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SIERRA CLUB'S BOTTOM-UP PLANNING ON URBAN WATERFRONTS

Shirley Taylor

"What's an organization like the Sierra Club doing at the waterfront in
gritty cities such as Buffalo and New York?" you may well ask. Public
perception of the Sierra Club in the past has been of a wilderness and
mountain-lover's organization, active, but with narrow interests. How
ever, since its founding in 1892, the Club has always been conmitted to
the proper use of both land and resources. With the surge of member
ship growth through the past decade in the East and the South, both
urban and coastal issues have moved up on the priority list of Club
activity. Not only is this because our members care about addressing
environmental problems of the places in which they live, but they also
perceive that everything in the universe is hitched to everything else.
Controlling urban sprawl can indeed help protect habitat for the whoop
ing crane; concentrating and improving the development in already
developed areas can help lessen the pressures to develop pristine
places.

What is the Sierra Club's Waterfront Program?

It's new, it's national in scope, it's a positive program to promote
development that is in the public interest. The Sierra Club has a long
record of legal action to stop projects. In this program we are start
ing at the planning stage so as to ensure that a project is one that the
Club can support because it is developed by_ the people, not for the
people.

In each waterfront project we incorporate good urban and good coastal
policy guidelines and include all interested parties in the local plan
ning process. Sierra Club does not bring any preconceived local plan
ning goals. Rather, project evolution is guided by basic general plan
ning principles: providing meaningful public access, concentrating
development, locating water-dependent activities at the water's edge.

Chairman, Sierra Club National Coastal Committee
Instlture of Molecular Biophysics
Florida State University
Tallahassee, Florida
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Philosophical Program Centerpiece

The Club's coastal and urban leadership had already observed the variety
of problems encountered by coastal cities in transforming their aban
doned or underused waterfront areas into active, vital resources that
achieved both economic development and public access/recreation goals
at the same time. There continues to be a tremendous need to improve
and expedite waterfront projects that incorporate meaningful access
elements for the urban population, including lower income and minority
groups, the elderly, and the young. We were impressed by the Heritage
Conservation and Recreation Service analysis (1980) of key factors and
needs in urban waterfront revitalization:

• Increased public understanding of waterfront revitalization
goals, benefits and methods;

• Improved project planning and design, especially in the
following areas: enhancing unique qualities; water-resistant
designs and construction; project staging; small scale projects;
water dependent activities; recreational opportunities for
everyone; comprehensive planning;

• Resolution of railroad and highway problems;
• Provision for timely technical assistance in essential areas;
• Resolution of funding constraints;
• Development of private sector incentives to provide public

access;

• Improvement of Federal cooperation and coordination.
This analysis has served as the centerpiece and guide for the Sierra
Club in framing and developing a national waterfront program.

Program Intent

The Club program developed was for concentrated waterfront process-
planning in three cities with different character and problems. Organ
ized with a modular approach, this program would allow expansion in the
years ahead to other cities. Careful documentation of project exper
iences permits project duplication by other organizations as well. The
funding agencies have viewed this program as a prototype program to
address adequate involvement of all sectors of the public, along with
different levels of government and concerned agencies to resolve con
flict. Our initial three-city program for a two-year period was
narrowed in time and extent due to 1981 slashes in Federal agency bud
gets. Rather than being funded at $220,000, we are operating with
$55,000 from several agencies (Economic Development Administration pass-
through funds from Environmental Protection Agency and Department of
Transportation)and a grant from the National Endowment for the Arts
matched by $40,000 in kind from the Sierra Club.

These constraints forced selection of two cities near to each other and
to established staff. Staffing is limited to one coordinator-manager
(one-third time) and one advocate architect-planner (half-time). Addi
tional responsibilities are met by student interns and shared Sierra
Club office staff.

Selection Criteria for Cities

In addition to locating a waterfront project that appeared possible, it
was absolutely essential that the city have a sturdy Sierra Club group
with strong leadership. Also important has been locating a good polit
ical climate that shows interest in a successful waterfront project.
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In the future it is likely that the local community will need to raise
their own money to secure the technical assistance that is necessary
for their project.

The Local Planning Committee Structure

Local Sierra Club leadership with the advice of waterfront project
staff establishes a broadly representative Planning Committee to ensure
that all communication channels are opened. Included are members from
all sectors: business, labor, civic, neighborhood, consumer, and
environmental groups, as well as relevant government entities - in
other words, aJJ. interested parties. This is critical to the success
of the project, and we believe it can be accomplished better by a
citizen group than by government.

A local Sierra Club leader (volunteer) chairs this representative com
mittee, while the Club's project staff (coordinator, architect-planner,
and intern) act as staff to the Committee. As planning proceeds sub
committees may prove useful along with a steering committee to move
along more efficiently.

The Planning Committee Process

This committee of community and city-wide organizations convened by the
Sierra Club (with additional observers and resource people if advisable)
agrees to their plan of work; which is likely to include:

• development of baseline data regarding the site (some
probably provided by participants);

• development of design goals and development criteria
through committee consensus;

• development of alternative designs to achieve these goals
(designs to be realistic and financially feasible);

• consensus development of a preferred alternative, and
evaluation of other alternatives;

• negotiation with developers to reach agreement on a develop
ment plan as similar as possible to the preferred design
alternative;

• Implementation of early action on the project to show
immediate results.

Products of Each Process-Planning Project

The consensus concept plan for the waterfront revitalization project
will be designed, printed, and distributed in that program city. A
report is produced describing the committee process developed in that
city and the mechanisms used for resolving conflicts and achieving
consensus, so that this process can be replicated in other cities.

