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F O R E W O R D 

'A House is a .small city - A City is a big house". 

With this simple but profound equation, the eminent architect Aldo van 
Eyck balances the seemingly irreconcilable polarities of collective and 
individual. 

Once we understand that "house is city and city is house" the mystique 
which has grown up around city planning and urban design suddenly 
disappears to a point where we can see clearly again that man is the 
constant in the equation. We see that the path from any point in the city 
to any other is a path to somebody's front door past many other front 
doors. Indifference becomes impossible. 

We are concerned with our city's front doors - anachronisms in a city 
making rockets to send man to the moon. We are most particularly con
cerned here with that noble front door to our city - the River - and 
any plan that would separate the Vieux Carre. ' our city's living room, 
from its creator, the great river. 

A new spirit is abroad - a spirit which can formulate America's next 
great goal - that of making this nation the most beautiful on earth. 
As the most predatory of living creatures, man in his growing emanci
pation from toil and the pressing concerns for food, shelter and clothing, 
must now turn from brutalizing environment to the task of enhancing. 
We must begin to give back what we have taken. 

In urban and urbanizing America, the greatest dilemma is the automo
bile - the detachable part of the house. It has proved to be insatiable. 
Expressways have proved to be obsolete when built, or even before. 

As recently as September, 1965, John W. Dyckman, chairman of the Cen
ter for Planning and Development Research, University of California, 
and consultant to federal and municipal planning offices, writing in 5ci-
entific American, concludes that "Additional accommodation creates 
additional traffic. The opening of a freeway designed to meet existing 
demand may eventually increase that demand until congestion on the 
freeway increases the travel time to what it was before the freeway ex
isted." 

This is a nationwide experience and certainly not unknown in New Orleans. 

Dyckman continues, "The case for supplementary transportation sys
tems, such as mass transit, arises from the conviction that measures to 
accommodate the demands of the automobile are approaching the limit 
of their effectiveness.... The very scale of the effort to transform our 
cities to accommodate the automobile has, in view of the problems cre
ated by such investment, raised serious doubts in the minds of public 
officials and transportation experts about the efficacy of making further 
investments of this kind. " 

If the proposed Riverfront Elysian Fields Expressway is built through 
the Vieux Carre, what is the next step? What happens after 1980? De
catur Street? 

Feasibility is a word of much currency in New Orleans. Feasibility judg
ments are only as good as the value judgments which generated them in 
the first place. 

If it is assumed that there is no destruction of environmental values in 
building an elevated expressway through the Vieux Carre, and if it is 
further assumed that Elysian Fields Avenue with its double decking, its 
noise and perpetual shadow, can be written off as a street of enormous 
regenerative potential for future downtown housing, then feasibility is 
a moot point. 

Techni-economic-political feasibility does not always coincide with socio-
environmental feasibility. It would relieve the parking problem (for a 
moment) if we turned Jackson Square into a parking lot. It is economi
cally feasible. Why don't we do it? Economics is only one band of the 
whole spectrum of feasibility. If "feasibility" is equated to "cheapest" 
without due regard for humanistic values, we mock history and the whole 
process of man's progress through building what is right instead of what 
is cheapest. The monastery on the mountain was not built because a study 
disclosed that this would be economically feasible. Elementary family 
economics gives daily proof that first costs are rarely the governing cri
terion for judging the worth of a product. Long range cost is the real 
cost, especially for an important civic undertaking. Its effect for good or 
bad is not measured by one generation. 

Returning to the mood of our first thoughts above, "A city, if it is really 
a city, has a very compound rhythm based on many kinds of movement, 
human, mechanical and natural. The first is paradoxically suppressed, 
the second tyrannically emphasized, the third inadequately expressed." 

These, then are some of the considerations which have motivated our 
efforts here - concern with our big house, the city. 

John W. Lawrence. F A I A 
Dean, School of Architecture 
Tulane University 

• The Louisiana State Const i tu t ion and a C i ty of New Orleans O r d i 
nance designates for preservation under the control of The Vieux Carre 
Commission tha t area bounded by the r iver side of Rampar t Street to the 
Mississippi River and f r o m the downtown side of Iberv i l l e Street to 
the up town side of Esplanade Avenue. 

The enabling Const i tu t ional amendment and the de r iva t ive C i t y 
Ordinance have been upheld by the Louisiana Supreme Cour t . 



I N T R O D U C T I O N SECTION I 

Cities have been founded for many reasons — as strategic military posts, 
as focal points for trade, or merely to satisfy the grandiose whim of a 
ruler. A city transcends its original purpose and survives to greatness 
when it performs one major function —that of allowing and protecting the 
rights of association among individuals. The freedom of urban life, with 
all its amenities, enhances the citizen's opportunity to specialize in a 
desired activity. He profits from this freedom and in turn contributes to 
the development and enrichment of the city. 

New Orleans has survived to greatness by overcoming natural barriers — 
the swamps and cypress forests that originally surrounded it —and by 
stretching itself to the limits imposed by the Mississippi River and Lake 
Pontchartrain. But the geography of the city, its ecology and growth 
patterns have wrought internal barriers that now challenge its future. 

As early as 1923, the City Planning and Zoning Commission of New 
Orleans was appointed to impose order on the development of the city 
and to correlate plans for improvements and growth. 

Through the years, many plans have been proposed to alleviate the con
ditions restrictive to the growth of the city. The tendency in the most 
recent ones has been to focus on transportation needs often to the detri
ment and neglect of other areas, some of consummate importance. 

There is no doubt that the era describing the development of the auto
mobile has generated major transportation problems. New Orleans is not 
alone in the attention given to relieve them; other cities find their plans 
being shaped by the same demands of transportation. The fact that this 
emphasis is producing a situation of severe imbalance (in relation to the 
overall planning objective) is becoming gradually apparent as growing 
objections to transportation solutions are witnessed in many areas of the 
United States. 

T H E BACKGROUND OF PLANNING IN NEW ORLEANS 

Cities rarely grow gracefully. Their sites, usually chosen for geographi( 
advantages have limitations that tend to constrict growth during later 
stages of development. 

The planning problems facing New Orleans today are of unusual complex
ity. The growth of the city is limited by restrictive geographic conditions. 
The characteristic interplay of land and water has always acted both for 
and against the formation of the city. To understand the difficulty of 
applying conventional planning solutions to these problems, we must 
understand why the conditions of New Orleans resist them. 

The site for New Orleans was chosen because the land was higher thi 
the surrounding area and easily accessible via the river and the lake. 
Ironically, the very basis for the city's existence has become a limitinj 
factor in its expansion. 

For nearly a hundred years, the chief business and social activities of New 
Orleans were confined to the original eighteenth century gridiron, planned 
by professional engineers. The city centered on a riverfront plaza whichl 
has acquired historic and aesthetic values of national importance. Nol 
proposal that affects Jackson Square can ignore this significance. 

After The Louisiana Purchase in 1803, the city spread west on high lam 
along the river into an area of old land grants. (Plate 2) . The wedge shape( 
plantation grants, dictated by river frontage, explains the radiatinf 
pattern of the new streets that were built along their boundaries. The' 
tended to converge at a point which, from traffic considerations, shoul 
logically be the center of the city, but it was quite otherwise in New Oi 
leans, as Harland Bartholomew observed. "The chief focal point of th( 
city is not where one would expect it to be from an examination of tht 
street plan but near the river, in a section of the city poorly designed forj 
such intensive use." (2 p. 22)* 

T H E SPONSORS OF T H I S REPORT B E L I E V E T H A T T H E TRANS 
PORTATION PROBLEMS OF NEW O R L E A N S MUST B E STUDIED 
IN T H E L I G H T OF T H E BROADEST URBAN PLANNING TERMS 
R A T H E R THAN FROM T H E VIEWPOINT OF TRANSPORTATION 
A L O N E ; T H E O B J E C T I V E , A F T E R A L L , IS NOT TO MAKE T H E 
C I T Y S A F E FOR T H E AUTOMOBILE. Other dimensions must be 
recognized — the organization of natural attributes and public space; 
existing buildings and sites for new ones; the unique character and his
toric interest of the city; its cultural life and the psychology of its people; 
aesthetics, and scope for growth. IN SHORT, T H E C I T Y PLAN MUST 
R E C O G N I Z E T H E E N T I R E URBAN ORGANISM AND PlOT ITS 
FUNCTIONS, A I T E M I ' T I N G TO S E R V E T H E BROADEST SPEC
T R U M OF P U B L I C I N T E R E S T AND N E E D S . 

Our study will consider the unique growth patterns of New Orleans and 
how planning through the years has sought to aid them. We will examine 
the current Riverfront and Elysian Fields Expressway proposal both in 
the light of the traffic engineering theory which lies behind it and the 
effect that it must inevitably produce on other aspects of urban life, be
yond transportation. Finally, we offer an alternate transportation pro
posal for the Central Area, which is based on a different theory —one 
that we believe satisfies more comfortably and clearly the composite 
needs of this vital area and incorporates the complex considerations made 
necessary by the unique character of New Orleans in its present and fu
ture needs. 

I'LATE 1 COPY Oh- A I'l.AN OF NHW ORLEANS. IT.kH SHOWINC THE EOHI IEIED UlUDIRON 
o f ! THE RiVKH WITH CANAI. CONNECTIONS TO LAKE I'ON ICIIA HTKM \ NOTE / 
PROJECTED ORII) UPRIVER ANTICIPATING THE FIRST STEP OF EXPANSION. 



PLATE 2: ILLUSTRATION FROM 1927 MAJOR STREET REPORT SHOWING THE LAND 
GRANT BOUNDARIES SUPERIMPOSED ON A STREET PATTERN OF THE DE
VELOPED CITY. 

