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subdivisions popped up with such rapidity that by 1970, non-metropolitan growth
outpaced metropolitan growth for the first time since the early 1800°s (Daniels 1999,
25).

The model of communal organization in America was now a suburban one, and
although government policies and programs helped to subsidize and fuel development
outside urban boundaries, it was the automobile and the highways that were the true
enablers of the suburban phenomena. In the years immediately following World War II,
jobs, services, civic and religious organizations continued to be concentrated in the urban
core. But with an automobile, and the availability of a vast infrastructure of highways,
Americans could conveniently and affordably commute from their homes in the suburbs
to their jobs downtown. In this way, the automobile and the highway radically expanded
the geographical reference of the average American more powerfully than federal
programs alone could ever have done. The freedom and mobility afforded by the
automobile and the highway was the true essence of the suburbanization phenomenon,

revolutionizing perceptions of time, distance, and community.

The Retail Revolution

As the geographic dispersion of the American population continued to extend
beyond city limits, the retail industry slowly adapted to capitalize on the new suburban
markets. The automobile and highways had initially made the same retail establishments
in the urban core equally accessible as before for those who had left for the suburbs, but
the explosion of car ownership quickly congested and overwhelmed downtown shopping

destinations (Gillespie & Hecht 1977, 5). The geography of the retail industry therefore






























most dominant force in commerce, renowned for its superb efficiencies, unprecedented
clout with suppliers, and pervasive influence on everything from pop culture to the
consumer price index (Harrington 2004, 80).”

Wal-Mart is the state of the modern retailing industry, and its use, therefore, of a
few, simple store prototypes legitimizes the strategy to the level of retailing law.
Regional and national retailers save such considerable design and construction costs by
using prototypes that the idea of a new design for each new store is considered illogical.
Every conceivable way to reduce costs must be implemented if a retailer is to survive in
today’s market. In this competitive atmosphere, design and construction costs are too
large of an expense to be left unknown. Store prototypes predict and cut costs.

Within this context, Chapter Two will discuss the principles that guide the
development of a prototype store, as well as the benefits it provides in more detail. This
will help to explain the appearance of retail prototypes-specifically regional and national
chain stores-and why prototypes of different retailers look so similar. Increasingly,
regional and national retailers have been criticized for the apparent lack of design
considerations and wasteful use of land of their buildings. The next chapter is intended to
consider this issue from the retailers' perspective, which will provide deeper insight into

the controversy surrounding prototypes.
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is made to fully maximize the amount of selling area, since this is the only area that
produces income. Typically, this results in not less than 85% of gross floor area
dedicated to the selling area (Israel 1994, 76).

The next aspect that will determine store size and shape is a conceptual
arrangement of the selling and non-selling areas discussed above. The selling area, the
profitable area of the store, should always be positioned adjacent to, preferably
straddling, the main entrance to immediately present the merchandise. There are
numerous types of model layouts for the selling area floor, which incorporates aisles,
shelving, and checkout areas. Such models include the “center core”, the “loop”, and the
“free-flow”. Although each has a different approach, all share the goal of providing an
efficient flow of customer traffic, flexibility for future store needs, excellent visibility for
high profit margin products, and the least amount of dead space (Davidson 1966, 279).

The non-selling areas are typically accommodated after the space requirements of
the selling area have been determined. Since the selling areas will always be placed at
the front of the store near the main entrance, it necessarily follows that a majority of the
non-selling space will be located towards the back of the store. This is especially true for
loading and unloading areas that are not only unsightly, but also threaten to seriously
disrupt customer traffic flow if placed too close to the selling floor (Green 1986, 73).
Although not to the degree of loading areas, all non-selling areas are generally deemed
unsightly and potential customer distractions that should be relegated to the back of the
store.

The goal of the conceptual floor plan layout, therefore, is to establish the space

requirements of a store and location of the selling and non-selling areas. Every square
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the design of the site. As such, “proper store planning is accomplished by developing
plans from the inside-out to assure that the store building will envelope a functional
selling machine (Novak 1977, 23).” Once this “functional selling machine” has been
designed, a retailer will be rewarded, both in time and money, each and every time it is
used for a new location.

To this point, it has been documented how retail prototypes came into existence,
how they are designed as a complete functional unit, and the implications of their use
from the retailers’ perspective. There is, however, an opposing perspective. Despite the
many benefits they provide to retailers, prototypes have not been very well received by
communities across the country. Chapter Three will examine the effects of the
prototypes’ widespread use upon the built environment, and how communities are

reacting and coping with this onslaught.
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Therefore, the New Urbanism dictates that modern development be brought closer
together and occupy a much smaller footprint. Large lot size and setback requirements
should be eliminated, requiring that houses and commercial buildings be placed along the
sidewalk and, when possible, side by side with neighboring structures.

With an increase of density, the New Urbanism calls for the decrease of scale.
The buildings of pre-automobile urban neighborhoods and town central squares tended to
be of modest height, width, and depth, providing visual continuity and therefore a sense
of order, stability, and security. The New Urbanists found that to achieve this visual
continuity did not necessarily require uniform architecture, only that the sizes of the
structures remain approachable and relatively consistent. A building disproportional in
size to its surroundings, regardless of architectural style, could quite easily disrupt the
visual continuity of a community, and cause observers to feel intimidated. To prevent
such a scenario, the New Urbanism proposes size restrictions to create an inviting
streetscape free from imposing structures.

To organize development within a community, the New Urbanism directly
challenges zoning. Separating uses by several miles as zoning does, forces people to use
their cars to get from destination to destination, and eliminates the need to stay in one
area more than is absolutely necessary. The New Urbanism proposes a mixing of uses to
minimize this distance between destinations and create areas in which people can live,
work, and shop.

The New Urbanists believe very strongly that given the opportunity, Americans
would gladly reduce the amount of driving they do in favor of walking if services and

attractions were located within a five minute walk (Duany & Plater-Zyberk 1994, xviii).
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because they present perfect opportunities to restore retail to a healthy part of

communities while not jeopardizing the goals of retailers.

Reducing Parking Requirements

No other aspect of suburban development is more responsible for the low density
of the built environment than that of parking. The area of land needed for a suburban
retail store’s parking lot is often twice the amount needed for the store itself (Langdon
1994, 182). As discussed in Chapters Three and Four, the blame for this situation can be
equally shared between retailers and misguided zoning ordinances. The focus should
instead be squarely centered on how to improve the situation, and reducing or eliminating
the minimum parking requirements of zoning ordinances, coupled with a comprehensive
reassessment of our attitudes toward parking in this country, is an appropriate place to
start.

For the last half century, suburban communities have addressed the issue of
parking by establishing minimum requirements for different uses based on research and
recommendations published by the Institute of Transportation Engineers, copied from
neighboring town requirements, or determined arbitrarily (Millard-Bell 2002, 21). This
was done to ensure that each site could accommodate its own demand and prevent
parking from spilling over into other sites, or the street and cause traffic congestion.
Because each site had to provide enough parking at all times, the minimum requirements
were determined according to those instances when demand is the most intense; typically
the holiday season. Except for these few weeks, retail parking lots are less than full for a

majority of time when demand is at normal levels.
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