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FOREWORD

The year 1912 was an important milestone for Colorado Springs. Still a young city of only 
40 years, the easy-going Little London began the journey to become a metropolitan presence on 
Colorado’s Front Range. The city of Colorado Springs faced choices that would patently impact 
its future. The numerous trains created unsightly air pollution, the extremely wide streets 
presented challenges for pedestrians and costly paving, and the deficiency in developed 
neighborhood parks was in contrast with the abundant city park acreage. It is interesting to read 
about the concerns of 1912 in the context of the choices the city faces now, 100 years later.

The city’s potential was clear to civic architect Charles Mulford Robinson, though he 
acknowledged the city’s previous planning mistakes and ill-conceived design choices, like the 
grid of wide streets and the “unfortunate spacing” of median “parking strips” on Cascade 
Avenue. Robinson’s recommendations, reproduced as this book, were formed from his 
observations described in two reports: A Report for the City of Colorado Springs, Colorado, and 
El Paso Good Roads Association on the Development of the Streets, published in 1905; and A 
General Plan for the Improvement of Colorado Springs, presented to City Council on May 29, 
1912.

In 1912, less than three miles of the city’s 123 miles of streets were paved. How different 
the city must have been—mostly dusty or muddy streets, occupied by an abundance of horse-
drawn vehicles, a few automobiles, motorcycles, and bicycles, and the streetcars of the Colorado 
Springs & Interurban Railway Company. Not only would pedestrians have to attentively watch 
for traffic, but concentration was required to avoid stepping in what the equine transportation 
might have dropped in one’s path when crossing Tejon Street. There must have been the 
occasional black cloud of flies, and the odors from the dozen in-town livery stables were no 
doubt overwhelming on a still summer’s night.



Public, semipublic, and private improvements in the works during 1912 and 1913 amounted 
to more than $3 million—on the order of more than $68 million in 2012 dollars. “It is not merely 
the cost of these improvements that is noteworthy,” reported the February 12, 1913, Gazette, 
“but the fact that all are in line with the general and systematic plan for the development and 
improvement of the community [and] that each is directly or indirectly related to [a] general 
scheme. . . . The last two or three years have been characterized by a general civic awakening.”

Included in the improvements mentioned above: Cragmor Sanatorium ($500,000), Colorado 
Springs High School ($358,000), Stratton Home buildings ($210,000), Colorado College 
gymnasium ($100,000), Y.W.C.A. building ($75,000), addition to the School for the Deaf and 
Blind ($35,000), Sunny Rest Sanatorium ($25,000), St. Mary’s Academy ($20,000), Tourist 
Memorial Chapel ($25,000), city paving ($150,000), street light system ($20,000), street railway 
paving and track ($100,000), Liller School ($30,000), Reservoir No. 2 water system ($19,000), 
new water pressure ($175,000), Manitou and Stratton Park Scenic railway ($100,000), Burns 
theater ($300,000), Modern Woodmen of America Sanatorium ($200,000), new residences 
($100,000), Bennett building ($100,000), Bethel Hospital ($100,000), Union Printers Home 
($65,000), sidewalks ($50,000), storm sewers ($40,000), and a telephone company ($175,000).

Robinson was taken by the potential for the parks of this community. He frequently referred 
to “parking,” not as we define it today for our vehicles, but as a verb describing the creation of 
park environments. In contrast with the “inexhaustibleness” of the “beauty and grandeur” of 
Colorado Springs, Robinson’s report drew attention to a “considerable expanse of squalid 
settlement” south of the Bijou Street bridge. “Yet big trees, dotting the area or leaning over the 
stream,” he said, “give promise of latent beauty there.”

Reading Robinson’s 100-year-old observations and recommendations, you may find some of 
them remarkable and others ridiculous. Looking at Colorado Springs today, the evidence of his 
vision and the City Beautiful movement philosophy are visible in the landscaping of the streets, 
the numerous neighborhood parks, and the preservation of the mountain views. Perhaps you will 
appreciate the forethought of those who cared about the growth and planning of the city. 
Knowing that you and others care about these issues today, the year 2012 can mark the 
beginning of another era “characterized by a general civic awakening.”

Paula J. Miller, Executive Director, PPLD
Tim Blevins, Special Collections Manager, PPLD

“Looking south from the Bijou Street Bridge,” 1912. Robinson noted the “wretched shacks” on the shores 
of Monument Creek. A General Plan for the Improvement of Colorado Springs.
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In late 1911, the Colorado Springs City Council appropriated $2,000 to hire a consultant to 
produce “a comprehensive plan for the development of our city, both for present and future 
improvements.”1 Charles Mulford Robinson (1869–1917), “one of the best known civic artists 
and landscape experts in the United States,” was selected for the job.2 A journalist and poet with 
no architectural, engineering, or landscape training, Robinson, like most who visited the 1893 
Chicago World’s Fair, had been inspired by the superbly planned and executed “White City,” the 
site of the six-months long exhibition. Following his publication of essays and books devoted to 
civic planning, Robinson, notable for popularizing America’s “City Beautiful” movement, 
emerged as the nation’s most influential city designer.3

By 1911, Colorado Springs residents were already familiar with Robinson and his ideas. In 
1905 and again in 1907, he was hired to analyze and report on the landscaping possibilities of the 
city’s unusually broad streets, such as Cascade Avenue, which, with proper landscaping, 
Robinson believed, might, “with reasonable cost, be converted into one of the most beautiful 
residence districts in the entire world.”4

Robinson’s City Beautiful plan for Colorado Springs, contracted only four decades after the 
city’s 1871 founding and at an expense of more than $45,000 in contemporary money, reveals 
that those citizens of 1911, no less than the foresighted citizens of today, wished to create a 
“Dream City.” City fathers, urged on by city mothers—ladies of the Women’s Club and Civic 
League—anticipated that by following Robinson’s detailed plan, “all city betterment would 
unfold itself; and civic interest, civic pride and civic righteousness would develop as the natural, 
harmonious consequence.”5

While acknowledging the community’s economic and entrepreneurial interests, as well as its 
existing architectural and platting structures, which might be changed only with enormous cost if 
at all, Robinson’s treatise stressed elevating the aesthetic, physical, emotional, and even moral 
needs of the humans who lived, worked, studied, and played in the city. Fundamentally though, 
he recognized that a city can offer its citizens only the amenities they are willing to purchase. 
When presenting his plan to city officials a century ago, Robinson emphasized a timeless reality:

The carrying out of the plan is dependent . . . on the citizens themselves. They can have 
what they want—if they want it enough to pay for it. The whole question comes back to that. A 
city builder can work out a general plan of improvement, can tell what ought to be done under 
the given conditions, and how to do it; but neither you nor any official can do these things unless 
the people give you the money with which to do them.6

Chris Nicholl, Pikes Peak Library District Special Collections
NOTES

1. Colorado Springs Gazette, October 4, 1907; The Herald Telegraph (Colorado Springs), November 
1, 1911.

2. Colorado Springs Gazette, October 4, 1907.
3. Charles Mulford Robinson, The Improvement of Towns and Cities; or, The Practical Basis of  

Civic Aesthetics (New York & London: G. P. Putnam’s Sons, 1901), is considered the “Bible” of the City 
Beautiful movement.

4. A Report for the City of Colorado Springs, Colorado, and El Paso Good Roads Association on the 
Development of the Streets, 1905; Colorado Springs Gazette, October 4, 1907.

5. Civic League of Colorado Springs, Bulletin, October 1911, Vol. 1, No. 5, 2.
6. Charles Mulford Robinson, A General Plan for The Improvement of Colorado Springs (Colorado 

Springs: Department of Public Works and Property, 1912), 7–8.



The following book is reprinted with only minor format and spelling revisions to the original 
version. A few of the original illustrations are included, and others are added.
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The July 4, 1895, D.A.R. commemorative marker reads, “First stake of the Fountain Colony was driven 
here July 31 1871.” A new marker was rededicated on August 1, 1983, by the NSDAR Zebulon Pike and 
Kinnikinnik chapters and is located at the southeast corner of East Pikes Peak Avenue and Cascade 
Avenue, just east of the Range Riders statue. Stewarts Commercial Photographers photograph, Special  
Collections, Pikes Peak Library District (013-10116).

Some Perspectives on 100 Years of Comprehensive Planning in Colorado 
Springs

Tim Scanlon

Charles Mulford Robinson is recognized as a pioneer in the field of city planning. As a 
profession, city planning was in its infancy when he made his first professional visit to Colorado 
Springs in 1905 to prepare recommendations to improve and beautify the city’s streets. 
Robinson’s background differed from his contemporaries of urban studies. Frederick Law 
Olmstead Jr., Daniel Burnham, and Alfred Bettman came from established disciplines of 
landscape architecture, architecture, and law. Robinson’s background was that of a journalist. 
Displaying awareness of a wide range of subjects, coupled with self-taught observations of urban 



life, he was a generalist instead of a specialist. Thus, it is unsurprising that he focused, not on 
beautification, or civic art, or legal tools to achieve progress, but on the written comprehensive 
plan.

Robinson had few widely accepted principles to follow in writing the General Plan for the 
Improvement of Colorado Springs; indeed, he published his own quantitative standards for street 
design just before his return trip to Colorado Springs in 1912.

At that time, the general public in the United States possessed only a vague idea of the 
purpose of city plans. It was common for new towns to follow an established design. The Pierre 
Charles L’Enfant plan for Washington, D.C., was breathtaking in its elegance and its departure 
from the standard grid of streets set at right angles to each other. The grid dates back to Roman 
settlements with the market and public square centrally located. That form was accepted, 
understood, and appreciated by investors and occupants. But urban growth over time departed 
from the simplicity of the initial form and produced problems, such as inadequate and poorly 
aligned streets, crowded and deteriorating buildings, and haphazard sanitation.

A century ago, Colorado Springs was a prosperous town. Founded four decades earlier by 
General William Jackson Palmer, the city was intended as a center of sophistication and culture. 
The spectacular scenery provided a basis for a tourism industry. The city was nationally known 
for its ring of parks, extensive in scale and displaying tremendous variety. Six railroad lines 
served the city. Hotels thrived on revenue from both tourist and business travelers. Before the 
development of modern medicine, the city achieved international fame among those seeking 
treatment of respiratory illnesses, particularly tuberculosis. Sanatoria dotted the city. The gold 
output from the Cripple Creek Mining District had supplied the processing mills as Gold Hill 
Mesa, south of Colorado City, slowly grew. Bank vaults were full and a solid middle class was 
developing. Although productivity had declined since 1900, most residents believed that new 
techniques of exploration and extraction would boost mining profits to new heights. The 
Colorado College had become a respected center of higher learning at the far western edge of the 
Great Plains. A consolidated trolley system furnished rapid transportation at affordable rates. 
Nearby communities supplied valued services and goods. Colorado City hosted the gambling, 
drinking, and sporting houses banned by General Palmer. Manitou Springs offered spas and 
various fresh-water springs for the ailing. Heavy industry, with its attendant traffic and smoke, 
resided in Pueblo.

In short, Colorado Springs was comfortably growing into the shining community foreseen 
by Palmer. Class conflict between capitalists and labor had largely bypassed the town, but local 
residents were fully aware of national tensions. They kept abreast of trends through railroad 
travel and the local newspapers, which provided international and national news, as well as 
society gossip and fashion pages.

Social trends swept across the country during what is now referenced as the Progressive Era, 
occurring roughly between the 1890s and the 1920s. Reform was a principal interest of the day. 
Public health promoters labored alongside prison reformers, housing advocates, and food safety 
activists. The Public Works Movement provided clean water and the installation of elaborate 
sewer systems in urban areas. The Public Parks Movement promoted a range of active and 
passive recreation at parks ranging from establishing small neighborhood parks to protection of 
national monuments. The blatant politics of the various city machines were fitfully evolving 
from a strong mayor form that had commonly fallen into bossism to the City Council-City 
Manager form of government.

Local reform in the areas of housing, medical treatment, and education for children 



manifested in the Colorado Springs Day Nursery Association. A similar effort involved the 
Boy’s Club, managed by the King’s Daughters. The Women’s Club and the Civic League were 
in place, campaigning for better government. Municipal water supply and distribution systems 
and waste disposal plants were in place.

The Chicago World’s Fair of 1893 would have been familiar to local residents. This event 
represented the highlight of the City Beautiful Movement. Emerging as an often elitist reaction 
against the squalor of the cities produced by crowds of immigrants and the migration of rural 
farmers to the cities, the movement demonized crowded tenement districts containing blocks of 
high-rise apartment buildings bereft of indoor plumbing or windows to admit sunlight and fresh 
air. The movement promoted civic art and also a return to the architecture of early Greek 
democracy, emphasizing neo-classical public buildings. The World’s Fair’s site displayed the 
redevelopment of a portion of Chicago’s shorefront to include outdoor electric lights, beautifully 
landscaped boulevards, and clusters of monumental public buildings, all arrayed in symmetry.