Concept plans of course differ significantly in each city, but basic
criteria will apply In all cases:

• The concept plans will incorporate a mixed-use development
approach with comprehensive planning for an appropriate mix
of commercial and industrial revitalization with some of the

following: water-borne transport, recreation, preservation
of historic or reusable structures, residential rehabilitation,
cultural preservation and enhancement, anti-displacement
strategies, varied human scale in development, waterfront
access, preservation of scenic opportunities, provision of
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mass transit and pedestrian amenities, preservation of open
space and natural features, flood hazard mitigation, energy-
conserving design, pollution control, freight delivery, and
infrastructure system design.

• Concept plans will be consistent with approved plans, including
CZM, TIP, TCP, SIP, RECRA, SCORP, Community Development, 208,
Energy Conservation, Flood Plain Management, and Economic
Development plans.

The Hew York Project

The Hew York Project site 1s 63 acres of abandoned and unused Pennsyl
vania railroad yard bordering the Hudson River between 59th and 72nd
Streets west of Lincoln Center. The developer's $1 billion proposal
for the site includes constructing 4850 luxury apartments, an office
tower, a 500-room hotel and public waterfront promenade. The prospect
of this size of development which would cut them off their visual
access to the river and markedly increase population density has had
the local community up in arms.

The New York Consensus-Building Committee ("Planning" Committee was
deemed a threat to a community committee) chaired by Sierra Club leader
Stephen Wilder has had the staff assistance of Neil Goldstein, national
Sierra Club staff, and architect-planner Dimitri Balamotis, Columbia
University faculty member. The Committee has outlined four goals for
their Hew York project design:

• Ensure sensible and convenient neighborhood access through the
site to the waterfront;

• Encourage mixed-use of new buildings;
• Develop a distinctive park design that emphasizes its waterfront

features;
• Accommodate the garment industry transportation needs by

converting the obsolete rail yards to a new freight-forwarding
facility.

Adherence to these goals has compelled Club planner Balamotis to reject
the developer's original plan and instead to promote a modified project
design. The major changes include lower highrise buildings, an under
ground transportation center, improved public access, more functional
commercial space, and better park design. These changes have been
incorporated in new design format along with analysis of space market
potential.

How that there is Committee consensus on apreferred design, the critical
challenge is to succeed in having the developer incorporate these
changes. Consensus-building in Hew York Is a monumental task, and it
has succeeded. The final outcome is up to the mayor and outside of
committee hands. However unless the developer does Incorporate the
most significant Committee changes, it is possible that local interests
will carry their issues to court and the developer would be stalemated.

The Buffalo Waterfront Project

The Club Buffalo Project covers miles of waterfront instead of blocks.
Once the wealthiest city in the country and a great rail and shipping
center on Lake Erie, Buffalo grain elevators, coal storage lots, piers,
and rail yards along the lakefront are abandoned. Heeded is a compre
hensive waterfront development plan to prevent conflicting waterfront
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uses and to enhance the good start already made with Buffalo's lakefront
greenstrip for bicycling and jogging.

The first Buffalo phase which began in October 1981 was a representative
sampling of current waterfront users who have been personally Inter
viewed In depth through a contract with the Environmental Study Center
of the State University of New York at Buffalo. As the results of this
survey are compiled, the local representative committee is being
organized. A local Club office has begun collecting the body of data
(including all past plans and ownership patterns) needed by the com
mittee as it explores the alternative project-specific sites and
approaches that could be appropriate for the overall Buffalo effort.
The Buffalo Committee will require considerable time to arrive at con
sensus on which site is most appropriate and then move on to more
detailed project-design for that site.

..The Future

Technical assistance, training assistance and publications to complete
the New York and Buffalo projects do require the raising of additional
funds and this effort is going forward. A committee training Handbook
which Includes waterfront guidelines will be produced by April 1981 and
made available to other interested parties.

The Sierra Club views local citizen activity and self-help to be espe
cially important at this particular time. Given the fiscal austerity
at the Federal budget level, the elimination or curtailment of so many
Federal programs such as EDA, CZM, HUD, UDAG, and HCRS, there will be
no general planning assistance nationwide that addresses appropriate
patterns for community growth. It is important for the Sierra Club to
offer national leadership in planning to local communities. At the
same time, the Club grassroots-network of skilled volunteers and local
leadership can work with national staff to carry on a positive national
leadership role as Federal programs fade. This Sierra Club pilot pro
gram on waterfront planning will test whether the Club's approach of
citizen-based, bottom-up planning can avoid the problems that have
plagued many waterfront development projects. We hope that we can
continue to raise the funds for completion of our national program and
that we pass the planning test.
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KUWAIT WATERFRONT PROJECT

AN INTERDISCIPLINARY APPROACH TO DESIGN

Michael F. Holland

In 1975 the Municipality of Kuwait held a competition among five
international design firms for the master planning and design of 21
kilometers of the Kuwait City Waterfront. Sasaki Associates was
chosen to prepare the detailed Master Plan and subsequently was
retained to prepare contract documents for the entire project.
Construction of the 6.5 kilometer first phase will begin soon.

The paper seeks to describe the integrated approach to the design of
the project, utilizing planning, design, science, and coastat
engineering disciplines. A key issue in the development of the
design basis for the Waterfront was the necessity to develop
sensitivity to the local cultural heritage and not to presuppose
"Western" values.

This paper describes the history of Kuwait's urban waterfront and
discusses the evolution of the waterfront as the City expanded from
a small harbor town of historical significance to a major Arabian
port of international importance. Emphasis is on the experience
gained Incorporating coastal environment factors into the design of
a large-scale shoreline alteration/reclamation project, creating
amenity/recreational uses appropriate to the particular cultural/
historical needs of Kuwait society.

Historic Perspective

Kuwait Is an Emirate of the Arabian Gulf about the size of New
Jersey, bounded on the south by Saudi Arabia and on the north and
west by Iraq. The head of state is the Emir, chosen by and from the
members of the ruling family, who exercises executive power through
the council of ministers. There is also a parliament elected by the
citizens.

