reasonable distance is desirable for the easy transfer of traffic from the north and west 
to the southern loop of the internal circuit. Its precise width is subject to further investiga­
tion. 

The New Square. 
33. From what we have already proposed in regard to the future road system, it will 

be seen that the immediate construction programme for new main roads in areas of extensive 
war damage, centres largely on-

(i) The new east-west link between Aldersgate and London Wall ; 
(ii) The new north-south relief road from Fins bury Pavement, rdongside Guildhall, 

across Gresham Street and Cheapside to Cannon Street ; and 
(iii) The New Square itself: (We refer to it by this name for convenience, and not 

because we think it would ever be so named). 
This last might well become architecturally, as well as from a traffic point of view, symbolic 
and significant. Unlike the Bank crossing, which has grown up over centuries and cannot 
easily be remodelled to suit the convenience of circulation, the New Square 'could from the 
start be laid out to deal adequately with traffic and to provide continuous circulation. At 
the same time it would give an opportunity for fine building. To the west, whatever 
development is planned on and around the present Watling Street and St. Paul's Churchyard, 
we should like to leave an open view of the south front of the Cathedral, the great dome and 
the western towers. This view, and this feeling of spaciousness is, in our opinion, one of the 
most striking and most cherished inheritances of the devastation. The perspective on foot, 
or from a bus, proceeding along Cannon Street is constantly changing and constantly 
impressive-particularly when the sun or a good light picks out the light stone, the form 
of the dome, and the gilt cross above it. It seems to us a view which is already widely 
appreciated by the public and which is better worth preserving than the broad flank view 
obtained on crossing the south axis on Upper Thames Street, Queen Victoria Street or even 
Bankside. Therefore, we suggest a generous width between the north frontage of Cannon 
Street and the south frontage of the new buildings in the Bread Street Ward flanking 
Watling Street. 

34. Some site may be required in addition to the open space and viewpoints around 
St. Paul's, to commemorate enemy destruction, national sacrifice, and Victory, by a monu­
ment or symbol of some sort, as was done after the Great Fire of 1666. We do not suggest 
at this stage a particular location; but the New Square would be one of several which 
might be considered. (See also the paragraph on St. Paul's below). 

Zoning. 
General. 

35. We are entirely in accord with the aim expressed in Part II of your Preliminary 
Draft Proposals ; namely, the re-establishment of the main market areas, generally on 
their existing sites ; with particular attention to those areas which have suffered serious 
damage. We should like you to consider, however, a somewhat different basis of zoning 
from that set out in your Preliminary Draft Proposals. This revision is, of course, dependent 
in detail on a more exact estimate of temporary and anticipated uses than we at present 
possess ; and proposals for the precise areas to which the zoning would be applied must 
a wait our further Report. 

36. Put very broadly, our conception of use-zoning under the new planning system 
as applied to the City of London. as a whole is, that apart perhaps from the Inner and lllidclle 
Temples, St. Bartholomew's Hospital and the historic buildings, the whole area forms one 
eommercial zone-the central commercial zone of London. It follows that other uses, 
whether residential or industrial, are special uses even when essential to commercial opera­
tions; and as such should require approval from the Corporation ; this approval would 
not be unreasonably withheld. It also follows that the uncontrolled spread of purely 
commercial buildings into adjacent areas, unless forming part of another and separate centre 
or sub-centre, is not a proceeding which the Corporation would wish to see encouraged by 
the adjacent Planning Authority whose territory surrounds them. There is in fact every­
thing to be said for joint consultation on zoning proposals on each side of the City boundary ; 
for although there may be at present rio clear distinction in some cases between uses in the 
City and in contiguous parts of Westminster, Holborn, Finsbury and even Stepney, yet the 
tendency in redevelopment should be towards greater identification and not a way from it. 
The River, the Inner Temple, the Inns of Court, the northern arms of the Hpecial Routes 
to Liverpool Street, and the lines of l\Iansell Street and Tower Hill, will help to dPfine zones 
more clearly ; and minor adjustments of boundary, particularly at Holborn, would be 
advantageous. 
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37. Within this major commercial zom· there are in our OJJinion, a large numbt•r of 
essential u"•s. We includl' in this list:-­

Oftices. 
public buildings, 
service buildings (including those for transport and post office purposes, and power 

supply), 
warehouses, 
riverside wharves, 
cold stores, 
whok•sale and retail nmrk~ts, 
shops. 

38. The object of zoning, whether controlled by the clauses of a plnnning scheme, by 
building licenses, or by covenants in a k•ast>, is to secure at:d protect the chnracte~· 1~nd 
values of the urea to which it is applied, to avoid non-confornnng uses winch are confhctmg 
or which have less claim to inclusion, and to establish n basis of agrcenwnt between the 
parties concerned in the developnll'nt of the arl'a. To be succes:;ful it must be applied w_ith 
the lPast possible discrimination between one owtwr or tenant and ano~her. For planlll~lg 
purposes the various commercial uses referred to above can be groupeclmto four categones 
each with its distinctive types of building dPvelopment :-

(i) Those densely occupied, such as shops and offices and public buildings; in 
which pedestrian circulation, daylighting, Vl'ntilntion, and general anwnity are of 
considerable importance ; 

(ii) Those with a much lower int011sity of occupation ; e.g., buildings with special 
equipment (such as telephone exchanges), and warehous0s and cold stores. Tlw chief 
requirements here are clear floor space (not always of the same height as in office 
buildings), loading and traflic facilitil's, and fire-resisting construction and lay-out ; 

(iii) Those combining office and warehouse accommodation in various proportions ; 
such development usually permits of a dpepl•r average building depth, but demands to 
some extent the amenities required by (i), and the facilities required by (ii) above ; 

(iv) Those of a special type (such as wholesale and n·tail markets and auction 
rooms) which are sometimes only intermittently in full occupation, and which require 
a special kind of construction and special services. 

