
Project ROMULUS 

Introduction 

SIEGFRIED M. BREUNING, Massachusetts Institute of Technology 

•TlilS paper is the result of a team effort in urban design undertaken in an interdisci
plinary systems course at MIT. About 30 MIT graduate students from various en
gineering departments-city planning, architecture, economics, political science and 
mathematics-collaborated last spring in devising a solution to the problem of how to 
build at high density while preserving adaptability. The problem statement grew out of 
a concern that despite our technological achievements in other fields, there appears to 
be no way of building a mile of road without destruction on a huge scale; and that changes 
in the social and economic environment are responded to by the physical environment, 
if at all, only with enormous economic and social cost. 

The systems engineering course in which the ROMULUS scheme was developed deals 
with the design of complex, large-scale systems involving both social and technological 
issues. The faculty selects the problem to be studied, brings in speakers, and is avail
able as consultant/ critic, but the organization of the group into a functional team, as
signment of tasks, scheduling of work and creation of solutions are left entirely to the 
students. 

In order to focus the effort on urban adaptability, the faculty required that adaptabil
ity be a primary goal and assigned an abstract area of a square mile, which was to con
tain 100, 000 places of work or residence (a density found in few places as large as a 
square mile outside of Manhattan). The system developed was to be prototypical, not 
tailored to a particular site. Halfway through the term the students decided to illustrate 
and calibrate their system by using a real site. They chose ThompsonislandinBoston 
Harbor as a convenient locale of about the right scale, lack of encumbrance, and prox
imity. Directing themselves to the design of an adaptable, densely populated city region, 
the team created a closely integrated city and transportation structure. 

The primary characteristics of the interdisciplinary systems approach should be 
clear in the ambitious definition of how much is subject to design and how little is taken 
as "given"; in the interdependency of such components of the solution as the intrepre
neurial organization proposed and the building system suggested; and in the emphasis 
upon relatively concrete and explicit demonstrations of feasibility of both the component 
subsystems and the system as a whole. 

Now that the exercise is a year old, we have experienced-as we have in previous 
years-the crystallization of those parts of the problem that are of lasting value. Some 
of the following concepts will, we believe, become important constituents for further 
development of better design for cities: 

1. Adaptable and flexible structures with separation of the living module from the 
megastructure-This can be done economically and attractively. While you may not 
agree with it at first, it may grow on you as it did on us. 

2. Multiple use of surface area-By multiple level construction of transportation 
and recreational areas we can very effectively increase the utility of the limited sur
face area available. 
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3. Comprehensive transportation system design-Transportation for this city rep
resents a set of components-both old and new-which give integrated service geared 
dynamically to the evolving needs of the users. 

4. Total view of a city design-There are many new ways to put ideas together, and 
we believe the total system is worth much more than the sum of its component parts. 

5. Acceptance of the new designs-Maybe the boldest concept here is the deliberate 
attempt to identify and optimize the fundamental wishes of a prospective population, 
rather than assume that they are fully expressed in the conventional market. We have 
thus anticipated the growth of more sophisticated tastes, and our design is intended to 
accommodate that growth. We are creatures of habit and at the same time adventurers 
for the new. We must combine the proper amounts of each to produce a successful 
design. 

The total team effort has resulted in a relatively detailed report on Project ROMULUS, 
which is being published as a book by the MIT Press. 

Physical Systems 

WILLIAM L. VERPLANK, Massachusells Institute of Technology 

THE sites chosen for demonstration-Thompson and Spectacle Islands in Boston Har
bor, just six miles from downtown Boston-are shown in Figure 1. There are several 
important characteristics of this site that make our r ecommendations fairly general: 
first, the proximity to the central core of a major city; second, the provisions for high 
density, based on projections of future city growth; and finally, the waterfront site, a 
feature common to many large cities. 

Figure 2 shows what the city might look like at a future point in time: that point 
where it serves 100, 000 people. It is connected to the mainland by a bridge and ex
tends out to Spectacle Island. It ·has spread out into the bay and covers approximately 
a square mile. 