PLATE 3: PLATE SHOWING THE PLAN, OFFERED IN 1906, BY THE PARKWAY COMMIS
SION OF PROPOSED MAJOR BLVDS., PARKS, AND SQUARES FOR THE CITY. 

Subsequent expansion sought the higher ridge lines. These were followed 
primarily upriver to the west and to a lesser degree downriver (east) 
and to the north (Esplanade Ridge). It became increasingly apparent 
that the biggest obstacle to growth was geographic. The sporadic pattern 
of marsh and high ground had somehow to be relieved by draining and 
reclaiming the land. It was not until 1895 that the need for comprehen
sive drainage was finally acted upon; and a drainage commission created 
by the city. 

The Sewerage and Water Board was formed shortly afterward, following 
the yellow fever epidemic of 1899. The work that engineers performed 
under these boards broadly contributed to the development of a system 
of major streets in the city. Formidable in scope, it may be considered as 
"city planning of a most valuable kind." (2 p. 20) The system of drainage 
anticipated future growth, and even today New Orleans continues to benefit 
from it. 

The turn of the century found New Orleans and the nation prosperous. 
This financial climate supported a renewed interest in the aspects of 
American cities. The twentieth century needed a new urban image and 
Washington led the way. The national capital revivied its original plan 
with such landscaped avenues as St. Charles, Louisiana, Napoleon, and 
CarroUton. A plan "of existing and proposed Boulevards and Parks" was 
Commission the city moved toward establishing its boulevard character 
with landscaped avenues as St. Charles, Louisiana, Napoleon, and Car
roUton. A plan "of existing and proposed Boulevards and Parks" was 
presented to the city as a comprehensive Park System in 1906. (Plate 3). 
To launch it Allison Owen, one of the city's most promising architects 
and Secretary of the Parkway Commission, wrote in glowing terms of 
the developments of similar plans in other cities and concluded, "Now is 
the psychological moment —tomorrow it will be impossible." (1 p. 3) 
The prediction was accurate for "tomorrow" brought a decade that ended 
in the First World War. 

The population explosion that followed the War placed new demands on 
the physical aspects of the city, greater in scale than those that had gone 
before. New Orleans was headed toward those degrees of complexity that 
beset all American cities, "growing difficulty in management of its large 
corporate area (in 1927, fourth largest in the country), in providing means 
for people to get around, in giving them suitable places in which they may 
live and work." (2 p. 8) In 1923, the City Planning and Zoning Commis
sion was set up "so that. . . New Orleans might make greater progress 
and better meet the competition of other cities if these problems of 
growth and development were served and solved through the medium of a 
broad, comprehensive city plan." (2 p. 8) 

The initial study to be produced under the Commission's auspices ap
peared in 1927, and was entitled Major Street Report. This significant 
document by Harland Bartholomew, in collaboration with Miller, Tilton, 
and Downes, recognized the first obligation of the commission to be that 
of "securing a complete and dependable city plan." (2 p. 9) It held out 
the promise that "the present study of major traffic streets would be sup
plemented by surveys and reports on transit facilities, port and industrial 
problems, zoning, civic art, and other related subjects." (2 p. 9) The thirty-
eight years which have passed since the Major Street Report have seen 
more than a dozen studies exploring the same area. 

There remains one other significant happening that must be mentioned 
when considering the background of planning in New Orleans —the for
mation of the Vieux Carre Commission in 1936, with the purpose of main
taining and preserving the unique historic and architectural character of 
the Quarter. The legislation devised for the creation of this Commission 
has stood as a model of its kind for other preservation acts throughout 
the country. 
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PLATE 4: A PLAN FOR KARLSRUHE. GERMANY SHOWING THE RIGID APPLICATION OF THE 
RADIAL AND CIRCUMFERENTIAL THEORY. THE GEOMETRIC DIAGRAM ABOVE PRE
SENTS THIS ABSTRACTLY. 

S E C T I O N I I 

T H E R I V E R F R O N T & E L Y S I A N F I E L D S E X P R E S S W A Y PROPOSAL 

A T H E O R Y OF T R A F F I C ENGINEERING 

Before discussing the proposal contained in the preliminary report of the 
Riverfront and Elysian Fields Avenue F]xpressway, it would be well 
to describe in general terms the theory of traffic engineering which lies 
behind i t - that of R A D I A L S AND C I I I C U M F E R E N T I A L S . The ab
stract geometry employed by this theory to symbolize traffic movement 
is a combination of concentric circles and lines which radiate outward 
from the city's center. (Plate 4). 

The radial lines (A) represent the main arteries along which traffic flows 
to or from the center. The circles are belts whose functions differ in re
lation to their distance from or proximity to the center. Thus, the outer
most circle (B) is what we might describe in traffic terms as an URBAN 
A R E A BYPASS ROUTE, and the innermost one (E) is a S E R V I C E 
AND DISTRIBUTOR ROUTE for the central area. This theory has 
proved valuable in cities whose growth occurred in a pattern that gene
rated concentrically from a point. (Plate 4). The condition is typical for 
city sites whose gcnigraphy allows easy expansion. New Orleans, as we 
have pointed out, is atypical in this sense, because of geographic limits 
(the river and the lake) and the unique historic conditions. 
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PLATE 5: DIAGRAM OF THE PROPOSED RIVERFRONT-ELYSIAN FIELDS EXPRESSWAY SHOW-
ING THE ELEVATED CIRCUMFERENTIAL BELT AND THE INNER BELT OF SURFACE 
S TREE TS. 

THE THEORY APPLIED 

ĥe Riverfront and Klysian Fields Expressway, under the proposed theory, would combine 
with the existing Pontchartrain Expressway and Federal Interstate Expressway along North 
Claiborne Avenue to form a C I R C U M F E R E N T I A L or major elevated belt around the Central 
Area of New Orleans. Like the North Claiborne section, this new expressway proposal is being 
submitted for Federal approval by the Louisiana Department of Highways and the City of New 
Orleans lo the Bureau of Public Roads. The Expressways are intended to fall under the Federal-
Aid Highway Act of 1956 as an urban part of the Federal interstate system. I t is beyond the 
scope of this report to discuss the background, financing, or timing of this application. 

The Preliminary Engineering Report prepared for the Louisiana Department of Highways (18) 
contains the specifics of the proposal. DESIGNED AS H I G H SPEED, L I M I T E D ACCESS 
EXPRESSWAYS,THERIVERFRONT-ELYSIAN FIELDS PROPOSAL ACCOMMODATES 

|SIX L A N E S O F T R A F F I C O N A ROADBED 87 FEET I N W I D T H THE PRELIMINARY 
DESIGN SHOWS THE ROADBED TO BE 36 FEET ABOVE DECATUR STREET A T 
JACKSON SQUARE AND 20 FEET ABOVE E L Y S I A N FIELDS AVENUE. IT FURTHER 
SHOWS T H A T THE L A N D S C A P E D M E D I A N ON E L Y S I A N FIELDS W I L L BE EN 
TIRELY COVERED BY T H E STRUCTURE A N D T H A T IT W I L L PROJECT APPROX 
I M A T E L Y 18 FEET OVER T H E STREET ON E I T H E R SIDE. The minimum design speed 
emploved is 50 m.p.h.. and the distance between access and egress interchanges may not be 
below 900 feet. 

[The Central Area of New Orleans, according to this proposal, would be surrounded by an ele
vated roadbed six lanes wide (Plate 5|. The purpose of this belt in theoretical terms is to serve 
as an INNER CIRCUMFERENTIAL. This means that the belt may either divert volumes of 
traffic about the Central Area or distribute and collect them at points formed by its intersec
tions with major surface streets by means of the INTERCHANGE. 

An INTERCHANGE is considered complete when it accommodates a free flow of traffic be
tween the arteries involved. The preliminary report shows sixteen INTERCHANGE points 

jalong the belt, only one of which may be considered complete—the proposed intersection of 
the Riverfront and Pontchartrain Expressways. 

Eleven INTERCHANGE points occur on Pontehartrain —Claiborne, and five occur along the 
Riverfront—Elysian Fields Expressways. The variance in this distribution indicates higher 
traffic demands on the former over the latter, yet the proposed facilities are the same. I t be
comes obvious that the frequency of INTERCHANGE points along the Pontchartrain —Clai
borne section will serve to diminish effective speeds. Traffic that is to bypass the Central Area 
would then be attracted to the less frequently interrupted Riverfront—Elysian Fields route. 

INNER BELT 

The distribution pattern for uaff ic formed along surface streeU within the central area is first 
descril>ed in the 1957 Prospectus for Reuilalizing the Central Business District, prepared by th« 
City Planning Commission of New Orleans. More recently the Central Area Committee of the 
Chamber of Commerce has echoed this same pattern in a publication entitled Guidelines for 
Growth. {2A p. 22). In theory, i t proposes still another CIRCUMFERENTIAL, now composed 
of surface streets, which wi l l interact with the expressway belt. The illustration I Plate 5) shows 
that i t is composed of the following streets: Poydras-Loyola, Basin, Rampart-Esplanade Ave
nue, North Peters, Decatur and Tchoupitoulas. From this ring, the area within would be pene
trated by traffic of various densities. 

