
The boulevards designed by Haussmann, had a big influence 
on the Paris we know today. This change in Paris happened 
in 1852 when Napoleon III became emperor and wanted to 
reconstrued Paris. At that time, the center of Paris was crowded 
and existed of narrow streets without any greenery related to 
the medieval city. The reconstruction of Paris existed of four 
main elements; the boulevards which needed to connect the 
center of Paris with the suburbs, constructing underground 
water and sewer systems under the new streets, renovating 
the existing parks, and creating new public buildings and 
marketplaces.

The influence of Haussmann on the city 
Paris

Map of Paris, 1870 — Drawing by Author
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The nineteenth-century boulevards 
were part of the urban planning of 
the city and followed the character of 
the ramparts; wide-open streets, with 
tree lines on it, distention between the 
different traffic roads, and associated 
with pleasure and entertainment. But 
the purpose of the new boulevards 
was to open up the existing city and 
create a connection between the old 
and the new urban development. 
Also, the physical form of the 
boulevards was converted into a more 
modernized style. Haussmann added 
paved roadway surfaces and raised 
curbs and developed three different 
types of boulevards. Haussmann did 
not give formal names to them, but 
later, people gave them three different 
names; the center-median boulevards, 
the boulevard street, and the multiway 
boulevard.20 The main difference 
between the boulevards is the number 
of roadways. By understanding the 
origin of the boulevard, it will allow 
us to interpret boulevards around the 
world. 

Three types of boulevards, Haussmann — Drawing by Author

Center median boulevard

Boulevard street

Multiway boulevard
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The design of the new boulevards, which generated more 
daylight and air in the streets, together with the freshwater 
and sewing system, improved public hygiene in the city.21 The 
design of the boulevards is not only enhanced the social aspect 
of the city by creating more greenery and public areas but also 
improved the general health of the people. 

With the new boulevards, the social and architectural structure 
of the city changed. The apartment buildings connected to the 
boulevard were regulated to six-story height, with uniform 
facades, and cafes and restaurants would occupy their ground 
floors. The people sauntered through those streets to eat and 
drink. At night the brightly lit wide, tree-lined sidewalks were 
filled with a constant parade of people.22 Besides this, the 
boulevards were also connecting different public functions of 
the city with each other. So united the now called boulevard 
Avenue Foch the monument Arc de Triomphe with the newly 
designed park located at the border of the city. This shows how 
urban architecture can influence the use of the public areas.

In seventeen years, six hundred thousand trees were planted, 
and tow thousand hectares of parks and green spaces were 

created in Paris. These parks established public space for both 
the rich and the poor.22
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The painting of Pissarro represent the use of the boulevards in 1897
Paris, France
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Boulevards played and still play a significant role in Paris. 
The Avenue de la Grand Armée is analyzed to create a better 
understanding of how Haussmann designed certain boulevards 
in Paris. This boulevard can be seen as a multiway boulevard, 
which exists on one main road and two side streets. 

Some critics have argued that many boulevards were 
deliberately cut through the working-class district to break 
up and encircle areas of political resistance. Arguing that the 
streets weren’t created for the people but to control the people. 
On the other side, Marshall Berman calls the boulevards ‘the 
most spectacular urban innovation of the nineteenth century, 
and the decisive breakthrough in the modernization of the 
traditional city’ because they ‘opened up the whole of the city, 
for the first time in its history, to all its inhabitants.’ He extends 
his argument that the boulevards created a new economic, 
social, and aesthetic bases for bringing enormous numbers of 
people together.23

The boulevard in Paris
Avenue de la Grand Armée, Paris (France) 
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Migration of the boulevard

Later, boulevards were also migrated to major cities in 
Europe, the United States in the early 1900s, and to Asia, 
India, and Central and South America into the 1940s24. In the 
case studies, different countries will be used, to evaluate the 
different use of the boulevards around the world, and to see 
how the street typology of the boulevard changes.

Brooklyn was the first city in the United States that build a 
system of multiway boulevards. By 1860, Brooklyn was the 
third-largest city in the United States – after New York and 
Philadelphia. The city existed in a grid structure which was 
created in 1839. This grid created a functional and pragmatic 
city center.25 A few years later, in 1860, the government 
decided to build a large public park, which would be similar to 
Central Park in Manhattan. Olmsted, Vaux, and the company 
were appointed to this development in 1865. Frederick Law 
Olmsted was a landscape architect who also designed Central 
Park in Manhattan. The park they created was called Prospect 
Park and was supposed to become the centerpiece of the city 
of Brooklyn, which would also include a number of multiway 
boulevards, which were called parkways by Olmsted and 
Vaux.

