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• THAT a serious traffic and parking 
problem exists in every large city in the 
United States is an established fact. It 
is also an established fact that zoning 
ordinances are now legally accepted as 
a legitimate and essential exercise of the 
police power ordained for the protection 
of the property and welfare of the 
people. 

RELATIONSHIP TO ZONING 

The relationship of traffic and park
ing congestion to the welfare of the 
people is clearly spelled out in the Illi
nois Statutes. 

Zoning laws are enacted by the state 
so that municipalities within its juris
diction might use them to the end that: 
"Adequate light, pure air, and safety 
from fire and other dangers may be 
secured . . . that the taxable value of 
land and buildings may be conserved 
. , . that congestion in the public streets 
may be lessened or avoided . . . and 
that the public health, safety, comfort, 
morals, and welfare may be otherwise 
promoted." 

MAGNITUDE OP T H E PROBLEM 

Throughout the country, as the auto
mobile continues to replace other forms 
of transportation, the cities are bearing 
the greatest proportion of the increased 
congestion. Figure 1 illustrates the 
steady rise of registrations of vehicles, 
which are constantly increasing the con
gestion on streets and parking areas 
of limited capacity. It further illus
trates that there is no relief in sight 
from urban population trends. 

Trends in population, ratio of auto
mobile ownership, and miles driven per 

VEHICLES PER CAPTIA I N THE 
CITY OF CHICAGO 

car all point toward a continuing and 
significant increase in auto traffic in the 
Chicago area, and an increasing demand 
for parking to serve that area. 

ECONOMIC URGENCY 

The effect of citywide traffic and 
parking congestion is more-vividly real
ized by an economic analysis. The 
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Fiirure 1 

exodus to the suburbs and the growth of 
outlying shopping centers have caused 
economic panic in the various mer
chants' associations. The city officials 
have felt this panic; these merchants 
represent the tax core of the city. Be
cause the commercial areas pay propor
tionately more taxes than they receive 
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in services, it is essential that these 
areas get adequate parking to sustain 
the tax base of the city. 

PAST ACTION 

Chicagoans began to see a growing 
traffic problem as early as 1856. In that 
year the downtown streets were raised 
6 feet to a uniform grade. In 1859 a 
horse-drawn street-car system began 
operation. By 1902 the people of Chi
cago were thrilled by the establishment 
of elevated transit lines that eventually 
coined the name "Loop" for Chicago's 
central business district. In 1915 
through streets were established. In 
1925 the Loop was signalized. The ob
vious urgency of parking relief was 
seen in 1926 when parking was prohib
ited during the working day in the 
entire Loop. While new traffic regula
tions were meeting the urgency of in
creased automobile use, the zoning laws 
were being shaped. In 1913 the first 
zoning law was vetoed by the Illinois 
governor. In 1921 a zoning commission 
was appointed and enabling legislation 
was passed. In 1923 the first Chicago 
zoning ordinance was passed. This or
dinance had its first major revision in 
1942. 

In 1948 merchants in the central 
business district, in expressing their 
economic fears of congestion and inade
quate parking, organized and jointly 
financed a parking plan for the area 
(Parking Plan for the Central Area of 
Chicago, prepared by the Parking Com
mittee of the Chicago Association of 
Commerce and Industry, December 
1949). 

Again, in 1950, another parking sur
vey was conducted by a committee com
posed of various city agencies involved 
in traffic. Finally, a detailed financial 
feasibility study was made in 1952 by 
the DeLeuw, Cather Co. This survey, 
which made possible the financing of 

our present municipal parking problem 
was integrated with other long-range , 
city plans. Chicago now has a compre
hensive plan for relief of parking and 
traffic congestion. | 

CHICAGO PARKING PLAN ^ 

Basically, the Chicago parking plan 
was programmed into two phases: a 
short-range plan and a long-range plan. | 

