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ABSTRACT

SoCIAL HOUSING IN WATERFRONT REGENERATION.

A CRITICAL EVALUATION

IMELDA ISABELL4 GL4RCHI

This thesis provides a critical analysis of the suitability of mixed-use waterfront revitalisation

as a setting for social housing schemes. Although the latter have become increasingly common

on British waterfronts in recent years, it can be argued that for a variety of reasons the

waterfront may be an inappropriate location in which to create new, and possibly vulnerable,

social housing communities. This proposition is tested through three empirical investigations.

Each of these assesses resident satisfaction with respect to the housing itself, the immediate

revitalised environment and the regenerated waterfront's degree of integration with the city and

its services. A variety of research methods was employed, including desk-top studies involving

literature searches, qualitative investigations to assist questionnaire design, the use of self-

administered questionnaires by sample populations, postal proformas and postal and telephone

correspondence. The empirical results are presented and discussed against the background of

introductory chapters reviewing processes of waterfront decline and revitalisation. the evolution

of UK social housing policy and approaches to the analysis of waterfront regeneration. The

concluding chapter revie results, proposes a conceptual model for the analysis of todays

regenerated waterfronts and outlines a research agenda.

The main fmdings were that anticipated problems were greatly over-estimated by the hypotheses

adopted, and that mixed-use waterfronts have substantial appeal for the large majority of social

housing tenants. This reflects a complex range influences. Despite high satisfaction levels,

however, the work also demonstrated that potential problems should not be ignored. To a great

extent their avoidance depends on successftil design at the micro-scale, but the overall

morphology of the waterfront may also be important in terms of its ability to isolate

communities from inner-urban problems.
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CHAPTER 1

WA TERFRONT RE VITALISA TION IN THE POSTWAR ERA:
TOWARDS RESEARCH OPPORTUNITIES AND A SOCIAL HOUSING FOCUS

I]VTRODUCTION

Over the last two decades waterfront regeneration has become more and more important.

Not only have the waterfronts of many cities around the world been regenerated, but the

very fabric of many of the United Kingdom's cities has been radically altered by this

process. Yet although many millions of pounds, thousands of people, and large amounts

of effort have helped to implement a new role for the world's waterfronts, it is striking

that little research has been undertaken to assess the success of such schemes. It is with

this in mind that academics have recently began to call for detailed work to be

undertaken to evaluate the outcomes of revitalisation. This thesis can be regarded as a

response to these calls, as later sections of this chapter will make clear. In making this

response the focus chosen for the research is social housing on the waterfront and, in

particular, the issue of whether mixed-use waterfronts are appropriate locations for social

housing developments. The rationale for selecting this focus will also be set out later,

but at this point it is important to emphasis that the work is set firmly in the context of

waterfront regeneration. Consequently, before considering the research theme itself it is

appropriate to explore through a cross-section of the literature the concept of the

waterfront and forces that have driven its evolution in recent decades.

PORTS, HARBOURS AND WATERFRONTS

In trying to understand the waterfront it is important to become acquainted with its

reality as a complex organism or construct. This does not simply mean considering what

is occurring and has occurred in ports; it is also necessary to define what a port is, in

general and specific terms. Many previous studies have failed to do this, but it is
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difficult to assess waterfronts without at least a basic knowledge of definitions,

morphological types and physical characteristics relating to ports and harbours within

which waterfronts are set. This section examines these subjects as a first step towards

the development of a more critical approach to waterfront evaluation.

A port is, of course, a physical construct that is usually located in a town or city and

exists to enable ships to take on or discharge cargo. In addition, it may also provide

shelter. But, as Schenker and Brockel (1974) have emphasised, a particular port may

have a great many functions, some of which might be unique and therefore not covered

by general definitions. This diversity is alluded to by Mayer (1988, 78) in his approach

to the problem of definition. He argues, firstly, that harbours can be distinguished from

ports in that they are 'places that provide protection against winds, waves and currents'.

In performing this function, they may be natural or artificial, 'although the configuration

of most harbours includes elements of both'.