The vision of Olmsted and Vaux about Prospect Park also 
directly included the boulevards as entrances to the park. They 

Map of brooklyn, showing the designed boulevards
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saw the boulevards on a scale that was not existing yet – far 
more extensive than those created for Paris and Barcelona. 
Their parkways plan proposed an extensive system of parkways 
weaving through Brooklyn and extending all the way to the 
countryside. This system of parkways would connect Prospect 
Park with Central Park and other parks that were not build yet. 
Overall, their proposed method of parkways covered an area 
of more than eighty square miles.26 

Olmsted and Vaux described the parkway system as ‘‘a series 
of ways designed with the express reference to the pleasure 
with which they may be used for walking, riding, and the 
driving of carriages; for rest, recreation, refreshment, and 
social intercourse.’’27

The European boulevards influenced the parkway designed by 
Olmsted and Vaux. However, they wanted to create less urban 
boulevards like the European ones but a more parklike and 
suburban boulevard.28 This is visible in the section.
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Migration of the boulevard 
Eastern Parkway, Brooklyn (America)

The parkway vision of Olmsted and Vaux got never built. 
Only two parkways, Eastern Parkway and Ocean Parkway got 
constructed between 1870 and 1987. The Ocean Parkway was 
a connection between the Prospect Park and the beaches of 
Coney Island. The Eastern Parkway, the one that is used for 
the case study, was designed as the northern entrance to the 
Prospect Park, with an overall open space, and was extended 
two and a half miles into the city center. Both parkways were 
built 3 meters wider than the Avenue Grand Armée. This 
was a big difference with the average Brooklyn street, which 
was around 18 meters wide.29 Different than the boulevards 
in Paris, Olmsted and Vaux visualized single-family houses 
on large plots next to the parkways, and a uniform building 
setback of 9 meters was required, filled with greenery.30

After Brooklyn, the parkways designed by Olmsted and 
Vaux also immigrated to a number of other cities in America, 
including Buffalo, Boston, and Louisville.31
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The boulevards have a wide street layout where space is 
created for carriages and separated areas for the pedestrian. 
This creates a structure on street level, but because of this 
structure, it is possible to have an increase of optional and 
social activities at the pedestrian areas. Greenery is used to 
increase the liveability of the street and the city. 

Character boulevards
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Cars started to occupy the street around 1930, when American 
engineers began building urban highways. But also in Europe, 
the street was transformed from a public space of everyday 
use to a street that was mainly occupied by the movement 
of vehicles.32 This change had an influence on the existing 
multiway boulevards which got reconfigured, as the central 
roadway was widened to create more space for the car. Towards 
the twentieth century, the design of the streets got more based 
on the ideas of separation, pedestrians and vehicles were 
divided from each other. Traffic movement, speed, and high 
volumes became the priority on the street, which did not take 
into consideration the slower-pace life that took place.

This change is also visible at many boulevards that were built 
way before the invention of the car. Also, the boulevards in 
Paris became car-oriented streets, where the pedestrian areas 
had to create a place for the vehicle. 

The influence of the car
Boulevards
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The multiway boulevard was the type of boulevard that was 
used the most during the mid- to late-nineteenth century. 
Because the multiway boulevard had a separate vehicle 
roadway which could be used for different types of vehicles, 
it was adaptable to the change of traffic use. In the second 
half of the nineteenth century, the traffic activity was changing 
rapidly. The amount of wheeled vehicles doubled and the 
carriages were improved to get faster. At the same time, the 
slow-moving commercial wagons made more stops, and the 
amount was increasing as well. However, walking was still 
the main mode of transportation. In the 1880s, bicycles got 
involved in the traffic, and 20 years later also automobiles were 
taking their places on the roads. The multiway boulevards 
were adaptable to all these different traffic transport.33 Because 
of this adeptableness it is possible to explain why we can still 
see the structure of the multiway boulevards around the world. 
And it is the reason why variations of the boulevard are still 
made and used all around the world.

Multiway boulevards
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The boulevard in Paris also got through a transformation after 
the invention of the car. The center roadway made a place 
for fast automobiles in 1910.34 The avenue was designed as 
a multiway boulevard, which made it easier to separate the 
quick and the slow traffic from each other. However, as visible 
in the analysis, the space for pedestrians decreased.