Sasaki Associates, Inc.
64 Pleasant Street
Watertown, MA
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Nearly all of Kuwait is flat desert, sloping slightly towards the
Gulf from across a few interior hills. The annual rainfall of about
13 centimeters per year provides enough rain only to produce
temporary growth in the spring, leaving nearly all the land
naturally infertile. Underneath, however, lay rich and extensive
oil and gas fields which make Kuwait one of the world's largest
exporters of petroleum. Kuwait produces 6.6% of the world output,
and about 191 of the Kiddie East output.

The history of the State of Kuwait marks from about 1752 when the
City of Kuwait, Its capital, was established as a fishing village at
the northern end of Kuwait bay, near the site of the existing Slef
Palace.

Beginning in 1951, the Government commissioned a series of plans for
the renewal and development of the old city. Early plans included
an efficient roadway system within the old city and extending into
the new suburbs, but with few provisions for the development of the
waterfront except within the commercial port.

A multi-lane dual carriageway known as the Khaleej Al Arabi was
constructed during the 1970's. This limited access coastal highway
was built to a large extent on filled land and created the 21
kilometer long waterfront site which today is known as Kuwait
Waterfront Project. The site extends from the main commercial
harbor, Shuwalkh Port, on the west to the existing ferry terminal at
Ras Al Ardh on the east and encompasses nearly all the urbanized
areas of Kuwait City along Its length. Once transportation needs
were addressed, programs for redevelopment of the coastline became
the next priority.

In 1975 the Municipality of the Government of Kuwait sponsored an
International competition for design of the Kuwait Waterfront
Project. The concepts presented by Sasaki Associates, Inc. of
Watertown, Massachusetts in partnership with Ghazl Sultan, Architect
and the Kuwaiti Engineers Office of Kuwait City, were selected for
elaboration as a master plan study.

The Master Plan was presented to His Highness Shaikh Jaber Al Sabah,
the Emir of Kuwait, in July 1977. The Master Plan Final Report was
presented in December 1978. Subsequently, Sasaki Associates with
Ghazi Sultan and the Kuwaiti Engineers Office were commissioned to
prepare the detail planning, final design, and construction
documents for the project. At present, the first of 6 phases is due
to be awarded for construction to begin in 1982. The subsequent
five phases are in various stages of final design and bidding. The
entire project should be completely constructed by the late 1980's.

Master Plan Objectives

The concept of the master plan was to develop a special edge to
Kuwait City reflecting its Importance as a cultural, commerical, and
international center. The key aspect of the winning team's
proposal, and probably the reason for it being selected for
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implementation, was the cultural and environmental sensitivity of
the proposed plan.

Outlined In the Sasaki Associates proposal are:

1. Cleaning the waterfront edge and providing adequate shore
protection sympathetic to the natural phenomena of the coastline.

2. Providing recreational facilities appropriate to the physical
character of Kuwait, the natural environment of the Gulf, the
urban context of Kuwait City and the needs, desires and way of
life for the people of Kuwait.

3. Improving parking areas and providing protected walkways
bicycle-ways and pedestrian crossing of the coastal highway.

k. Establishing a design consistency to unify the waterfront zone.

5. Developing recommendations for landscape treatment In the use of
plant materials.

6. Identifying the infrastructure services that will be required.

7. Recommend Ing management methods for the proposed facilities.

8. Preparing cost estimates and proposals for implementation of the
project.

Study of Cultural Oata Confirms That Passive Recreational Facilities
Are Best For The Waterfront Project

Statistics from the 1975 Kuwait Census indicated a total population
of over 1 million residents. Over 50? of the population are age 20
or less, over 801 are age <i0 or less. Close to half of this total
population live in the area known as Greater Kuwait (Kuwait City and
its suburbs).

The large percentage of the population group of age 20 or less
Implies a significant need for neighborhood recreation facilities
for both active and passive activities indoors and out-of-doors.
The 20 to k0 age group have more mobility and are not so restricted
in their ability to use more distant facilities. This group prefers
both active and passive recreational facilities and will use local
and neighborhood parks as well as regional recreational areas and
parks. The 40 and older age group generally prefer passive
recreational opportunities but active opportunities should be
available for their use.

After considering the character, demographics of the project area,
other existing and planned recreational opportunities, and the
recreation requirements of the residents, our preliminary conclusion
was that the Waterfront Project should provide a variety of
recreation facilities, but that many of the more active recreation
requirements are best served by other existing and planned areas.
Thus, the waterfront project area should be considered as a special
component of a larger and comprehensive national recreational
system. This conclusion was reached and confirmed during the
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frequent and Intensive orientation work sessions in Kuwait working
with our consultants. We spent a lot of time on-site and around the
City and its neighborhoods and met literally hundreds of residents
in an attempt to understand the people, the culture and the place.
The various Government offices were also very helpful In increasing
our understanding of the City and the development directions.

While active recreational uses such as swimming and boating and
playgrounds are provided along the waterfront project, the major
design focus Is towards providing a pedestrian oriented, continuous
waterfront devoted to the more passive social and cultural
activities characteristic of the Kuwaiti culture.

In general, walking, sitting and talking are Important personal and
social recreational activites and were considered as major program
elements when planning for the project.

Seating in conversational groupings is provided at frequent
intervals along the project. Traditional Arabic "Oiwaniya" and
"Hala" seating is provided as well as "European" style seating.
These are good examples of non-western life style elements to which
the designer must be sensitive. The Oiwaniya, which is also a
general term to designate almost any place men congregate,
traditionally Includes wooden benches with seats that are extra deep
for sitting cross legged. Halas are curbed platforms where a small
group of people can sit and talk. Hany times a rug and cushions and
a picnic supper are laid out in the Hala. This atmosphere of
informal discussion is a major activity, and is very descriptive of
the life-style of the people.