Some of the basic aspects of the city form are evident from the simple outline in Fig
ure 3. It is organized as a linear city, with the main activities and residential den
sities concentrated along the central spine and transportation artery. The major ac
tivity and transportation systems are thus coincident-providing a strong orientation 
and continuity of form throughout the city and continuity over time as the city grows 
and expands. The degree of continuity tends to become quite important in an ever more 
mobile and changing environment. We should emphasize the strong "waterrelatedness" 
of the city and the contribution this makes to the city character. The central business 
district opens onto a marina and numerous small canals penetrate the shoreline 
communities. 

We looked in some detail at what might be required for a population of 100, 000 in 
one square mile. Figure 4 shows a distribution of activities and residential densities. 
Our projections involve a primarily residential community of 70, 000 residents and 
30, 000 jobs. 

The CBD commercial area is shown with other commercial areas also being con
centrated along the central artery. Next to the central park and marina complex would 
be a large college (most likely a University of Massachusetts extension). Industrial 
areas would be in the pier like structures on the northt!ru sho1·0 of the island and in large 
portions of the lower levels (or underground) of the city (along with warehousing, parking, 
and utilities). Residential areas would be of varying density, depending upon the close
ness to the central artery and proximity to the canals and shoreline. 

We also looked at a possible (or most likely) evolution over time (Fig. 5)-starting 
with a first phase of approximately 10, 000 people on Thompson Island alone (Fig. 6), 
the eventual extension of Spectacle Island (Fig. 7), and the construction of the marina. 
The same sort of development was also projected for some of the other islands of 
Boston Harbor (Fig. 8). 
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Figure 1. Thompson and Spectacle Islands, Boston Harbor. 

Figure 2. Thompson and Spectacle Islands serving 100,000 people. 
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FLOATING STRUCTURES CENTRAL ARTERY 

DIKED NEIGHBORHOODS 

CENTRAL BUSINESS DISTRICT 
AND CENTRAL PARK 

Figure 3. Form of city with activities and residential densities concentrated along central artery. 
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Figure 4. Land-use plan. 



- COMMERCIAL 
mal!lll! SCHOOL 
i\i!\!\!l!i HI-DENSITY HOUSING 
~t;..~; LO-DENSITY HOUSING 
- INDUSTRIAL 
Hl~IN lll PUBLIC 
?,~~~i PARK 

33 

SPECTACLE ISLAND 

Figure 5. Phase I, 10,000 people±. 

STRUCTURAL SYSTEM 

These static, two-dimensional representations are inadequate, for in reality many 
· of the activity areas would overlap in a three-dimensional manner; and, over time, 

many areas and buildings would serve multiple evolving functions in this mobile environ
ment. An important element in this mobility is the modular construction of appropriate 
residential and office structures. In the portions of the city where we want this high 
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Figure 6. Phase II, 30,000 people:!:. 
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Figure 7. Phase Ill, 60,000 people±. 
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Figure 8. Population growth, upper limit. 
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Figure 9. Structural system. 
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Figure 10. Housing module, transportation. 

adaptability, we are proposing this structural system (Fig. 9): 

1. A factory-built activity module-an easily transportable, self-contained living 
or office unit; 
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2. A megastructure or module tree-consisting of structural frame, utilities, and 
access; and 

3. Floating foundations for the water-based areas of the city to provide the possi
bilitiy of moving entire buildings. 
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Figure 11. Housing module, combinations. 



36 

Figure 12. Structural systems. 

The living units would be highly portable and could be transported by road, rail or 
barges, or even by helicopter (Fig. 10). The modulus could be assembled in a number 
of configurations, allowing quite a bit of flexibility (Fig. 11). The module living unit 
might become a housing version of the automobile-a mass produced item with the po
tential for distinctly personalized qualities and identifications. Obsolescence of modules 
might be both necessary and considerable so that a strong market of high quality second
hand modules might exist just as many good, inexpensive automobiles exist on the sec
ondhand car market. 