Short-Range Parking Plan 
The short-range or immediate plan 

is contained in the parking bond-issue 
program. This program, which was ' 
launched in January 1953, is a $50 mil- I 
lion municipally owned parking-facility 
venture. Bonds in the amount of $22.6 
million were sold in December 1952 to 
finance construction of five multilevel 
parking facilities in the Central Busi
ness District, four multilevel facilities 
on the near north side, and eight park
ing lots in the area of 63rd and Halsted 
streets, a principal outlying shopping 
center. The funds were also used to 
make the r^aining payments on the 
city's recent purchase of 27,000 parking 
meters. Additional bonds will be sold ^ 
to build other facilities throughout the 
city. A unique thing about this bond 
issue is that it can be extended indefin- ^ 
itely as long as the engineering estim
ates show that net revenue produced by 
futher expansion will not fall below 
1.5 coverage (coverage being the net i 
revenue divided by the sum required to 
meet all interest and amortization 
charges on the bond issue). 

Long-Range Program ' 
The long-range solution to the Chi- ' 

cago parking problem is through use ! 
of the zoning ordinance. By requiring ' 
landowners to provide certain off-street 
parking and loading facilities for every i 
land use, parking congestion can be i 
greatly relieved. 

In 1942 Chicago passed an amend-
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ment to its zoning ordinance that re
quired off-street parking for theaters 
and apartments. However, this ordin
ance exercised no control over loading 
operations and was incomplete in its 
parking requirements. 

The decision to make Chicago's new 
off-street-parking ordinance all inclus
ive was brought on by another decision, 
a legal defeat. This defeat was in the 
Illinois Supreme Court, September 16, 
1952, Ronda Realty v. Latoton, 414 111. 
313; 111 N. E . (2d) 310. The Illinois 
Supreme Court held the provision un
constitutional as a denial of equal pro
cess of law, commenting as follows: 

Of all the different types of structures from 
which the section was made to operate, it is 
only apartment buildings that are required to 
furnish off-street parking facilities. The evils 
to be remedied on crowded city streets are 
well known, but we do not see that the singling 
out of apartment buildings from the other 
types of buildings embraced by the ordinance 
is reasonably limited to the elimination of 
those evils. . . . The street congestion problems 
created by boarding or rooming houses, hotels 
and the like, are not essentially different from 
those caused by apartment buildings. All are 
similarly situated in their relation to the prob
lems of congestion that are caused by parking 
cars in the streets, and all contribute propor
tionately to the evil sought to be remedied. . . . 
A statute or ordinance cannot be sustained 
which apphes to some cases and does not 
apply to other cases not essentially different in 
kind. 

This legal defeat, which at first 
shocked the traffic people, proved to be 

the inspiration for the new provisions. 
This defeat coincided with an existing 
program to rezone the whole city (Ev-
eret Kincaid and Associates Zoning Con
sultant). Interest was stimulated in 
creating new off-street-parking require
ments that would materially effect 
parking congestion. 

The mayor, already vitally interested 
in the whole traffic and parking prob
lem, urged the city council's Committee 
on Building and Zoning to include this 
in their rezoning plans. He commis
sioned various committees, civic groups, 
city agencies and independent consult
ants to prepare a comprehensive ordin
ance with a basic in fact. Through co
operative effort they were to bring in 
statistics which would support such an 
ordinance under the severest tests. Fig
ure 2 illustrates the organizational chart 
which was already active in its rezoning 
and reclassification work. 

Through the activities of these com
mittees and agencies it was possible to 
get weighted recommendations from 
those particular people expert in their 
own field. After several meetings of 
the zoning consultant and the partici
pating groups, it was agreed that the 
best approach to the establishment of 
requirements was to weigh all the fac
tual data. 
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AVAILABLE FACTUAL DATA FOR REZONING 

1. The Chicago Land Use Survey, 
1939. Useful for reference purposes, and 
provided much data on age and condi
tion of structures. 

2. Aerial Photo of Chicago and Vi
cinity, made in May 1950, at a scale of 
750 feet to the inch, proved invaluable 
in studying details of existing land 
uses. 