Some of the other program elements Include:

A continuous pedestrian walkway/promenade.

Traditional Kuwaiti theaters.

Amphitheaters for public performance.

A Ohow museum complex (the Dhow Is the traditional Kuwaiti
fishing vessel).

An appropriate number of parking areas.

Lighting to enhance the use of the facilities in the evenings.
(Because of the climate the evening use of recreation areas
Is intensive in the warmer months.)

A major aquarium.

An island to provide a significant landscaped focal point from
afar and a large scale recreational park within.

Preservation of the existing dhow harbors and their uses.

Opportunity for fishing from the waters edge.

Sculpture and foundations and similar forms of public art.
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Scientific Oata on Coastal Processes Prepares
for Realistic Final Oeslqn

At the very beginning of the master plan preparation the need for
reliable data on coastal processes was identified. To this end,
Research Planning Institute, Inc. of Columbia, South Carolina was
retained to provide an understanding of the dynamic coastal
processes in order that the design of the shoreline aspects would be
in harmony with the natural forces that exist. The primary goals of
this work were to:

Gain insights into the erosional and depositional patterns in
the area.

Provide a data base for measuring shoreline in the future.

Obtain sediment and beach slope data necessary for planning
future beach nourishment projects.

Determine approximate rates of sediment transport on the beaches.

Provide preliminary recommendations for the design of shore
protection structures.

Determine the amount of fine grain sediment influx Into the
project area.

Additional information and Insight into the physical processes and
character of the near shore zone were provided by Hormandeau
Associates, Inc. of Bedford, Hew Hampshire. These services included:

A detailed bathymetric survey along the entire project site.

Side scan sonar survey of the Kuwait harbor bottom within the
project limits.

A hydrographic survey of 3 stations of the coast within the
project area.

A survey of bottom sediment texture of the near shore zone
within the project limits.

. . A survey of suspended sediment distribution of Kuwait Bay.

Field observations and measurements by both consultants were made at
various times during the period 1976-1979. The detailed results of
the studies were presented in the "Beach Process Study" and
"Hydrographic and Sedimentological Baseline Studies" reports of the
master plan final report. Additional data was presented as part of
a more extensive final report by RPI completed during the final
design and numerous smaller studies undertaken during the final
design process.

The decision to obtain accurate data from coastal processes early in
the master plan development made the timely design of the actual
shore protection structures and designs possible. The transition
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from master plan to final design and preparation of documents was
made possible with little delay because the required data was
already at hand.

It was concluded that, in general, dynamic processes along the water
front project are weak. Final values for the design wave along the
coast varied from about 2 meters in the more protected areas to 2.5
meters wave height in the most exposed areas. Calculated long-shore
transport rates were also quite low, with the largest net transport
for any station being 9600 metric tons per year (as compared to over
100,000 metric tons per year on the South Carolina coast for
instance). The studies identified the fact that although the wave
conditions are relatively low in energy, storm waves were already
beginning to erode parts of the recently constructed edge. An
important part of the final design of the waterfront was to design
adequate and low maintenance types of revetment and shore protection
devices.

A geotechnical study of the waterfront project area was also
prepared during the master plan effort. This work was done by
Geotechnical Engineers, Inc. of Winchester, Massachusetts. The work
included a review and synthesis of existing Information about the
geology of Kuwait with particular respect to sources of natural
construction materials, a review and synthesis of existing
information about subsurface conditions along the waterfront and
reconnaissance of the waterfront and near shore intertidal area.
Based on information developed during this study, there appeared to
be no major foundation problems which would significantly affect
Implemenation of the project.

The Master Plan Design Process - Combining Coastal
Engineering With Urban Waterfront Oeslqn

The preparation of the Master Plan Design of the waterfront project
area was accomplished as an interdisciplinary team effort, allowing
close integration of heavy coastal engineering structures with the
urban design elements of the on-shore construction. The resulting
product Is a design sensitive to the aesthetic and cultural nature
of the site, but designed to resist the natural coastal forces.

The complex process of integrating the various design and scientific
disciplines Into the final master plan recommendations was
accomplished in a series of meetings, using visual references for
the teams's discussions. All cultural and physical forces impacting
the waterfront were summarized visually, and the design team worked
to interpret these factors in their design concepts. Civil
engineers, landscape architects and land planners used these factors
as guidelines in preparing the linear design geometry and urban
design elements that also served as shore protection works, and
coastal morphology.

Sketches in the final report show how the master plan interprets the
conditions along the waterfront and illustrate some of the
preliminary design ideas.
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Comprehensive Master Plan Allows Efficient and Environmentally
Responsible Final Oesion ' "-Responsible Final Oesiqn

Applying an interdiciplinary team approach to the project, Sasaki
Associates developed the concepts and coordinated all design
services for a waterfront redevelopment project that successfully
integrates heavy coastal engineering reguirements with the design of
a visually pleasing and functional urban waterfront park, providing
a wide range of public amenities and recreational facilities while
protecting and stabilizing the Kuwait City shoreline.

Design services include beach nourishment, shoreline protection
works, development and dredging of harbors, new marinas and
artificial islands, numerous passive and active recreational
facilities, and a circulation network of roadways, bike and
pedestrian paths, parking lots and supporting utilities.

At the time the master plan was delivered and accepted and the team
headed by Sasaki Associates was commissioned to prepare the final
design and contract documents for the entire waterfront project, the
need for additional survey work, test borings, and advice on coastal
processes was identified. A borehole and survey was set up and
supervised by Sasaki Associates. RPI was also retained as shore
protection consultants during the final design process. Cyril
Galvin, another respected coatal engineer, was retained to assist in
the development of the final design of the shore protection details.