The notion that a community could and should shape its future was beginning to come into 
common thought. The first local suggestion of a civic improvement plan for Colorado Springs 
occurred in 1893, when Colonel Edgar Ensign (Colorado’s first commissioner of forestry) 
presented a paper calling for a comprehensive plan, noting the need for managing the public 
parks, a desire for civic art, and the need to underground electric wires. In 1905, a group of 
prominent local organizations, including the Chamber of Commerce, the Real Estate Exchange, 
and the El Paso County Good Roads Association, invited a contingent of the National Good 
Roads Association to visit Colorado Springs. Concurrently, Charles Mulford Robinson, secretary 
of the Municipal Art League of America, was scheduled to visit to prepare recommendations for 
municipal improvements. Robinson had written two well-received books: The Improvement of  
Towns and Cities and Modern Civic Art.

Roads were the dominant issue of the day. Palmer’s original plat established a pattern of 
wide streets, with avenues 140 feet wide and streets 100 feet. Forty years after the founding of 
the town, this was regarded as excessive. Portions of roads not actively used for travel grew 
weeds and collected debris and litter. The practice of street paving was just beginning in 
Colorado Springs, starting in the business center, and the notion of paving the entire width of a 
road was unappealing. Robinson had recently embarked on his new career of lecturing localities 
on means and methods of beautifying their lands, and his arrival in Colorado Springs was seen as 
an opportunity to introduce new concepts to the residents, as well as provide the basis for 
narrower street rights-of-way. Robinson endorsed a treatment of “parking,” both side and center 
parking. The latter we now reference as landscaped medians; the former is now described as the 
lawn between the curb and the sidewalk.

Robinson was interested in more than streets, however. Early in his 1905 report, he 
characterized the city’s assets as fresh air and scenery and noted the city would never be a 
manufacturing or trading center. Instead, he promoted the idea that the city should capitalize on 
its strengths and shape the form of the city to reinforce those attributes. Robinson provided 
specifics on design, noting that brick or concrete pavement needed to be accompanied by 
concrete curbs, but macadam (a tamped gravel base poured with water and dust) did not. General 
rules for street treatment and uniform building setbacks were submitted, and he stated a 
preference for using local flora for landscaping. Major streets were individually described and 
individual treatments were proposed, based on their character. Because many of these concepts 
were new, he used his report to educate as well as inform.

Despite expressed approval for the improvements by both residents and the local newspaper, 



the 1905 report produced little activity. Center parking had previously been introduced, along 
with side parking, but the incidence of improving streets continued slowly. Some sidewalks were 
added, but only in the business district.

Nationally, publication of the Plan of Chicago in 1909 stirred refreshed interest in city 
planning. Prepared by Daniel Burnham, manager of the 1893 World’s Fair, and co-authored by 
fellow architect Edward Bennett, this document was handsome, leather-bound, profusely 
illustrated, and individually signed. In all, 1,650 copies were printed. Concepts included new and 
wider streets, new parks and a new railroad, harbor facilities, and new civic buildings. While the 
Chicago plan is commonly regarded as the first American comprehensive plan, its utility was 
limited. It was more a description of an ideal Chicago than an effort to identify and resolve 
specific local problems. Other cities followed suit. Nearly all early plans were sponsored by 
private, civic organizations and were written by architects and landscape architects, but there was 
no apparatus for implementation. Often, it seems, the motivation for preparing a plan was to 
accomplish civic pride in the product as opposed to actually improving municipal life.

Locally, progressives continued to press for change. The Civic League, promoter of 
improved municipal conditions and investigator of public impropriety, continued to press 
attention on the 1905 report. It donated books to libraries and brought civic advocates to town to 
lecture. In 1910, the League promoted the suggestion that a Civic Architect be elected within the 
city, and then sponsored a petition to City Council requesting a $2,500 allocation to prepare a 
comprehensive plan.

By 1912, Robinson had progressed from a nomadic consultant to a professorship at the 
University of Illinois at Champaign. It was the nation’s first university-level planning program, 
and Robinson approached his teaching with the practicality depicted in his 1905 report. His 
students examined the planning principles and the history of city design during the first semester, 
and then traveled to localities for the second semester to actually prepare a plan for physical 
improvements.

City plans customarily mirror values held at the time they are prepared, values held by both 
the author and the community being planned. Currently, the philosophy of the city planning 
profession is to affirmatively protect public health and provide safety, conserve public resources, 
promote efficiency and beauty, presume collective and individual equality, and embrace both 
citizen participation and individual responsibility, all under the principles of rational 
management. Plans attempt to balance the need for immediate decisions with desirable goals for 
the future, so that issues may be addressed in a comprehensive manner. It is tempting, but futile, 
to focus on an ideal end-state without providing direction as to how to get there; this was the 
essential weakness of the Chicago plan.

Promising a glorious future is easy when the end state is far in the future and there is no 
focus on implementation. It is now commonly acknowledged that planning is an ongoing process 
that needs to be maintained, and that a process that does not produce both policies and desirable 
improvements is not planning. Further, municipal plans seek to create an additional balance 
between public and private decisions. There is a multiplicity of interests in planning a locality’s 
future, including property owners, development interests, elected representatives, mayors, 
planning commissions, and public interest. Overarching matters of regionalism, of independence 
versus interdependence, of coordination, function, and legal tools to achieve progress should be 
addressed.

Urban planning now encompasses a variety of fields. Transit and transportation planning are 
separate disciplines. Others include neighborhood, redevelopment, site, project, design, and 



environmental planning. All deal with the use and reuse of land over time.
Robinson’s 1912 plan was quite different from the 1909 Chicago plan. It was contracted by 

Commissioner of Public Works Andrew J. Lawton, who served as the city’s manager of capital 
projects. Robinson specifically rejected the notion of a concept plan in his introduction and 
repeated his focus on practicality. Even the shape of the document as it was printed allowed 
readers to easily insert it into their coat pockets.

The remainder of this essay will provide comments on the 1912 plan, providing context to 
descriptions and the current names for streets that have changed since then.

Introduction
Robinson proposed the plan be a sane and rational ideal of what could be and what should 

be done in Colorado Springs to render the city a better place in which to live. Practicality in 
approach and attention to the financial limitations of the community were acknowledged 
constraints. He also cautioned that any success would necessarily rely on implementation by the 
citizenry, adding that the citizens can have the city they want if they want it enough to pay for it.

Chapter I. Steam Railroads
It may seem odd that Robinson would designate Steam Railroads as the initial chapter in the 

plan. Railroad corporations were near the height of their power, and recommendations for 
improvement would likely be interpreted as unwelcome criticisms. Colorado Springs had two 
passenger rail stations. The older, the Denver & Rio Grande on South Sierra Madre Street, 
handled south-bound travelers, and the Atchison, Topeka & Santa Fe depot, a predecessor to the 
current building at 555 East Pikes Peak Avenue, headed north toward Denver. The issue of a 
Union Station, to combine passenger traffic in one location, was an active and controversial 
topic. Robinson regarded the Denver & Rio Grande as a significant and visible source of air 
pollution, detracting from the scenery. Due to its placement in a valley, however, there were few 
at-grade intersections where travelers had to wait for the trains to pass. The Santa Fe, on the 
other hand, crossed 40 unpaved city streets as it passed through the city. Robinson hoped that 
electric trains would eventually develop to solve the matter of smoke pollution; this shows that 
the hope for a technological fix, a magic bullet, to resolve problems was a tempting behavior 100 
years ago.

Suggested improvements addressed both operations, in terms of having freight trains stop to 
obtain their directions south of the downtown, and physical enhancements, such as efficient and 
attractive entries to the stations and improving the appearance of overhead railroad crossings. He 
proposed an approach that resembles the current overhead railroad crossing at Platte Avenue east 
of Wahsatch Avenue.

Robinson correctly predicted that the Santa Fe railroad would fade, but there is no indication 
that he perceived the impact of the personal automobile on the national fabric. At-grade 
intersections of rail and auto traffic have dwindled to a handful but have yet to completely 
disappear.

Chapter II. Street Plan
This chapter dealt with the design of streets, called platting, rather than their development. 

Consequently, the replatting of a street was used as a euphemism for land redevelopment. The 
plan stated that practicality required acceptance of the existing street arrangement, and added it 
was particularly important to Colorado Springs because an “extraordinarily large portion of the 



city total is already in streets.” Further, Colorado Springs was perceived as having little money to 
spend on a scheme of improvements. Robinson disliked the street grid, however, dismissing its 
commonplace appearance while emphasizing the importance of using streets to frame focal 
points, such as hotels and parks.

Instead, Robinson differentiated street function between “through” streets and those that 
served “local” traffic. He actively encouraged disruption to the grid pattern, with narrower streets 
hopefully becoming quieter streets. He saw an opportunity to plat narrower streets east of the 
Santa Fe line, north of Uintah Street, evidence that he saw planning as an exercise to achieve 
improvement over time, a characteristic common to city planners.

The plan called for retaining the existing 100 foot right-of-way for every third street; the 
other two would be reduced in width to 60 feet. Land thus freed was proposed for neighborhood 
parks rather than private use. It also called for additional railroad underpasses at East Willamette 
Avenue and East Cucharras Street. Neither occurred. On the other hand, Robinson suggested the 
creation of a linear park south of the Santa Fe Depot, should it be abandoned; this was eventually 
accomplished both north and south of the Santa Fe depot, forming the Shooks Run Park and trail.

Robinson valued Cheyenne and Pueblo Avenues, diagonal streets located in the business 
district, even to the point of recommending an extension of Cheyenne Avenue to the northeast to 
link with Willamette Avenue. This was a controversial topic of the day, as the local school board 
was seeking to vacate the street to expand the high school. Robinson felt the street could narrow, 
thus allowing more room for school buildings, but opposed closing the street. He felt that 
retaining the street and extending it to the north and east would bring a large building area 
functionally closer to the center of the city. Cheyenne Avenue was vacated between Nevada and 
Weber Street, however, and it was never extended.

In this chapter, Robinson introduced the now familiar tactic of citing desirable examples in 
other cities and appealed to civic pride in comparing relative street widths of Colorado Springs 
and New York City. Also, he forcefully advocated for the dedication of additional land for parks 
and playgrounds, arguing that boys, young men, and children should have access to nearby 
outdoor activities. It is noteworthy that that there was no mention of the need for such facilities 
for young women.

Robinson observed that when the city lessens standards an enforcement process must be in 
place. Consequently, the plan called for a Plan Commission to oversee the land development 
process, presumably better situated to resist pressure to further lessen standards. The idea of a 
commission may have reflected an appreciation of the city’s Park Commission, required by 
Palmer as an “independent entity created to administer the park system, free from partisan and 
political strife.” This purpose acknowledged that civic mindedness is rarely the motive for 
subdividing property into buildable lots. The six-member Park Commission possessed complete 
control of a Palmer endowment to aid in the maintenance of parks and to purchase additional 
park land. The Plan Commission was proposed to consist of only three members. The Chamber 
of Commerce, instrumental in bringing Robinson to town in 1905, was to have one 
representative, and the Civic League and the Women’s Club filled out the roster. Individual city 
commissioners (Public Works and Property, Park Commission, and the Water Commission) 
were to provide staff support as ex officio members. In 1913, City Council established a City 
Planning Commission, but it was dissolved a few years later, not to be revived until 1944.

The Marksheffel Motor Company was located at 22 North Cascade Avenue where Penrose 
Library is now located; the Pearl Laundry was adjacent to the north. The redevelopment of the 
Bijou link resulted in the Pearl Laundry’s moving to a new home at 333 North Tejon Street in 



1914. North Park Place is now known as West Pikes Peak Avenue, and Lincoln Avenue is now 
Pikes Peak Avenue.

Chapter III. Street Development
Robinson’s plan identified that the excessive width of streets was costly but that correcting 

the practice provided an opportunity. It cited Frederick Law Olmstead Jr.’s five potential uses of 
streets—provision for future need, assurance of current ease of travel, enhancement of traffic 
regulation, access of  light and air to adjoining properties, and public enjoyment of appearance. 
The 1912 plan fully endorsed the recommendation of the 1905 report with regard to center and 
side parkings. It also favored narrowing driveways and widening sidewalks. In the instance of 
Pikes Peak Avenue, the sidewalk increased from 15 feet wide to 25 feet.

Streets are now designed according to function, as Robinson proposed. Landscaped yards 
between the sidewalk and curb are now incorporated into the city’s codes, and sidewalks are 
commonly required for nearly all development.

Robinson anticipated East Pikes Peak Avenue’s becoming a high-rise district from Nevada 
eastward, which, with the exception of the AT&T building east of Weber Street, did not happen. 
On the other hand, he also proposed standardizing the radius of corners, which would enable the 
provision of sidewalks in a standard pattern, which also is encoded in the city’s development 
practices.

Robinson also had studied building materials. He urged the use of concrete streets, with 
asphalt seal coat, as pure asphalt was regarded as too insubstantial for sustained traffic. With 
respect to botany, he recommended using single species of trees, or monoculture, to define 
unique streets, rather than the current practice of planting for diversity, thus defending against 
disease that could clear away entire streets of the same trees.

He proposed a different treatment for drainage, recommending a simple ditch with 
cobblestone bottom to convey irrigation water from the El Paso Canal. The canal, built by 
Palmer’s company, brought water from Fountain Creek to now Sondermann Park, where it then 
struck east to travel across Monument Creek and over to the North End residential district. The 
water was used to irrigate 6,000 cottonwoods transplanted from the Arkansas River Valley. 
Remnants from the concrete ditches can still be seen in the North End, especially along Wood 
Avenue.