This system (Fig. 12) of apartment and office modules would be supplemented by 
a.ppropriately designed large megastructures or module trees that would carry the mod
ules either on platforms or beams. The core of the structure would supply structural 
support, utilities, and access. Figure 13 shows how a mix of structural systems might 
be used. The upper part is a module tree for plugging in residential units. The lower 
part would be offices or a school. 

Approximately 20 to 30 percent of our structures would be on moveable floating 
foundations (Fig. 14). Some would rest on the bottom, others would actually float. 
Those buildings in the deeper parts of the surrounding water might have large base
ments used as parking garages and access provided by ramps to the ground-based areas. 
This floating structure could be moved simply by disconnecting it from the mainland, 
releasing the cables, and floating the whole thing to its new location. Where there would 
not be sufficient depth to build out into the sea, we propose dredging and damming large 
basins. 

These next figures show the development of the dredged and diked areas. Dredging 
operations would open up a channel depth of 10 to 20 feet (Fig. 15); the foundations 
could be floated into place, forming the canal network (Fig. 16); the superstructure in
stalled; and the dike section constructed so that the enclosed region is now non-tidal 
(Fig. 17). This birds-eye view of the diked neighborhood shows the possible movement 
of a floating foundation from the seaward side of the island. A section of the dike would 
be temporarily floated up and swung out of the way (Fig. 18). 
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Figure 13. Structura I systems. 
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Figure 14. Floating platforms. 
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Figure 15. Diked neighborhood, Stage I-preparation. 

- -· -·~~ 

Figure 16. Diked neighborhood, Stage II-substructure placement. 

Figure 17. Diked neighborhood, Stage Ill-superstructure development. 
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Figure 18. Diked neighborhood, Stage IV-expansion. 

TRANSPORTATION SYSTEM 

We are not proposing a particularly revolutionary transportation system-perhaps 
evolutionary would be a better word. We would rely, much as today, on cars, trucks, 
and buses; the buses would handle all mass transit in bus-only lanes. We envision an 
evolution to automated roadways, with "dual-mode" vehicles able to be guided automat
ically on a guideway or manually on conventional roads. 

The main features of our road system are the central artery coming from the main
land over a bridge and extending the length of the island (Fig. 19 ), and distribution 
loops branching off the artery. These would at first be bus-only lanes and would be the 
first roads to be automated. There would also be a conventional network of streets for 
manual distribution (Fig. 20). 

How does all this fit together, especially in the highly complex central portion of the 
island? Figure 21 shows a section through the central artery giving the relationship of 
artery, distribution loops, pedestrian, and distribution levels. Manual distribution is 
provided on what we call a "transportation plane. " Over the central third of the island, 
this entire level of the city would be devoted to transportation. It would be covered by 
a pedestrian mall with stores, parks, and the first floor of apartment and office build
ings (Fig. 22). Because one-third of the island is covered in this fashion, the salable 
land area is increased by an estimated 22 percent. 

This region is an important interface between our transportation and building sys
tems. The idea behind the transportation plane is one of functional dependence with 
structural independence, i. e., distribution routes can be rearranged to meet shifting 
demands, with relative independence of building locations (Fig. 23). The plane would 
be penetrated only by structural columns, elevator shafts, and of course ramps for 
access. Al1:10, temporary parking and storage areas could be allowed. 

We are attempting to achieve a certain degree of structural independence of the 
transportation and building systems, to allow a significantly greater degree of growth 
and reorganization potential of either transit or buildings alone. We would need to have 
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EXIT FROM l 
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Figure 19. Primary transportation network. 

MANUAL DISTRIBUTION 
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Figure 20. Secondary transportation networks. 



41 

'PePE'S'TltlAN L.EWI!! L. 

~~lr:.~v} LDOPS 

MMolUAL. Hlc5+-t W/11.V 
~ ~OMA'ft!!D &i.llC>eWAV 

Figure 21. Central artery. 

Figure 22. Extent of pedestrian mal I. 
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figure 23. Maior circulation planes. 