3. Base Maps, at a scale of 250 feet to 
the inch, are available but must be cor
rected for changes in street pattern and 
new subdivisions during the past 12 
years. Accurate information was avail
able from the City Map Department. 

4. Land Use has been recorded on 
pages of the Sanborn Insurance Atlases, 
by members of the staff of the Commit
tee on Building and Zoning. This data 
was of first importance and represents 
much work completed. Supplemental 
field checks were necessary to verify 
certain conditions and to make studies 
of specific areas. 

5. Industrial Studies included the fol
lowing basic research for use in prepar
ing the detailed plan of industrial land 
use: (1) survey of existing industry, 
survey cards were completed for virtu
ally all of the city's 10,000 establish
ments showing location, type, employ
ment, other characteristics and require
ments of operation; (2) study of recent 
trends in industrial development, de
tailed analysis based upon the plan 
commission's special tabulation of the 
most-recent "Census of Manufacturers" 
(1947) ; (3) comparison of space re
quirements, a survey of trends in new 
industrial construction, based upon 
questionnaires to industries undertak
ing new construction in recent years 
and upon files of leading industrial ar
chitects and engineers; (4) survey of 
industrial movement, charting was 
made of all movement of industry in 
the Chicago metropolitan area in recent 

years to determine trends; (5) survey 
of expansion requirements, sample sur
veys of firms seeking to expand or re
locate were recorded, also records of 
requests before the zoning boards of 
appeals were listed; (6) screening of 
vacant land suitable for industrial ttse, 
field investigations and mapping of va
cant areas, suitable for industrial use 
and subject to consideration as indus
trial use districts were completed and 
reviewed by the planning commission 
and its technical advisory committee; 
(7) study of blighted housing areas 
suitable for industrial use, field investi
gations, mappings, and reports on slum 
areas suitable for redevelopment were 
made; and (8) map of industrial land 
use, (actual land use, 1950) also of land 
zoned for industry, 1950 was available. 

6. Zoning-ordinance-area computa
tions. The present Chicago Zoning or
dinance was analyzed to provide the 
following data: (1) summary of use 
district area computations, Chicago Zon
ing Ordinance; (2) utilization of land 
in Chicago, 1950; (3) computed use dis
trict areas, square miles; (4) zoning 
and land utilization in Chicago, square 
miles; (5) zoning and land utilization 
in Chicago, percentage; (6) land use and 
use zoned, 1923 Chicago, percentage; 
and (7) used as zoned 1923 and 1947. 

7. Population studies have been com
pleted and include the following: (1) 
1950 population of Chicago by enumera
tion districts and wards; (2) map of 
population changes, showing loss or 
gain; (3) map of population metropoli
tan area; and (4) industrial employ
ment in Chicago, 1950. 

8. A map of zoning of areas contigu
ous to city limits of Chicago for mile 
was drawn. 

9. Land use of approximately 30 com
munities, per comprehensive city plan, 
prepared during period from 1946 to 
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TABLE 1 

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

% Cars in 
unit 

Dwelling 
Units Gars 

Can 
% Unit 

Space* 
% Unit 

No-
Bedroom 

Units 

1-
Bedroom 

Units 

2-
Bedroom 

Units 

3-
Bedroom 

Units 

Walk Up Apartments 
3 story or less 1554 1222 78.6 42 41.2 74.7 86.1 62.6 

Multi-story Apartments 
4 story or more 3732 2790 74.76 44 48.87 77.66 90.25 105.22 

Converted Apartments 754 328 43.5 11 30.7 43.46 56.03 35.29 
Apartment Hotels 1101 470 42.6 1 33.48 54.36 59.82 — 
Totals 7141 4810 66.3 24.5 38.6 62.6 72.8 67.7 
*01f-Street Space Now Provided 
Per Dwelling Unit 

1948 served as a base for the new land-
use maps. 

This data gathered, the committees 
then determined which of these land use 
requirements might be peculiar to Chi
cago alone. Certain categories were se
lected for further analysis by field 
study. Subcommittees were formed for 
the many different categories to be ex
plored. 