Robinson disliked overhead electric lines and preferred soft, as opposed to harsh, street light 
bulbs, hung lower to the ground for pedestrian utility. Also, he called for standardized street 
signs that displayed block numbers as a tourist aid. In recent years, several efforts to 
underground electric lines have been proposed in Colorado Springs, and some have succeeded. 
Similar to streets’ being designed according to function, street lighting now varies according to 
the desired effect.

Chapter IV. Recreative Provision
Robinson distinguished the function of parks and play spaces, aware of differences between 

active and passive recreation. He noted two valid perspectives; first, the park perceived as a unit 
providing service to its neighborhood, and then, the park as part of a system providing benefits to 
the city as a whole. He identified particular importance of proximity of parks and playgrounds to 
children, the aged and infirm, and the poor.

When the plan cited the west side of Colorado Springs, it referenced that area west of 
Monument Valley Park to the bluffs west of Walnut Street, which now includes I-25. One area of 



deteriorated “slum” housing was identified, that area alongside Monument Creek south of Bijou 
Street that existed prior to the devastating Memorial Day flood of 1935. The plan recommended 
extending the treatment of the just-dedicated Monument Valley Park, from the rail bridge 
crossing Monument Creek just north of Bijou Street down to at least the current intersection of 
Huerfano (now Colorado) Avenue and Spruce Street. The plan prompted no redevelopment; that 
had to wait for flood reconstruction in the 1930s.

While repeatedly expressing a reticence to purchasing additional park land, the plan notes 
the need for another park between 14th Street and Colorado City; Cucharras Park now provides 
recreation in that location. This is a rare example of the Robinson plan’s addressing metropolitan 
problems, going beyond the city limits of his client. This may have been one consequence of 
student involvement in the plan, where there may have been a less than complete understanding 
of municipal boundaries.

The 1912 plan proposed the linkage of street platting with the concurrent requirement of 
parkland or cash; this is now a common practice in subdivision regulations. Robinson also 
proposed coordination with the Board of Education to design play areas and landscaping on 
school grounds; he proposed using plantings to instruct pupils in lessons of biology and 
gardening. He saw a further opportunity to manage playgrounds by empowering the Playground 
Association to accept donations to pay for additional playground space, play equipment, and 
supervision. He characterized playgrounds as requiring toilet facilities, drinking water, 
administrative office, and shelter, all of which were already provided by the schools, making 
them ideal partners. In this, he anticipated current practices, such as the Westside Community 
Center, once housed in West Middle School.

A reference to the cottage system of education is illustrated by Buena Vista School, where 
individual classes occupied different buildings. This type of system remains partially intact and 
is best viewed from West Boulder Street looking south. The reference to a disused Boulder 
Reservoir is probably now Boulder Park.

The plan noted desired improvements in Monument Valley Park, including additional 
entrances from the west, and called for additional lighting as a moral, social, and neighborhood 
necessity. Evidently, lingering in a park was regarded as more socially acceptable than 
associating in an enclosed, and presumably dark, theater. An unusual proposal for a casino in 
Monument Valley Park was included. This may have been in recognition of the character and 
success of the Broadmoor Casino, a predecessor to the Broadmoor Hotel.

The 1912 plan recognized the opportunity for aquatic recreation at Prospect Lake and 
advocated the addition of a boathouse, band stand, concession stand, and bathhouse for dressing 
rooms. Excepting the band stand, these features were added to Prospect Lake in the 1930s.

Also recommended was a recreational automobile drive around the city that was much more 
ambitious than one proposed in the 1905 report. From the Garden of the Gods the route 
proceeded south and then west along Bear Creek and then over the Palmer-donated High Drive 
to Cheyenne Road. This link was improved as a Civil Works Administration project in 1935.

This chapter also included a resumption of the matter of Cheyenne Avenue. In this section, 
the plan proposed extending Cheyenne Avenue to the southwest to connect to Cascade Avenue 
and Kiowa Street, thus tying the Antlers Hotel and the Denver & Rio Grande Depot into the park 
system. This was associated with the call to improve the town’s attractiveness and function as 
hospitable to tourists.

Finally, the plan advocated the allocation of as much funding as possible to the Parks 
Commission for maintenance expenses. There is no record of this recommendation’s being 



implemented, and the Parks Commission survived as an independent entity only until a charter 
amendment in 1947 folded that function into the city government.

North Park is now called Acacia Park. 

Chapter V. Miscellaneous
A variety of recommendations was submitted in the final chapter. One reiteration from the 

1905 plan called for a uniform building line to assure nobody shuts out a view by “thrusting a 
structure out-of-line.” Setbacks from the front lot line became common as zoning codes were 
developed and are in place in Colorado Springs. Recent codes sometimes incorporate a “built-to” 
line as well, that disallows a building’s being set far back on its lot.

The plan addressed building height in the downtown area. The eight-story Exchange 
National Bank, located on the southwest corner of Pikes Peak Avenue and Tejon Street and built 
in 1909, was the tallest building in town. Robinson proposed limiting height to existing 103 feet 
maximum, believing taller buildings would have undesirable side-effects, including emptying 
nearby older buildings and make downtown development sporadic. While not explicitly stated, 
he probably felt that even taller buildings would further deteriorate the beauty of the mountain 
backdrop. Accordingly, he preferred more numerous shorter buildings to fewer taller ones. 
Recent zoning changes to the downtown zoning code instead have largely eliminated height 
limitations.

Property owners were urged to remove their front fences and refrain from constructing side 
fences projecting in front of buildings. Signs projecting from building walls were disliked. These 
features are now regulated by the zoning code.

The plan cites a need for public comfort stations, a euphemism for restrooms, in parks, 
preferably underground. An example of this design remains in Bancroft Park near Colorado City. 
Also, it noted a need for a bandstand for Acacia Park. That was built in 1914 and is one of the 
few 1912 plan improvements actually constructed.

Robinson participated in the discussion of where to locate a memorial to General Palmer. 
The founder of the town had died in 1909, and shortly thereafter the Chamber of Commerce 
proposed an equestrian statue. In 1923, city voters approved the existing site at Nevada and 
Platte Avenues, but the statue was not installed until 1929. Robinson endorsed the equestrian 
concept but felt the statue would best be located on the “handsomest avenue of the City he built,” 
which was Cascade Avenue. In 1912, Cascade was also the primary route heading north from 
downtown.

Summary
Charles Mulford Robinson advanced the practice of comprehensive planning through a 

process of plan formulation that continues today. His work in Colorado Springs involved the 
collection of information and attitudes, analysis of data, and a projection of future consequences. 
Next, the purpose of the plan was developed and detailed. The third step was the definition and 
description of physical improvements to achieve the purpose of the plan, and the effort 
culminated with the development of administrative and legal mechanisms to bring the plan to 
fruition.

Robinson’s detailed analysis of Colorado Springs in 1912 displays his focus on physical 
aspects of the community. He acknowledged the contribution of the citizenry in providing local 
observations and identifying problems. He described the city in the prosaic language of the times 
and succinctly identified his perception of the plan’s purpose as “I have endeavored to make 



it . . . a sane and rational ideal of what can be and should be done in and for Colorado Springs, to 
render the city a better one in which to live.” The plan proposed physical improvements for 
railroads and streets, parks and playgrounds, and storm drainage, emphasizing functionality 
while continually noting the opportunity for enhancing the area’s scenic beauty to motivate 
readers. Finally, the plan presents numerous changes to municipal processes to promote plan 
implementation.

Despite its emphasis on practicality and cost effectiveness, the 1912 plan succumbed to the 
same fate as the more common beautification plans. Adopted by City Council in 1913, the plan’s 
endorsement of “center parkings” continued to produce the landscaped medians of today. Also in 
1913, City Council adopted a City Planning Commission provision. That Commission was 
dissolved within a few years and revived decades later, in 1944. The Civic League disbanded in 
1916, and references to city planning in the local newspaper ebbed.

It appears that part of the problem in 1912, which to a large degree remains today, was that 
the plan was perceived as a project that was completed when published. The inability or refusal 
to regard comprehensive planning as a process is likely linked to the dismissal of implementation 
as of little importance. As it has evolved, city planning is a means to collaboratively lead the 
public to a consensus of opinion regarding solutions, and to enlist municipal departments to 
implement the plan’s policies. Persistent, sustained advocacy by elected leaders is critical to a 
plan’s success. The matter of implementation reveals the importance of a plan’s being initiated 
by the entity that is both willing to and capable of achieving its goals. Regrettably, it is all too 
common that planning efforts sporadically, rather than continually, address the physical 
problems of modern urban life.

Robinson assumed the role of the community’s conscience, objectively recommending not 
only what could be done but what should be done to make Colorado Springs a better place to 
live. This role remains the responsibility of today’s comprehensive planner. However, the ability 
of the planner or the quality of the plan does not ensure the plan’s success. Instead, as Robinson 
forcefully states, “the carrying out of the plan is dependent, not on you, or on me, but on the 
citizens themselves.”

Tim Scanlon earned a Master of Regional and City Planning Degree from the University of 
Oklahoma in 1980. From 1985 to 2009, he worked for the City of Colorado Springs, attaining 
the position of Senior Planner in the Comprehensive Planning Division. During that time, he 
worked on a variety of projects, including urban renewal plans, housing plans, downtown 
business improvement districts, and historic preservation. He served as a member of the staff 
project team that prepared the 2001 Colorado Springs Comprehensive Plan. In 2011, he founded 
Shooks Run Research, an urban planning and historic preservation consulting firm.



View from the Colorado School for the Deaf and Blind looking west down unpaved Kiowa Street, ca. 
1890s. William H. Jackson photograph, Special Collections, Pikes Peak Library District (001-621).
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A General Plan for the Improvement of Colorado Springs
Report Submitted to the Department of Public Works & Property

By Charles Mulford Robinson

May, 1912

INTRODUCTION
HON. A. J. LAWTON,
Commissioner of Public Works and Property, Colorado Springs, Colorado.

Dear Sir:—In response to your request, I have made a study of conditions in Colorado 
Springs for the purpose of suggesting “a general plan of improvement.” While this is the phrase 
consistently used by both of us in the correspondence which led to my engagement, it may be 
well to point out that the expression is really very elastic. Though it might include little—for 
example, only the suggestions which fall under a single convenient heading, such as those which 
would belong to your own department—it can also be extended to mean an elaborate and 
detailed city plan. This is because, in the case of an established city, a plan which is practical 
cannot really be more than this. It must, if it is to be practical, adopt the city’s existing street 
arrangement as its basis. Fixed conditions, individual and corporate rights, and property values, 
require that modifications of the street map be charily undertaken. Thus it is that a plan, if it be 
comprehensive, becomes one for improvements rather than an abstract discussion of ideal 
conditions.

This has been, perhaps, too little appreciated popularly, in the past. Yet it is clear that a 
discussion of ideals could have slight practical value. In the following report, therefore, I have 
endeavored to be practical, concerning myself with the problem of what improvements are 
desirable and possible in the established city of Colorado Springs. The result cannot be an ideal 
city plan, which must now be unattainable; but I have endeavored to make it, what is far more 



important, a sane and rational ideal of what can be and should be done in and for Colorado 
Springs, to render the city a better one in which to live.

Before taking up the suggestions, may I emphasize another point? This is, that the carrying 
out of the plan is dependent, not on you, or on me, but on the citizens themselves. They can have 
what they want—if they want it enough to pay for it. The whole question comes back to that. A 
city builder can work out a general plan of improvement, can tell what ought to be done under 
the given conditions, and how to do it; but neither you nor any official can do these things unless 
the people give you the money with which to do them.

In making suggestions, I have kept in mind the financial resources of the city and of the 
various neighborhood communities which will be affected by local assessments. I have 
recommended nothing which I do not think can be done, if the people are in real earnest in their 
wish to develop the city. That many of them, widely scattered through all parts of the city, are 
thus in earnest, I have reason to know. Their enthusiasm was an inspiration during my study, and 
gives strong ground for hope that much will be accomplished.

A third thought is that the whole cannot be done at once. Yet if each community or district, 
when an improvement ordinance is prepared for it as a step toward the carrying out of the 
complete plan, will rally in support of that ordinance, instead of trying to squash it altogether, or 
by amendment to abridge its cost, the scheme will be carried out much more readily than now 
can be realized. A few years of such tangible evidence of civic spirit will give to Colorado 
Springs, the plan having been made, that beauty and that fitness of development which now is 
longed for in the abstract. The case rests with the people. In this report, I attempt to show them 
what is possible—or rather, what is reasonable, desirable and within their means. They can have 
the result if they want it.

In presenting the report, I group my recommendations under the following headings: Steam 
Railroads, Street Plan, Street Development, Recreative Provision, Miscellaneous. Necessarily, no 
one of the discussions is complete in itself. Just because each is an indispensable part of the 
comprehensive plan, there is interdependence and overlapping.