As ancillaries in each of these zones are already established-and in our view should continue 
to be permitted :-

(v) Retail shops, restaurants, and public houses ; 
(vi) Service industry closely connected with the trades and occupations of the 

City, e.g., printing, packaging, the carrying trade, shopfitting, etc., provided the size 
of their premises and the numbl'r of employees is withiu limits laid down. 

(vii) Traditional uses, such as particular schools and institutes, public rooms, clubs 
and the halls of the Livery Companies. • 
39. In most other towns we should propose a special zone for shops and another for 

public buildings. But the City of London is unique in this respect, that it does not combine 
with its functions as the centre of finance and commerce, those of shopping, entertainment 
or administration. Apart from St. Paul's, Guildhall and St. Bartholomew's Hospital­
which are each inn sense precincts-the public buildings are part of each zon<', and would 
not at present derive much advantage from being grouped by themselves in n civic centre­
or even in a number of public building zones. 

40. The same is true of shops. The pre-war pattern was made up of-
( a) Ribbon development along the main bus routes ; and in particular Fleet 

Street, Ludgate Hill, St. Paul's Churchyard, Ch<'apside ; 
(b) Clusters round the approachl's to the railway stations; Liverpool Strel't in 

particular ; 
(c) Small groups conveniently placed for lunch-hour shopping by office workers ; 

of which Leadenhall Market was the greatest conccntmtion, and Copthall Avenue a 
typical example ; 

(d) Special developments in connection with wholesale or trade markets, such no; 
that in and around Houndsditch. 

41. In our view the general tendency to design certain types of office building without 
space for shops (except perhaps kiosks) and conversely to design shops specially for that 
purpose, combined with the _need for planning control to prevent sporadic dPvelopment­
unsatlsfactory from the tradmg pomt of v1ew as well as from that of good estate manage­
ment-will both affect the local distribution of shops, and act, in the words of your own 
Rep~rt: as a kind of sclf-~oning ordinance. But we do not think there should be 'a general 
restnctwn over such a w1de zone as that dPfined as the Special Business Zone in Dmwit;"' 
No. l of the Preliminary Proposals. .,_ 



42. \Ve a.re not in a. poxition at thix Htnge to formalise tht'HP ohHl'l'vnt.ionH into n. rP­
dev('loptnent code govPrning use-zoning. But our g('llPI'Id aim in doing :o;o would lw first, 
to establixh three n1ain zotu·~ : viz., n.n Oflict.• Zone, n. \Varl'house Zo1u•, nnd a ZotH' of 
Combined Office and 'Vat·<' house buildings ; togt•tlwr with a l'pPeial Building Zom• (t h<' 
lttst to include the precincts ttln•ady mentioned, the wholl'snl<• mnrlu•ts ntul sp<·cinlly 
equipped buildings); secondly, to suggpst the appropriate rtttio of floor-spael' to sill' nr<'a 
in ettch zone and the limits of variation above and below this OV<'rttll figun•, which would be 
appropriate to sub-divisions of tlw zon<• and to whole strePt blnl'ks: fiunlly, to sugg"'t a 
method by which USl'S ancillary to those of the two main zom·s (such ns shops unci institutions) 
can be admitted without discriminntion in principle, but with r<·nsoBnblt• coBtrol OY<'r 
individual applications. 

43. The situation in rPspect of town planning consents is likely to chn11ge in future ; 
in that the provisions of the 1944 Act, coupled with those which must inevitably bP eontai11<'d 
in a11y new Bill on the subject of Compensation and Bcttc•rm<·nt, will almost CPrtniBly 
involve the "universal restriction on the development of laud" fm·,.shudowPd in the 
Uthwatt Report, and in the White Paper of 1944. With minor exceptions (which would not 
greatly affect a commercial area) this would involve a consent, and prolmbly a license, for 
any substantially new use or change of use from that to which land and buildings nrc put 
at present. And this would apply irrespective of whether the land had h''"n acquired by the 
Local Authority, who would in such cases already be able to exercise control over the amount 
and character of accommodation to be erected, in terms of building agreements and Jpusc•s. 

44. If control of redevelopment is in any case to be exercised, it SePms logical to us 
to use it to secure at !Past three advantages which can be plannPd for in advance :-

(i) To ensme that the amount of accommodation in Pach zone or sub-division of 
the City is properly related to the widths of streets. the amount of open spacl' and the 
other conditions governing good building in each catl'gury ; 

(ii) To spread this new accommodation in such a way that, tukPn togt·thPr with that 
which exists, it will maintain a balance over the whole ar<'a. This balance is essential­
particularly in the early days of rebuilding-to prevent the concentration in one or two 
places only of the greatest bulk, the most congested traffic loads and the higher values. 
Such rapid concentration could hardly fail to operate to the detrinwnt of other sections 
of the City; 

(iii) To enable the control to be kept flexible and equitable having rl'gard to the 
long history and the very special conditions which attach to planning in this particular 
Square 1\Uie. Otherwise, it is quite possible that the combined operation of Planning 
Acts, Building Acts and By-Laws, will result only in restrictive and m·gative action, 
and give positive assistance neither to private nor public enterprise in this enormous 
task of redevelopnll'nt. 