Figure 24. Covered areas . 
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Figure 25. Section through main artery. 
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channels expandable or relocatable (within the bounds of column location) and allow 
structures to be rebuilt or extended without choking traffic flow. 

The character of the central artery should be such as to allow good access without a 
major loss of orientation or direction. At the primary node points, about every% mile 
or so, the intersections and bus stations could be highlighted by large openings or 

THOMPSot-.i's ISLAND 
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Figure 26. Movable floating foundations. 
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Figure 27. Independent transportation plane. 

cut-outs (Fig. 23) in the pedestrian plaza to allow fresh air ventilation, easy access 
between levels, and visual orientation to the upper plaza level. 

We also investigated the possibility of large domed structures in our city, including 
the suggestion of doming the entire island. However, the analyses that we have made 
of costs and benefits suggest that only smaller domed regions should be used for spe
cial ar eas. Figure 24 shows the suggested extent of covered areas. 

The transportation nodes and plaza openings could be covered for all-weather pro
tection by a dome (Fig. 25), which would also cover major office and residential struc
tures and possibly include some cultural and recreational areas. The internal use of 
space in the dome is shown as an example of one possible combination of uses. This 
figure gives an indication of the overlapping and interdependence of urban functions 
necessary for high density and also a reminder of the necessity for adaptability, which 
we would hope to provide with modular construction of living and office units, with 
movable floating foundations (Fig. 26) along the edges of the island, and with an inde
pendent transportation plane (Fig. 27) extending beneath the central portions of the city. 

Nonphysical Systems 

ANTHONY KETT ANEH, Massachusetts Institute of Technology 

HAVING seen what an island city might look like, and what might be the quality of life 
w ilhiu, wti now uetid lo e.x.amiue lhe needs aud possibilities Io1· creating such a city. 
What advantages can we foresee, for Boston or any other comparable city, in the in
tensive development for such lands? 

One part of the answer lies in the nature and geography of the real estate we are dis
cussing, for these relatively extensive undeveloped lands lie half a dozen miles from 
the metropolitan center. This proximity, which ultimately makes cities possible, is 
one compelling reason for considering the integration of the islands into the total met
ropolitan development. We cannot ignore the economic consequences of population dis
persal. According to Senator Ribicoff: 



45 

••• the separating of the people from the jobs-is a major characteristic of 
American cities. The central city as an economic unit is getting weaker 
and weaker. More than the middle class moves away. The jobs and fac
tories disappear, too Q_). 

Another consideration is that these are the types of lands that will be available for 
development near urban cores. Just before Labor Day, 1967, President Johnsoncalled 
on the various agencies of the federal government (especially the Defense Department) 
to cede such lands for use in urban development, initiating the program with a 355-acre 
grant in Washington, D. C. From the Brooklyn Navy Yard and Ellis Island to perhaps 
even Alcatraz, there is a wealth of obsolescent facilities that will be ripe for new town 
developments. 

The next question we might ask is whether new towns are the proper answer to the 
quantitative and qualitative urban demands of the future. Redevelopment has been the 
one major institutional contribution to this field, and even it falls short in some respects: 

1. Because it deals in bits and pieces of existing urban centers, it is hobbled in its 
potential for innovative technology. Any redevelopment project must revert to the 
existing technological state-and that is often obsolete-at all links with its unredeveloped 
surroundings. The opportunity for creating and exploiting a new, fully integrated urban 
technology simply does not exist. 

2. In order to function at all, and with the best intentions for the common good, re
development must often displace persons and destroy viable and closely knit neighbor
hoods. As often as not, the displaced persons cannot be satisfactorily resituated, and 
the time between destruction of existing structures and occupancy of the new ones is too 
long to wait. 

The development of new areas, i.e., urban development rather than redevelopment, 
permits the creation of technologically progressive cities while avoiding abrasive dis
locations of existing populations. These new areas will also serve as kernels for 
modernization from which new techniques, if proven successful, can spread to existing 
metropolitan areas. 