1960 1980 Approx. 
Increase 

5,000 26.000 500% 
10.000 29,000 300% 
15.000 20.000 25% 
22.000 29,000 30% 

The report of the Louisiana Department of Highways, New Orleans Metropolitan Area Trans
portation Study, Outlook for the Future, makes the following predictions for 1980: 

Poydras 
Basin 
Esplanade 
Decatur-North Peters-Tchoupitoulas 

AS TO TRAFFIC W I T H I N T H E FRENCH QUARTER. T H E PREDICTION FURTHER 
STATES T H A T D A U P H I N E , R O Y A L A N D C H A R T R E S STREETS W I L L R E T A I N T H E I R 
PRESENT T R A F F I C VOLUMES. T H I S M E A N S T H A T T H E RIVERFRONT EXPRESS
W A Y IS NOT SEEN AS AFFORDING R E L I E F TO PRESENT T R A F F I C VOLUMES 
W I T H I N T H E QUARTER BUT RATHER AS A P A L L I A T I V E TO PREVENT T H E I R 
INCREASE. (17 p. 28) 

The same study recommends a complete I N T E R C H A N G E between St. Claude Avenue and the 
Elysian Fields Expressway. (17 p. 43) The preliminary report, ignoring this recommendation, 
does not provide the INTERCHANGE. Resultantly, St. Claude with an assignment of 40,000 
vehicles per day does not become part of the system of R A D I A L S and is given no access to the 
proposed Elysian Fields Expressway. To worsen thesituation, the PREDICTIONS ON FRENCH 
QUARTER STREETS A R E BASED ON A F U L L INTERCHANGE A T ST. C L A U D E . 

JACKSON SQUARE 

For many people the entire expressway proposal hinges on its effect on Jackson Square. This 
is understandable when we consider the importance of the Square as a physical symbol of the 
Vieux Carre, and the fact that i t is presently the only point along the Quarter f rom which one 
can begin to form some visual association between a major river, known to be there, and the 
historic complex of buildings that once enjoyed an unobstructed view toward i t . Historically 
this combination was a most impressive one, prompting Benjamin Latrobe to write in 1819: 

"The public square, which is open to the river, has an 
admirable general effect, and is infinitely superior 
to anything in our Atlantic cities as a water view of 
the ci ty" (25 p. 23) 

As to when that water view' was closed, we cannot be completely certain, but recent removal 
of the wharves along this diff icul t portion of the levee have roused an interest to reclaim i t . 

IBERVILLE-BIENVILLE 

The I N N E R B E L T encloses the densely developed Central Business District and the Vieux 
Carre. The density of Canal Street department stores forms a heavy service and distributor 
desire along the boundary between the two areas. 1'hp Guidelines For Growth, published by 
the Chamber of Commerce, suggest that Canal should be relieved of this excessive traffic, by 
employing a 'coupling' of Iberville and Bienville streets as a service corridor. T H I S W O U L D 
M E A N T H E EXTENSION OF SERVICE T R A F F I C F A R T H E R I N T O T H E QUARTER, 
W I T H SERIOUS RESULTS FOR BOTH STREETS A N D T H E QUARTER. 

ESPLANADE AVENUE 

The Guidelines again suggest the inclusion of Esplanade in the INNER B E L T pattern. The 
resultant increase of traffic is patently at odds with the nature of the avenue and all efforts now-
being made to preserve i t . AS PART OF T H I S SURFACE DISTRIBUTOR SYSTEM, ES 
P L A N A D E W O U L D RETURN TO A S I T U A T I O N T H A T ONCE SERIOUSLY T H R E A T 
E N E D T H E HISTORIC HOUSES ALONG ITS B O R D E R - T H A T OF B E C O M I N G A S E M I 
TRUCK ROUTE. The 1957 Prospectus warns against possible blight on Esplanade should i t 
become part of the belt. Elysian Fields, a wider boulevard than Esplanade, could not accom
modate this distributor function because the encumberances of the elevated expressway would 
prohibit i t from doing so. T H E F U L L USE OF E L Y S I A N F I E L D S AS A SURFACE DIS
TRIBUTOR STREET D E M A N D S T H A T T H E EXPRESSWAY BE M O V E D F A R T H E R 
E A S T W A R D TO ANOTHER CORRIDOR. 
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PLA TE 6. DIAGRAM OF THE PRESS STREET AND POLAND A VENUE CORRIDORS AND ELYSIAN 

FIELDS INCORPORATED INTO THE INNER BELT 

PRESS STREET AND POLAND-ALVAR AVENUES 

Two alternate routes have been suggested in place of Elysian Fields; one along Press Street 
and one along Poland-Alvar Avenues. Objections to these CORRI DORS have ranged from their 
longer lengths and the difficulties of negotiation with the railroads —over whose trackage air 
rights would have to be secured —to the excessive cost of property acquisition for rights-of-way. 
A report commissioned by the Mayor of New Orleans to evaluate testimony on alternate routes 
given at the public hearing on March 24 states that Press Street "is questionable as serving the 
same function as the planned east leg of the outer-belt ' (20 p. 51 and that Poland-Alvar 'would 
not effectively serve as the eastern leg of the outer-belt," (20 p. 7) I t fails, however, to explain 
these conclusions. 

In the case of Press Street, there can be no doubt that the same function would be ser>'ed. (Plate 6) 
Time, and not distance, is the salient factor of high-speed traffic design. Here the increase in 
distance is negligible in terms of the time necessary to traverse it , although it may not be so in 
economic terms. 

The principal advantage of the Press Street CORRIDOR, however, must be stated in terms of 
urban considerations. Elysian Fields has most recently been retrieved as a part of its surround
ing neighborhood — a cohesive unit on both sides and extending eastward to St. Roch, Almo-
naster and Franklin Avenues. Indeed, it is precisely along the rail trackage of Press Street 
that this neighborhood may be said to end. A n elevated expressway of the magnitude proposed 
on Elysian Fields would bisect this pattern: whereas. Press Street would serve to mark its 
boundary. For these reasons. PRESS STREET SHOULD H A V E BEEN SUBSTITUTED 
FOR E L Y S I A N F I E L D S as the easl. rn leg of the proposal. Moreover, the additional length of 
the Press Street CORRIDOR has traffic advantages as well. More needed interchanges could 
be provided (particularly at Florida Avenue and North Claiborne Avenue-North Robertson) and 
relief given to the North Claiborne P^xpressway because of the prior absorption of these volumes 
of traffic. This would more nearly equalize the work of the expressway belt. 

We have already discussed the fact that the geography of New Orleans resists the superimposi-
t ion of the R A D I A L C I R C U M F E R E N T I A L theory. The selection of Press Street as the eastern 
leg of the outer-belt stretches the concept to its l imit ; the selection of Poland-Alvar would dis
tort i t beyond recognition. This could be the reason for the statement in the Mayor's report. 
The down-river length of expressway connection between Elysian Fields and Poland Avenue 
becomes an excessive and artificial length to construct in order to complete this belt concept. 
For this reason i t is agreed that the CORRIDOR should be rejected as an alternate within the 
C I R C U M F E R E N T I A L theory. I t does have many advantages, however, removed from this 
context, particularly as a service route paralleling the Industrial Canal. 

PARKING 

In conjunction with the application of the outer-belt theory the lx)uisiana Department of High
ways prepared a study of the central business district, outlining existing street and off-street 
parking faciUties along with future needs (13). Four sites proposed in 1960 were all W I T H I N 
the existing high density business and commercial area. Parking facilities should be located 
A L O N G the inner distributor route, and not W I T H I N the area that the l>oop descril>es. Other
wise, the I ^ p concept is weakened as volumes of traffic are brought deep into the center to be 
parked. 

In the five intervening years since the date of the report, no significant moves have been made 
to follow its recommendations as to suggested parking sites, but sites near these have l>cen 
spottily developed. Meanwhile, a rash of open lots, the sites of demolished buildings, arc fran 
tically used to satisfy the central area demand for parking. These represent the unorganized 
attempts of private enterprise to handle a problem which the report suggests might best be the 
concern of a constituted municipal authority. The Guidelines for Growth of the Chamber of 
Commerce is moved to observe on this point that: 
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"A meeting of the minds' should be reached in regard 
to public and private responsibility for the needed 
central area parking". (24 p. 25) 

The major failure of the Central Business District Parking Study, however, is its handling 
the Vieux Carre. In the S U M M A R Y OF FINDINGS there is at least one conclusion to deligh| 
anyone having recent experience with the parking problem in the French Quarter: 

"Sufficient parking capacity is available in the 
French Quarter after 6:00 P.M. to meet the demands 
for many years". (13) 

Even though, at the time of the report, the International Trade Mart Center was not the reality 
seen today, this fact does not erase the problem of having to accommodate the traffir and parkl 
ing that it poses. The Trade Mart and International Exhibition Center plans include garagl 
space for 1,850 cars. This would seem to be precious little parking for the facilities that it conk 
tains. The fact that the center occurs near a major juncture of t>oth expressway and inner be l " 
systems has reduced most forecasts to silence. 

THE PROPOSAL AND THE FUTURE 

We have tried to place the Riverfront and Elysian Fields Expressway Proposal into the contei 
of an organized plan for transportation in the Central Area. The same approach cannot be fo^ 
lowed toward placing it in relation to a transportation plan for the larger corporate limits of Nri^ 
Orleans or for the metropolitan area of the c i t y - f o r , in fact, no plan of this scope has yet beef 
endorsed. True, there are projects which could form the components: the extension of Floridj 
Avenue, the Paris Road bridge and "Dixie Freeway ", an Airline FIxpressway, etc. —but THE, 
H A V E NOT BEEN O R G A N I Z E D A S ELEMENTS OF A BROAD TRANSPORTATIOIi 
PLAN. This situation strikes at the very premise of planning - for it allows the fragment t f 
appear, fully developed, before the whole plan is stated. 

We have reviewed the radial and circumferential theory and its intended application in t h i 
instance of the Riverfront-Elysian Fields Expressway, in an effort to determine the effect o| 
that application on the heart of the city and the Frame of the surrounding area. The resulU 
all instances, are not the most satisfactory ones. The difficulties may be summarized by the fo^ 
lowing six points: 

1. The Riverfront-Elysian Fields Expressway will 
function as a BY-PASS of the Central Area rather 
than an elevated INNER CIRCUMFERENTIAL for the 
distribution of traffic as intended. 