At this time it was assumed that any 
requirement that was good for the 
whole city must be reasonable and that 
any reasonable requirement must be 
correct. An example of this thinking can 
be seen in the case of the single-family-
dwelling requirement of one car space. 
It was assumed that since most builders, 
architects, subdividers, and real-estate 
men prefer the use of sufficient lot size 
to allow for off-street parking, it is 
therefore the most desirable for the 
whole city. In other words, this group 
thinking has practically outlawed the 
old 25-foot lots for single-family dwell
ings as basically undesirable. 

In the case of apartments and multi
story dwellings, the concensus was that 
there was need for a closer look at the 
Chicago factor in this category. These 
requirements were based on studies 
made by the Real Estate Research Cor
poration (see Table 1) at the request 
of the Chicago Street Traffic Commis

sion and the Chicago Plan Commission; 
137 buildings were surveyed to deter
mine: (1) the number of automobiles 
used by tenants; (2) the number of 
parking spaces provided by the building 
management either in open parking 
areas or private garages; and (3) size 
of the dwellings (number of bedrooms). 

The buildings surveyed were divided 
into four groups: (1) walk-up apart
ments of three stories or less; (2) multi
story apartment structures of four 
stories or more; (3) apartment build
ings converted into added multiple 
units; and (4) apartment hotels. The 
buildings were selected as to geographic 
locations so as to represent all sections 
of the city, and to include a complete 
range of building types. Only buildings 
containing six or more dwelling units 
were surveyed. Most of the selected 
structures in the first two groups have 
been built since 1945 and represent 
prototypes as to construction and loca
tion, which might be representative of 
apartment buildings constructed in the 
future. 

The 137 buildings surveyed contain 
7,141 dwelling units, wherein was found 
ownership of 4,810 automobiles (67 per
cent) , for which 2,390 off-street spaces 
(50 percent) have been provided by the 
management in open lots or garages. 
The greatest number of these parking 
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spaces (1,645 or 69 per cent) were pro
vided for the use of tenants in the multi
story apartment-house group, which is 
of structures built in recent years in 
compliance with the "33 per cent of the 
number of apartments" off-street-park
ing requirements of the old Chicago 
Zoning Ordinance. The 33-per cent 
(1942 Zoning Amendment) figure of 
course has now been replaced as a rule 
of thumb by the more-explicit provisions 
of the new ordinance. 

The apartment-house survey was the 
first step in securing data from which 
could be determined proper and reason
able standards for parking facilities, 
and it turned up some interesting data. 
As may be seen from the accompanying 
chart, the highest percent (78.6) of 
automobile ownership occurs in the 
walk-up apartment-house group, while 
the lowest is in the apartment hotels 
(42.68) and the converted apartment 
buildings (43.5). It is interesting to 
note that the incidence of automobile 
ownership in the multistory, three-bed
room units is 105.22 per cent—theoreti
cally that could warrant more than one 
car space for each such apartment. In 
all groups, however, the percent of auto
mobile ownership greatly exceeds the 
38-percent requirement of the former 
zoning ordinance. 

Rentals and building locations, as well 
as size of dwelling units, are factors 
which influence the ratio of automobile 
ownership. As might be expected, the 
occupants of no-bedroom units, have a 
low ratio of automobile users, but in 
no case is it less than 30.7 percent. The 
lowest rental units also showed a mini
mum of automobile ownership. 

Cooperative-ownership apartment 
buildings registered the highest ratio of 
automobile ownership, in some instances 
being more than 100 percent. 