45. The programme of legislation suggests that by the time our subsequent rPport is 
prepared, we should be in a better position to advise on the detailed application of use-zoning. 
vVe should, however, make a comment at this stage on our general approach to the related 
problems of height zoning, architectural control and daylighting. In our view, even within 
the framework of the London Building Acts, there is scope for an improvement of standards 
in these respects. 'Ve say this only after examining some of the redevelopments of the last 
six years before the war, and in spite of the fact that, as mentioned in para. 70 of your 
Report of July, 1944, owners and their architects have co-operated succ'·""fully with you in 
securing " well-lighted and healthy buildings in replacement of those that did not accord 
with reasonable standards." 'Ve recognise that improvements have been secured, but we 
think that further improvement is unlikely in view of the following dc·fccts :-

(i) A consistent and adequate standard of day lighting for habitable rooms is not yet 
universally applicable, and a simple method of securing it should be examined, in con­
junction with the draft Clauses on Height and Site Cover which you issued in February, 
1939; 

(ii) \Vhile there is insufficient freedom in some ways and on particular sites, for the 
capable and imaginative designer to produce buildings which are at once economically 
efficient and architecturally distinguished, yet at the other end of the scale, those 
buildings which nwrcly satisfied the minimum requirements of by-laws, mark no 
advance in standards of civic design, or of building accommodation; 

(iii) The fact of divided ownerships within what should, on redevl'lopment, be 
considered as a single building site, has too seldom overcome its inlu•rcnt disadvantages. 
The difficulty has been aggravated by the unequal results of m·gotiation for and in 
satisfaction of rights of light. Occasionally these limitations have sPrvcd as a spur to the 
ingenuity of architect or surveyor, and the building has gained in interest then·by. 
More often they luwc made his task impossible. The truth is thnt wherPver these 
difficulties have been dominant, building to the scale proper to a grent commc•rciul 
centre has been prevented. 
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46. We are in favour, therefore, of a general rather than a detailed architectural co;ntrol; 
i.e., one which aims at conformity with frontage and fascia lines, harmony of m_aterlals, a 
consistently high standard of daylighting, and freedom ?f treatment and m~ssmg of the 
required building volume within the broad limits o~ a. rat~o of floo_r-space to s1te, me~s~red 
over a reasonably large unit. We do not regard a hnutatw~ of he1ght, except_for bmldmgs 
in the area of a national monument such as St. Paul's, as bemg nearly as effective as control 
of bulk bv this index of habitable floor-space. Nor are we otherwise in favour of a pred_eter­
mined ar~hitectural design for entire streets, as this might lead to monotony and prove ~tself 
unadaptable to changing needs. On the contr~ry, we in~end, _!n due cours~, ~o show lil~s­
trations of the variety of form and lay-out poss1ble on typwal C1ty blocks, w1thm the govel;n­
ing principles controlling the bulk and form of buildings which we have here referred to m 
general terms. 

Particular Zones. 

Housing. 
47. Without entering into the responsibilities of the Corporation under the various 

Housing Acts, it seems to us that the principles outlined in paras. 42-46 of Part II of your 
Preliminary Draft Proposals, are reasonable in an area such as this. As ~e ~ee ~t, all residential 
accommodation in the City is to some degree special. That is to say, 1t IS e1ther a legacy of 
the days when the population living in the City was many times what it became just before 
the war, or else it is-as we have described it above-ancillary to the main uses of a com­
mercial area. vVe think it would be out of place, therefore, to envisage the development 
of part of the City as a " residential neighbourhood " with all that it implies in terms of 
new schools, playgrounds, and community services of various kinds. It would be better to 
combine with the surrounding Boroughs to ensure the founding of neighbourhoods compre­
hensive enough to support the open space and other provisions which are now becoming 
standard. 

48. Nevertheless, there are claims which should be met :-

(a) 1\Iost urgent of all are those of the families (of which we understand there are 
about 200) who look to the Corporation as their Housing Authority, and who cannot 
reasonably be expected to appear on any other authority's waiting list. This problem 
is an immediate one. 

(b) Next are the claims of those who are engaged on essential work in the City, 
and who, because of its special nature, or the long or late hours it entails, will contend 
that the disadvantages of daily (or nightly) travel outweigh the compensating amenities 
and cheaper rents in the suburb or the country. A proportion of such workers will 
claim the limited choice of flats near their work, such as are provided in other parts of 
Central London. In our opinion this claim should be narrowed clown to very special 
cases indeed, and could be met by the provision of a small proportion of flats for which 
the full provision of social amenities, schools and playgrounds could not be expected. 

(c) The true residential population of t.he City, such as caretakers or nurses ; for 
whom provision will presmhably be made in the former case pari passu with new 
building, and in the latter, by institutional or special arrangement. 

(d) Travellers and visitors, particularly those with limited time, whose business 
is bound up with the docks, markets or trade centres, and who for one reason or another 
cannot conveniently be put up in the West End, might reasonably <>xpect to find hotel 
or hostel accommodation. This has particular force in the case of the l\Ierchaut Navy. 

(e) Flats or chambers are likely to be sought by professional and business men 
and officials who have to spend the inside of the week in the City, and whose fan1ilies 
may live outside London ; also by single people whose work, ta~ks and means incline 
them to this type of residence. As you point out in your Report, this kind of accommo­
dation can be successfully supplied by private enterprise, and on a limited numb<·r of 
sites the rents could be economic and yet not unreasonably high. As the war has 
shown, later conversion into offices can be carried out without difficulty, if the nerd 
arose-. 

49. vVe think that residential accommodation of the above types would be an asset 
to the City from man,Y points of view. W c suggest. that the n<>"'ls rdt•rred to in (a) a boYe, 
could_ be met forthwtth by a ~en_uanen~ scheme m the neighbourhood of l\Ioorfields (in 
addtt.wn to a~y temp?r:try allevmtwn ~vhwh bungalo~~s may provi<i<·). (But bungalows are 
not, 111 _our vww, a sutt>~ble form of bmldmg for the C1ty on grounds of anwnity, protection 
a_ncl pnvacy, constructwn, and the h1gh cost of land and of site preparation). Suitable 
s~tes f•:r (b) '"!d (e) could be clcvelo~ed aroun;l. Paternoste: !':quare; on relatively small 
s1tes ncar the C1ty Walls and close to ~t. G1les, C.npplegate ; 111 the "<•ctor bounded by Fleet 
Street, Fetter Lane and Holborn ; and overlooking the river ncar Tower Hill. This would 
be Homewhat similar in character to the lay-out of the Inner Temple on the western border 
of the City. 
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It is felt that such residential accommodation for representative groups of citizens of 
all classes having close links with the City, should in principle be near the periphery so that 
it would benefit to some degree by the proximity of similar groups in adjoining communities. 
Paternoster Square would be an exception ; but even here there is a nucleus of existing 
accommodation of the same type. 