2. Projected INNER-BELT distribution of traffic volumes 
wil l not relieve the streets of the French Quarter. 

3. The effect of the expressway has not duly considered 
the importance of Jackson Square. 

4. The INNER-BELT by using Esplanade as an eastern 
leg violates an historic and physically limited 
avenue. 

,'"). The use of Elysian Fields Avenue for an elevated 
expressway wil l bisect an existing neighborhood, 

6. The serious problem of parking as a contingency 
of this expressway proposal is inadequately 
studied. 

THESE PROBLEMS L E A D TO T H E SEARCH FOR SOLUTIONS. 

The remaining section of this report suggests how they might be overcome by pursuing a dil 
ferent approach; one which we believe to be taken from a vantage wider in scope than that o 
transportation alone. 

(Cont inued on Page 11 
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Concrete gives a world trade center built-in sales appeal 
|rhc buildings of New Orleans' new International Trade Center are designed to serve the buyers and sellers of merchandise f r o m every 
orner of the world. Here, through the imaginative use of concrete, is expressed the very spirit and pace of modern-day trade. • I n 
he Convention-Exhibition building, the New Orleans architects used a concrete barrel shell roof to create striking beauty, as well as an 
nterior clear span of 253 feet, sufficient to seat 17,600 people. Textured exterior concrete walls provide tasteful contrast. • The adja-
ent 33-story Trade Mart tower also utilizes concrete throughout. The highly compressible qualities of New Orleans' soils were mastered 

by prestressed concrete piles, providing firm foundations for the light but strong reinforced concrete frame and floors designed by ad-
anced new structural criteria. Gleaming exterior curtain wall panels of precast concrete assure visual interest. A n eight-story concrete 

|)arking tower is nearby. Portland Cement Association 
An organiiation to improve and extend the uses of concrete, made possible by the financial support of most competing cement manufacturers in the United States and Canada 

IW OBtEANS INTCBNAtlONAl tXMlBltlOM FACItlTV: ARCHITECTS; CU«IIS 4 DAVIS, tOWABD B. SILVE»STEIN t ASSOCIAICS. AND MA'MES. BEnaMAN & ASSOCIATES, ALL OF NEW ORLEANS. S'»UCTURAL ENGINEEBE- WORTMINGTON, S K I I L I N Q . H E l l E t JACrSON. SEATTLE, 
, ANO A. W. THOMPSON « ASSOCIATES. NEW ORLEANS. CONTRACTOR: C. M. IFAVEIL CONSTRUCTION CO.. EL PASO, TEXAS. INTERNATIONAL TOAOE MARTr ARCHITECT: EDWARD D U H F t l STONE, NEW YORK. ASSOCIATE ARCHITECT: ROBERT LEE HALL AND ASSOCIATES, 
MEMPHIS, TENN. STRUCTURAL ENOINEEHS: ELLER AND REAVES, MEMPHIS, TENN. CONTHACTORi BLOOMFIELD BUILDINO INOUS'SIES, MEMPHIS. TENM. MIOHWAT UNDERPASS- STRUCTURAL ENOINEERSi B . M . DORNBLATT « ASSOCIATCS, I N C . . NEW ORLEANS 



The best ideas are more exciting in CONCRETE 

International Trade Center dominates New Orleans 
skyline with spectacular architecture 

Covering six city blocks, tlie al l -concrete, 40-mil l ion-
dollar New Orleans Trade Center, pictured in the illus
tration above, is located where the mighty Mississippi 
River meets Canal Street—the main thoroughfare of 
New Or leans. One of the widest streets in America, it 
terminates at the f ive-acre Plaza (1). Dominating the 
entire complex is the 33-story, 407-ft . high, reinforced 
concrete Trade Mart tower (2) , providing 520,000 

square feet of office and commercial space. The Mart 
tower is f lanked by two other concrete structures, the 
International Exhibition Facility (3), a long-span, pre-
stressed concrete barrel shel l structure supported on 
tapered d iamond-shaped columns, and an eight-story 
Parking Facil ity. (4) . Passing under the entire Trade 
Center complex is a six- lane section (5) of Interstate 
highway 310. 

30 ft 39 ft 253 ff 

second leve mam 

first floor 

first basement — parking 
second basement — parking 

higtiwoy underpass 
see detail sketch 

H 

I N T E R N A T I O N A L E X H I B I T F A C I L I T Y 

Undulating concrete shell roof of Exhibition Facility 
provides economical, column-free space 

Long, cyl indrical barrel shel ls roof an area roughly 
4 2 0 x 4 5 2 ft. in the Exh ib i t ion Fac i l i t y . A s s o c i a t e d 
architects for the building noted: " T h e need was for 
a m a x i m u m c o l u m n - f r e e s p a c e to a c c o m m o d a t e 
exhibit shows and large meetings. After months of 
study, it was determined that a thin shel l concrete 
roof would accompl ish a fluid architectural form which 
would compare favorably in cost to a conventional 

type f r a m e . " In addi t ion to providing a f i re -safe , 
low-maintenance structure spanning large areas, a 
concrete shel l roof e l iminates the necessity for a hung 
ceiling to hide unsightly structural e lements. 

Interesting architectural treatment was achieved by 
using d iamond-shaped, cast- in-place columns to sup
port the she l l . The columns are skewed 45 degrees 
to the shel l and taper from 5 ft. 6 in. at the floor line 
to 3 ft. 6 in. at the top. Models were used to study the 
relationship between shel l and column to find the 
d e s i r e d e s t h e t i c e f fec t . S u c h f reedom in form is 
obtainable only with concrete. 



World's longest barrel shell span 
achieved by prestressing 

30 ft 

^y^ in 
12 ft. 6 in 

5'/2 in 

R = 3 8 ft 

T Y P I C A L S H E L L R O O F O F E X H I B I T F A C I L I T Y 

Each barrel of the Exhibit Facility roof is 60 ft. wide 
and r ises 18 feet. The th ickness varies from ^Vz in. 
at the crown to SVz in. at the valleys where the shell 
flares into "V" shaped beams 5 ft. 6 in. deep. Through 
shell action and prestress ing, a 253-ft. clear span was 
possible over the main hall , believed to be the world's 
longest for a barrel . A s ide span has a 139-ft. column-
free area. In addition there is a 30-ft. cantilever all 
around the building. 

The entire roof is prestressed in two directions. 
Draped steel strands used in each barrel over the main 
hall carry a force of 1,820 tons; similar strands in 
each valley beam carry 8 4 0 tons. The shell is post-
tensioned transversely at the column l ines. Design 
of the shell roof was based on concrete with a strength 
of 4,000 lb. per s q . in. at 28 days after casting. 

Shell structure and six-lane highway underpass 
supported on concrete-filled tension piles 

A 900-f t . - long, s i x - l a n e s e g m e n t of Interstate 310 , 
passing beneath the front section of the Exhibition 
Facility is incorporated into the foundation system of 
the structure, (see sect ion) . S ince the surface of the 
Mississippi River, nearby, will periodically be above 
the roadway elevation, the structure must be held 
down by tension pi les. Sixty-foot-long, concrete-filled 
shell piles perform this task. They were designed for 
an uplift force of 2 4 tons per pile. 

cast-in-place girders precast girders 

49 ft 49 ff 

N i B B ^ J l ffl 
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3 ft. structural slab 
6 in. bottom slob 

S E C T I O N T H R O U G H U N D E R P A S S 

tension piles 

A 6-in. concrete dry bottom protects a continuous 
reinforced slab 3 ft. thick, the top surface of which 
serves as the pavement. Columns with continuous 
caps support the roof down the centerl ine. 

The typical underpass roof consists of standard pre
cast , prestressed concrete highway girders spaced at 
7 ft. 6 in. and topped with a IVz-'in. monolithic slab. 
Th is roof structure is designed for H20-S16 highway 
loading, since the surface is part of plaza and service 
drives. Where highway p a s s e s beneath the Exhibit 
Facility, the precast girders are replaced by cast- in-
place girders on 15-ft. centers . 

616 prestressed concrete piles 
support 33-story Trade Mart tower 

The Trade Mart tower is a reinforced concrete f rame 
structure clad in white concrete pane ls . P r e s t r e s s e d 
concrete piles were chosen for the foundation after 
comparison with several other types showed concrete 
carried the greatest load per pile dollar. More than 
64 ,000 lineal feet of octagonal piling were u s e d . 

Lightweight aggregate concrete was used through
out in the frame and curtain wall , result ing in over 
12,000 tons savings in dead load. Th is reduction in 
dead load means substantial savings in the cost of 
the foundation and reinforcing steel in the f rame. 

The frame design was based on the 1963 ACI Code 
using ultimate strength design cri ter ia. A concrete 
strength of 3 ,000 psi was used in the pan- jo is t floor 
sys tem, with 4 ,000 psi concrete used for c o l u m n s and 
walls above the 3rd floor, and 5,000 psi below this 
point. Column s i zes were held to a min imum through 
use of ultimate strength design and new large-s ize 
reinforcing bars. Exterior co lumns were 2 4 in . square , 
interior columns a maximum of 30 in. s q u a r e . 

utility 
core 

46 ft 

P L A N O F T R A D E 
M A R T T O W E R 

Concrete framing and wall panels 
offer dramatic cost savings 

Total cost of the completed tower, including interior 
f inishing, was a little over 15 dollars per s q u a r e foot, 
according to Harry B loomf ie ld , P res ident of B l o o m -
field Building Industr ies, contractor on the T r a d e Mart 
tower. Mr. Bloomfield noted, "We do not bel ieve we 
could have accompl ished the Trade Mart in steel for 
at least 5 dollars per square foot more, a n d we feel 
we have a much better building with c o n c r e t e . " 
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concrete un i l^y l in. insulation 
Illiililll 11 ilLlil linliliUllIAAiUlll 

exposed white quartz 

rubbed concrete finish 

7 ft. 
C R O S S - S E C T I O N O F T Y P I C A L W A L L P A N E L 

dowel 

concrete 

anchorage 

, , 'see photo 
at right 

P A N E L F A S T E N I N G D E T A I L S 

Curtain walls of white cement concrete 
achieve dramatic architectural effect and economy 

P r e c a s t c o n c r e t e w a l l p a n e l s have c o n s i d e r a b l e 
economic advantage over many other types of curtain 
walls. In construction of the Trade Mart tower, wall 
units were cast on each floor adjacent to their final 
positions on the frame. 