 
“Parks in the Sunshine City.” Scenes of North Park, Antlers Park, and Cheyenne Park, 1902. F. P.  
Stevens photograph, Special Collections, Pikes Peak Library District (257-6425).
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“The Railroads in Colorado Springs.” The dark lines indicate the tracks for the Atchison, Topeka & Santa 
Fe Railway; Colorado & Southern Railway; Chicago, Rock Island & Pacific Railway; Denver & Rio 
Grande Railroad; Florence & Cripple Creek Railroad; and the Midland Terminal Railway. The map also 
displays alignments for Monument and Fountain creeks that preceded the channelization of the 1930s. A 
General Plan for the Improvement of Colorado Springs.

I. Steam Railroads

At first thought, it may seem that the steam railroads are not properly within the scope of 
this report. But a moment’s consideration will show that such questions as whether there shall be 
one station or two, and of where there may or may not be grade crossings, are matters that must 
vitally affect consideration of future street plans. While, then, it is not for this report to attempt 



the highly technical task of solving the local railroad problem, we do have to ask ourselves what 
is the probable nature of the problem’s unravelling—if we would have an intelligent discussion 
of the street plan.

The railroad situation is obviously difficult and serious. A glance at the map shows how the 
city is engirdled by railroads. To this picture, in order fully to appreciate it, there must be added 
knowledge of three facts:

First—That Colorado Springs is not a manufacturing, or even a trading town, such as 
normally prosper by a multiplication of railroad facilities.

Second—That its most lucrative products are a mountain view and a condition of 
atmosphere especially beneficial to lung affections; and

Third—That the railroads locally burn a soft coal of which the smoke is injurious to the 
view and fills the air with dirt.

With these facts in mind, it will be realized that the railroad situation is one of peculiar 
disadvantage as far as the city is concerned—even though no account be taken of economic loss 
in the depreciation in value of a needless amount of property, the hampering of natural 
residential expansion, etc.

The special offenders are the lines which run north and south—the one route lying in the 
valley of Monument Creek, while the other, through most of its course, parallels the Shook’s 
Run valley. The latter offends especially because it cuts off the gradually rising lands to the east, 
with their superb panoramic views and special adaptability for residential development; but the 
former cuts off the western side of the city, greatly injures the mountain view which is seen by 
tourists, and unites with the other road in throwing clouds of smoke over the city’s most 
expensive residence section. A commission has been appointed to grapple with the problem thus 
created, and various measures for improvement have been considered.

Since an elimination of one of the lines by its addition to the other would diminish one evil 
only to increase the other (though perhaps not quite proportionately) it would seem that the only 
complete remedy lies in the heroic and difficult task of getting the north-and-south railroads out 
entirely. It has been stated to me that if the Denver & Rio Grande, in its line from Denver, were 
diverted just below Palmer Lake, it might be brought through a divide that would carry it to the 
east of the city at easier grade than now and at considerable saving of mileage. If this were done, 
and the other roads were induced to adopt the same course, the city would be liberated from the 
bounds which the railroads now throw completely around it, and a new union station at the south 
end could be anticipated. With no data on the subject, beyond the mere statement of engineering 
possibility, unaccompanied by any estimate of cost, I am unable to express a personal opinion. 
The essential part of such a route lies, indeed, far beyond the field of my investigation. I can only 
point out that, from a city-planning standpoint, such a change of route, if it be feasible, would be 
so advantageous to the city that it ought to have (as no doubt it is receiving from the Union 
Depot Commission) competent and most earnest investigation.

Not less obviously, however, such a change, though it prove practicable, would be 
exceedingly difficult to bring about. Furthermore, considerable familiarity with the delays which 
accompany an effort to persuade railroads to act together on a matter of this kind, or individually 
to dispose of real estate and improvements, suggests that for several years to come the railroad 
entrances to Colorado Springs are not likely to be very different from that which they are today. 
At all events, this applies to the passenger business now done by the Rock Island and Rio Grande 
roads. As a station site, that depot’s location has so much in its favor that, barring a complete 
removal of the railroads, no very radical change is to be anticipated; and it seems not too much to 



expect that the Santa Fe will ultimately be induced to transfer its passenger business to the same 
location. We should then have a really union station—pending, perhaps, the suggested complete 
solution of the future. This seems to be the reasonable condition to anticipate.

It may be well, however, to remark in this connection, that from the standpoint of the city 
itself, there is no particular advantage in having a union station, per se. The residents of the city 
have no occasion for hasty transfer from one road to another; and, looking at the matter selfishly, 
there is a certain amount of profit to them in causing travelers from elsewhere to make an 
inconvenient transfer. Transportation business for persons and for luggage is developed; tourists 
in going from one station to another get at least some idea of the town; and a fair proportion of 
them, if compelled to break the journey, arrange to stop over a day, or a night, or possibly for 
several days. It must be remembered, therefore, that as far as the good of Colorado Springs is 
concerned, the gain in securing a union station lies in the act’s importance as a step toward 
securing concentration of the railroads, toward freeing part of the town from their thralldom, 
toward the readier control of them, and toward the nearer possibility of a comprehensive solution 
of the whole problem. If, that is to say, the railroads now taking the eastern course through the 
city are induced to transfer their passenger business to Monument Valley, the act must be 
thought of only as a step, making easier a subsequent abandonment of the Shook’s Run route.

Passenger depot at 539 East Pikes Peak Avenue, ca. 1916. The Union Depot served passengers traveling 
on the AT&SF, C&S, F&CC, and Midland railways. Clarence Coil photograph, Special Collections,  
Pikes Peak Library District (013-883).

That, of the two routes, this, which lies on the east side of the city, is the more important to 
eliminate, is a conclusion which the city planner must readily reach. With the city covering only 
its present area, that road crosses forty streets—nearly all at grade; it hampers the city’s growth 
in the direction most natural and favorable for growth; and it thrusts its way through the high-
class residence district north from Caramillo street with a closer insistence than does the Rio 
Grande—which is kept at arm’s length by the park. The Santa Fe, in fact, though few persons 
appear to appreciate the condition, is closer to Cascade Avenue from Caramillo north than is the 
D.&R.G. On the other hand, the latter road, in following Monument Creek, takes the natural 
railroad avenue through the city; it is below the grade of most of the city, so that streets are easily 
carried over it; and as the steep side of the mesa comes close to it on the west for nearly the 
whole distance, a railroad in that valley cannot be said to present a serious obstacle to the city’s 
growth.

In short, the situation is this: Perhaps some time—but probably a long time hence, if ever—



the railroads can be brought around the city. Meantime, the practical problem is to eliminate one 
or other of the two parallel lines which now cut it from north to south. Of these two, the one 
which it is most desirable to remove is the Santa Fe. As a first step toward such removal, it may 
be possible to transfer the passenger business of the road and thus, sooner or later, to establish a 
union station. But success in doing this should be considered as only a first step.

The present city-planning problem is, then, to improve the existing railroad entrances; and in 
so doing to put the greater emphasis on the Monument Valley route and station, because this is 
likely to be the more permanent. From the Santa Fe it is important not to demand large 
expenditure on its present property, lest such expenditure increase the cost and difficulty of 
securing relinquishment of that property.

The improvements which can be reasonably contemplated in connection with the present 
railroad stations are of two kinds: (1) Those of operation; and (2) those physical changes which 
concern the city itself. I take them up in order:

In speaking of the objections to the use of Monument Valley by the railroads, it was said 
that the obscuring of the mountain view by smoke, and its pollution of the air, were the 
especially serious. If, then, we contemplate the removal of all passenger—and perhaps ultimately 
of all freight trains—to that route, we are confronted by the smoke problem.

“Evening Lights on Cheyenne,” ca. 1900. View looking down Monument Creek, south of Platte Avenue, 
with Cheyenne Mountain in background. The tracks for the Denver & Rio Grande Railroad run just east 
of the creek. F. P. Stevens photograph, Carl Mathews Collection, Special Collections, Pikes Peak Library 
District (005-4120).

An immediate thought, of course, is the use of electricity. Since the operation of trains by 
electricity at important terminals has now passed the experimental stage, a gradual and natural 
extension of the movement may be looked for. Locally to hasten the change is of importance, 
however, to Colorado Springs rather than to the railroads, and it is of so much importance that 
the city must not be afraid to do something for the roads to induce them to hasten it. Fortunately, 
the time will come before long when, in connection with the municipal water plant, the city will 
be in position to generate cheap electric power. It is doubtful whether such power could be put to 
better use than to light the streets and move the railroad trains—even if no charge were made for 



the power.1 At the same time, this positive inducement can be strengthened by ordinances 
restricting the emission of dense smoke, limiting the speed of trains and forbidding noise. Even 
now, an enforcement of such ordinances would considerably improve the situation.

A second possibility which would give prompt results lies in the requirement that all freight 
trains shall stop for orders, not, as now, at the passenger station, but several blocks south.

A third possibility lies in locating the proposed union passenger station itself a few blocks 
south of the present D.&R.G. station. As far as improvements and topography are concerned, 
there is nothing to prevent its location south of Cucharras or even of Vermijo Street. Indeed, 
from the city-planning standpoint, there would be the advantage that street car facilities could 
then be offered, which are now inconvenient. As to the smoke, it would do as little harm there as 
anywhere, and the guests at the city’s largest hotel would be relieved to the extent that the 
waiting and starting locomotive is the one from which comes most smoke and noise. It is 
remarkable, too, that a leading railroad passenger station can be moved in a city as large as 
Colorado Springs with so little injurious disturbance to property values as would result in 
moving the D.&R.G. station a few blocks south. My examination of the possible territory, 
however, revealed a tangle of trackage and sidings which promised some railroad problems. This 
report, then, will do no more than suggest the desirability and simplicity of the change from the 
city-planning standpoint. If the railroads are induced to study the subject, and then find it 
feasible, it will be a very simple matter to include a station plaza in the plans.

Until the Santa Fe passenger trains are transferred to Monument Valley, some improvements 
of an inexpensive character may be made in the present station on East Pike’s Peak Avenue. Of 
these, the one of importance, from the city-planning point of view, is the arrangement of a circle 
drive, or carriage turn, west of the station. I understand that additional land has been already 
acquired, making such a change very easy. This would facilitate the improvement of the grounds 
with turf and shrub planting, and flowers might be put in the center of the driveway loop. As the 
Santa Fe takes exceptional pride in making its stations and their setting attractive, there is ground 
for hope that it will not much longer leave so important a tourist station as Colorado Springs in 
so shabby and forlorn a condition, if it insists on maintaining the station in its present location.

In regard to the Denver & Rio Grande depot, if the new union station is placed on that site, 
or even if the status quo is maintained, some changes ought to be made in the present street 
arrangement. This arrangement is awkward in compelling persons to go around two sides of a 
big square in journeying to and from the station; and it is open to the further criticism that from 
the city it appears to put the station in a back yard without any adequate and direct approach—
though in Colorado Springs the station is really of unusual civic importance.



Carriages waiting in front of the Denver & Rio Grande Railroad Depot, Sierra Madre Street and North 
Park Place, west of Antlers Park. Special Collections, Pikes Peak Library District (001-2497).

On the accompanying diagram I have indicated how I believe the situation can now be best 
handled. The plan, which in the fact would look much better than it does on paper, contemplates 
a slight change in the shape of the present grass plats east of the station—putting them more in 
scale with their surroundings; then the widening to twenty feet of the walk which leads direct 
from the station, and the provision of a thirty-foot road on either side of it, so that carriages and 
busses may be backed against the walk and when filled may pull away and pass easily those 
which are still backed. Thus far the plan simply develops and makes effective the present 
scheme, in which failure is due in large part to the improper adjustment of spaces. In the detail of 
a central walk, which waiting vehicles may back against, the plans, I have discovered, reproduce 
the depot exit scheme of Denver.

The new plan, continued, contemplates the retention of the present central promenade 
through the park to the hotel; but it supplements this middle walk by two carriage roads which, 
cutting off the present awkward corners of the rectangular park, shorten the distance into town 
and afford drives that are at once pleasanter and more apparently direct. For the shading of the 
northerly of these drives, the young maples which have been planted on the north side of the 
present curving walk, will be available. As the cottonwoods on the other side of the walk would 
come out anyway, there is no sacrifice of good trees. The south drive will require some new 
grading, but nothing of appreciable expense. Its lack of exact correspondence with the north 
drive, though it shows on the plan, will scarcely be seen in reality—especially as on that side the 
existing walk remains. The approaches to the monument are simplified, and I believe improved. 
The property on Huerfano Street, west of Sahwatch, loses the road which it has been proposed to 
carry straight down the park to Sierra Madre Avenue [Street]; but as that property has a depth of 
only ninety-five feet, as compared with the hundred and ninety which is normal in Colorado 
Springs, it has no real need of a double traffic frontage. In fact, at the westward end of the tract, 
the park really ought to be extended to the viaduct wall. On the other hand, it is intended that the 
property west of Sierra Madre Avenue and north of the station, where in the plan the scale and 
compass are shown, may, if desired, remain in private hands and may be built upon.