Some kind of hotel will probably be required in the textile area, in addition to the 
existing hotel at Liverpool Street ; and suggestions have been made for a self-contained 
block of rooms and apartments for merchant seamen at Tower Hill, in proximity to Trinity 
House, to meet the need referred to in (d). 

The Wholesale Food Markets. 

50. We except from this category, Leadenhall Market, whose retail trade is clearly 
more important from a planning point of view than any other. 

In connection with the Central Market at Chartcrhouse Street, and Billingsgate Market 
in Lower Thames Street, we have already made proposals for the further development of 
the thoroughfares in an attempt to segregate market traffic from through traffic, and to 
provide at the same time a covered space for leading and unloading. (This space might be 
partially toplit ; but would have to rely very largely on artificial lighting-probably by 
fluorescent tubes-and this wopld, of course, be the normal method of lighting during the 
early market hours). 

51. So far as Smithfield is concerned we have, at this stage, very little to add. "'e 
feel that in the interests of zoning, market uses could and should be contained within the 
area bounded by the Metropolitan Railway, Farringdon Street, Snow Hill,. Giltspur Street 
and Long Lane, with some related shops and offices in the area around St. Bartholomew 
the Great. On the other hand, except possibly for a single building depth on the west side 
of Aldersgate Street, warehouse and similar buildings associated before 'the war with the 
·wood Street area should not be encouraged to overflow into it. 'Yithcareful zoning on 
redevelopment, with the removal of through traffic, and improvements at the foot of St. 
John Street, and in Long Lane itself, the Central Markets could not be described as a major 
planning difficulty in the City. Any proposal for removal or reorganisation would, therefore, 
need to be on wider grounds than these. 

52. At Billingsgate the problem is more difficult. Even if the separation of through 
traffic from market traffic is eventually secured by some such means as we have suggested, 
and even if the proposed extension to the west of Billingsgate enables a readjustment of 
internal planning to take place and a forecourt to be provided so that market traffic could 
at least nominally be confined within the curtilage, yet the fundamental objections to its 
situation remain. 

Billingsgate is not a good neighbour ; and from a traffic point of vit•w it is badly 
placed. The market includes not only the main building, but a number of:auxiliary establish­
ments and merchants' premises ; and the Police tell us that besides Lower Thames Street 
and Monument Street and all the narrow streets leading into them, market traffic extends 
to Upper Thames Street-on occasion as far as Southwark Bridge. The peak hours are 
unlikely to be restricted in future to times when other traffic is scarce, and it seems inevitable 
that sooner or later private occupiers over a considerable area will protest against a degree 
of obstruction on the part of the market, which they themselves would not be permitted to 
cause. 

53. These are no doubt matters which chiefly concern the Billingsgate and Leadenhall 
Markets Committee of the Corporation. But there is one aspect of the problem-in our 
view the most important-which concerns the general planning of the City, and that is 
the road haulage of fish from the railway terminals to Billingsgate, and the reverse move­
ment when it is distributed by van and lorry to the West End and to Greater London 
generally. This traffic must come and go very largely by way of Gracechurch Street, King 
William Street, Cannon Street and London Bridge-all of tlwm approaches which stand in 
need of relief from congestion. From direct observations we have made, it even appears 
that a recognisable quantity of this traffic at present passes the Bank crossing. 

Although the road.improvement~ proposed would do something to ease this congestion­
particularly in the widening of Thames Street throughout-it does not seem reasonable 
to tax City roads with this traffic if there are practicable means of reducing it at the source. 
\Ve are well aware of the difficulties of moving a historic market and of finding a suitable 
site elsewhere ; nevertheless, we think that your Committt•c should ask the 1\Iarkcts Com­
mittee to canvass with you the possible alternatives. If askl'd to do so on your behalf we 
should be glad to go into the matter further. 
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The River Front . 

. 54. 'Ve have come to the conclusion that the river front, with its warehouses and 
wharves, is capable of great improvement, without curtailing its legitim_ate development 
for commerce associated with the river and with overseas trade. The 1mprove~ent :we 
suggest will at the same time provide for access to the river by means of a terraced nverside 
walk on a setback in the warehouses at second floor height along the greater part of the 
front from Blacldriars to London Bridge. This riverside walk will be a_t a level that. will 
not interfere with the loading and unloading of barges, with the e;xcept!O~ of one stnp of 
open space at wharf level, which would be accessible to the pubhc. (This feature forms 
part of the plan for the St. Paul's precinct previously referred to_, and the essence o~ the 
scheme is that at one point on the front there should_ be an o:penmg: :pleasantly furms~ed 
and of some attraction in itself, giving a view of the river and its actlvitJCs on the one s1de 
and linking up by footway with the Cathedral precinct on the other). · 

55. Our proposal for the river front is put forward as a result of our conviction that 
the particular type of wharfing trade traditionally carried on between Blacldriars and 
London Bridge, on the north bank, is an essential element in the commercial life of the 
City, and that to plan this arert out of existence by preventing the full exploitation of wharf 
frontrtge would be to kill rather than to cure. 'Ve should, however, like to see a more efficient 
use of the space between the river and Thames Street, and we are drawing up the skeleton 
of a scheme to show how warehouses and cold stores, on the lines of one or two recently built 
in this arert, could be economically grouped and serviced and in due course allow this public 
right of way to be crtrried through at the upper level. 'Ve hrtve already referred to the 
projection of the frontage line into the river east of Blackfriars, in order to give an effective 
building depth for warehouses at this point, On such information as we have so far obtained, 
and from our own observations, we are doubtful of the value of lagoons, or of wharves 
approached under an overhanging carriageway . 