(1) Forms were composed of steel end bulkheads and 
plywood s ides. Insulation, 1 in. thick, was first placed 
directly on the floor s lab . It served as the bottom of 
the form and prevented panel concrete from bonding 
to the floor. But, its primary function is to insulate the 
panel from the building frame, thus overcoming most 
problems with air conditioning and heating. White, 
l ightweight aggregate concre te for all p a n e l s was 
ready mixed. Typical cubic yard quantities are: 

White Portland cement 611 lb. 
Fine aggregate (sand) 1360 lb. 
Coarse aggregate (lightweight expanded clay) 725 lb. 
Water 357 lb. 
Air-entraining agent 3.25 oz. 

(2) Th is cross-sect ion of a typical wall panel shows 
critical d imensions and reveals its channel-shaped 
simplicity. The panels in most cases were 11 ft. 6 in. 
long with 1 ft. 8 in. protruding ribs. When hung on the 
building frame, the panels had a 4 ft. 6 in. space 
between them to receive metal window units. 

(3) The panels shown here, undergoing final inspec
tion, were cured five days , or until a strength of 5,000 
psi was reached, whichever occurred first. The unit 
in the foreground is a corner panel (648 required), 
other units shown are interior panels (1,404 required). 
Ribs are rubbed white concrete with contrasting areas 
between s u r f a c e d with a g l i s ten ing whi te quar tz 
aggregate set in a white cement matrix. Quartz is 
spread by hand and tamped into surface before con
crete sets. E x c e s s aggregate is blown off with air jets. 

(4) Erection of the panels was simple and expedient. 
With one end attached to a hoist line, the panels were 
lifted off the floor with a hydraulic hand truck and 
rolled to the floor edge where the hoist took over. 

(5) Once clear of the floor edge, panels were rotated 
180 degrees and lowered into place. Steel dowels cast 
into the panels assured good alignment with the unit 
below. The hoist was on a monorail, mounted on a 
frame projecting high on the building. From the one 
position, many floors of panels could be set. 

(6) Fastening detai ls are simple. Panels are attached 
to steel angles bolted to the concrete spandrel beams, 
two at top of each panel , and two near the bottom. 
I n s e r t s to r e c e i v e bol ts a re incorpora ted into the 
panels during cast ing . 

(7) Slotted holes in the steel fastening angles allow 
for minor ad justments in panel alignment. Hook eyes 
screwed into inserts cast into the top of the panel 
provide convenient pick-up points for the hoist line. 

New PCA publications provide basic information 
on modern concrete design and construction. 
Write for your free copy of Structural Data Sheets 
1962-65 ( U . S . and Canada only) 

PORTLAND CEMENT ASSOCIATION Dept. A l l - 8 , 33 West Grand Avenue, Chicago, Illinois 60610 
An organization to improve and extend Ihe uses of concrete, made possible by the financial support of most competing cement manufacturers in the United Slates and Canada 



7 THE LIMITS OF THE CENTRAL AREA. 

• ION H I 

L T E R N A T E P R O P O S A L F O R T R A N S P O R T A T I O N 
I N T H E C E N T E R O F N E W O R L E A N S 

A L T E R N A T E P R O P O S A L H O L D S T H A T T H E P E R S P E C 
O F P L A N N I N G M U S T B E E X P A N D E D B E Y O N D T R A N S 

L T A T I O N P R O B L E M S . 

T H E C E N T R A L AREA R E D E F I N E D 

The C E N T R A L AREA must be described in its entirety if an effective 
plan is to be formulated. T H E A R E A L I M I T S A R E FORMED BY 
T H E MISSISSIPPI RIVER, T H E V I E U X C A R R E . AND T H E EX
ISTING PONTCHARTRAIN E X P R E S S W A Y CONNECTING WITH 
T H E PROPOSED CLAIBORNE A V E N U E EXPRESSWAY (Plate 7). 

The land area described is but two miles square, yet it is the scene of the 
daily activities of a high proportion of the city's population, many of 
whom not only travel to the center to work —but reside in it as well. 
(Twenty thousand people are said to live in the Vieux Carre). 

STABILITY OF THE CENTRAL AREA 

The Prospectus of 1957 reports a prosperous retail climate for the CENTRAL AREA. This 
points to continued patronage and sets New Orleans apart from comparable cities which are 
experiencing a shift of their commercial activity to suburban subcenters. The maintenance of 
a strong center, and the reinforcement of its commercial and cultural attractions, is generally 
seen to be healthy for the city as a whole. The center can, in fact, offer a broader spectrum of 
these elements than any of its satellites. 

ACCESS AND DENSITY 

AccessibiUty of the CENTRAL A R E A is necessary for continued health. With traffic in this 
area already an acute problem, the direction towards overdevelopment and increased density 
should be discouraged. THE A R E A C A N CONTINUE TO PERFORM A N IMPORTANT 
R O L E . I F I T IS NOT P U S H E D T O A P O I N T W H I C H W I L L CRUSH I T W I T H T H E 
W E I G H T OF UNREASONABLE. A N D EVEN I N H U M A N DEMANDS. 

H I G H DENSITIES BREED H I G H DENSITY PROBLEMS-STREET TRAFFIC NOT 
T H E LEAST OF THESE The Summary of the 1960 planning data collected for the NEW 
ORLEANS METROPOLITAN AREA TRANSPORTATION STUDY sUtes: 

" . . . . forecasts revealed that the area within a 
five mile radius of the intersection of Canal and 
Rampart Streets is now approaching a saturation 
point of development, beyond which any additional 
growth must be vertical." (17 p. I 8 | 

HORIZONTAL VS. VERTICAL DEVELOPMENT 

I f building densities are to reach beyond the present point of "saturation" by vertical growth, 
surely there is little reason to encourage the process. A HORIZONTAL DEVELOPMENT 
SPREADING EXPANSION OVER A LARGER PROPORTION OF T H E CENTRAL AREA 
IS A MORE JUDICIOUS PURSUIT. 

Because of the poor soil conditions. New Orleans has always been restricted to low building 
heights. Until the late nineteenth century, design and technology had still not produced the 
heights in building that were to find expression in the twentieth century skyscraper. New 
Orleans has. to be sure, its open air museum of skyscrapers, but the numbers of these has been 
limited by the excessive costs of the foundations that are needed to sustain them; although, it 
must be observed that they are still coming. In general, the average building in the CENTRAL 
AREA does not seek these proportions. 

THE FRAME 

Taller building mainly occurs within a CORE A R E A bounded by Canal. Poydras, and lx>yola 
Avenue. Much attention has been paid to this CORE, but it would be myopic to plan for this 
to the exclusion of the surrounding area. T H I S F R A M E EXTENDS A B O U T T H E CORE TO 
T H E L I M I T S OF T H E RIVER. T H E PONTCHARTRAIN A N D C L A I B O R N E EXPRESS 
W A Y S A N D T H E V I E U X CARRE. T H E A R E A CONTAINED IS MORE T H A N F I V E 
T I M E S T H E SIZE OF T H E EXISTING CORE A N D I N V I T E S T H E A T T E N T I O N OF 
T H E PLANNER FOR DEVELOPMENT. I t becomes necessary to examine the needs and po 
tentials within the F R A M E in order to discover how they may best be brought into a comple
mentary relationship with the CORE and thus produce a plan for the entire center. 

T O T H E WEST. T H E SUB STANDARD AREAS OF ST. CHARLES A N D CAMP STREETS 
B E T W E E N POYDRAS A N D H O W A R D A V E N U E (Plate 7. 1) S H O U L D G I V E PAUSE 
TO ANYONE INTERESTED I N T H E I M A G E OF T H E C E N T R A L A R E A . These blocks 
have begun to form a gray fringe about the well manicured CORE. Below them lies the early 
nineteenth century commercial center stretching to the river (Plate 7. 21 and above them to 
Loyola Avenue, the area which enjoyed great expectations earlier in this century and now has 
reason to renew them —the development along Loyola from the Civic Center to the Union Ter
minal has breathed new life into this section (Plate 7. 3). 

The areas immediately north, between the line of Loyola. Basin and Rampart Streets and Clai
borne Avenue, are also part of the FRAME. Offering a separate formation of conditions, they 
contain such diverse elements as express warehousing, railroad trackage (Plate 7. 4(. the medi
cal f ac i l i t i e s on both sides of Tulane Avenue (Plate 7. 5). the B ienv i l l e housing pro
ject (Plate 7. 61. the Municipal Auditorium (Plate 7. 71. and the historic residential overflow 
of the Vieux Carre. (Plate 7, 8). 

Lastly, there is the River to the south. Symbolically the lifeline of the city, i t should be seen 
as something more than a commercial generator. T H E RIVERFRONT FROM T H E GREATER 
NEW ORLEANS BRIDGE TO T H E FOOT OF E L Y S I A N FIELDS COULD BE T H E SHOW-
PLACE OF T H E CITY. The gradual release from the wharf and rail facilities that now harness 
this fronUge would be effected by further development of the Mississippi River Gulf Outlet. 
Port facilities may then occur away from the unpredictable and erosive currents of the river that 
have continually hampered their operations. The type of development so boldly realized by the 
International Trade Mart would then be extended to include sites for housing, recreation and 
park land. Only then will New Orleans rank with other great port cities like San Francisco and 
Chicago, which have realized plans that relate them to their water source. 