The survey clearly showed the urgent 
need for making adequate provisions 

for off-street parking facilities as a re
quirement in connection with the con
struction of all future apartment struc
tures. Such facilities can be provided 
in garages constructed as a part of the 
main building or in open, paved parking 
compounds, either on the site or within 
convenient walking distance of the main 
building. Such facilities are particular
ly necessary in the heavily built-up parts 
of Chicago (the tall building areas close 
to the lake front). During the past 
years many new multistory apartment 
structures have been erected along Lake 
Shore Drive and Sheridan Road and in 
nearby areas. Almost without excep
tion, inadequate provision has been 
made for the storage of automobiles, 
thereby further congesting the sur
rounding streets and aggravating the 
problem of all-night parking at the 
curbs. For example, a 20-story, block-
long apartment house is occupied by 
740 families owning 439 automobiles. 
Garage facilities within the building ac
commodate 263 vehicles, thereby meet
ing the requirements of the old off-street 
zoning ordinance but not providing for 
the additional 176 cars which must find 
storage space elsewhere. 

Again, in the case of hotels, an ac
curate field survey was needed to know 
the Chicago picture. This requirement 
was based on a survey made by the city 
traffic engineer's office in cooperation 
with the Greater Chicago Hotel Associ
ation. 

Survey data cards were distributed to 
the hotels selected by the hotel associa
tion. These cards were given to the bell 
captains to distribute to the bell boys. 
Each card was initialed by the bell boy 
interviewing the guest. Each card at 
each hotel was accounted for. The bell 
boys would ask the guest how he trav
elled to the hotel. The names of the 
guests and identifying room numbers 
were deliberately omitted. 
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Several letters outlining the survey 
were sent to the hotels by the hotel 
association prior to the actual survey. 
In this way the personnel, anticipating 
the survey, were most cooperative. 

guests arrived by automobile, while in 
the outlying areas 57 percent arrived by 
automobile. From this data it proved 
reasonable to require one car space for 
at least each of six guest rooms. 

TABLE 2 

HOTEL SURVEY: MODE OF TRANSPORTATION 
CITY OF CHICAGO—BUREAU OF S T R E E T T R A F F I C 

Central Area—Bounded by Roosevelt Road, Wacker Drive, Chicago Avenue & Lake Michigan 
Hotel Auto Taxi Transit Air Limo. Walk 

No. % No. % No. % No. % No. % 
Atlantic 75 24 132 42 18 6 1 0 88 28 
Bismark 64 21 237 77 0 0 3 1 
Chicagoan 110 49 93 41 4 2 11 6 7 3 
Congress 105 46 170 58 6 2 10 3 3 1 
Conrad Hilton 633 37 675 40 27 2 268 18 31 2 
LaSalle 227 38 311 51 6 1 16 2 48 8 
Morrison 137 29 188 40 101 22 23 6 18 4 
Palmer House 198 17 771 67 8 1 163 14 10 1 
Planters 26 18 68 47 20 14 13 9 18 12 
Sheraton 21 22 69 72 2 2 2 2 2 2 
Sherman 141 27 347 62 11 2 9 2 12 2 
Allerton 79 51 11 8 46 32 7 6 1 1 
St. Clair 92 62 61 34 0 — 1 1 4 3 

Total Average 34% 49% 7% 5% 5% 

Outlying Area— Outside of Central Business District 

Hotel Auto Taxi Transit Air Limo. Walk 
No. % No. % No. % No. % No. % 

Aragon 19 34 3 6 1 2 31 66 2 4 
Broadview 17 58 6 21 0 4 14 2 7 
Hayes 12 60 4 20 1 5 1 5 2 10 
Southmoor 87 78 16 14 4 4 0 4 14 
Stratton 19 68 1 S 4 14 0 4 14 
Graemere 24 53 11 26 6 13 4 9 0 
Union Park 70 74 18 19 3 3 0 4 4 
Bolair 68 86 6 9 1 1 0 3 4 
Belmont 32 71 11 24 0 2 4 0 
Croyden 54 39 30 33 1 1 1 1 6 7 
Delmar 4 66 1 17 0 0 1 17 
Devonshire 30 40 28 38 6 8 2 3 8 11 
Edgewater 78 47 86 53 0 0 — 0 
Drake 81 31 177 68 0 0 4 1 
Knickerbocker 45 44 51 61 2 2 3 3 0 
Lake Shore Drive 4 50 4 60 0 0 0 
Sheridan Plaza 13 72 4 22 1 6 0 0 
Maryland 64 82 12 18 0 — 0 — 0 — 

Total Average 58% 27% 3% 6% 6% 

This information was collected and 
tabulated for a 24-hour period on three 
alternate days. The results of this sur
vey are given in Table 2. 