. ';6. If the wharfingers as a whole were to move their business and change its mctl10ds 
to such an extent that they could all be accommodated much further down-stream, the 
trerttment of the river front in the City would take on an entirely different complexion. 
But if we are to plan to meet present needs and prospects, we feel that this problem must 
be grappled with on the spot ; and that we must endeavour to point the way to a solution 
which combines utility with amenity, and gives an opportunity for good practical architec­
ture, which will at the same time be impressive in its general effect when seen from tlw 
redeveloped South Bank. 

St. Paul's. 

n 1. We propose that the surroundings of St. Paul's should be treated in conformity 
with the main lines of the plan submitted to and approved by the Dean and Chapt<•r; of 
which copies hrtve already been made available to your Committee. This plan would be 
subject to adjustment in order to conform to the general road prtttern of the City now 
proposed ; and also in some points of detail, such as planting, and the treatment of the 
pedestrian way down to the river on the south side. Little change would, however, be 
involved in the size and character of the actual precinct. 

£>8. As a result of conferences with the Director of Works, rtcting on behalf of the 
Post Office, with reference to the height and architectural treatment of the Faraday House 
-extension, there appears to be good prospect of an agreement being arrived at which would 
.be in general conformity with the scheme already prepared. 

59. There has been mention of a proposal to incorporate an important national 
memorial into the plan of the precinct. There would be no difficulty in providing a suitable 
site for such a memorial, but until there is more specific information as to the form that it 
would take, we cannot proceed further. We are in touch, through the City Engineer, with 
the sponsor of one of the national I?rojccts .for a memorial nea~ ~t. Paul's and doubtless by 
the time that our further report Js submitted, a more defimte proposal will have been 
incorporated in the pl~tn. 

60. In the report addressed to the Dean and Chapter, with the proposed lay-out for 
the precinct, a suggt'Stion wrts made with regard to the height of Farrtday House built on 
Queen Victoria Rtrect before the war. No discussions have t~tken place with the' Ministry 
of Works on this point, but we shall refer to it ag~tin in our subsequent report. 

Open Spaces. 

01: The principles and considerations. referred to bri<;fiY in paras. 4 7 and 48 of your 
Prclnnm~try Draft Proposals sPem to us vahd, and appropnatc to the special circumstancps 
of the City. But we consider they should be carried further, to the Pnd that a great number 
of separate proposals should be shown as forming tho inception of an open Apace and foot­
path system, capable of gradual addition and improvement. 
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62. Secondly, we envisage that, as a result of other proposals already referred to, the 
total of public open space which we shall recommend will be slightly greater than that 
proposed in the Preliminary Drnft Proposals, despite the reduction which would be made if 
some of the roundabouts were eliminated and the space within the central islands su btructcd 
from the total. 

The additional open space would be :­
in the surroundings of St. Paul's ; 
at a point on the river, south of St. Paul's ; 
at St. Giles, Cripplegate, along the angle of the Wall and by the side of Noble Street; 
at Guihlhall, off Gresham Street and Aldcrmanbury (probably not more than a 

quarter of an acre, in addition to the forecourt) ; 
at Tower Hill ; 
near Houndsditch and Camomile Street-possibly opening into Devonshire Square 

(perhaps half an acre in all) ; 
between Lime Street and Billiter Street, if possible linking up with the disused 

graveyard off Fenchureh Avenue to make about half an acre altogetlwr; 
at some point in the area between Shoe and Fetter Lanes, Fleet Street and Holborn 

Circus; 
at some point in the neighbourhood of 1\Ioorfields and Moor Lane. 

63. At this stage we do not wish to specify a particular or an optimum acreage, and 
we agree with the statement that a large park would be entirely inappropriate in the City. 
But office workers will certainly make increased use of footways, connected open spaces, and 
shopping circuits, particularly in the lunch hour ; and visitors-though unimportant in 
comparison with the workers-have some claim to consideration, and many will no doubt 
wish to continue the practice which has become popular during the war, of making a circuit 
of this historic area from time to time, not only by road but on foot. We shall aim, therefore, 
at establishing some potential "pedestrian circuits." It should be possible, for example, 
to walk from the Temple by embankment and terrace to the embrasure south of St. Paul's. 
From here one could proceed further along the river, or descend to ground level and make 
one's way to the south side of St. Paul's and to the open space around it. The north-east 
corner of St. Paul's Churchyard would give access not only to a shopping route, but also by 
St. Vedast's and Goldsmiths' Hall to Noble Street, London Wall and St. Giles, Cripplcgate. 

64. The eastern section of London Wall, will also probably continue as a pedestrian 
and shopping thoroughfare, and the open spaces connected with it would be the existing 
Fins bury Circus Garden and the South Churchyard, and an additional one which we propose 
should be opened up on the other side of Bishopsgate. 

65. Moreover, the Tower area, though only partially within the City boundary should, 
we think, be treated on the broad lines suggested by the Tower Hill Improvement Trust, 
so as to make a really effective open space for the thousands of pilgrims and vbitors­
particularly children-who come to this historic spot in large numbers on weekdays and in 
overwhelming crowds on Sundays. 