BARTHOLOMEW VS. MOSES: THE RIVERFRONT 

The 1947 report of Robert Moses was the first to propose an elevated expressway along this 
important river frontage of the CENTRAL A R E A (4>. The report was concerned primarily wi th 
traffic and produced a workmanlike traffic solution. 

Harland Bartholomew, having had a longer association with the plan of New Orleans, was not 
in fu l l agreement. H E A R G U E D ( I N T H E 1951 MASTER PLAN) A G A I N S T A N E L E V A T 
E D ROUTE ALONG T H E RIVER BOUNDARY OF T H E V I E U X CARRE. A N D S A W T H E 
SUGGESTION AS A LAST R E S O R T - O N L Y AFTER A L L EFFORTS FOR A SURFACE 
ROUTE H A D F A I L E D : 

" I t is not recommended that these two expressways (Pontchartrain and Elysian Fields! 
be connected by an elevated structure on the river side of the Vieux Carre and the cen
tral business district. Only a small volume of traffic desires to travel completely through 
the city, and the majority of the traffic using the expressway is destined for the central 
business district. This traffic would enter and leave the expressways on the lake, rather 
than the river side of the shopping center. (6 Chapter 4. p. 331. 

The fact that this view was taken concurrently with or very soon after the 
Moses Report, and that this was only fifteen years ago. should be noted -
T H E E L E V A T E D R I V E R F R O N T E X P R E S S W A Y H A D B E E N 
C H A L L E N G E D AT T H E T I M E OF ITS F I R S T PROPOSAL. AND 
BY T H E O F F I C I A L PLANNING AGENCY OF NEW O R L E A N S . 

PLANNING O B J E C T I V E S 

In the sense of urban planning, the foregoing discussion may be sum
marized by the following points: 

1. MAINTENANCE OF T H E R O L E OF T H E C E N T R A L C O R E . 
2. D E V E L O P M E N T OF T H E "FRAME." 
3 . D E V E L O P M E N T O F T H E R I V E R F R O N T A G E A L O N G T H E 

C E N T E R AS AN URBAN ASSET. 

A transportation solution if it pursues all three of these must proceed 
from the recognition that the third is the most difficult to accomplish. 
The continued health of the central area and the redevelopment of the 
frame (Points 1 and 2) are urban objectives to be approached from many 
points of vantage. To pursue our immediate objective of solving trans
portation in the center, we now proceed to the traffic problems within the 
area. The 1961 Metropolitan Area Transportation Study, conducted by 
the Louisiana Department of Highways, has analyzed the factors in
volved, and some of the conclusions reached must be noted. 
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GREATER NEW ORLEANS 
BRIDGE 

P L A T E 8 TRAFFIC DENSITIES COMING INTO THE CENTRAL AREA. THE NUMBERS INDICATE 
VOLUMES IN THOUSANDS OF VEHICLES PER DAY. 

ENTRY AND DISTRIBUTION OF TRAFFIC 

I n describing the inter-district desire lines of traffic on the major streets that bring traffic to 
the central area, the report states in summary: 

"Volumes in excess of 3.000 vehicles are generally found to be concentrated in the 
Central Business District (CBD) and the areas immediately adjacent thereto. 

•This can be explained by the fact that the CBD and its adjacent districts are the 
major traffic generators in the area. Furthermore, a majori ty of the traffic to and 
from the CBD is between districts quite close to the CBD. Since the CBD is located 
in the southernmost portion of the east bank of the Mississippi River, the large 
volumes are from the points north of the CBD." (14 p.41) 

This conclusion confirms the 19.'jl opinion of Bartholomew in the Master Plan by indicating 
T H E PATTERN OF H E A V Y ENTRY FROM T H E NORTH. The solution must then lie in 
distributing traffic from the concentrated points of entry (North-West and the East). 

BY-PASS CIRCUMFERENTIAL 
The problem of creating a by-pass circumferential about the central area must be considered 
as being separate from the entry and distribution pattern within i t . The Riverfront Elysian-
Fields Expressway proposal eclipses these two functions whereas they need to be distinctly 
articulated — witness the extremely close relationship of the central area and the river. This 
point has been emphasized but cannot beovers ta ted-THECORRIDOR BETWEENTHECEN-
T R A L AREA A N D T H E RIVER IS NOT APPROPRIATE FOR A BY PASS FUNCTION; 
I T IGNORES WEST B A N K T R A F F I C A N D TENDS TO STRANGLE TRANSPORTA 
T I O N BY B E I N G TOO S M A L L . A larger circumferential, including the west bank, must be 
suggested. A bridge crossing to act in combination with the Greater New Orleans Bridge will 
effect a wider urban belt and offer service distribution along the Industrial Canal as well as 
absorb the potential by-pass traffic of Paris Road. The choice might best be made in the vi
cini ty of Poland Avenue, upriver from the presently projected Paris Road Bridge. Only then will 
a central area by pass circumferential be effectively designed. 

Returning to the problem of the concentrated entry and distribution of traffic in the CEN
T R A L AREA, we should next observe the most important entry points in an effort to con
centrate our pattern and simplify the solution (Plate 8). 

1. FROM T H E WEST. T H E MAJOR APPROACHES ARE: 
TCHOUPITOULAS. ST. CHARLES. C L A I B O R N E . AND 
E A R H A R T 

2. FROM T H E NORTH: T H E PONTCHARTRAIN EXPRESSWAY. 
T U L A N E . C A N A L . ORLEANS. A N D ESPLANADE. 

3. FROM T H E EAST: E L Y S I A N FIELDS. T H E CLAIBORNE 
EXPRESSWAY. FLORIDA AVENUE. NORTH CLAIBORNE 
NORTH ROBERTSON, A N D ST. C L A U D E AVENUE. 

4. FROM T H E SOUTH: T H E GREATER NEW ORLEANS BRIDGE. 

The diagram shows these points graphically and lists current volumes as they appear in the 
1961 Metropolitan Area TransporUtion Study. 

T H E SPUR 

Many of these arteries can flow freely into the center, but some of the 
primary ones cannot. South Claiborne Avenue from the west. The Pont-
chartrain Expressway from the north, and St. Claude Avenue from the 
east all become seriously hampered in their final approaches to the cen
ter. Additionally, the volumes from the two expressways must be de
ployed without overcrowding surface streets. TO ACCOMMODATE 
T H E S E TWO SITUATIONS. T H I S PROPOSAL SUGGESTS HAN
DLING T H E S E T R A F F I C VOLUMES BY L I M I T E D ACCESSSPURS. 
T H E SPURS W I L L PROVIDE POINTS OF ENTRY INTO T H E CEN
T R A L AREA AND CONNECT WITH A NETWORK OF SERVICE-
DISTRIBUTOR S T R E E T S . (Plate 9). 

The Proposed Spurs are: 

L POYDRAS SPUR FROM T H E PONTCHARTRAIN EXPRESS
WAY (BROAD S T R E E T INTERCHANGE) TO LOYOLA. 

2. ST. C L A U D E SPUR FROM T H E EAST THROUGH BASIN-
RAMPART TO CANAL S T R E E T . 
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PLATE 9: AN ALTERNATE PROPOSAL FOR TRAFFIC IN THE CENTER OF NEW ORLEANS. 

CHECKED HATCHED AREAS INDICATE PARKING FACILITIES 
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T H E ST. CLAUDE SPUR 1) THE USE OF ELYSIAN FIELDS 

The case for Esplanade Avenue has already been made. Elysian Fields, as a sij 
lane surface street, can easily continue to function as the distributor for the su: 
rounding neighborhood. The character of its broad landscaped median will remaî  
undisturbed. 

The proposal for the ST. CLAUDE SPUR is to provide an elevated expressway along 
St. Claude Avenue from the Industrial Canal to Orleans Avenue. The design of this 
expressway has to accommodate the present and projected volumes of traffic and will 
probably require six traffic lanes. In 1962 it shared with South Claiborne the position 
of having the highest volume of traffic directed toward the center (36.000 cars, the 
Fontchartrain Expressway carried only 32.000). Therefore, there can be no doubt a 
bout the need to provide a major approach along this corridor. NOW AND FOR THE 
FUTURP:. 

ST. CLAUDE AVENUE IS 1 HE ONLY MAJOR ARTERY WHICH DOES NOT 
INTERSECT EITHER CLAIBORNE OR PONTCHARTRAIN EXPRESSWAYS 
(we have already discussed the lack of an INTERCHANGE in the Elysian Fields pro
posal). The St. Claude SPUR will relieve the congestion of 1-10 as it approaches the 
cenU'r after the north Claiborne Interchange by providing an alternate route for traf
fic volumes from the east. The design of the SPUR in its final approach to the inter
section of Canal and Basin poses the question of an elevated uersus a surface struc
ture. The approaches near the Municipal Auditorium are complicated by the inter
section with Orleans Avenue. The two traffic flows must be allowed ease of separation, 
and of course, access and egress to the Auditorium must IK* provided. It will be noted 
that the CORRIDOR, for right-of-way. uses parts of the city-owneil cultural center 
site and half of the scjuares bi'tween St. Claude and Rampart on the Lake side. Prop
erty acquisitions on the east side of the intersection of Esplanade and Rampart are 
also necessary for the transition to St. Claude. Plate 9 indicates the SPUR semi-
depressed at Beauregard Square. 

In conjunction with the St. Claude SPUR. Poland-Alvar Avenue should be developed 
as an Expressway paralleling the Industrial Canal. A connection to the West bank at 
the Poland-Alvar point of the river (rather than downstream at Paris Road) will sat
isfy major inter-city traffic desires (to the east, west and the southwest) and act. 
in times of natural or nuclear disaster, as an evacuation route via a limited access 
system. 