Having touched on some of the needs for creating such a city, let us turn now to the 
possibilities. It is no exaggeration to say that the real foundations of this city are 
neither concrete nor steel, but, as in all major products, money and policy. 

We readily note that men as far apart-geographicallyandpolitically-asCalifornia's 
Governor Reagan and New York's Senator Kennedy agree as to the absolute necessity 
for involving the private sector of the economy in the solution of urban problems. 

Sharing that belief, we propose as a fostering institution, an association of private 
corporations, which, for conveniences' sake, we shall refer to as the Consortium 
(Fig. 28). It is to be composed of perhaps a dozen members who are willing to provide 
the risk capital for development, with the expectation of realizing profits and benefits, 
both jointly and severally, on the venture as a whole. 

GLASS CO. 

RAILROAD 

OTHERS y HOTEL CORP. 
' TV NETWCRK 

ETC. 

Figure 28. Consortium. 

An article (2) points out that the use of 
interest leverage and tax shields contributes 
to the possibilities of high returns on in
vestment for such corporate ventures and 
that there is a further possible "fallout" of 
profits in sales increases of corporations' 
products. We share their conviction that 
there is " ... an attractive opportunity for 
many corporations ... to move into the real 
estate area" and " ... take advantage of 
what promise to be quite profitable invest
ment opportunities. " Such activity, albeit 
on a somewhat smaller financial scale, has 
precedence, for instance, in Pittsburgh 
and St. Louis where industry, labor unions, 
and even individuals have invested jointly 
in civic redevelopment. 
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Figure 29. Developmental activities. 

The crux of the case for the Consortium 
is to provide the capital for primary de
velopment on a scale sufficient for the 
project and still well within normal invest
ment size for the corporations. It is not 
intended, however, that all developmental 
activities be carried on directly by the 
Consortium (Fig. 29). The dangers of 
monopoly and monotony are evident enough, 
and it seems doubtful whether the Consor
tium would find it desirable to undertake 
the totality of such a financial commitment. 
Rather, it would seem appropriate that the 
Consortium develop (a) the general site, 
including land-fill; (b) the arterial facilities 
and utilities systems, or infrastructure; 
and (c) especially in the early stages, a 
certain number of exemplary residential 
and commercial facilities. 

The individual members might well be 
interested in building corporate or regional 
headquarters for themselves, and in com

mercial or residential developments that, besides providing sound real estate invest
ments, would also serve as outlets and showcases for their products. Thus corpora
tions might participate on two levels: as Consortium members and sub-developers. It 
is to these, then, as well as especially to the independent sub-developers that we look for 
diversity of design and purpose in providing for the needs of the citizenry. Theirs is the 
bulk of the developmental effort: residences, offices, wholesale and retail establish
ments, cinema and amusement. Further, in the later stages of development as the city 
grows, we can foresee the incrementation and expansion of public facilities to be under
taken by the city. Finally, we may reasonably anticipate the participation of sundry 
other organizations such as churches and their schools as well as various government 
agencies. Any or all of these might be expected to apply for such government aid as 
might be available for their projects. 

The financial feasibility of the project depends on the participants' earning an attrac
tive return on their investments. We shall try to briefly demonstrate that this is valid 
by showing the gross results of our financial analysis. 

In general, when we niade cost and return comparisons, the time stream of costs 
and r~venues were discounted to a common point in time, using 6 percent interest rate 
and individually determined service life for each facility. 

Applying the unit prices of land 
(Table 1), the total revenues from 
sale of land are $110 million. This, 
together with the municipal bonds, 
gives a total return on the develop
ment corporation's investment in the 
infrastructure of 8. 7 percent. Fi
nancial feasibility for developers and 
individual residents requires that 
rents of typical rc1:1idtm1.:et; be com
petitive. The yearly cost of providing 
space for a sample apartment of 1000 
sq ft in these structures is given in 
Table 2. The construction cost, with 
$ 2000 to cover land acquisition, is 
estimated at $8000. Amortizing this 
first cost over 40 years, and including 
annual taxes, insurance, maintenance 