Transformation of the boulevard in Paris
Avenue de la Grand Armée, Paris (France) 
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The boulevard in Brooklyn also was transformed after the 
invention of the car. An interesting part of this analysis is that 
the amount of pedestrian space did not decrease. However, the 
pedestrian part between the two roads became more private.

Transformation of the boulevard in 
Brooklyn
Eastern Parkway, Brooklyn (America)
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- Jane Jacobs

‘‘The street is an 
important public 
space rather than 
a channel for 
movement.’’
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Character car-oriented boulevards

The amount of space for the pedestrian decreased enormously. 
Pedestrian areas got replaces for roadways, and the amount of 
optional and social activities decreased. The greenery, which 
was before to create a more liveable street, was now used as 
a boundary between the fast-moving vehicles and the slow-
moving pedestrian.
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As a reaction to the car-oriented streets, pedestrian-oriented 
shopping streets were created. The first idea of the shopping 
streets was designed by Victor Gruen and located in Detroit in 
the United States of America. The shopping street was called 
the Northland Centre. The concept behind the design was to 
create an open-air pedestrian mall. The architect focused on 
the relationship between the shopping mall and the residents. 
Van den Broek, the architect of the Lijnbaan, was influenced 
by the American concept of the pedestrian shopping mall and 
brought the idea to the Netherlands. One of the rules that were 
created by the architect was that all the shop windows needed 
to be fully glazed, to encourage the relationship between the 
street and the shops inside.

From car-oriented streets to 
pedestrian shopping streets
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The picture is taken at The Northlander shopping Center, which was a car-free shoppingstreet
Detroit, United States of America
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First pedestrian shopping street
The Northlander Shopping Center, Detroit (U.S.A) 

The new design of the shopping street came from the 
Vietnamese Victor Gruan, who immigrated to the United 
States of America. He designed a unique shopping concept for 
the city of New York and Los Angeles in 1943. Ten years later, 
his first pedestrian shopping mall, the Northland Shopping 
Center, was built. He wanted to create a relationship between 
the shopping mall and the residents. 
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The Lijnbaan, which is located in Rotterdam, is the first 
shopping street in the Netherland. Pedestrians were only 
allowed to enter on foot. The street played an essential role in 
the way the Netherlands looked at street patterns. The design 
was created in the post-war period of Rotterdam. Essential to 
its design was the facade, which needed to be as transparent 
as possible. 

The American historian Lewis Mumford argued that ‘‘The 
supreme embodiment of the post-war triumph was the brand 
new Lijnbaan. Comparing it favorably with Park Avenue 
in New York, situate The Lijnbaan is situated in the grand 
tradition of historic inner-city shopping streets and nineteenth-
century arcades and argued that it belonged to the high ranks.’’ 
Mumford praised the Lijnbaan for its intimate scale, the 
decision to pedestrianize the street and ban car traffic.

Migration of the pedestrian shopping 
street
The Lijnbaan, Rotterdam (The Netherlands) 
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Character pedestrian shopping streets

By analyzing two pedestrian shopping streets, the concept of 
the shopping streets becomes more visible. The pedestrian 
shopping street’s most important element is the relation 
between the pedestrian and the shops (function). The 
connection between the pedestrian and the shop is achieved 
through certain design decisions, such as the amount of glass 
used in the façade, and the human scale of the buildings. In 
this street typology, the focus is mainly on optional and social 
activity, by creating a pleasant place for pedestrian-only.
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The amount of people living in cities is growing. To create 
more ‘space’ in the city, the number of high-rise buildings is 
drastically increasing.

Bernard Rudofsky calls ‘the tall buildings the pedestrian’s 
bane. Their acres of outer walls deflect winds downwards, 
multiplying their force, and make walking on the windward 
side a torment’.35 Gehl’s research shows that the higher people 
live above ground in a residential building, the weaker the 
connection is with the ground environment. He notes: ‘under 
normal circumstances, based on the scope of a person’s field of 
vision, anyone living above the fifth floor cannot be associated 
with ground activities.’36

The connection between 
high-rise buildings and the 
street 

The higher the residents live above the ground, the weaker their perception of the ground 
environment tends to be (Gehl 1996)

VS
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Connection between the building and the street

Another problem with the high-rise buildings is that people 
start feeling more lonely because of the lack of public space 
were people can meet each other.37 People are entering the 
building with their car, getting out in the car park, and taking 
the elevator to their apartment. Through this way of entering 
your apartment, there is little chance to meet other people. 