Secondly, ports are seen by Mayer (1988, 78) as 'places where there is interchange of

cargo and passenger traffic among vessels, and between vessels and overland carriers

or sites along the shore'. In terms of operations, a port may be a specialised unit of

organisation (for example, for handling feny, cruise ship or other traffic). But it may

also have extremely varied activity through the

'operation of a set of facilities associated with the transfer or interchange

of waterbome commerce, or of other maritime activities such as naval

installations, or the servicing of fishing fleets or pleasure craft' (Mayer,

1988, 78).
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Bringing together the concepts of 'port' and 'harbour', Mayer also emphasises that large

ports may extend to cover more than one harbour, as at Piraeus, and that some large

harbours may have within them more than one port. San Francisco Bay, for example,

includes the ports of San Francisco itself Oakland, Richmond and several other smaller

developments. Nearer to home, Plymouth similarly has the commercial ports of the

Cattewater and Milibay, as well as the city's major naval installations. Whatever the

precise configuration, however, from the perspective of this thesis the significant point

is that harbours and ports are normally geographically integrated with the city, with the

urban-port waterfront occurring in the zone of contact.

The waterfront itself, as Vallega (1993) has pointed out, has gained a wide range of

meanings, and the term is applied in many contexts. There are, for example, numerous

port-urban interfaces on lakes and rivers. However, the waterfront concept is most

closely associated with maritime port cities (Hoyle, 1992) and it is with the maritime

waterfront that this thesis will be chiefly concerned. On this waterfront is to be found

the 'concentration and juxtaposition of urban and maritime influences' (Hoyle and Pinder,

1992, 11) which may be viewed in two quite different ways.

The first relates to the actual outcome of developments that have taken place, usually

over many generations. On the seaward side, the historic character of an individual

waterfront inevitably reflects the nature of past port development. Here we return to

Mayer's (1988, 80) emphasis on diversity. Ports may be indusirial, dominated by the

transshipment and processing of bulk commodities such as coal, petroleum, grains and

ores. Others are commercial, in the sense that they are primarily concerned with general

cargo, which in developed countries today tends to be largely containerised. Some are

highly specialised, being designed to focus, for example, on ferry services, cruising or

3



naval activity. But many are essentially diverse, and therefore bring to the waterfront an

extremely broad range of influences from the maritime foreland. Meanwhile on the

landward side is to be found what Hoyle and Hilling (1984) have termed city-port

interdependence. This in turn reflects many influences, including the level and nature

of port industrialisation, transport network development, trade patterns, policy

preferences and decision-making at a variety of levels. In each instance these seaward

and landward influences have combined to produce a waterfront that is unique.

While this is a relatively obvious interpretation, however, Vallega (1993) has argued that

urban communities have subjective perceptions of the waterfront which research in this

field should recognise. Moreover, the suggestion is that these perceptions are diverse,

so that the waterfront will be a different mental construct for separate groups in society.

Hilling (1988, 27) has underlined this effectively by citing the work of Daunton (1977).

Writing about Cardiff s waterfront community in the late nineteenth centuly, but offering

this community as a model of others around the world, Daunton argues that it was 'an

alien enclave ... a mysterious world that was impenetrable to outsiders'. Clearly, these

ideas suggest that waterfront studies should approach 'the waterfront' as something that

can be seen as both a physical and a perceived entity. As later chapters will demonstrate,

this observation has been highly influential in the current research. Chapter 3 examines

the nature of typical waterfront revitalisation from both an objective and a perceptual

standpoint, while Chapters 5, 6 and 7 all explore in depth residents' perceptions of

revitalised dockland environments.

4



Figure 1.1	Derelict dockland on the Glasgow waterfront



CHANGE AND DECLINE ON TifE PORT-RELATED WATERFRONT

In the second half of this century, many port-related waterfronts have undergone

extensive change, in most instances leading to the abandonment and dereliction of

relatively old port areas (Figure 1.1). This has generated large tracts of wasteland, which

in some instances have been more extensive than the centres of the neighbouring port

cities. The diverse forces causing these changes are summarised in Figure 1.2 and, as

this section demonstrates, have been operating over a substantial period of time.