TABLE 1 

CONSORTIUM CAN MAKE PROFIT 

TOTAL INVESTMENT 
COVERED BY SALE OF LAND 
COVERED BY MUNICI PAL BONDS 

$151, 6 M 
95 . z 
56, 4 

REVENUES FROM SAT ,F, (W I ,A ND 

35 ACRES COMMERCIAL@ $20/SQ . FT. 
170 ACRES IND. & PARKING@ $5/SQ. FT. 
330 ACRES RESIDENTIAL@ $3/SQ. FT. 

MUNICIPAL BONDS 

RETURN ON INVESTMENT 8 . 7% 

$30 . .+ M 
37. 0 
.+3. I 

$110 . 5 M 

57. 8 

$ 168. 3 M 



TABLE 2 

DEVELOPERS CAN MAKE PROFIT 

MEGASTRUCTURE FOR 
1000 SQ. FT. MODULE 
LAND COST 

AMORTIZATION 
INTEREST 
TAXES 
INSURANCE 
MAINTENANCE 

MANAGEMENT 
VACANCY 
PROFIT 

$6000 
$2000 

$ 150 
240 
280 

80 
16 0 

$ 910 
50 
90 

---22. 
SPACE COST $1140 

TABLE 3 

DWELLING UNIT COSTS ARE COMPETITIVE 

PURCHASE PRICE OF 
10 00 SQ , FT . MODULE 

AMORTIZ ATION 
INTER ES T 
TAXES 
INSURANCE 
MAINTENANCE 
SPACE CHARGE 

YEARLY RENT 

OR 

$8000 

$400 
240 
280 

80 
160 

1140 

$2380 

$200/MONTH 

47 

and management, we arrive at an annual 
space rent of $1140. We demonstrate next 
that this cost leads to reasonable monthly 
rents for the proposed apartment developments. 

Our best estimate for the module purchase 
price is $8 per sq ft, or $8000 for the 1000-
sq-ft apartment. Note that this is for a "fin
ished" apartment, including kitchen utilities 
and carpeting; large-scale production should 
bring this down. An amortization over 20 
years for the modules, and accounting for 
other costs as shown, leads to a monthly rent 
of .200 dollars. A strong second-hand module 
market would eventually reduce this figure, 
too (Table 3). 

Our calculations indicate that Boston can 
benefit from the development financially as 
well as in other respects, and that the sub
city thus satisfies the next criterion of finan
cial feasibility (Table 4). To determine all 
real costs of the sub-city operation was clearly 
intractable in the available time. Our ap
proach was to determine some major costs 
that we could approximate, namely, the phys
ical facilities cost, and the cost of operating 
a first-class school system. Then, what was 
left of the annual tax revenues for other ser
vices was found by assembling the value of the 
taxable real estate for the sub-city and as
suming the equalized Boston tax rate to be 
about what it is today. This could be com
pared with similar costs for other cities on 
a per capita basis; for Boston, the sub-city 
could thus be shown to be a very real asset. 

There are elements in our design that we 
have not included in the cost calculations. 

Churches and colleges are self-supporting and nontaxable facilities that may bring the 
total development cost to % billion dollars, but not change the economic feasibility of 
the design. Module factories, a power plant, and general computer facilities are self
supporting optional facilities that may or may not locate on the island. If so, they may 
be considered part of the industry previously accowited for. 

While we have given a great deal of 
attention to the initiating mechanisms 
for development, we should by no means 
ignore the perpetuating mechanisms. 
Suchastepwould include the city's ac
quisition of the public facilities de
veloped by the Consortium. It is ex
pected that the city would float bonds 
to pay the Consortium for things like 
the transportation system-as opposed 
to just roads-and it is conceivable that 
the Consortium might agree to buy a 
a certain number of the bonds (Fig. 30). 