Before dismissing the subject of steam railroads, a word must be said as to overhead 
crossings. Some of these are very poor and cheap and hideous—the roads have gully crossings 



on the prairie that look much better. There is no essential reason why an overhead crossing—a 
very permanent construction—should have either a makeshift and temporary appearance or 
should be gloomy and forbidding. Its importance as a feature of the street view—its civic value 
in giving character to the street, and the conspicuousness of its function in this respect—justifies, 
and even demands, that the city should look beyond the mere prevention of accident and should 
co-operate in securing soundness and permanency of construction and attractiveness of aspect. 
The principle on which the city requires concrete curbs instead of wooden planks, or irrigated 
parkings instead of wastes of dust, should apply as well to the railroad crossing.

Robinson’s recommendation for driveways leading to the Denver & Rio Grande Railroad Depot was 
never implemented. North Park Place is now Pikes Peak Avenue and Huerfano Street was changed to 
Colorado Avenue after the 1917 annexation of Colorado City. A General Plan for the Improvement of  
Colorado Springs.
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Robinson was critical of the “checkerboard” and “commonplace” street arrangement: “The street plan of 
Colorado Springs is like a patch-work quilt, with every patch a square but not at all matching in size and 
outline. This fault pervades the whole city plan.” Map from A General Plan for the Improvement of  
Colorado Springs.

II. Street Plan

In separating the discussions of street plan and street development, it is proposed to touch in 
this chapter on only the platting of the street lines, i.e., on the laying down of the streets. This, 
however, is a sufficiently large subject, and a sufficiently important one.

There should be, in fact, nothing which expresses the special work or function of a city more 
clearly than does its street plan. In the ideally planned city, a glance at the street map would 
suffice to show the focal points in the life and activity of the community; and these foci, the 



manner of their connection with one another, and the relation which the surrounding street 
system bears to them would contribute to the town its predominant urban characteristic. Let us 
locally apply the formula.

Colorado Springs, as a tourist and health resort, sought for its scenery and climate, might be 
expected to have three distinct foci, or types of foci. One of these would be the railroad station or 
stations, by which residents and tourists come and go; another would be the hotel or hotels at 
which most of the transients stay; a third would be the parks or pleasure grounds, in which the 
public has opportunity to enjoy outdoor life, to bask in the world-famed sunshine, and to observe 
the scenery.

To anyone who looks at the street plan of Colorado Springs, it is clear that these three 
groups of foci have not been adequately emphasized. On the contrary, the streets are laid out in a 
conventional checkerboard—as commonplace as Philadelphia’s or Chicago’s. This tiresome 
system is relieved by two diagonals; each, however, of the useful length of only two blocks. The 
one ends in a freight yard; the other, at the time of my visit, ended in frame houses and small 
gardens, in a reversion to the original checker-board system. But with that terminus, it possesses 
possibilities. We have seen, further, that the only railroad station which has a situation civically 
admissible is lacking a direct street approach and appears to be in the back yard of a hotel; the 
hotels are located beside the gridiron streets; and the parks are so far out of town as to be off the 
map, with the exception of two. One of these is a city square, crossed by diagonal paths; the 
other, which is stretched alongside of the railroad tracks, extends through about two-thirds of the 
north-and-south length of the city as a ribbon of green. This has encouraging potentialities of 
service, if one judges from the map. In reality, most of the streets come to it with dead ends, so 
that it is only now and then accessible.

It is clear that very little of the undoubted attractiveness of Colorado Springs is due to its 
street plan; that the plan is far from what it ought to be. Always, however, in a practical scheme 
of improvement it is necessary to accept the existing street arrangement as a basis, changing it as 
little as possible. In addition to the reasons which make this an inevitable general principle, two 
circumstances render it particularly important that in Colorado Springs any street plan changes 
should be reluctantly undertaken. One is that the city has little money to expend on a scheme of 
improvement as costly as such changes always are. The other is that an extraordinarily large 
proportion of the city’s total area is already in streets, and as streets can be seldom vacated 
without property damage and changes in plan are usually therefore additions of street, one must 
hesitate to increase the already burdensome portion of street space to building area which the 
community is supporting.

There are other reasons why this particular discussion of the city’s street plan, if taken by 
itself, will prove disappointing. In noting the character of ideal corrections in the plan, it was 
observed that some of them would have to do with the improvement of approaches to the railroad 
station. These have been already considered under the head of Steam Railroads. Others, it was 
suggested, would have to do with an increase in the accessibility and attraction of the parks and 
pleasure grounds. These would be best discussed, therefore, under the heading of Parks or 
Recreation. That these matters are not dealt with in the present chapter does not mean, then, that 
they are nowhere touched upon. They are considered, but in their most important relation. In no 
respect is it more clear than in regard to a street system that there must be interdependence and 
overlapping between the parts of a comprehensive city plan. Thus this discussion of the Street 
Plan must not be considered as complete in itself. Finally, a third group of possible street 
changes might center about the hotel life of the city, making provision of suitable sites. But no 



new hotel of importance is now contemplated.
Scrutiny of the street map, or a personal study of the city’s streets, reveals, not only the 

shortcomings that have been indicated above, but a remarkable lack of connection between the 
various checker-board systems comprising the sub-divisions which have been separately added 
from time to time to the city’s area. The street plan of Colorado Springs is like a patch-work 
quilt, with every patch a square but not at all matching in size and outline. This fault pervades the 
whole city plan. We find great numbers of streets that do not go through—of the first ten, for 
example, which parallel Pike’s Peak Avenue to the north, only two go directly through; an 
innumerable number that are broken by jogs; an uncounted collection which vary in their width.

It would be possible to take a pencil and ruler and mark all these streets directly through, 
with width unvarying from their beginning to their end, and say, “Here is the ideal to be striven 
for.” But there would be no use in doing that; and it would be only partly true that the result, if it 
were practicable—if it never meant the destruction of expensive buildings or the construction of 
prohibitive grades—would be ideal. We should, to be sure, have an ideal checker-board plan, but 
the checker-board plan is not the ideal for Colorado Springs. Within certain limitations, breaks 
which vary that plan are desirable.

To say that is to invite the ready objection that streets ought to be platted, not for 
picturesqueness primarily, but for the convenience of traffic. But traffic is of two kinds—through 
and local. The former is not of such volume that every street need cater to it. There will be a 
certain advantage if some streets are broken, so that through traffic will avoid them, for then we 
shall be sure that they will always be quiet streets, inviting to those who desire peace and 
retirement in their residence, and requiring from the city less liberal and expensive improvement 
than those which through travel uses. Clearly, however, the through streets must not be too far 
apart.

Let us take, for instance, those ten streets which parallel Pike’s Peak Avenue on the north 
and see to what ideal plan these considerations lead us: Kiowa is broken by the Institution for the 
Deaf and Blind; Bijou by a mass of small streets, not to be untangled without large cost. Then, 
happily, Platte, which is the third north, goes through, as does Boulder next beyond it. St. Vrain, 
the fifth, is broken into little pieces. Willamette is wide; and as Monument, which is next beyond 
Willamette, cannot be cut through, and Dale, next beyond Monument, suffers great contraction 
of width at an important point, it is clear that Willamette ought to be platted straight through 
without a break.

In so doing, it will be well to note that Willamette, in now crossing Shook’s Run on a 
wooden bridge, takes a long upgrade to cross the railroad on the level, and that in the course of 
its rise for so unworthy a purpose it leaves little Franklin Street down in a hole. An undercrossing 
of the railroad here, if the railroad is to remain, would be as easy, generally speaking, as it would 
be advantageous, and though it might involve slight difficulty and perhaps some damage to 
property east of the tracks, that is the very region where the change would also confer especial 
benefits.

Cache la Poudre, three blocks above Willamette and crossing under the Santa Fe, ought also 
to be a through street, while the break in Yampa, between Institute and Custer, should clearly be 
corrected in order that Yampa may properly perform its function of connection with Palmer Park 
Boulevard. In brief, where existing streets do not go through, we must have a particularly good 
reason for insisting upon a change. As in the five cases that are cited, there seems to be such a 
reason, we may properly require that in the City Plan, Platte, Boulder, Willamette, Cache la 
Poudre and Yampa be designated through streets and have development appropriate to such 



function.
In the newer sections of the city, north of Yampa, all the streets as platted do go through. In 

the fact, most of them have not been carried across the Santa Fe tracks, and to that extent are 
broken. But we have seen that the Santa Fe tracks may be ultimately removed, and in the 
meantime when traffic justifies an additional crossing, it can be made. Several of the streets, as 
San Rafael and Uintah, are reduced in width east of the railroad. As, however, in most cases the 
width of the streets west of the railroad is excessive for ordinary residence purposes, this change 
in them need not be disapproved.

Of course, all east-and-west thoroughfares in this section should not be reduced in width. 
Some day some of them may have to carry car tracks, as Fontanero already does. But if, in 
further extensions eastward, every third street only were continued at a width of one hundred 
feet, and the streets between were reduced even to sixty feet, there would be all necessary 
provision for future traffic, a saving to the city in construction and in maintenance, and an 
economic gain—to the public as well as to the land owners, and thus also in assessable values to 
the city—in its more advantageous use, either as building lots or as neighborhood parks and 
playgrounds.2

South of Pike’s Peak Avenue, the multiplied freight tracks, the excessive grade of the high 
embankment of the railroad, and the devastated banks of Shook’s Run make very difficult any 
determination of future policy as to extensions until the future of the Santa Fe holdings is known. 
An entire rearrangement might be based on the railroad’s removal. This removal would mean so 
much to the southeastern part of the city, and is likely to be so difficult to secure as respects that 
portion of the railroad’s property, that it would seem the part of wisdom for the residents to 
exercise much patience—as no doubt they already have—in requiring additional expenditures by 
the railroad, pending some idea as to how negotiations for the road’s removal are tending. The 
threat of such requirements, should it not move, might, however, have a helpful influence on its 
decision.

This comment bears directly on the demand for an undercrossing at Cucharras Street—a 
demand perfectly reasonable if the railroad is to remain as at present, and, therefore, a good lever 
for use in argument. But the crossing would be an expensive undertaking, not only because of the 
length of the required subway, but because of probable claims for damages to property west of 
the railroad, and as there are subways at Pike’s Peak Avenue and Costilla Street, only two blocks 
away on either side, it would not benefit a large area. Use of the demand as an argument, but 
postponement of action on it at present, is, therefore, recommended as the course which, in the 
long run, I believe most in the interest of the people who now especially desire the improvement.

If this part of the railroad property can be obtained, the freight yards will offer admirable 
and valuable building sites, while far below them the Shook’s Run Valley can be parked. With 
the steep embankment terraced and planted, and zig-zag paths and stone or concrete stairways 
leading down it from the house lots above, a very useful and attractive neighborhood park can be 
made. The situation is much easier to handle than was that offered, for instance, by the North 
End Park Terrace in Boston. There a useful and not expensive park was made in a very poor 
quarter of the city on a high, steep bank, without leeway at the bottom. There should be note 
also, at Colorado Springs, of the fine building sites which could then be developed to the 
southeast, beyond the railroad—sites which this improvement would open, thereby paying for 
itself. To these the abandoned trackway of the Colorado & Southern, including the high bridge 
over Shook’s Run, would make an avenue of approach. Such gains are worth working for and 
waiting for. In comparison with them an undercrossing at Cucharras Street must seem a small 



matter indeed, even to the property that would immediately benefit by it.
With regard to the north-and-south streets east of Monument Valley, not much need be said. 

The importance of Cascade Avenue is recognized and the traffic value of Tejon Street, in spite of 
the break of the college, is emphasized by the car line.3 In Nevada, Weber and Wahsatch there 
follow three broad through streets. Then comes the long break, caused in part by the railroad and 
in part by the Run, before a through street is reached in Prospect. For some of its length, this 
marks the city’s eastern boundary line. Where streets have been platted beyond it, they have been 
given a width which will amply provide for through travel. Curiously, however, Prospect Street 
itself—located just where an arterial street is needed and with little now but prairie on much of 
its further side—is platted as one of the narrowest streets in Colorado Springs, and as the 
narrowest long one. Its sixty feet may well be widened to eighty, at least, while this can yet be 
done at little cost, as an insurance for the future.

West of Monument Valley there are no park spaces, and changes to be advocated in the 
street plan result more from the effort to correct this lack, and so to bring beauty and social 
service into the district, than to improve traffic facilities. The discussion of them belongs, 
therefore, in the park chapter. Important street needs, however, are the widening of Kiowa Street 
for the block between Chestnut and Seventh, and then Lincoln Avenue’s extension eastward the 
half block to make direct connection with Kiowa. The logicalness of these corrections is obvious 
in a glance at the map, though the special importance of the through traffic route which would be 
thus established will appear further on.

Barn in Shooks Run, 1000 Block of North Prospect Street, 1981. Myron Wood photograph © Special  
Collections, Pikes Peak Library District (002-845).