During the borehole and survey contract, it was discovered that the
beach rock material which was planned to be used as a rock armor
material for primary revetments had such a low unit weight (about
132 lbs. per cubic foot) that it was decided that it was not
possible to use it for primary revetments.

Much of the intertidal zone along the project area is underlined by
this material called "beach rock" described as "strongly cemented to
cemented light brown to light grey fine to medium to coarse sand
with some fine gravel and shells, numerous voids." This material,
which is as much as a meter or more thick in many areas, has been
mined in the near shore area, extensively in some places and used as
a revetment material along the current coastline. The master plan
points out that the exploitation of the intertidal zone for this
rock material has left some areas of the coast open to wave attack
because of its removal. Beach rock Is no longer mined from the
intertidal zone because of this reason.

The master plan designs had relied heavily on making use of the
beach rock as a primary revetment material. However, due to its low
unit weight, beach rock was only specified for use in final design
for revetments behind permanent beaches or In similar protected
areas. The master plan had anticipated removing the beach rock In
major fill areas for use in revetments. (There are large areas of
existing beach rock area revetments along the coast now, although
these revetments are of improper design, and are failing in many
instances). The low unit weight of the beach rock was, however,
identified early in the final design process and it was possible to
consider alternative materials.
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In concert with the Municipality of Kuwait, design and construction
sections and the Kuwaiti Engineers Office a trip was made to the
Gulf States to identify sources of suitable rock material. Quarries
were Identified in Ras Al Khaymah and cost estimates were obtained.

It was further determined that the use of concrete dolos would also
be cost effective and would provide some relief to the rather lengthy
stretches of rock revetment in some areas. An early contract for
the fabrication of precast concrete dolos was tendered by the
Municipality and its consultants so that one ton and 1.5 ton dolosse
in the appropriate quantities would be available at the time of
construction. These units are now in production.

Based on coastal studies, various modes of beach and shoreline
protection devices along the coast, ranging from sand beach
stabilization where the least severe wave and current actions occur,
to the use of heavy-weight armor to protect areas subject to maximum
erosion and severe conditions were specified. Vertical walls have
been avoided except where required for special uses, in keeping with
the harmony of the flat coastal environment. Groins and other
coastal engineering works double as amenity design elements.

An artificial island was proposed off the coastline, with one edge
serving as a breakwater and promenade, protecting, a self-flushing
tidal lagoon which offers a protected beach area and the setting for
a major theme recreational park.

A new yacht basin has been designed to accommodate 300 boats ranging
in size from 10 to 30 meters in length. The configuration of the
basin gives the best orientation to boats entering and leaving and
is designed to minimize internal wave action. Rock revetments are
used for jetties and breakwaters to absorb the severe wave
conditions and protect the harbor. Vertical bulkheads in
combination with stepped edges have been placed strategically to
develop pedestrian promenades and sitting places In close contact
with the water.

Summary

As designers, landscape architects, engineers, and architects we
have tried to create an environmentally sound built environment that
supports the traditional and culturally important social forms in a
place and time where the rate of change is overwhelming.

The State of Kuwait has made a definitive statement about its
attitude towards public access to the coastal zone that few nations
can match. This project presents an uninterrupted 21 kilometer
public waterfront encompassing the major urbanized area of the
capital city of Kuwait.

The care and attention paid to history and tradition combined with
the thorough and interdisciplinary approach to shore protection and
waterfront design, have produced a progressive statement in coastal
zone utilization.
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A COMPARATIVE ANALYSIS OF PORT POLICY

IN THE UNITED STATES AND GREAT BRITAIN

Alfred G. Cuzan

Ports constitute large bundles of goods and services associated with
shipping: safe anchorage, loading or unloading of cargo and passengers,
ship service and repair, transit, etc. The division of labor between gov
ernment and private industry and between national, state and local offi
cials, constitutes the political economy of a port. The United States and
Great Britain share differences and similarities in this respect, which are
analyzed here.

During the last century, but particularly since the end of World War II,
port technology has undergone a "revolution." The industry has shifted
from labor intensive to capital intensive methods, from break-bulk cargo
to containers; from bags and drums to ships specializing in bulk commodi
ties like coal, sugar, fertilizers, grains and oil; from general to spec
ialized terminals; and from the central city to suburbia and industrial
parks away from the old "downtown."

These technological developments have taken place within an institutional
framework of private firms and governmental bodies at all levels. In
both Great Britain and the United States the port industry was developed
largely by private investment during the 19th century, particularly by
the railroads. With the coming of government regulations and nationali
zations the railroads abandoned the port industry. Ports became public
authorities, municipal departments and other creatures of state and local
governments. But terminal facilities, particularly those catering to
specialized cargo, are still largely under private ownership or operation.
In the United States, 60 percent of all terminal facilities are privately
owned.

University of West Florida
Pensacola, Florida
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The stagnation of ports in Great Britain and the United States by local
and regional or state bodies has been characterized by relatively ineffi
cient use of capital. The return is, for most ports, close to zero. Too
much has been invested in the Industry by government bodies and private .
Investors offered special inducements by tax laws. Experts in both coun
tries tend to argue that there are "too many" ports, that the scale of
operations 1s often too small, that large facilities are either congested
or under-utilized, and that large economies could be introduced through
consolidation, differentiation and specialization.

But legislation and regulation at all levels have tended to discourage
efficiency in response to organized political pressure by special Interests.
Labor unions, port staff, city governments, chambers of commerce and
other Interests desire, lobby for and obtain protectionist policies and
subsidies for particular ports.

In an attempt to overcome "parochialism" 1n the Industry, national policy in
both countries has aimed at establishing, extending or consolidating central
control over ports. In Great Britain this has been done directly through
the Ministry of Transportation. In the United States this has been accom
plished indirectly, as a result of environmental, commercial and transporta
tion policies not exclusively directed at ports.