T H E POYDRAS SPUR 

The proposal for the POYDRAS SPUR is to provide an elevaU'd roadbedlminimum of 
four traffic lanes) from the Pontchartrain Expressway at Broad Street, to a point be
fore Loyola Avenue (LaSalle Street). There is an advantage in an elevated roadbe<l on 
Poydras that would relieve the I-10 inU-rsection at Claiborne Avenue. The SPUR 
would incorporate new INTERCHANGES for traffic collected from the Pontchar
train and Claiborne Expressways (I-IO). THIS SPUR WOULD DIRECT TRAFFIC 
T O A N APPROXIMATE M I D P O I N T O F T H E C E N T R A L AREA ON THK NORTH 
AND R E L I E V E T H E PONTCHARTRAIN EXPRESSWAY BELOW BROAD 
S T R E E T . South Clail)orne Avenue would then be able to flow more freely into I-IO. 
It would be difficult to estimate the diversion of traffic under this proposal— there 
can be no doubt, however, that this approach to the central area would be an active 

2) THE USE OF RAMPART TO THE NORTH OF THE VIEUX CARRE 

Rampart will perform the work of surface-distributor and will feed the Quartej 
from the north. In order to do this, connections with the SPUR will be limited I 
points near Esplanade and near Canal. 

The elimination of Decatur as a through east-west distributor and the subsUnti 
reduction of assigned traffic is the result of locating the main distributor rout 
north of the Quarter and letting traffic filter down in a north-south action. Th« 
separated east and west sections of Decatur would serve the developed river fron 
facilities. 

3) THE USE OF CANAL STREET 

The continued use of Canal rather than the Iberville-Bienville, is suggested as 
distributor route. The effort should \*e to rehabilitate Iberville rather than pushin 
the present character of a "backdoor" on to Bienville. Canal Street, undoubtedlj 
a special problem, has the dimensions to accommodate a solution for the varied typei 
of transportation that it generates. 

4) THE INTRODUCTION OF ST. JOSEPH STREET AND HOWARD AVE 
NUE AS A WESTERN SECTION OF THE BELT AND THE FRONT DELT> 
STREET CORRIDOR. TO THE SOUTH. 

The importance of extending the surface network to the west and south is the kej 
to the development of this area of the FRAME. The accompanying proposal of 
planned URBAN COMPLEX of commercial and residential use. is meant to comple 
ment the regenerative influence of the Trade Mart. It is but one dimensionof the 
area enclosed beyond Poydras. The areas of blight along Camp and St. ('harlesJ 
and Lafayette Square lie within it and contrast with the improvements along LoyolaJ 
It is not the intention of this report to replan the area; that problem deserves much 
wider consideration than could be provided here. 

T H E SURFACK NETWORK 

The surface-distributor pattern which must complement these two major SPURS is seen in the 
diagram (Plate 9). The major differences from the INNER BELT (Section II) planned to act 
with the Riverfront-Elysian Fields proposal are: 

PARKING 

The programmed parking of the volumes of traffic that are brought by SPURS must be facil 
itated by garages of sufficient capacities to satisfy varying demands. This would require MAJOR 
PARKING facilities (Plate 9). Site locations in the case of the POYDRAS SPUR should occui< 
near Poydras and Loyola and for the ST. CLAUDE SPUR between Rampart and Basin, or ' 
the north of Basin along its line from the Auditorium to Canal. These locations could absorbB 
parking related to the SPURS. Adequate public transit "shuttles" following the path of the 
inner distributor streets would then provide further motorized circulation and encourage the use 
of the peripheral facilities. 

Other major surface streets with high volumes of traffic should have parking facilities relatec 
to them. Facilities of a localized character would be anticipated along the river development. 

The price of parking at these MAJOR peripheral facilities would, either through subsidy a-j 
other means, have to be kept well below existing and competitive facilities within the CEN-I 
TRAL AREA. It is appropriate to echo the suggestion made previously that a MUNICIPALB 
PARKING AUTHORITY, rather than private enterprise, might best handle these require! 
ments and develop the necessary planning for their organization. 

AN URBAN COMPLEX 

Between the Trade Mart at the foot of Canal and Poydras. and below Camp there are some of tht 
finest groupings of 19th century commercial buildings in the United States. Block after blocM 
presents modulated structures of near uniform height (three to five stories). This sensible urbaiP 
landscape can absorb an equally sensible density of use. Demolition occurring in properties aboul 
the Trade Mart seriously challenge this equilibrium by destroying the homogeneity of the area 
Restrictions to prevent this, as well as to regulate the height and character of new construction 
similar to those employed in the French Quarter, are desperately needed. 

Immediately west of Poydras liesa site which invites development. Stretching to Howard Avenue 
it contains many buildings of the type discussed: and it should be the intent of any proposal that 
new building would complement the scale of the neighboring nineteenth century center and incor 
poratesomeof these older structures. Whereas this is not meant to exclude taller structures it doec 
indicate that they should be judiciously introduced. 

A complex is proposed to form about an open urban space or mall, stretching from Magazine Streetl 
to the River. Commercial uses would flank this and residential uses —apartments and town 
houses—would occur near the river. The mall may either be elevated or at grade. As an ele 
vated expanse, it would allow the free flow of east-west streets and accommodate parking anc 
services. Specific design study would be needed for the projection of this idea. The expertise 
of the economist, the architect, the statistician, the planner, and professional engineer, as well 
as others who may shed light on the project are needed to produce a scheme for revitalization 
of this scope, which may indeed be seen as an expanded image for the city. 
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PLATE 10: A PROPOSAL FOR TRAFFIC IN THE VIEUX CARRE SHOWING ENTRY AND DISTRI
BUTION FROM THE NORTH VIA RAMPART STREET. ui^mi 

A T R A F F I C S O L U T I O N F O R T H E F R E N C H Q U A R T E R 

The largest achievement of the ST. C L A U D E 
SPUR will be the relief that it provides for traf
fic in the French Quarter. With it the Quarter can 
launch a program of prohibition of through traffic. 

Approached and serviced from the north, with 
primary emphasis on north-south traffic, Jackson 
Square can be extended to the river. Not a half 
measure, the suggestion is to block the east-
west streets on either side of Orleans Street. The 
diagram (Plate 10) shows the result of these re
strictions: traffic may still manage to achieve an 
east-west direction, but under the handicap of 
having the north-south streets with the right-of-
way. Chartres, Royal and Bourbon Streets would 
be closed by bollards or other removable devices 
which would allow the passage of necessary or 
emergency traffic. A bold concept for circulation 
within the historic district is necessary. 
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C O N C L U S I O N 

By substituting the theory of T R A F F I C SPURS for that of CIRCUM
F E R E N T I A L B E L T S to bring traffic to and from the central area, we 
have tried to show that New Orleans can achieve a solution for transpor
tation problems without using the riverfront corridor as a major traffic 
artery. The fact that major traffic densities approach the central area 
from the North make the SPURS sensible and practical to pursue; be
cause they occur at the northerly points of entry and avoid the difficult 
southern boundary between the city and the river. The lack of significant 
by-pass desires, related to the central area, further augment this choice. 

That transportation cannot be detached from the broader perspectives of 
comprehensive planning, to the degree that it ignores these, we have been 
at pains to point out. Thus the F R A M E area and the R I V E R must be 
brought into the scope of the central area if it is to fulfill it's full potential, 
and remain the R E A L focal point of the growing metropolitan area. There 
should be no doubt that the spirit of this report and of the sponsorship 
behind it, is an affirmation of faith in the ability of the downtown area of 
New Orleans to do precisely that. 

The contiguous aspect of the Vieux Carre makes it obvious that it too. 
must be considered along with the central area. One of the major benefits 
of the SPUR solution is the effective relief that it suggests for traffic 
that now threatens the character of this historic district; that possibility 
cannot be lightly dismissed, for it has long been sought and is desperately 
needed if the area is to survive as a legacy for the future. 

The use of the SPUR in traffic engineering is a concept of standard appU-
cation. Surprisingly the Riverfront-Elysian Fields Expressway proposal 
IS TO B E FINANCED AS A SPUR. Under the requirements of the 
Federal Highway system, all proposed mileage must connect to that 

system so as to be integral with it. The Pontchartrain Expressway, exist 
ing and having been State financed, would disqualify a CIRCUMFE] 

Rp]NTIAL proposal, since a section of the Pontchartrain Expressway i{ 
designed to be part of the ring. Therefore, the masquerade as a SPUl 
from I-IO to and along the river must be assumed, yet the intended desigi 
function still remains; that of a C I R C U M F E R E N T I A L B E L T inter] 
acting with Pontchartrain as one of the segments. Those segments of thi 
proposed Poydras or St. Claude SPURS that were directly connected t( 
the Federal system could then be assumed to proportionately use th< 
same mileage now allocated to the Riverfront-Elysian Fields proposal. 

The Alternate Proposal, outlined in this report, utilizes all existing exj 
pressways and those presently under contract, with minor interchangt 
modifications, and should allow the transfer of this mileage without exj 
cessive delay. 

The matter of time has been much discussed, particularly in relatior 
to the Riverfront proposal. Warnings have been sounded that any delays 
which would prevent this proposal from meeting the 1972 completior 
deadline, now effective for Interstate Highway projects, must at all cost 
be avoided. This can only be countenanced by the observation that the 
Riverfront proposal must be weighed primarily in terms of its own mer-j 
its: if these are found to be wanting, it should be held in the best interests 
of the city to correct them and seek to achieve those results that will serve 
the widest possible public interest. 

The evaluation is not a simple one. The reasoned, comprehensive ap
proach of serious planning, considering A L L actual conditions, must b< 
applied. ANY PROPOSAL MUST B E PREPAREDTO HAVE APPLl EDI 
TO IT T H E F U L L M E A S U R E OF URBAN PLANNING. Surely Nei 
Orleans will not allow the exegencies of the automobile to halt her de
velopment as a center of commercial vitality and civilized living: HEF 
FUTURE R E S T S IN T H E PLANS ADOPTED BY H E R CITIZENS] 
TODAY. 