Another street change, which may be here referred to, is illustrated in Walnut Street’s 
termination in an alley, at its northern end. Now, all streets do not have to go on, in unbroken 
line, indefinitely—than which nothing is more wearisome. A jog which puts a pleasing 
architectural accent at a street’s apparent end may add much to its attractiveness. But to find a 
street narrowed suddenly into an alley is clearly bad from both the traffic and aesthetic point of 



view—is, indeed, indefensible. It is difficult to understand how any administration could have 
been brought to accept such a platting, and it clearly is the duty of the present council to correct 
such instances as quickly as may be.4

Leaving now, for a time, consideration of street-plan changes which have general 
application, there are some particular improvements which may be spoken of. These, however, 
we must restrict to the minimum. For, as announced at the beginning, there is no form of city 
improvement which costs as much as do changes in the street platting. It may be observed, as 
regards one important thoroughfare, that the improvement in the approach to the D.&R.G. 
station, as proposed in the previous chapter, will make easy the lessening of the severe grade of 
North Park Place—a very desirable outcome.

On Bijou Street, of which the full importance in the city plan is yet to be indicated, a most 
unfortunate condition has been permitted to arise just west of Cascade Avenue. On the map this 
does not appear, for the street is shown with a pleasant curve—quite as it ought to be. In the 
reality there is a sharp and awkward angle, into the extremity of which there have been thrust the 
two one-story, red-brick buildings of the Pearl Laundry and the Marksheffel Motor Co. Beyond 
the laundry, placed advantageously on the angle line to command the street, is a large billboard. 
Thus as one comes, let us say, from the Garden of the Gods, or from Manitou, over the 
Boulevard, and crosses beautiful Monument Valley Park, to enter after one short block the city’s 
handsomest residence street, one is faced in that street—almost on the corner of Cascade Avenue
—by the billboard and the protruding red brick laundry. The remedy is, widening the street at 
this point, to curve its south line in such a way as to substitute a curve for an angle. This will 
require the demolition of the two new buildings; but as they are only a story high the gain will be 
worth the cost. Incidentally, the larger area of convergence with Cascade, which will be thus 
secured, will permit a larger and more attractive park space where the triangle now is.

Justly to estimate the value of the change, one should ask himself what an individual would 
do if, in the development of his estate, he found that the main drive, after carrying himself and 
his visitors through costly and unrivaled gardens, was marred by a protruding angle with an 
outbuilding stuck into it, just as the drive made a turn to the house. Even if he had to do without 
something else to meet the slight expense of correction, he would surely see that a change was 
made.

Cheyenne Avenue, one of the city’s two diagonals, is just two blocks in length. If it were 
carried on one block further, it would intersect Willamette, which is a wide street that ought, we 
have noted, to be made a through traffic artery eastward. Nothing stands in the way of this short 
extension—which it were as well not to make at the full present width of the street—except a 
couple of very small houses on Wahsatch Avenue, and a barn. The traffic and housing advantage 
of the extension would lie in the opening up of the region served by East Willamette Avenue, the 
diagonal, if thus extended, halving the walking distance to so central a point as the corner of 
Nevada Avenue and Bijou Street. In the park development of the city, the short and inexpensive 
extension would have a further and very great advantage, as will later appear. But it is quite 
enough for the present to note that the suggested saving in the cost of school construction, which 
the closing of this street might effect, is not to be compared to the economic gain to the 
community in bringing a large area of admirable building land into close proximity to the center 
of the city—an economy which will express itself in holding down taxes and rentals and in 
building up health.

Returning now to general principles of street platting, it will be seen that in the suggestions 
made, there have been laid down for Colorado Springs those strong through lines which must 



constitute the city’s frame-work or skeleton. In so doing, it has been hinted that between these 
lines there might be permitted, in future sub-divisions, more freedom and grace of development 
than has obtained in the past. The fact is, as much economic harm has been done, and as much 
money directly wasted, in making streets in the sub-divisions of cities needlessly wide as was 
done in older cities in making them too narrow. In each case the trouble has been due to a 
common fault—the adoption of a uniform street width instead of adjusting width to function. It is 
little better than if we standardized buildings, regardless of the use to which they were to be put
—whether for smelter, bank or bungalow. A writer who recently investigated the subject 
estimated that the needless expense to which cities were put by the usual sub-division of 
residence property amounted to no less than $700,000 per square mile;5 and Nelson P. Lewis, the 
Chief Engineer of the Board of Estimate and Apportionment in New York, has said, in a recent 
pamphlet on the subject: “To plan a series of residential streets with the same directness and 
continuity which should be given the traffic streets is not only unnecessary, but the result is 
unpleasantly monotonous and uninteresting, with no compensating advantage.” If this could be 
said of the outskirts of New York, one must think it would surely apply to Colorado Springs.

A rational adjustment of street lines to prospective street needs would give space, in 
Colorado Springs, for neighborhood parks and playgrounds without requiring any additional 
dedication of land from the owners. In fact, it would be better for them, since land put into 
neighborhood parks and playgrounds increases lot values, while that which is put into needless 
paving space increases assessments and depreciates lot values.

William E. Harmon, one of the best known real estate authorities in New York City, has 
publicly said in this connection, referring to the operations of his own firm:

Could we have seen ahead, as we can now look back, we would immediately have 
begun the segregation of lands for park purposes in all our sub-divisions; and would not 
only have served the community better, but would have received a return in dollars and 
cents sufficient to amply repay for every foot of ground so utilized.

Once again, be it remembered, this statement was made of crowded, busy New York, where 
building space is so tremendously precious. Would it not be true of Colorado Springs, where a 
lovely leading industry is to rest out of doors in the sun? It would not be unfair, therefore, if the 
city is going to permit the platting of narrowed streets in new sub-divisions, requiring that not 
more than one in three need be treated as a continuous traffic artery, to insist that the equivalent 
of the space thus saved from streets be dedicated to parks and playgrounds.



Conejos Park, May 1959. The neighborhood park was located at 314–18 Conejos Street, between West 
Vermijo Avenue and West Costilla Street. The 16.7 acre America the Beautiful Park, once known as 
Confluence Park, now exists where Conejos Park was located. Myron Wood photograph © Special  
Collections, Pikes Peak Library District (002-5843).

As a suggestion of what this space would amount to, and of its much greater value to the 
community in such service, instead of in useless street, we may imagine the case of a tract of 
suburban land half a mile square, in which all the streets are platted at the hundred-foot width 
which is customary in so much of Colorado Springs. If, in such a tract, two out of every three 
streets were reduced to a width of sixty feet—and this, by the way, is still as wide as Cheapside, 
in London; and approximates the available width of Fifth Avenue, New York, until the recent 
setting back of stoops—we should have left over, it may be roughly figured, a total area of from 
fifteen to twenty acres, the exact amount depending on the frequency of the streets. Now, Mr. 
Olmsted, whose authority in landscape architecture and park matters will not be questioned, has 
remarked that a provision of eighteen acres in a half mile square is

more than enough, if well arranged, to assure for all time that every boy and young man 
who will ever live in that district shall have opportunity and inducement, near his own 
home, to play baseball and all other vigorous out-door games that make for a sound 
body, a clean mind and a healthy nervous system; to provide space . . . where the little 
children can make sand pies and forts, as well as if they were to be taken to the ocean 
beach itself; and to assure that for all time the dwellers in that district would have only 
to walk two or three blocks or so to find a pleasant open spot with shady paths and 
benches for summer use.

Aside from the immense gain to the community from this saner method of platting—which 
is so fair to the tract owner that he certainly cannot oppose it—the permission to practice it will 
tend also to encourage an informality of street arrangement. Between the main traffic arteries, 
continued broad and straight into the country, we may thus hope to get away from the deadly 
monotony of the city’s checker-board. We may look for quiet residence streets, narrower, not 
always straight, and now and then enclosing a bit of ornamental planting, a small park, or a play 
space. It would appear that in the northeastern part of the city, especially, there is such 



immediate need for the development of a high-class residence section in this manner, as to 
promise sure profit for the venture. Its very novelty as regards the street plan of Colorado 
Springs would add greatly to the charm of it.

It is necessary, of course, that there be municipal supervision, or control, of such platting. 
Between adjoining tracts, there must be agreement as to which streets are to be the traffic 
thoroughfares; individual interest must not be suffered to be the only guiding principle. We have 
to recognize that philanthropy and civic spirit are not commonly the dominating motives in sub-
dividing acreage property into building lots, and hence that there is likely to be a wish to secure a 
maximum number of lots by dedicating a minimum amount of land—whether in street, park, or 
playground—for public purpose. When the city lets down the bars as to street width, therefore, it 
must set up a policeman. This it can do through a City Plan Commission.

The exercise of this sort of authority has been long needed, for the city map shows that if 
there have been bars heretofore as to the tract owner’s street arrangements, there has been no 
prevention of crawling under or climbing over them. This is the circumstance which accounts for 
all the misfit streets of Colorado Springs. A City Plan Commission is needed whether the old, 
wasteful method of platting be adhered to, or whether the less ironclad and more rational system 
of modern city planning be countenanced.

For the exercise of this authority, a Commission is preferable to an individual for several 
reasons. The Commission can be given a degree of permanency in its membership which will 
insure a continuity of policy that would be impossible in the case of elective individuals. Its 
composition may be made such as to give assurance of breadth of view and impartiality of 
judgment. Its word for these reasons will carry greater weight with the community; and for this 
reason, again, a Commission can more easily stand firm in what it knows is right than can an 
individual. Finally, it will be less easy to sway improperly a Commission’s judgment.

As to the constitution of a local City Plan Commission, various cities have adopted various 
courses in the creation of them. In my judgment, the best are made up in part of ex-officio  
members and in part of members appointed by the mayor from nominations made to him from 
their own number by designated organizations. In Colorado Springs, for instance, I would 
suggest that a Commission might be constituted as follows:

The Commissioner of Public Works and Property, ex-officio, as Chairman.
The President of the Park Commission, ex-officio.
The President of the Water Commission, ex-officio (if one be secured).
One member, to be appointed by the Mayor, from a list of three nominations made to him by 
the Chamber of Commerce, from its own number.
One member from a list of three nominations thus made to him by the Woman’s Club.
One member from a list of three nominations thus made to him by the Civic League.

The terms of these three appointed members, to be drawn by lot, should be for periods of 
one, two and three years, at the first appointment, and thereafter for three years each, with 
eligibility to re-election. The Commission might well have a small executive committee—
consisting, perhaps, of the Chairman, the President of the Park Commission and one of the 
appointive members—the whole Commission acting, however, on all questions of general 
policy. The Commission would serve without pay.

The scope of the Commission’s activity may be indicated by the following extract from the 
ordinance enacted a year ago in Salem, Mass., to create a City Plans Commission there:



Said Commission shall give special consideration to the elimination of grade crossings, 
the physical extension of the city, the changing of the grade and lines of existing streets, 
the lay-out of new streets, ways and squares; the development of parks and connecting 
driveways, civic and social centers and public buildings; the preservation of historical 
landmarks . . . and the general further improvement and development of Salem, along 
such lines as may, after investigation, seem for the best interests of the city and its 
citizens.

The powers of the Commission may be well indicated by the following extract from an 
amendment of the charter of the City of Hartford, Conn., by which a Commission on 
City Plan was created as a part of the Hartford municipal government five years ago:

sec. 4. All questions concerning the location of any public building, esplanade, 
boulevard, parkway, street, highway, square, or park, shall be referred to said 
Commission by the Court of Common Council for its consideration and report before 
final action is taken on such location.

sec. 5. The Court of Common Council may refer to said Commission the construction or 
carrying out of any public work not expressly within the province of other boards or 
commissions of said city, and may delegate to said Commission all powers which the 
said Council deems necessary to complete such work in all details.

sec. 6. Said Commission may make or cause to be made a map or maps of said city, or 
any portion thereof, showing locations proposed by it for any new public building, 
esplanade, boulevard, parkway, or street, and grades thereof, and street, building, and 
veranda lines thereon, or for any new square or park, or any changes by it deemed 
advisable in the present location of any public building, street, grades and lines, square 
or park, and may employ expert advice in the making of such map or maps.

sec. 7. Said city of Hartford, acting through said Commission or otherwise, shall have 
power to appropriate, enter upon, and hold in fee real estate within its corporate limits 
for establishing esplanades, boulevards, parkways, park grounds, streets, highways, 
squares, sites for public buildings, and reservations in and about and along and leading 
to any or all of the same; and, after the establishment, lay-out, and completion of such 
improvements, may convey any real estate thus acquired and not necessary for such 
improvements, with or without reservations, concerning the future use and occupation 
of such real estate so as to protect such public works and improvements and their 
environs, and to preserve the view, appearance, light, air, and usefulness of such public 
works.
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Aerial view of Colorado Springs looking east, 1954. In the foreground is Monument Creek, with Antlers 
Park and the Antlers Hotel, near bottom center. Pikes Peak Avenue runs east down the middle, past 
Memorial Park, with the Sky Sox baseball field, and ending at the Union Printers Home. Prospect Lake, 
on the far right, was drained for sealing with clay. The city-owned lake and most of Memorial Park were 
outside of city limits until April 1955. Prior to annexation, the Colorado Springs Gazette reported that 
“The Sky Sox playing field is cut by the city-county boundaries. If the annexation goes thru it means that 
the right fielder will be playing in the city with the rest of his teammates.” Stewarts Commercial  
Photographers photograph, Special Collections, Pikes Peak Library District (013-30).