With this step, the Consortium's 
active role virtually ends and the city 
administration becomes of prime in
terest. It was originally felt that the 

TABLE 4 

TAX PAYMENTS EXCEED SERVICE COST 

TAXABLE REAL ESTATE: 
RESIDENCES $294 
OFFICES 37 
COMMERCIAL 
IND USTRY, R&D 
PARKING 
LAND 

YEAR L Y EXPENDITURES: 

30 
45 
44 

110 

SCHOOLS ($1000 /STUD.) 
DEBT SERVICE 
OTHER SEftVICES 

YEARLY TAX REVENUES 

TOTAL $560 

TOTAL 

$ 11. 2 M 
3. 2 

19. 2 

$33. 6 M 

/CAPITA 

$160 
46 

274 

$480 
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creation of a separate city govern
ment was the measure best indicated 
to insure the success of the develop
ment, being, as the suburbs have 
shown, the best way to obtainciti
zen participation in government and 
attract the middle classes. Re-

Figure 30. Means of payment for Consortium activities. flection on the disadvantages to over-
all metropolitan planning of such a 
separation leads us to suggest in

stead a measure of administrative autonomy whereby the sub-city will be linked to the 
larger city at the highest level, i.e., directly under the mayor, and the operational 
functions of both kept separate. Indeed some of the proposed model cities legislation 
seems to envisage such an arrangement. 

Within the sub-city, government would be by a city council to be elected convention
ally. This body would appoint a professional administration to manage the city. Besides 
the city council, there would be a city commission elected by the citizens, not in their 
residential capacities (Fig. 31) as doctors, lawyers, union members, consumers, etc. 
This body would have three principal powers (Fig. 32): 

1. To initiate legislation without referendum or petition, 
2. To investigate, and 
3. To send back legislation for reconsideration and delay its passage for a limited 

time. 

Finally, there are some specific considerations flowing from the nature and ele
ments of our design that we need to consider. We are, after all, aware that our course 
achievement is not really the generation of new ideas-perhaps there is no such thing as 
a new idea-rather it is the new environment created by the hopefully judicious juxtapo
sition of existing ideas, and the simultaneous, parallel consideration and interaction of 
these ideas toward a single end. 

One implication of the new environment is a change in the existing concepts of house 
owner vis-a-vis apartment dweller. Our apartment dweller is often a house owner, or, 
at least, a module owner, who rents space in a structure. He may also own both his 
modules and a share of the structure on a condominium or cooperative basis and, con
ceivably, he might rent the module. Assuming, however, that module ownership will 
be the most common case, this· mitigates the inequity of federal tax laws that currently 
discriminate against the apartment dweller. The module owner will be able to deduct 
the interest portion of his module payment from his income tax. 

Another implication for the consumer will be the possibility of dividing his costs be
tween accommodations and location to suit his personal preference; i.e., he may for in
stance allocate identical resources either to 
an inexpensive module with a magnificent view, 
or to a plush module in the back. The static 
situation where location determines the quality 
of accommodations loses its force. CITY 
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Figure 31. Government administration. 
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Figure 32. Governmental powers. 
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All these are r eally fringe benefits of the far-reaching adaptability systematically 
built into the city, where a home can grow or shrink or move to suit the family's needs. 

Because of the innumerable varieties of human needs and experiences, we built for 
variety as well as adaptability. We sought endless permutations of life styles to re
capture those who have fled the cities. Some will, I think, return: middle classes, 
responding to comforts, conveniences and security; retired persons, responding to 
easy travel and module maintenance-a small unit, quiet and peaceful but close to things 
and not so lonely ; young marrieds, both working, grateful for easy commuting and home 
maintenance and the closeness to the city's fun and excitement. And others we do not 
even know yet who will find an unprecedented opportunity to mold the urban environ
ment to their particular tastes and wishes. For, above all, we are eclectic. You may 
choose and change and choose again. Live on a canal this year, under a dome next. We 
have taken the discomfort out of rhange and left its fascination. 

REFERENCES 

1. The Congressional Record, Jan. 23, 1967. 
2. Hayes, S. L., III, and Harlan, L. M. Real Estate as a Corporate Investment. 

Harvard Business Review, p. 144, July-Aug. 1967. 