26 

looking f o r D y n a m i c D e s i g n ? 

BUILDERS OF THE WORLD'S 

FINEST TERRAZZO FLOORS 
for 

Beauty, EfTielency, Economy 

T E R R A Z Z O 

Munic ipa l A u d i t o r i u m , Lafaye t te 
Sears-Roebuck Storei , Shreveport . 

Baton Rouge, Monroe 
Highway Dept . BIdg., Baton Rouge 
St. Gerard Maje l l a Church. 

Baton Rouge 

School Pro jec t f . A i e i a n d r i * 
State H o i p i t a l * , Jackion and Pinevilla 
Shreveport A i r Terminal, Shreveport 
Newspaper Buildina. Shreveport 
McNeese State College. Lake Cher le t 
C i t y H a l l and Ja i l . Opelouia* 

age. 
size or con-

• Unlimited choice of color and design 

• Durability increases with 
• Adaptable to any shape, 

tour. 
• Slip-resistant surface, 
w Economical over-all cost. 
• Easy to maintain. 

College P ro j ec l i : L.S.U.. Nor thwes te rn . Centenary . Southeastern. L . College 

A M E R I C A N T E R R A Z Z O C O . 
Member 

N A I I O N A l TE«RAZZO 
AND MOSAIC ASSOC. 

Member 
TIXA5 TIBBA220 

CONTIACTO«S ASSOC. 

5607 Dyer DALLAS EM 8-2f52 

t r y R R A 

MIKC FLABIANO 
MATTIA FLABIANO. JR 
L u i o H i FLABIANO 



B A K E R 0 ^ f f f ' / / . y . u 

f o r : H o s p i t a l S 

D o r m i t o r i e s 

Schoo ls 

N u r s i n g H o m e s 

O u r Planning and 

research fac i l i t i es 

are at your disposal 

B A K E R M F G . C O . 
Pineville, La. HI 5-3601 

B U I L D F O R T H E F U T U R E 

Native Protection 111 AMmsroscAYAHO n r n f r d 
mw 
wBim W o l m a n i z e d 

For certain, lifetime protection against 
termites and decay use Wolmanized pres
sure-treated lumber anywhere wood is near 
the ground or In contact with masonry or 
moisture. 

In new construction or modernizat ion— 
you safeguard your building dollars with 
the quality brand of pressure-treated lum
ber that offers a unique combination of 
properties. 
G E T F U L L DETAILS FROM YOUR 
B U I L D E R OR A R C H I T E C T 

W H E R E T O U S E 
WOLMANIZED L U M B E R 
• Sills • Joists 
» Sleepers • H e a d e r s 
> Sta i rs • P o r c h e s 
• F a s c i a • Gut ters 

• Door a n d 
Window F r a m e s 

• Boa id and 
Batten S id ing 

• Foundation P o s t s Ask for our 8 page fact filled booklet. 

Positive Protection... Against Termites and Decay 
Wolmanized Pressure-Treated Lumber 

C E N T R A L C R E O S O T I N G C O . . I N C . 

Rt. I. Slaughter. La. Phone: Baton Rouge 342-9793 
Clinton 683-8297 

Custom Aluminum Fabrication . . . 

SPECIAL W I N D O W S ALUMINUM DOOR FRAMES 

SUNSCREENS AND DECORATIVE GRILLES ALUMINUM FLUSH D O O R S 

WINDOW W A L L AND CURTAIN W A L L 

W E A R E A T Y O U R S E R V I C E . . . C A L L US F O R C O M P L E T E D E S I G N 

A S S I S T A N C E A N D P R E L I M I N A R Y E S T I M A T E S 

CORPORATION 

NEW ORLEANS 

739 S. Clark St. 504-486-6581 



S e e a Window C o v 

e r / n g Specialist for 

Window Coverings. 

D 

R 

A 
V 

P E 

f: N V 

R E E 

! T R 

1 T 
E 1 

S A 1 

N C 

A 

!-. 

B 

L 

I 

N 

D 

5 

G 

I 

D 

D 

R 

A 

P 

E 

R 

I 

E 

S 

D 

R 

A 

? 

G 

R 

Y 

H 

A 

R 

D 

W 

A 

R 

E 

C . BEL F O R A W N I N G S 

3139 t c h o u p i f o u l a s s + . 

new O r l e a n s , l a . fw 1-3768 

When You Have 3 Hands... 
Who Needs a 

TRACING LIFTER? 

Of course, if you're just normally endowed in the hand department, 
the Hamilton Tracing Lifter is a must for your drafting files. This re
markable feature makes every tracing a top sheet; forever puts an end 
to time-stealing, temper-triggering file fumbling. And no more torn or 
crumpled drawings! The Tracing Lifter is just one of many reasons 
for specifying Hamilton UnitSystem Files. These draftsman-designed 
files literally give you customized protection for valuable drawings 
and tracings. Sizes for drawings of all types, all activity levels, plus 
add-on flexibility through inter-locking design that enables you to buy 
for today's needs, and sensibly plan for tomorrow's as well. For de
tailed facts on the utmost in filing efficiency, write Ridgway's today! 
NOTE: If you have worn or damaged drawings that you'd like to have 
restored...call RIDGWAY's. Your RIDGWAY's man is a professional 
in the reproduction sciences...and you can find him in 14 major cities. 

P.O. Box 36150 • Houston, Texas • 77030 
Hamilton Drafting Room Furniture and Files • Reproduction Materials 

Architects and Engineers Supplies 
N E W Y O R K , N . Y . • I R V I N G T O N . N . J . • J A C K S O N . M I S S . • N E W O R L E A N S . 
LA. • S H R E V E P O R T . LA. • DALLAS. T E X A S • F O R T W O R T H , T E X A S • 
C O R P U S C H R I S T I . T E X A S • A U S T I N . T E X A S • T U L S A , O K L A . • 
O K L A H O M A C I T Y . O K L A . • D E N V E R , C O L O . • L O S A N G E L E S , C A L I F . 
• H O U S T O N . T E X A S . 



Jno. Worner & Son, Inc. 

Builders' Hardware 
401-405 Decatur Streef 

New Orleans. LA. 70130 

Phone: 529-2592 

D I S T R I B U T O R S O F 

Y A L E L O C K S AND H A R D W A R E 

S A R G E N T L O C K S A N D H A R D W A R E 

S C H A L G E L O C K S 

Member o f — N A T I O N A L BUILDERS" HARDWARE ASSN 

frank lotz miller^ a.p.a. 

A R C H I T E C T U R A L P H O T O G R A P H Y 

Member of Arch i tectura l Photographers A s s o c i a t i o n 

11 15 Washington Ave. - - T W 5-3680 

N E W O R L E A N S . LA . 

F I R E R E T A R D A N T 

L U M B E R 

Pressure Treated 
Underwriters' Laboratories 

Approved 

National Building Code 
Approved 

FOLLEN W O O D 
PRESERVING C O . . INC. 

2312 N . 18th St. 

Baton Rouge, La. 

355-3875 

Also Osmosalts, Oil Penta, 
Water Repellent Penta 

ARCHITECTURAL 
PHOTOGRAPHY 

DAVE G L E A S O N 

1766 Nicholson Dr. 

Baton Rouge, La. 

342-8989 

H E M I E N W A Y ' S 
C O N T R A C T D I V I S I O N 

1330 S T . C H A R L E S A V E . N E W O R L E A N S . L A . 919 T E X A S A V E . S H R E V E P O R T . L A 

• D E S I G N E R S O F P U B L I C I N T E R I O R S 
• S P A C E P L A N N I N G 

• C O L O R C O O R D I N A T I O N 
• C O N T R A C T F U R N I S H I N G S 

C o m p l e t e p lans and s p e c i f i c a t i o n s for t he t a k i n g of c o m p e t i t i v e b i d s . 
C o n s u l t a n t s to A r c h i t e c t s on a fee b a s i s . I n t e r i o r s d e s i g n e d t o s u i t 
you r tas te and g u a r a n t e e d to m e e t you r b u d g e t . 

We wi l l a l so , as c o n t r a c t o r s , l i c e n s e d by the S t a t e L i c e n s i n g B o a r d f o r 
C o n t r a c t o r s , b id j obs in c o m p e t i t i o n w i t h a l l o t h e r s . 

A S O U T H W I D E S E R V I C E F O R A R C H I T E C T S 

F U R N I T U R E - C A R P E T - D R A P E R I E S - C O M M E R C I A L K I T C H E N S 

Compact Equipment 
Increases Efficiency 
...and Saves 
Costly Space 

Push-button telephones allow busy 
people to handle several calls at one 
time. These instruments speed your 
telephone work; make it easy for 
you to transfer calls; let you hold 
calls while you talk on another line. 

Streamlined console "switch
boards" sit conveniently on the cor
ner of a desk. Yet they handle just 
as much traffic as a regular P B X 

board! These modern consoles are 
the answer for many business prob
lems. 

Is your equipment keeping up 
with your needs? Cal l your Tele
phone Company Business Office for 
a free communications check-up. 

Southern Bel l 
. . .Serving You 
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Windows To Show Windows To Hide 

These handsome Curtis wood windows are 
s t r ic t ly for passers-by. 
Not fo r the peojjle who live in the house. 
Otherwise, the would-be designer wouldn' t 
have jammed metal windows in the back. 
No. people out f ron t won't kiU)W the d i f 
ference. But the people inside w i l l , when 
the back windows break out in a cold sweat 
and stay damp and misty all winter. The 
f r o n t windows w i l l remain dry and clear, 
c ascil in warm wood. 
You wouldn't create a mis f i t like this, would 
you? Not when our warehouse is stacked 
wi th f i ne wood windows by Curtis. 
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