In both countries local bodies have resisted central take-over while simul
taneously lobbying national or state officials for subsidies and privileges
of various kinds. The subsidies necessarily introduce national politics
into ports, however, Including bureaucratic controls. Local port autonomy
in both countries has declined substantially, particularly during the last
decade.

Central control, however, is unlikely to eliminate port inefficiencies in
either country. National politics are no less responsive to special in
terests and national officials are just as likely as local ones to sacri
fice economic efficiency for electoral or personal advantage. British
management of the coal and steel industry and federal reclamation and
flood control projects in the United States are telling examples.

What Is required for greater port efficiency is a reversal of the policies
implemented over the last century. Greater privatization and less public
subsidy of and control over terminal facilities are necessary for greater
efficiency. This would require closing down inefficient terminals and con
solidating general cargo into larger regional "super-ports" serviced by
smaller feeder ports. This would make redundant port facilities available
to other uses, including housing, industry, tourism, recreation, and aqua-
culture.

Local or state governments could raise substantial amounts of money by
selling or leasing excess or underutilized port assets, particularly water
front land and buildings. By passing to private hands, this wealth would
be added to the tax rolls, yielding additional revenues that could be
spent on schools, police, parks, recreation, streets, and other services
of greater value to local residents. The financial plight of many a
municipality or state might thereby be relieved. If only for this reason,
this proposal should receive serious consideration.
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LYNN'S DOWNTOWN WATERFRONT

A PROTOTYPE FOR MIXED USE REVITALIZATION

John Adelbere AIA, AICP

As we move from the 70's into the decade of the 80's, downtown
waterfronts have emerged as important targets of public and private
revitalization. The formula for large cities such as Boston and
Baltimore has been to create sparkling commercial attractions on
their waterfronts. For smaller communities, a model is Lynn,
Massachusetts, which Is forging a mixed-use recreational,
industrial, residential waterfront rebirth, captitalIzing on Its
coastal environment.

Lynn's waterfront thrust Is part of a "grand strategy" of economic
recovery of this former shoe industry capital. A city of 75,000,
Lynn still has an industrially based economy, but a shortage of land
for industry constrains development. Diversification of industry
and the reclamation of its physical environment are the keys to
Lynn's economic recovery. Lynn sees its under-used waterfront as a
major resource in achieving these goals.

Marshalling a combination of expertise in planning, funding and
marketing the City is making strategic public improvements and using
Incentives to remove the physical and financial impediments which
have inhibited waterfront development. At the head of the Inner
Harbor close to downtown, a State-funded Heritage Park will be built
on a now-vacant peninsula. Linked directly with the Park will be a
privately developed condominium/commercial project and a 600-slip
public boat basin. Just south of the Heritage Park Harbor project
area, a former sanitary landfill and tank farm gradually will be
transformed into an 82 acre waterfront industrial park and port for
marine-related and high-tech employers.

An intricate public-private management and financing arrangement
weaves these project elements together Into a highly interdependent

Sasaki Associates, Inc.
64 Pleasant Street
Watertown, MA
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fabric. Federal, State and Local funding programs, Including HUD
Urban Development Action Grants (UDAG), EDA Grants, Coastal Energy
Impact Program loans (CEIP) HCRS Grants and Community Development
Block Grants are fundamental to overall economic feasibility. These
public sector assistance programs will put the basic infrastructure
and amenities in place and reduce the burden of heavy site
improvement costs from the private developers of these projects.

Public Sector Leadership a Key Ingredient

There are hundreds of Lynns' across the U.S, - dozens in the
northeast - depressed industrial cities plagued with unemployment,
deteriorating buildings and a shrinking tax base.

But like only a very few of its counterparts, Lynn's rebirth has
begun. Due to a combination of unique circumstances, which seem to
coalesce in certain communities at a propitious moment In time,
there is now in Lynn a mood of optimism and a new-found ability to
get things done. Among the most significant of these unique
circumstances has been the emergence of effective public sector
leadership at the local and state levels.

In spearheading the waterfront development, the dominant figures for
the City are its popular and politically powerful mayor, Antonio J.
Marino and a hand-picked trio of department heads who together,
constitute a "development cabinet" at the local level, managing the
twists and turns of the city's planning and development process.
Schooled in the fine points of "grantsmanshlp," these public
officials have had a great deal to do with Lynn's recent success in
attracting some $30 million dollars in federal funds. Also
important was the promulgation of a comprehensive urban growth
policy by the State under the leadership of former Governor Michael
Dukakis. Stressing rehabilitation of the older urban centers of
Massachusetts, the policy is backed by various incentive programs
and state funded public improvement projects. The present state
administration under Governor Edward King has for the most part
continued this commitment.

These strong and enlightened public policy initiatives have
encouraged Lynn's citizens and its business community. The private
investment commitments to development In the waterfront projects are
almost entirely locally based. For a community which witnessed the
loss of one third of its population and one third of its
manufacturing in three post-war decades, this demonstration of faith
in the City's future is a testament to the effectiveness of its
public sector leaders.

A One Industry Town is Vulnerable

Lynn's economy has historically been dependent on the manufacturing
sector; in the first half of the century, the footware industry.
The long-term and Increasingly rapid deterioration of this sector
has had a most severe impact because of the City's dependence on it.

The employment structure of Lynn is dominated by one firm, General
Electric, which came to Lynn in the 1890's. Of the 31,879 Lynn
residents employed In 1975, 52.3* of the labor force was employed in

68



the manufacturing industry, 37.6% by General Electric alone, while
shoe related manufacturing employs only 6.0% of the labor force.