66. The more heavily built-up areas must, we think, continue to rely on churchyards 
and other small lungs already situated in these dense concentrations of building. One would 
hope that opportunities will arise, e.g., at Austin Friars, for open space which will also serve 
to create better lighting and better forecourts for buildings.* 

Car Parks. 
67. We assume that, sooner or later, the public interest will require a restriction 

agttinst parking during normal working hours, on at least the main roads in the City (those 
used by public service vehicles and those of 50 ft. overall width or more), except for the 
necessary taking up and setting down of passengers. VVe have also referred above to the 
unwisdom of creating added facilities for private cars, where adequate public transport is 
available ; and this is particularly so in cases where the owner would normally park his car 
for the whole period between morning and evening. Moreover, we recognise that there arc 
few situations in the City which could be surrendered for car-parking at ground level, with 
the exception of temporary parking on cleared sites, which has much to be said for it. We 
are, therefore, in general agreement with the sense of paras. 1:!6-138 in the Preliminary 
Draft Proposals ; and we ttre in process of investigating suitable sites for public parl;ing 
and for multiple garages. 

68. Wherever the occupation of a building, a block of buildings or a trading C!'ntre, 
automatically generates its own traflic, and particuhtrly where the traflic is part of or 
necessary to the business, it seems to us reasonable to require that provision should be mac!P 
for parking or garaging within the curtilage. Minor streets will probably continue to b<.' used 
for " waiting " for relatively short periods, and in a busirwss centre this seems inevitable. 

*This kind of open spo.co would not nocossurily be plnntt,d. Some might bo truutt•d {us in tho foroconrt to St. 
1\Io.ry Abchurch) with u. design of paving, to which o. " portuble gnrden " conRi~t.ing of tr('C;t in tub~ nnd flowering 
shrubs in eurthonware or concrete contninors would udd int('re:Jt und decorntion in tho upproprinte .;~eu.son~. Tho 
art of urlHut gurdening (whi(•h in the City of London might nl~o bo uppli<'cl by owrwrs to one or two flut. roof.;~ from 
which viows of St. Pnul's and tho rivor could bo obtaiuod) has been rcet'nt.ly brought to n vory high stnmlurd in 
Stoekholm nnd othor Scnndinnvinn citios, nt surpri11ingly low t~O!'tt., 
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Those in the " office zone " who are willing to pay a daily ?r weekly re~t for car space 
will-if American experience is any guide-be catered for by pnva~e enterpr1se ; _as soon as 
buildino labour is available for such projects. And we suggest that s1tes for these will be_ more 
convenient where the office concentration is greatest, i.e., in the eastern half of the C1ty. 

69. Nevertheless, there is a need for further parking space, din£ ourb op
1
inioCn, ove\:'nd 

above these provisions. Some will be general, and could _be cater~ or "f t 1e o_ri:ora 1?n, 
at a charge ; some will be in connection with ceremomal occas1~ns,. With admi~Is.t~ative 
buildings, or with places of assembly. We ~re, therefor~, investigatmg the feasibi~Ity of 
ground-level and underground parking space m the followmg places amongst others .-

the forecourt to St. Paul's ; 
at Guildhall, particularly at Aldermanbury ; 
west of the Mansion House, and in connection with the potential change of function 

of this section of Queen Victoria Street ; 
at Liverpool Street-or near it, on the east side of Bishopsgate ; 

at Tower Hill ; 
at points off the widened Thames Street, one bPing in the vicinity of Cannon Street 

Station; 
in the area between Farringdon Street, Holborn Viaduct and Old Bailey ; 

below a small open space in the Fetter Lane area ; 
in the Cripplegate area, on certain sites adjoining the Metropolitan Railway or the 

Special Route. 

Conclusion. 
70. We have dealt, in the preceding paragraphs, with some of the possible, and in our 

view, desirable, objectives of an outline plan for the reconstruction of the City. It may be 
held that in so doing we have not strictly carried out the other part of our terms of reference 
for the interim, which were to consider your published Draft Proposals and the criticisms 
and comments which they called forth. We have, in fact, considered them in some detail; 
but it seemed to us infinitely preferable at this stage, when time is short, to contain our 
observations within the form of our own proposals, rather than to set out a list of our 
agreements and disagreements with a number of different documents. We have, in short, 
followed the procedure which we proposed to your Committee, that our energies should be 
applied to the formulation of a plan, having in mind all the available facts and figures 
relating to the City both internally and externally. 

There would be little advantage to the City in further and detailed criticism of the 
published Proposals ; it would only serve to fan the embers of competition at a time when 
a very considerable united effort of private and public enterprise is needed to engage this 
formidable problem. It can be inferred from what we have said, and from the character of 
the proposals we have put forward, that we should like to see your own Draft Proposals 
carried a good deal further, as regards street improvements, the approaches and settings of 
railway stations and public buildings, the architectural development of sites, zoning, 
and the control of floor-space. We think the views of the Chartered Surveyors' Institution, 
and of the Surveyors to the City Companies, those of the City of London Reconstruction 
Advisory Council, those of the Itaya! Fine Art Commission and those of the Associated 
Owners of City Properties, have all from their several points of view made valid criticisms 
in one or more of these departments of the subject. 

71. Putting aside for the moment the larger questions of procedure and policy, and 
also the distribution and gradation of values-a question which in the terms of the letter, 
" requires most careful scrutiny by competent valuers "-we think the most important 
arguments contained in the Minister's communication of 2nd July last, are those relating 
to-

(i) The extent of outsid_e interest in how the Cit! is rebuil~ ; and the consequent 
need to do more than the City would normally do, Simply for Its own convenience in 
setting off its public buildings, such as St. Paul's and Guildhall, and in making ~ew 
contributions to contemporary civic design ; 

(ii) The impending threat of traffic congestion ; and the need for an even more 
radical improvement of the street system ; with protection against ribbon development 
on new roads ; 

(iii) The strength of the case for improved conditions in offices in so far as this 
can be achieved by the better lay-out of blocks, improved daylighting, greater amenit~ 
and open space. 
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72. We should like to add that there is probably not another area in the country for 
which the survey data has been collected and presented in such detailed and exact a form 
as for the City. There are, of course, as always when a new approach is made, more questions 
to be asked, and we are being ably assisted to the answers. In this work we have had every 
possible assistance from your officers in a spirit of co-operation, and we should like to 
acknowledge that our task has been greatly eased by the valuable information which the 
published reports, with their many careful plans, provided. \Ve conclude, therefore, that if 
you will consider our own proposals as built on this foundation and as deriving much from 
what has gone before, you will be able to arrive at an amended and strengthened plan in 
outline, which may hope to satisfy the lllinister if submitted under Section 1 of the Town 
and Country Planning Act of 1944. 