Hoyle and Pinder (1992, 14) as well as Hayuth and Hilling (1992, 41) have emphasised

the importance that technological changes in shipping and cargo-handling methods have

had in bringing about waterfront decline. In the case of shipping there has been an

increasing emphasis on scale which, in many instances, has left older port basins unable

to accommodate new types of vessel. This trend has been driven by economics which,

as van den Bremen (1982) has demonstrated, meant that by the 1960s and 1970s

significant operating economies could be obtained by using vessels of 100,000 dwt or

more on long global routes. In this context the way was led by the development of crude

oil supertankers. For example, by the mid-1970s even a modest tanker of 100,000 dwt

operating over 10,000 km could reduce transport costs by a third compared with those

for a 50,000 dwt vessel (van den Bremen, 1982, 67). Lessons learnt in oil tanker

construction were quickly applied to other forms of marine transportation (Hilling,

1989). Dry bulk carriers, container ships, roll-on/roll-off vessels and, later, car

transporters all gained valuable economies of scale by applying innovations which would

enable many other cargoes to be carried in bulk (Figure 1.3). As this happened, the

increasing size of the ships in question made them less and less suitable for use in the

older port areas.
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In addition, many of the 'neW bulk cargoes, such as coal, ores and containerised general

cargo, demanded greater and greater areas of quayside space which traditional port areas

were unable to provide. Beyond this, however, the new generations of ships were

designed so that much less labour-intensive handling methods could be employed to load

and discharge their cargoes. In the past the use of highly labour-intensive methods had

meant that ships might spend 50 to 80 per cent of their time in port. Now new handling

technologies meant that vessels need allow only a matter hours for loading and

discharging. As Hayuth and Hilling (1992, 46) state, previously 'an average productivity

of 1.5-2.0 tonnes per worker per hour was commonplace. In contrast ... a thirteen man

team recently completed 1,275 container moves in a period of 22.4 hours'. This, too, was

a development which worked against older port areas and their communities (Figure

1.4). The need for hundreds of dockers could be reduced by the new equipment to

demand for just a few dozen, and even these few jobs could not be based in traditional

port areas because of the space requirements of the new transshipment methods.

In some instances these forces stimulated ports to develop extensive expansion schemes

specifically designed to attract the new vessels and cargoes, as well as cargo-handling

companies that would install the latest transshipment equipment. When this occurred

these schemes were in many instances given government support and encouragement

because it was believed that port development and industrialisation were of fundamental

importance for national development (Pinder and Witherick, 1990). However, not all

ports could afford large-scale expansion programmes, and some did not have appropriate

space available. This led to a growing tendency for the more impressive new

developments to concentrate in a smaller number of large ports (Gilb, 1992). Yet despite

this distinction the outcome for the early waterfronts in most ports was the same. The

forces described above pulled shipping and related transshipment away from the heart

8



of the cityport towards more spacious locations elsewhere in the vicinity or sometimes

in an entirely different port (Pinder, Hoyle and Husain, 1988, 250).

Pinder and 1-loyle (1992, 486) also suggest that, because 'future economic viability' was

seen as all important, this process led port authorities to concentrate their attention on

port areas that showed promise of survival or were still clearly economically healthy.

Older port zones, in contrast, tended to be marginalised because they were regarded as

exhausted assets from which the authorities could gain little. Through this perception a

culture of abandonment grew up as port managements lost confidence and became

increasingly inclined to shut down their traditional docklands.

In addition to these forces, several others have been significant. Some of these are

highly localised. For example, Herschman (1988a, 18) has argued that in some instances

port activity has been adversely affected by pressure from the neighbouring city. Thus

successful business districts, residential demand and an emphasis on recreation and

aesthetic uses may produce an un-welcoming environment for maritime activity. An

example of this can be found in Swansea Maritime Village where there has been an

overt move to remove traditional maritime uses from the waterfront. Industries which

did not own their premises found that their rents were increased to encourage them to

move, while incentives were also given for relocation (Swansea Housing Options1

Officer, 1994, pers.comm).

Most other influences, however, have been much more general. One, for example, is the

changing pattern of overseas trade caused by the readjustment of international

relationships. The effect of this has been to work against some ports and to benefit

others. An example of this is provided by shifts in British overseas trade (Hilling, 1987).

9
































































































































































































































































































































































































































































































































































