Lynn's strong dependence on manufacturing made its employment
extremely vulnerable to changes which occurred in its industrial
base after World War II. Construction of Route 128 and other major
highways encouraged the development of office parks, 'industrial
parks and shopping centers in suburban areas and shifted economic
activities away from older urban areas. This shift coupled with the
decline of the shoe industry, resulted in the deterioration of
Lynn's job base to the extent that one third of the city's
industrial employers vacated Lynn between 1965 and 1978.

These trends have produced a high unemployment rate, erosion of the
tax base, disinvestment and residential out-m!gratlon. Lynn, from a
high point of 105,000 in 1945, recorded a 1980 population of about
75,000. This population is down 33% from 19*t5 and is considerably
below the 1910 level. The bulk of the population loss occurred in
the upper and upper-middle income groups—those with the highest
economic mobility. The loss of residents in these income categories
has altered the socio-economic profile of the city from one which
spanned the spectrum from poor to wealthy to that of a lower and
middle-income/blue collar city.

The changed population profile is also manifested by a deterioration
in the quality of housing and neighborhoods. Eighty percent of
Lynn's housing stock was constructed before 19*l0- While a number of
new low and moderate income housing units have been added through
Community Development activity, there Is insufficient attractive
upper-income housing.

Strategy of Diversification and Physical Change has Waterfront Focus

To confront the impact of this severe economic decline the Mayor,
his agency officials and the City Council for the past six years
have been putting together a strategy for adjustment and recovery.
The strategy is both short range to address Immediate problems, and
long range to achieve the needed structural changes to Lynn's
economy and physical environment.

In broad-brush terms, the strategy includes the following objectives:

Retain existing Jobs and strong businesses in Lynn whenever
possible.

Revitalize the footware industry in Lynn through the
formation of an industrial collaborative using fully
renovated space In its historic location. The downtown
loft building complex.

Find new sites for viable industrial users now in the loft
building who need different kinds of space.

Attract new Industries to Lynn which can take advantage of
the available labor force. For example; fish processing,
marine-related industry and port facilities.
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Gradually diversify and broaden the manufacturing sector to
eliminate the dominance of a single industry type and to
emphasize growth sectors of the market.

Re-attract to Lynn a middle and upper income population by
providing employment, housing, recreational and
"guality-of-life" opportunities appropriate to this
population group.

Inexorably, the City has turned to Its harbor In its search for
solutions. With more than 90 acres of vacant or underdeveloped
land, the waterfront is perhaps the only large and relatively
unencumbered tract remaining in Lynn. Its present Industrial zoning
designation allows the needed planning flexibility and its location
and environmental advantages for mixed-use development are without
equal in the City.

Heritage Park And Loft Building Rehabilitation

Most thinking about the waterfront reuse focused on the inner harbor
where Lynn's earlier industrial development was concentrated.
Within easy walking distance of the Central Business District, and
consisting of mostly vacant fill, the strategic value of this sector
of the waterfront was obvious.

Undoubtedly one of the most Important catalysts for the
revitalization of downtown, and the planning of the waterfront, Is
the proposed improvement of rail rapid transit between downtown
Boston and the center of Lynn. In a very real sense all the
revitalization projects in Lynn can be thought of as either
dependent on, or supportive of the transit upgrading. A multi-mode
terminal to be built in Lynn Center will contain a 2000 car parking
garage to serve commuters, shoppers, employees and visitors, thus
affording an unprecedented level of accessibility to Lynn from the
metropolitan region.

By the time the extensive preliminary feasibility and impact studies
for this rapid transit improvement were completed In 1978, a large
body of data, analysis and alternatives for dealing with downtown
Lynn had been compiled. The City was proceeding with a downtown
pedestrian mall project, and discussions with potential developers
were being held regarding their interest in recycling certain of the
old shoe loft buildings for housing. Individual opportunities for a
downtown/waterfront development program were generally perceived but
the overall plan which tied the pieces together did not exist.
Then, in the summer of 1978, Washington announced a major new urban
program; the Urban Development Action Grant, or, UDAG.

In Lynn, as in many other distressed cities, the UDAG program was
siezed upon as the way to attract development. The City retained
Sasaki Associates, Inc., a multi-disciplinary planning and design
firm based in Watertown, Massachusetts with extensive experience in
waterfront work, to prepare a specific development plan which
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integrated these diverse elements and programs and tie them into a
neat UDAG package.

The Sasaki plan is distinguished by a unigue concept for linking the
proposed transit terminal with the waterfront. A continuous upper
level walkway penetrates the existing shoe loft structures in Its
route to,the water. The walkway unifies the entire project area and
overcomes the barrier imposed by the Lynnway, a 6-lane at grade
roadway which now effectively blocks pedestrian access to the
waterfront.

Sasaki's planners also programed the harbor area, for a public
waterfront park, a commercial/condominium development and a pleasure
boating center.

Since UOAG funding was received only for the shoe loft adaptive
reuse portion of the plan. The City's development team was quick to
take advantage of a new program at the state level which would fit
nicely with Lynn's plan for a waterfront park.

The Heritage State Park program (HSP) was first authorized by the
Massachusetts State Legislature In 1979, providing $20 million
dollars to be spent in six cities in the Commonwealth to create
historic interpretive parks which are also focal points for major
private Investment.

Based on Sasaki's waterfront park concept, a $5*5 million dollar
authorization was allocated to Lynn. The Heritage Park is also
eligible for an additional $1 million dollar grant from the former
Heritage Conservation and Recreation Service (HCRS) of the
Department of Interior.

In addition to these funds the City has applied for and will receive
a $1.7 million dollar loan from the National Oceanographic and
Atmospheric Administration under the Coastal Energy Impact Program.
This loan will be paid back from receipts to be generated from the
private development portions of the Heritage Park project, not from
a City appropriation or bond issue. The loan will provide the
additional amount needed to make the private development site ready
for construction. This will Include filling, buikheading and
possibly some pier construction. Slip rental revenues from the
public boat basin wilt be used to repay the CEIP loan over 20 to 30
years.