The feeling of loneliness is a big problem in the new high-rise buildings. The 
amount of space were people can meet each other is minimum. (Hoogbouwvisie 

Rotterdam)

315a
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Connection between the building and the street
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‘‘Mingling of 
different use and 
activities creates 
social value to a 
street.’’

- Jane Jacobs
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The case studies exist in big cities known for their high-rise, 
like Hong Kong, and Singapore. Both cities are high-rise cities 
that can be seen as car-oriented cities. Hong Kong created its 
own way for pedestrians to move through the city. Separate 
pedestrian lanes are constructed mostly above ground level 
and integrated into the surrounding buildings.

High-rise street
Connaught road, Hong Kong (Hong Kong) 
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High-rise street
Pickerning street, Singapore (Singapore)
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The high-rise buildings are creating a disconnection between 
the building and the street. Because of the height of the 
building, the human scale of the street is lost. Besides this, 
the street is mostly occupied by cars, and only a small part 
is left for pedestrians. The main activity of the street is 
necessary; there is almost no space for optional and social 
events. Because of this connection between the building and 
the street, it is extra important to create a relationship between 
the plinth and the street.

The character of streets surrounded by 
high-rise buildings
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To create a better understanding of the street and to prepare the 
guidelines, a series of various case studies have been studied. 
A handful of streets are analyzed from different time periods 
all around the world. The documentation of existing streets 
can provide an analytical understanding of the street. But it 
is not possible to generalize all the street into one general 
concept, because every situation is different. Designing can 
be seen as a trial-and-error method that is created, measuring 
through knowledge and experience.38 By researching various 
case studies of streets, it was possible to identify issues and 
ways to address them in the preparation of design guidelines.

Analyzing the case studies in combination with researching 
the background information about the street established an 
understanding of the movement patterns, uses, activities, and 
social interactions of the street typology. The social interaction 
in a combination of the existence of the city streets as social 
milieu can both be seen as the result of everyday activities.39

Designing a street
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Design guidelines can provide a positive and negative 
influence on the social aspect of the street.

Guidelines for a positive influence on the social aspect:

	 - The amount of pedestrian area; the more space 		
	 is created for the pedestrian, the more area can 		
	 be used for social activities. Trees can be used to 		
	 provide a distance between the pedestrian area and 	
	 the road.

	 - The soft boundary between the street and the 		
	 plinth; the interface area between the street and 		
	 the function plays an essential role in the 		
	 created boundary. By providing a softer boundary, 	
	 the street and the plinth are almost becoming one 		
	 object—an example, the boulevards in Paris played 	
	 this a vital role for the design. 

	 - The human scale of the street and surroundings;		
	 have a positive impact on social value, which can 	
              be created through the street’s width in a relationship 	
	 with the height of the buildings.

Influence on optional and social activi-
ties
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Specific observations played an essential role in various case-
studies, which could be useful to better understand before 
designing a street.

	 - Proportions; the human scale of the street has a 		
	 significant influence on how people experience the 	
	 public space.

	 - Connection; the connection between the street  		
	 and the plinth plays an important role.

	 - Greenery; greenery in streets can be used as a 		
	 boundary between the pedestrian and the car. But 		
	 space is needed to have trees as greenery 		
	 in the street.

	 - Pedestrian; most of the time, the pedestrian 		
	 areas are connected to the plinths, and the 		
	 percentage of the pedestrian area plays an 		
	 important role.

	 - Traffic; it can be seen as a boundary between the 	
	 two sides of the road. Also, parked cars can already 	
	 give the experience of a border. The speed of the 		
	 traffic is the highest at the center of the road.

Observations that influence the street
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The relationship between the street and the plinth/function 
is related to the interface. Two aspects of the interface will 
be highlighted because this has a significant influence on the 
private and public elements of the street.
Measuring the interface:

	 - Distance; the amount of distance between the 		
	 street and the function influences the privacy of the 	
	 building. If the range of the interface is minimal, 		
	 the building will be more public.

	 - Openness; the openness of the interface place an 	
	 essential role in the privacy aspect of the street. 		
	 The more closed the interface, the more private the 	
	 building will be.

The influence of the interface is closely related to the function 
that is located in the building. This creates the reason for 
certain openness or distance.
 
The guidelines can be used as tools by designing a street 
and understanding the design process of a street. But 
every street and surrounding is different. It is not possible 
to create one consistent concept for the street. It is always 
essential to incorporate existing surroundings and culture.

Observations of the different interfaces

103



Distance

Openness

104



Overview of the different interfaces
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