III. Street Development

In the surface development of a city’s streets we have much freer hand than in their platting. 
Especially is this true in Colorado Springs, where unusual street breadth gives much more space 
than the traffic alone requires. Heretofore, on most streets of the city, that additional space has 
been a burden—a curse, some people have said—to those who must pay the taxes, to those who 
live on the wide streets, to those who use them, to the whole community. Rather, let us see, in 
planning for the city’s improvement, an opportunity in the unusual width—a chance such as is 



not often given for civic beauty and social service, and such as no later extravagance could have 
provided on equal scale had not the generosity of the original platting put it in our hands. It is 
true, as stated in the preceding chapter, that the breadth of the streets cannot be always justified 
on economic grounds. But given the breadth, we shall do well to forget the burden of our riches 
in appreciation of the civic opportunity which goes with their possession.

Frederick Law Olmsted says that in making a city-plan report for Boulder, Colorado, he 
noted that the fully developed central portion was laid out with eighty-foot streets, and as a 
result, with the existing alley system and block lengths, that about forty per cent, of the city’s 
total area was in streets. Knowing that “in the busiest part of the city of Havana, where there is 
more travel of all kinds than Boulder is likely to see during the next century,” the proportion was 
below ten per cent., he asked himself this question: “What is the excess balance good for?” In 
Colorado Springs, such a question is certainly very urgent.

Mr. Olmsted thought of five uses for the space. Three were concerned with traffic—as 
insurance against inconvenience, should there ever be a great growth of travel; as assuring 
present ease of transportation; and as doing away with a need of strictly regulating traffic. The 
fourth and fifth uses he expressed in these terms: “In order to afford freer access of light and air 
to all the abutting property than would otherwise be possible,” and “in order to permit the streets 
to serve in some measure purposes of public enjoyment by means of their agreeable spaciousness 
of appearance and by means of trees and other decorations which the greater width makes 
possible.”

Now this was said, it should be remembered, of streets that were eighty feet wide. But in the 
plat of the original central portion of Colorado Springs, the narrowest streets are a fourth as wide 
again; of the east-and-west streets in the central plat, every third one is a hundred and forty feet 
in breadth, while of the north-and-south streets, every second one is a hundred and forty feet. If 
eighty-foot streets take care of all traffic needs, present or prospective, and still leave room, in 
“their agreeable spaciousness,” for decoration and some measure of public enjoyment, what shall 
be said as to the use of lightly-traveled thoroughfares that are a hundred and a hundred and forty 
feet in breadth?

In fact, in all of Colorado Springs, from the west line to the east line and from Fontanero 
Street to Fountain, it is only occasionally that one finds a street, or even a section of street, that is 
less than eighty feet wide. In a majority of the streets, we have an excess of twenty to sixty feet 
of width to add to that which Mr. Olmsted considered enough for every traffic need and for a 
normal amount of decoration. In that excess lies Colorado Springs’ unusual opportunity; in the 
utilization of it, the development of the city’s most marked characteristic.

To the full use of this opportunity, two possible limitations present themselves. One, on 
investigation, proves to be a genuine but not serious handicap; the other proves imaginary. This 
latter is the fear of expense. The parking of some of the great width will cost less, both from the 
standpoint of construction and of maintenance, than paving—it will be, in short, the cheapest 
thing to do with the extra space. While as to actual, as distinguished from relative, expense, this 
will be met by assessment on abutting lots; the tax which pays for the improvement will be 
levied only on the property which is directly benefited by it. The other bogey is the real necessity 
of irrigation, if we are to have good results. But before the parking plans can be carried out in 
anything like their entirety, there is reason for confident belief that the supply of water for 
irrigation purposes will be very ample for its care.



 
Unpaved Nevada Avenue, 1902. “Parking” the center and sides of streets with grass and trees was 
encouraged by Robinson. This photograph shows that sprinklers were used to keep these areas watered 
and green. F. P. Stevens and A. P. Harlan photograph, Special Collections, Pikes Peak Library District  
(257-6450).

Finally, before definitely determining what kind of development can be most reasonably and 
economically given to this extra space, we have to ask ourselves what Colorado Springs exists 
for, why its people live there, what is the nature of its invitation to other people to come—what, 
in short, is the purpose and function of the city. For to the promotion of that purpose and to the 
facilitation of that function, this unusual wealth of street area should surely be made to 
contribute. That is mere common sense.

I do not know that I can answer these questions better than by quoting from the report made 
by me for Colorado Springs seven years ago, when I was called upon to advise with regard to the 
parking of the city’s streets. At that time I said:

Colorado Springs is not, and does not aspire to be, a manufacturing city; it is not a great 
trading center, and it is not a capital city. Its two great assets are its air and its scenery—
the one notable for its life-giving qualities, the other for the inexhaustibleness of its 
beauty and grandeur. To be a pleasure and a health resort is, therefore, its destiny. . . . 
This way, then, lies prosperity, culture, wealth and growth. It is given to a hundred 
cities to be manufacturing centers, but what do they make that is comparable to your 
scenery and your air? It is given to many communities to grow rich by the exchange of 
commodities, but what can they sell as precious as health or as beautiful as the 
mountain views that you offer to those who come to you? It is given to a few places to 
legislate for the increased security and happiness of the people, but your season does 
not end with a legislative session, nor are the security or happiness you offer dependent 
on party caucuses. The class in which is to be put Colorado Springs is very small, very 
highly favored. It is for you to accept gladly its conditions and the responsibilities and 
obligations it involves. . . . With you, therefore, the function of the street is not the same 
as in most other communities. You are to treat it not merely as a means of 
communication for going from one point to another, but, in adapting it to the city’s 
needs, you should take the view of it that is taken in cities of Southern Europe. That is, 
you should make it also an out-of-doors room, inviting people to loiter there, to sit in 
the sunshine and enjoy the views.



Because, fortunately, I went into the subject of street parking in Colorado Springs with 
much thoroughness in that published report of 1905, and because I see no reason now to change 
the recommendations I then made, it is possible in this report to discuss the development of the 
city’s streets with more brevity than would otherwise be the case. But in so doing, I would have 
that report considered a part of the City Plan—a chapter published in advance. [See pages 115–
130.]

That its recommendations have not been largely carried out is, at this time, a much less 
serious matter than that they have been occasionally departed from. On Wood Avenue, for 
example, the problem is not at all what it was at the time of my previous visit. In fact, the recent 
completion of the work there removes that thoroughfare from the scope of the present study, as 
respects the portion upon which side parking has been placed.6 So, too, of Pike’s Peak Avenue 
and of the other business streets included in the paving district, for which plans had been 
completed and contracts let before this study was requested.

Yet it may be still permissible, perhaps, to urge for the business district a narrowing of 
paved roadways by a distinct widening of paved sidewalk space. Concretely, I agree strongly 
with the engineers who recommended that the Pike’s Peak Avenue walks be widened from the 
present inadequate and disproportionate fifteen feet to a width of twenty-five. I would earnestly 
deprecate the suggested compromise to twenty feet, for which I can think of no good reason on a 
street that would still have space, between its curbs, for eleven teams abreast!

Looking west down unpaved Pikes Peak Avenue, 1875. The Livery Stable is on the left and Adams 
Express is on the right. Marshall Sprague, author of Newport in the Rockies, attributes the unusually wide 
streets to Gen. Robert A. Cameron, who platted the original town site. “Palmer is the one who gets the 
praise for his foresight in making the streets so wide, but it was all Cameron’s doing, and Palmer 
criticized him for it later.” Robinson was also critical of the wide streets. Stewarts Commercial  
Photographers photograph, Special Collections, Pikes Peak Library District (013-4111).

That in that space, which by itself is almost the total width of the Parisian boulevards, local 
sentiment has refused to permit an introduction of trees or verdure—lest Colorado Springs look 
as countrylike as Paris—should not prevent a use of those amenities beyond Nevada Avenue—
whither, I suppose, it will hardly be claimed that a greater business traffic than that of the 
Boulevard des Italiens, or the Boulevard des Capucines, will surge for a number of years, since 



the postoffice and a little church occupy one side of the whole block. In saying this, I should add, 
perhaps, that I do not think the plan adopted for the west end of the street will look as badly as 
some have feared. In America, we are accustomed to a bald sort of treatment; while the gradual 
appearance of tall buildings will seem in time to draw the distant sides together, and the length of 
their shadows will afford at least some measure of relief from the summer sun. But the 
photograph is just enough indistinct to enable one to picture the pleasing appearance which a 
more rational and economical development east of Nevada Avenue would present. That is to be 
most strongly urged, for it will be long before high buildings arise there to help us.

One other detail of street development, applying, however, to all streets—though with 
special force to business streets—may be referred to. This is the length of the radius used in the 
turn of the curb at street corners. The consensus of opinion in progressive cities is that the best 
practice requires, alike for convenience of traffic, for economy of maintenance, and for good 
looks, a radius longer than that now used in Colorado Springs. The length should depend, of 
course, to some extent on the width of the sidewalk—that is, on the distance of the curb from the 
property line—and on the general character and traffic of the street. To be explicit, a proper 
radius for the curve of the curb on a corner of Pike’s Peak Avenue, where a twenty-foot sidewalk 
has been proposed, would be thirteen feet. In Colorado Springs, I question whether any case 
exists where the radius should be less than eight feet. Ten, thirteen and fifteen feet would 
probably give the best satisfaction in making moulds for concrete curbs. Of the tangential corner, 
I disapprove.

With reference to the paving, while that matter has been settled within the present paving 
district, this report must anticipate the time when other paving districts will be created, and the 
street improvement carried beyond the business district. When that time comes, I strongly urge 
the investigation of a concrete pavement with thin bituminous surfacing. This is about to be laid 
in Boulder, Colorado, after much successful experiment with it in other places. In Ann Arbor, 
Michigan, where it has had considerable trial, the city engineer reports that it is now the only 
kind of pavement for which property owners petition. At a cost which is only slightly more than 
that of ordinary macadam, the service of this pavement may be likened to that of asphalt. In other 
words, at a great deal less cost, I believe Colorado Springs can secure a pavement which will 
give results similar to asphalt for streets not included in the present business district. Without 
going into minute specifications at this time, when no further paving is contemplated, it is 
enough to say, as indicating the general character of the pavement, that the concrete foundation 
is, in general, in accordance with the specifications adopted by the American Society of 
Municipal Improvements as a standard for the concrete foundation for brick pavements, and that 
for the bituminous surfacing there is used one of the preparations known as tarvia.

I come now to the question of street parking. This work is practically completed not only on 
Wood Avenue, as already mentioned, but on North Cascade. In fact, there is need in this report 
to say very little about separate streets. The need now is rather for general parking suggestions 
which can be applied in the work already planned, or soon to be planned.

Adopted decisions as to the style and width of the parking for the streets of the paving 
district have determined the treatment of Cascade Avenue, Tejon Street and Nevada Avenue, and 
of all the cross streets from Platte to Cucharras, inclusive. I have advised you, under dates of 
December 2nd, and December 15th, 1910, in response to your requests, as to my opinion of the 
recommendations of your consulting engineers for those streets. That opinion, which in the main 
was favorable, and the suggestions I then made, I here re-emphasize. Indeed, I may add, with 
reference to the plan I then submitted for South Cascade—which the abutting property has since 



hesitated to accept—that I subjected it to measurements on the ground during my recent visit, 
and found no reason to change it.

The treatment of those portions of Tejon Street and of Nevada Avenue which are outside the 
present paving district, of Weber Street and Wahsatch Avenue, of the east-and-west streets that 
are east of Monument Valley, and of Colorado Avenue, and Spruce, Walnut and Chestnut Streets 
on the west side, were covered in my report of 1905, as were general recommendations for a 
species of standardization where peculiar conditions do not invite a special treatment. In 
reaffirming the recommendations made in that report, there are, however, some matters relating 
to certain streets which seem at this time to call for special emphasis.

The one which it is perhaps most natural to speak of first is the improvement of Nevada 
Avenue’s center parking. Of all the suggestions contained in the report of 1905, I was most 
surprised to find that those referring to that thoroughfare had not been carried out. They are so 
easy of accomplishment, and promise such large results at so little cost of money or of effort.

“Playing in the median in front of 1620 N. Nevada. Letitia, Barbara, Esther and friends,” undated. Two 
parallel rows of trees run down the center. Margaret Adams Collection, Special Collections, Pikes Peak 
Library District (229-6008).

The plans, it will be remembered, contemplated the continuance of the parking—minus the 
trees—through the three blocks, from Cache la Poudre to Uintah, where the street cars detour 
around the College campus; the broadening of the present center parking strip, and the lowering 
of its crown. One would think these suggestions so obvious that they must commend themselves 
to everyone—most of all to the residents of the street who, by such simple means, have it in their 
power to obtain a thoroughfare of such distinction.