Design and construction of the public park portions of the project
will be controlled by the State's Department of Environmental
Management. However, because of legal constraints on the State
regarding property acquisition, the Lynn Economic Development and
Industrial Corporation (EDIC), a local non-profit development
corporation will provide the legal means to acquire and transfer the
properties that make up both the public and private elements of the
Heritage Park project.

The actual funds for land acquisition, however, are being
transferred to the EDIC from the original state bond authorization
allocated for the Heritage Parks. Ownership of the Park will be
held by the EDIC until it has been substantially completed. At that
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time the public land will be transferred back to the State. In this
way there is no cost to the City for land acquisition.

For the private development portion of the project the EDIC will
operate In a fashion similar to that of a local redevelopment
authority. The EDIC will sell this parcel to the selected private
developer. The selling price must include the cost pf land
acquisition plus other costs such as relocation, administration and
site preparation which were paid for through the transferred State
HSP funds.

Following specific design and development guidelines established by
the City, the developer will build 100 condominium units clustered
around the public boat basin. Restaurants, shops and a chandlery to
serve the boats docked there will be included. Ownership of the 160
slip boat basin will be retained by the EDIC, who will lease it to a
private operator.

The interrelated public-private funding and management arrangements
of this project, as well as Its highly mixed-use nature make it one
of the most interesting and innovative effors currently underway -
certainly in Massachusetts if not the United States.

When completed, it will put into place the major environmental and
"quatity-of-life" elements of Lynn's overall strategy.

Waterfront Industrial Park

In considering its options for accomplishing industrial expansion
and diversification, the City focused attention on an 82 acre tract,
with more than 4,300 linear feet of frontage along the outer harbor
flats. Perhaps the largest single parcel of industrially-zoned land
remaining in Lynn, the site was created by the filling of a salt
marsh during the 18th and 19th century and by harbor dredging and
buikheading during the 1930's. Although magnificently located with
respect to the water and less than a mile from downtown, the site
has lain fallow; serving as the corridor for an Electric Company
high tension transmission line and as a sanitary landfill.

Subject to a variety of Ill-conceived development proposals in
recent years, including a power plant and a containerport to serve
the Greater Boston area, the City moved to acquire the land by
eminent domain from the Massachusetts Electric Company in 1977. The
EDIC was actually created for this project by a special act of the
legislature as the vehicle to acquire and resell the land to private
developers. A local development syndicate called America East came
forth with a proposal for the creation of a marine industrial park,
based largely on fish processing. In 1978 the EDIC entered Into a
development agreement with America East and approximately 65 acres
was transferred to the syndicate for development In accordance with
an approved plan. The City also acted to secure a commitment from
the State Division of Waterways to lengthen, widen and deepen the
existing Municipal Channel in order to service the wharf facilities
to be developed by the various processing plants. By early 1980,
America East had cleared the major environmental hurdles and had a
firm agreement with the Gloucester Shrimp Co. to begin construction

72



of the first phase of a large fresh and frozen fish processing
plant.

At the same time pressures were mounting to take some action to
assist several local firms who needed larger facilities and would
move elsewhere if they could not be accommodated in Lynn. Acting
quickly, the EDIC decided to incorporate an adjacent 16.5 acre
parcel into the project area; and, using the firm commitments of
seven private companies, including Gloucester Shrimp, directed
Sasaki to submit an application to HUD for a second UDAG to fund the
construction of access roads, utilities and other infrastructure as
an early action phase of the project.

Working in a multi-disciplinary team with engineering consultants,
State Coastal Zone Management people, and architects, Sasaki
established site criteria for buildings, parking, parcel sizes and
infrastructure. The plan which emerged deals with a number of
extremely difficult site conditions Including; poor soils, the
relocation of the high tension line, abandonment of a maze of
unneeded sub-surface utilities, sanitary landfill closeout, land
acquisition, lack of roads. These and a host of similar problems
makes the infusion of front end money critical to the projects'
feasibility and success.

The approved HUD grant was $2.7 million against a committed private
investment of $11 million ... a leverage ratio of nearly 5 to 1.

Conclusion! In an Era of Fiscal Restraint New Approaches to Front
End Financing are Needed

For the smaller, economically, hard pressed cities of the northeast,
diversified, mixed-use waterfront development programs may be the
best course. They add jobs, revenues, housing and recreation; an
appealing package to elected officials and the public alike. They
can preserve or restore the environment of the urban waterfront

while allowing for balanced and environmentally sensitive
development. They can contribute to the economy of the area through
the development of special facilities which will attract, visitors
from the outside. They can return marginal or abandoned land to
productive use for public and private purposes.

Unfortunately, planners, elected officials and coastal zone managers
elsewhere cannot be sanguine regarding their ability to fully
replicate Lynn's present success and bright future prospects in
their own communities. Lynn has leaned heavily on the use of
federal and state assistance In Its waterfront development
strategy. In this respect its achievement truly reflects the
philosophy and emphasis of the 70s. Now under "Reganomics", these
monies either are no longer available or have been reduced
substantially. However, the experience in Lynn and elsewhere
suggests that the difficult site conditions which necessitate these
heavy front end investments are quite typical of most urban
waterfront locations

Government, especially at the State level, will have to draw on its
full creative powers in legislation, policies and, in financing if
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Its traditional role of encouraging and smoothing the way for
private investment is to be maintained.

Postscript

On Friday, November 27, 1981, downtown Lynn was struck by a
disasterous fire which destroyed most of the old shoe loft buildings
being renovated for housing and industrial reuse as described in the
above paper.

A few days after the fire, the President declared Lynn to be a
federal disaster area. The enormous task of rebuilding has already
begun, but six years of planning and nearly 500,000 sguare feet of
usable floor space have been lost.
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