It was found that, in the Central 
Business District, 35 percent of the 

For many of the requirements of 
commercial and industrial land uses 
these committees leaned heavily on the 
recommendation made by an industrial 
advisory committee. This committee 
made available data previously acquired 
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by a survey of the central manufactur
ing district and the clearing industrial 
district. In 18 plants surveyed it was 
found that there was now provided one 
parking space per three employees. 

All of the off-street-loading provisions 
were based on recommendations of the 
Street Traffic Commission and the Traf
fic Advisory Committee of the Plan 
Commission. These requirements there
fore are the collective thinking of the 
Chicago area traffic experts. 

Exemptions (see Article 17 of the 
zoning ordinance) have been made in 
the central business district. It was 
reasoned that this area should be ex
cluded from the provisions because of 
high land costs and concentrated or ver
tical development: "It was determined 
that parking facilities to accommodate 
the requirements of the uses within the 
designated area can best be provided by 
public garages, and parking areas de
veloped in compliance with a general 
plan of parking facilities." (From Ar
ticle 17 of the Chicago Zoning Ordin
ance, passed August 18, 1953.) 

Since passage of this zoning ordinance 
the area of 63rd and Halsted streets 
(part of bond-issue parking program) 
has been excluded from the provisions. 
All indications point to the setting of a 
precedent whereby areas would be ex
cluded where there are current munici
pal parking plans. 

LEGAL FORECAST 
Much of the legal phrasing of this 

ordinance was taken from the Highway 
Research Board's Bulletin 2U, "Zoning 
for Parking Facilities," by David R. 
Levin. 

Just prior to the passage of this or
dinance the city conducted several pub
lic hearings. No genuine opinion was 
evident at these meetings however. It 
was assumed that the affects of this 

ordinance had not yet been fully com
prehended. 

On August 18, 1953 the ordinance 
was passed by the city council without 
incident. 

Since the passage date this amend
ment has had no legal test. However, 
there have been several appeals to the 
Chicago Zoning Board of Appeals. Two 
asked that a certain zoning district be 
exempted because of a particular local 
situation. These were denied. Another 
request begged exemption for an as
sembly hall. Since this hall (owned by 
Moody Bible Institute) was to be used 
exclusively by students and not open to 
the general public, an exemption was 
granted. Another requestor received a 
favorable recommendation from the ap
peals board when he asked that his 
existing stores be rebuilt without ad
ditional land coverage. 

An interesting fact to note is that 
most legal defeats in the various states 
are based on the unreasonableness or 
inconsistencies of certain provisions of 
the zoning ordinance rather than ques
tioning the right of the cities to regu
late land use. 

Again, these appeals are local in 
character and unimportant as far as the 
basic ordinance is concerned. 

CONCLUSIONS 
Requiring property owners to provide 

spaces for off-street parking and for 
loading and unloading through zoning 
ordinances is a widely accepted function 
of the police power. 

When it is realized that automobile 
registrations in Chicago have increased 
from approximately 485,000 in 1940 to 
over 900,000 in 1953 it becomes readily 
apparent that drastic steps had to be 
taken, not only to regulate the flow of 
the rapidly increasing traffic upon an 
obsolete street system but also to store 
the vehicles at points of destination, in 
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the interest of public safety, health. Public officials have taken giant 
and welfare. strides to provide temporary relief of 

Zoning ordinances which require traffic congestion. However, with the 
these parking and loading provisions anticipated increase of automobile own-
must be based on field data peculiar to ership and usage, a more-comprehensive 
the individual city, so they might be and permanent plan must be forthcom-
legally reasonable. ing to prevent mobile stagnation. 