73. This brings us to the question of the definition of areas of extensive war damage 
and of the subsequent action to be taken by the Corporation. \Ve cannot see how the 
Declaratory Areas can be other than very widely drawn. Applications for compulsory 
purchase of sites selected piecemeal within a devastated area could scarcely obtain lllinisterial 
approval under the terms of the Act. We also express the hope that temporary permissions 
will not be given except for uses and in locations which conform to the long-term proposals 
of the plan when it is finally agreed; i.e., for shops only where shops are likely to be 
eventually. For the rest, we are aware of the difficulties that will arise in the matter of 
ownerships and in the disposal of freeholds ; but we do not consider that we can usefully 
discuss them in an interim report. We shall be glad to do so before and during the 
preparation of the final report, and when the main framework of the physical basis of 
reconstruction has been approved. 

74. In this connection it is worth referring to Section 19 (5) of the 1944 Act, where 
it is stated that only exceptional circumstances will warrant the l'>linister's permission 
being given for disposal of land under terms different from those normally provided for in 
the Act. 

Summary. 

75. The general framework of our proposals at this stage may thus be assembled as 
follows:-

(1) A division of the programme of reconstruction into two stages, 1946-1955 and 
1955-1975, with possible overlap into a Third Stage. 

(Paras. 2-5). 
(2) Establishment of an objective to provide more efficient but not necessarily 

greater accommodation ; with the prospect of daytime population not again achieving 
its pre-war peak. 

(Paras. 6-11). 
(3) The road system would be planned for double the amount of traffic within 

30 years. 
(Paras. 12-13, and Diagram I). 

( 4) Two new routes, the earliest to be built in the main devastated area, would run 
west-east from Falcon Square to London Wall, and north-south from 1\Ioorgate, by the 
Guildhall, to a new road junction at the Cannon Street-Queen Victoria Street crossing. 

(Paras. 14-16). 
(5) Two arms of a special route, approximately 80 ft. wide, start from Holborn 

Circus and Aldgate and would meet in a new forecourt and bus station at Liverpool 
Street. 

(Paras. 17-21). 
(6) Thames Street, with a portion of Queen Victoria Street would eventually 

provide an upper level road with restricted access, from Blackfriars to the Tower. 
Meanwhile, Thames Street itself would be substantially widened. 

(Paras. 22-24). 
(7) A circuit of inner distributive roads, 64 ft. wide on the average, is planned for 

mixed traffic, including shopping. 
(Paras. 25-29, and Diagram II). 

(8) The older routes which are also " through " routes are proposed for progressive 
widening. 

(Paras. 30-32, and Diagram III). 
(9) The new junction at Queen Victoria Street would be treated formally and 

would open out, via a widened Cannon Street, into the St. Paul's Precinct. 
(Paras. 33-34). 

(10) Three main zones are proposed-for offices, for warehouses, and for mixed 
uses ; and a zone for special buildings. Shops and other ancillary buildings are included 
in each zone. 

(Paras. 35-41 ). 
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(11) Exercise of a control of building bulk and form, of a kind somewhat different 
from that previously exercised, is suggested in the interests of maintaining a high but 
flexible standard of building development. 

(Paras. 42-46). 

(12) The general location of sites for residential accommodation is suggested. 
(Paras. 47-49). 

(13) The Wholesale l\Iarkets are referred to, and alternative methods of dealing 
with the planning and traffic problems of Billingsgate are put forward. 

(Paras. 50-53). 

(14) Zoning and treatment of the river front for wharfing, for storage purposes, 
and for amenity is discussed. There would eventually be pedestrian access along the 
greater part of the front between Blackfriars and London Bridge. 

(Paras. 54-56). 

(15) The St. Paul's Precinct would be opened out to Carter Lane and Paternoster 
Row ; the Choir School being rebuilt at the east end and the top of Ludgate Hill becoming 
mainly a processional drive to the West front. 

(Paras. 57-60). 

(16) The types of open space are discussed, and it is suggested that the quantity 
of open space should be slightly augmented. Provisional locations and " circuits " are 
suggested. 

(Paras. 61-66). 

(17) The need for, and the general location of car parks, is discussed. 
(Paras. 67-69). 

( 18) The declaring of areas of extensive war damage is urged ; and further 
discussion on subsequent action is asked for. 

(Paras. 70-74). 
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(i) 

Note A. Appendix. 

The proposals of the Railway (Loudon Plan) Committee, 1944, as submitted to the 
Minister of War Transport on 21st January, 1946,* would affect the City directly in the 
following ways :-

First Priority-
(presumably that part of the programme coinciding with what we have described 

as the First Stage of reconstruction in the City, comprising new routes which are urgent 
from the combined points of view of traffic relief and replanning needs, all of which 
would be put in hand serially as soon as the organisation, recommended by the Com­
mittee for this purpose, had prepared detailed plans on the basis of a full engineering 
survey). 

(i) Underground lines for passenger and freight, from Lough borough Junction to 
King's Cross, enabling Blackfriars railway bridge, the approach viaducts, and Black­
friars and Holborn Viaduct surface stations, to be removed. This proposal is given 
priority over any other. It would affect our proposals for the extension of the Embank­
ment route ; the development of riverside accommodation at Blackfriars ; the 
important road junctions at the bridgehead and at Ludgate Circus ; the approach to 
St. Paul's by Ludgate Hill ; the redevelopment of the blocks of land between Farringdon 
Street and Old Bailey on the one hand, and New Bridge Street and Water Lane on the 
other ; and finally, the siting of the entrance and approaches to the proposed deep-level 
station near Ludgate Circus. 

(ii) One of the five lines in tunnel for suburban services projected through a new 
station at Tower Bridge Road, south of the river. This scheme, referred to as Route 4, 
would bring increased traffic from New Cross and south-east London severally to Cannon 
Street, Mansion House, Ludgate Circus or Blackfriars, and thence through the \Vest 
End to Paddington. It would not otherwise directly affect our proposals on the surface, 
but it will be noted that whereas access to the low-level at Cannon Street would pre­
sumably be through or in connection with the existing stations, that at Ludgate Circus 
might be located afresh. 

(iii) To give through facilities from Waterloo and south-west London generally, 
to the City and West End, the last scheme in the first priority programme is a new 
deep-level route linking "\Vestminster, Charing Cross, Holborn, St. Paul's, Liverpool 
Street and Dalston. This scheme would give relief to the existing Central Line of the 
Underground, but will otherwise not directly affect our proposals on the surface. 
Second and Third Priorities-

(these presumably coincide with our second stage of reconstruction in the City, 
and cover a number of new cross-London deep-level routes which would have the 
general effect of improving the links between railway termini and between the suburbs, 
the West End and the City). 

The most important from our point of view is Route 3, from Tower Bridge Road, 
via Bank and Holborn Viaduct to Tottenham Court Road and Bond Street. This part 
of the programme ends with the removal of Chacing Cross surface station. 
Fourth Priority-

in this last part of the programme-which is not fixed to any estimated period 
of time, beyond the general observation that the schemes proposed would take " not 
less than 30 years " to complete-are included two further links between Tower Bridge 
Road and Fenchurch Street-Moorgate-Finsbury Park on the one hand (Route 1), 
and Bank-Holborn Viaduct-Euston on the other. Finally, it allows for the demoli­
tion of the existing Cannon Street surface station and its approaches. These schemes 
would affect our proposals, firstly by raising the issue of the modernisation of Fenchurch 

- Street Station, and its forecourt, in view of the need for access to and linkage with 
the new deep-level station proposed ; and secondly, by allowing the completion of the 
widening of Lower Thames Street, and the development of the site of the surface station 
and its immediate neighbourhood. We have, therefore, asked the Committee for further 
definition of the timing of these operations, and if possible, a recommendation for 
increased priority for Cannon Street. At present it seems unlikely that either request 
can be met. 
Taken as a whole, therefore, and apart from the question of Liverpool and Broad Street 

Stations, which are the subject of further investigation, the Railway Committee's proposals 
if they are accepted by the ~Iinister of Transport and the Companies as the basis of an 
executive programme, will affect the City considerably in the first few years, and in the last 

_few years, of their timetable. In between, their main influence would be in the direction of 
improved linkage, and the relief of lines already congested. The net result would be the 
provision of greater comfort and convenience in public transport off the roads, and an 
allowance for-if not an incentive to-an increase of travel between hom<es in the suburbs 
and country, and business premises in the City. This is, in fact, a condition envisaged by 
the Committee, and it has a bearing on the rough estimate of future accommodation which 
we make in paragraph 9 of this Report. 

• And made public l\Iay 6th, 1 tl46. 



(ii) 

Note B. Appendix. 

MATTERS ARISING. 

In addition to continued consultation with the Improvements and Town Planning 
Committee of the Corporation and its officers, many of the proposals referred to in this Interim 
Report require confirming in respect of further information to be obtained, discussion with 
other Committees of the Corporation, and consultation with outside bodies and with other 
authorities. The following is a list of the more important matters which will arise in the 
implementation of this and the later report, together with the names of the authorities and 
committees concerned. Other consultations than these may become necessary in the course 
of the work, but it is thought that the Improvements Committee should be aware of the 
main issues which appear to be dependent on decisions or proposals made elsewhere. 

I. Reconstruction of Liverpool Street and 
Broad Street Stations. 

2. Reconstruction of Fenchurch Street 
Station. 

3. Liverpool Street Station Forecourt and 
Bus Station. 

4. Bus Routes and stops. 

5. Roads in County of London. 

6. Zoning and Planning Control at 
boundary of City and County. 

7. Road System generally in the City : 
Junctions, widenings and restrictions. 

8. London Building Act. 

9. Rebuilding of District and Metropolitan 
. Railway Stations, covering railway 

lines, etc. 

10. Building line on the river front, access 
to wharves and piers. 

11. Alterations at Smithfield and Billings­
gate. 

12. Policy with reference to Declaratory 
Areas and Compulsory Purchase. 

13. Estimate of floor-space used and re­
quired, and personnel employed by 
City firms. 

14. ·Requirements of Post-Master General 
for telecommunications and post office 
purposes. 

15. Anticipated requirements of Govern­
ment Departments generally for floor­
space in the City. 

L.N.E. and L.l\LS. Railway Companies; 
possibly in consultation with the Railway 
(London Plan) Committee. 

Ditto. 

Ditto 
with :Ministry of Transport and L.P.T.B. 

L.P.T.B., with Ministry of Transport, and 
Commissioner of Police. 

L.C.C. Chief Engineer. 

L.C.C. Architect andjor Planning Officer. 

Ministry of Transport, L.C.C., Commissioner 
of Police for the City. 

L.C.C., and possibly Ministry of Health. 

L.P.T.B . 

P.L.A. 

Markets Committee of the Corporation. 

City Lands and Special Committees of the 
Corporation. 

City of London Reconstruction Advisory 
Council. 

G.P.O. and Department of Lands and 
Accommodation of Ministry of Works. 

Ministry of Works. 
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