I submit some photographs which are interesting as showing the possibilities of this tree-
bordered center parking strip as a mall, or promenade, and how, as now arranged, the trees are 
planted on the very edge and border of the dusty street. An extension of the width of the center 
parking, and then its orderly border with a curb, would not only better greatly the proportions of 
the street, but would give to the roots of the trees a better chance of nourishment, would lower 
the crown of the parking—so that the water would sink in, instead of running off the surface—



and would provide space for seats at intervals beneath the trees. That such broadening would not 
mean undue encroachment on the roadways, the accompanying illustration well shows. This was 
taken on a beautiful day, which was keeping no one indoors, and the carriage tracks represent the 
whole day’s travel. It will be observed that, though the parking were widened several feet, it 
would get nowhere near the line of travel. At the time of my visit, the ordinance in contemplation 
provided for a thirty-four foot parking, and two thirty-four foot roadways. This would have 
added one foot only to each side of the existing parking. But if the addition were five feet on a 
side, there still would be space for three parallel lines of carelessly driven vehicles in each 
roadway—an allowance, which the picture shows, is a good deal more than really necessary. It is 
important, also, to remember that in cases where there is center parking, not only is all the traffic 
of a roadway moving in the same direction—a fact which much lessens the amount of passing—
but on one side of the roadway there is no occasion for vehicles to stand at the curb.

I have written at some length of Nevada Avenue because, as in the case of Cascade Avenue, 
of which I shall soon speak, the concrete instance best points the lesson for streets not yet 
improved. Platte Avenue, for example, is of equal width with Nevada, and should also, from 
Nevada eastward, have center parking.7 The car tracks, which are now on Platte, from Wahsatch 
to Institute, should be contained in the center parking, so eliminating for this avenue the central 
promenade. But there should be turf between the glistening rails, and with the street’s gradual 
rise to the east, this strip of green, stretched like a carpet down the center, will make the street 
very beautiful in perspective.

So, again, Wahsatch Avenue should have center parking. This was recommended in my 
previous report, and now the people have petitioned for it. Such side parking as has been put in, 
through private enterprise, is of all sorts of widths—fifteen, twenty, and ten feet. But as the 
avenue is a hundred and forty feet wide, there may be a twenty-foot side parking outside a six-
foot paved walk, which in its turn may be four feet from the lot line, and there still would be 
space for center parking thirty-two feet wide. For two twenty-four foot roadways will be quite 
enough. The chief engineer of the topographical survey commission in Baltimore has lately 
recommended that on the normal residence streets of that city, with twenty times the population 
of Colorado Springs, the roadways be reduced to twenty-four feet—just half what Wahsatch 
would have in its two roadways. But even less than half as far as effectiveness goes, for in those 
narrow Baltimore streets the streams of travel would not be divided.

A suggestion that the planting here might be of evergreens—spruce especially, and perhaps 
entirely—I heartily endorse. It would give distinction to the street, and in winter particularly the 
effect would be warm and beautiful. The avenue is one on which interruption of the view by 
thick foliage would do little injury, and is one which, indeed, depends for its beauty mainly on its 
own development. As for the plea that conifers will not do well where there is soft coal smoke, 
Wahsatch Avenue, as the avenue furthest from the railroads, gets little smoke. At Cheyenne, 
Wyoming, I noticed that the station park, with the freight yard directly abutting, is all planted 
with thrifty looking spruce. These trees are so characteristic of the scenery adjacent to Colorado 
Springs that it would be interesting to see one of the city avenues planted with them. There might 
be a single row on each strip of side parking, and in the center parking a double row spaced at 
long intervals and staggered. Wahsatch now crosses the Santa Fe tracks at grade in a very 
awkward and quite unnecessary fashion. If the Santa Fe does not soon show an inclination to 
dispose of its present right of way, this should be one of the first crossings to be eliminated.



Street scene, ca. 1920s. “Center parking” and “side parking” commonly incorporated deciduous trees. 
Robinson recommended evergreen trees for some parking to “give distinction to the street.” Special  
Collections, Pikes Peak Library District (102-10387).

Now with reference to North Cascade Avenue, where the parking work has been practically 
completed. There is so likely to be a tendency to accept this as the standard or model for future 
center parking that it is important to point out a mistake in its platting. In any work of this kind it 
is easy to become so interested in the special problem in hand as to lose sight of its relationships. 
In eagerness, that is to say, to make a symmetrical design, one may forget that in the reality the 
scale of an avenue is so large that no one can see in detail the whole design—that only a small 
part is ever visible at once. This fact apparently accounts for the unfortunate spacing of the 
middle parking strips on North Cascade Avenue. There seems to have been effort to arrange 
them in such a way that between the end of one and the beginning of the next, the intervening 
space should be uniform. Thus from Del Norte Street to San Miguel it is a hundred feet each 
time, without reference to the variation in the intersection of the cross streets and the consequent 
difference in traffic needs, and forgetful of the fact that no one is able to see the distance between 
the parking strips at the one intersection and at the same time that which is between them at the 
other. In platting such intervening spaces, when they are as far separated as on North Cascade 
Avenue, each should have been considered as a problem by itself. Its dimensions would then be 
determined, not by the unseen interval up or down the street, but by the special conditions which 
immediately affect it, and which alone are seen. Had this been done on North Cascade Avenue, 
there would have been a considerable variation, which no one would have noticed, in the 
intervals between the parking strips. In some instances these would have been, as shown by the 
diagram, longer than now. After providing traffic with every facility for easy interchange, there 
would then have been found central spaces, in such intervals, where a round bed, with concrete 
curb, could have been placed. This would carry the street light on an ornamental electrolier, 
around which there might be turf or shrubs.



In this connection, another suggestion must be made. When, as in most cases, the cross 
traffic will permit, it is best to carry the center parking to a point which would be on the extended 
curb line of the cross street, instead of stopping it at a point which is on the extended property 
line of the cross street. I have endeavored on the diagram to make this statement perfectly 
intelligible by applying the suggestion to the concrete case of North Cascade Avenue, the red 
lines showing where the center parking strips of that avenue now stop. While in the diagram the 
change seems unimportant, in reality it matters a good deal. It makes the visible picture at the 
street intersection much better, because the curb lines then correspond and the side parking on 
the cross street is balanced by the center parking on the avenue; and it matters from the point of 
view of convenience, because then the pedestrian, instead of having to cross the wide and dusty, 
or perhaps muddy, roadway, is provided, in stepping up on the center parking, with a ready-made 
isle of safety. He crosses this very pleasantly, free from the danger of being run over and with 
turf and shrubs on either side of him, and with a third less roadway to cross than under the 
present arrangement.

In designing center parking for other streets, I recommend that this plan be carried out. 
North Cascade Avenue has been cited, not because an immediate change is advocated there as 
economically justifiable, but merely for concrete illustration.

As to streets which should have side parking—and in Colorado Springs they will be much 
the more numerous—those in the paving district have been already planned, and my report of 
1905 laid down some general principles for guidance where this kind of development is 
contemplated. However, I will here again select a concrete case to illustrate a point.

At the time of my visit a few months ago, an ordinance was under consideration for the 
improvement of Boulder Street. The plan contemplated, called for a curb thirty feet from the 
property line on each side of the street from Cascade Avenue to Institute Street—this giving a 
twenty-two-foot side parking and a forty-foot central roadway. From Institute Street to Main 
Street, it was proposed to narrow the side parkings by ten feet, so as to give a sixty-foot roadway, 
there being a car line on that part of the street. With a very mistaken idea of self-interest, as it 
must seem to all students of city planning, some of the property owners were asking for a sixty-
foot roadway the whole distance. This case well illustrates the value to an urban community of 
having a permanent city-planning board, to whom such questions can be referred for arbitration 
and decision on impersonal lines and with the broad outlook of the city. It is asking much of an 
individual official to demand that he shall stand out—even when he knows he is right—against 
the insistence of property owners as to the development of their own street. One aggressive 
citizen, without experience in such subjects and with a blind, unreasoned notion, may lead a 
multitude, who will repent after the work has been done. I do not know anything about the 
opposition on Boulder Street to the proposed forty-foot roadway, but I use the instance to point a 
moral. Forty feet is certainly a sufficient width for the roadway on that street. To allow those 
who happen, just at this time, to own property there to spoil the street for all time is a most 
unscientific and uneconomic procedure. Though they admit their error, in a few years they will 
be gone and the city will still have a spoiled street on its hands.8

This brings me to a general statement, which I would strongly urge, as to streets with side 
parking. In the improvement of such streets, the proper viewpoint is never the lot. It is the street. 
Not only is it true, in the planning of the improvement, that the perspective view on the axis of 
the thoroughfare should determine the width of the parking and the relative proportion of the 
different features of the street, but that view represents the mental attitude from which the 
problem of the street’s development should be approached. This seems a trite statement, but in 



cities where the public work has lagged behind private initiative the danger against which it 
would guard is very real. There is an inevitable tendency, where isolated bits of parking have 
been thrust out upon the existing roadway—in proof of the wisdom and public spirit of 
individual owners—to minimize the significance of these improvements from a street standpoint 
and to emphasize it from a lot standpoint.

An engineering value of side parking, to which it is well to call attention, is its use in taking 
care of a street’s cross-section slope. In the wide unparked streets of Colorado Springs, this slope 
has proved one of the most troublesome questions that street commissioners and engineers have 
had to deal with. And there was no reason why it should be troublesome at all. There is no 
occasion for having the walks on two sides of the street at the same grade. With a strip of side 
parking, it is possible to terrace very pleasantly to the street’s upper level; and if the street be 
really on a hillside the walk will then form a convenient bench, breaking like a landing, the 
abruptness of the drop from the house lot to the roadway. The street will even gain in charm and 
picture-esqueness through such treatment, the value of the property will be far better conserved 
than if the street were a perpendicular cut, and the cost of construction will be, of course, much 
reduced.

A case in point is the eastern section of Costilla Street. In view of the difference in level of 
this street’s two sides, and of the future importance of the street as a direct approach to Prospect 
Lake and as a link in the ‘round-the-city park drive, I proposed in my report of 1905 that its 
development might include, besides strips of side parking, a bridle path, on its south side. This 
would be, I pointed out, at a frankly lower level than the carriage drive, from which a terrace 
would separate it. The trees planted between walk and curb would shade it; it would cost little to 
construct or maintain; and with the popularity of horseback riding in Colorado Springs, this 
bridle path approach to the parks should be appreciated. If this suggestion be carried out, wide 
side parking, with considerable fall to that which is on the north side, is essential to Costilla 
Street’s proper development.9

It has been said that in Colorado Springs a large majority of the streets will have side 
parking. Yet there need be no fear that this form of street development will become monotonous. 
With the abolition of front fences, an improvement to be encouraged, the front garden becomes a 
feature of that part of the street picture which is included in the sidewalk perspective. The street 
walk becomes in the seeming a garden walk, and there is no more monotony about it, or 
uniformity on different streets, than there would be if one were walking through gardens. Aside, 
however, from this fundamental insurance against sameness of aspect on different streets, it is 
possible to obtain a great deal of variety by changing the location of the sidewalk on the different 
streets, and by varying the placing and choice of trees and shrubbery.

On one street, for instance, the walk may be put within two feet of the property line, leaving 
a wide strip of lawn between walk and curb; on another street, this lawn may be planted with 
flowers and shrubs. On yet another, the walk may be midway between the curb and the property 
line, leaving equal strips of parking on either side of it—this is a desirable plan where fences and 
walls persist. So, again, of the trees—placed sometimes at the curb, sometimes, and better, about 
midway between curb and walk—and even nearer the walk than the curb, one advantage being 
that horses cannot then reach the bark; and sometimes, when the houses are set well back from 
the street and the street is not too broad, they may be on the property line itself. While the latter 
arrangement is more likely to be adapted to future residence streets of Colorado Springs than to 
any which have been now built, it is clear that side parking, even though it were of uniform 
width on many streets, can be so arranged as to contribute individuality to each.



Potentially the side parking has yet another value in Colorado Springs, which seems not to 
have been appreciated. There appears to have been an idea that it could not be adopted and put in 
place on any street until the curbs were set. Yet on new streets, or on streets that have very little 
travel, a most useful and charming feature might be a grass gutter. And out of the grass gutter 
may be developed, to meet local needs, a sort of grass ditch for irrigation water. With a 
cobblestone bottom, over which the stream will flow with music and dance, slabs of stone may 
be placed lengthwise—as boards are placed for the sides of temporary ditches—only these 
should present slanting rather than perpendicular sides, so as to rest naturally in the slope of the 
banks. They should not rise above the edging, and vegetation should be encouraged to fall over 
them. At very little cost, and with none of the formality of the straight, stiff, conspicuous curb 
and ditch, we should then have a delightful street. But it must be emphasized that parkings 
without curbs are available only where traffic is extremely light. This is even more uniformly 
true of side parking than of center parking, though Colorado Springs now knows that the rule is 
sufficiently consistent as to that.

Side parking on Cascade Avenue, with the sidewalk between the trees at the curb and the yard fences, 
1902. One advantage of a sidewalk close to the curb, with trees further from the street, is that the horses 
cannot reach the bark. In this case, the ditch at the curb may have deterred the animals’ damaging 
appetites. F. P. Stevens photograph, Special Collections, Pikes Peak Library District (005-3535).

New light standards had been ordered for Pike’s Peak Avenue at the time of my visit. There 
is need for an improvement in the lighting fixtures—so far as there are fixtures— throughout the 
city. This can best be secured in connection with the development of the streets. Parking strips 
offer a most economical site for conduits, so that no wires need be carried above ground, the 
modern method of lighting residence streets which have turf between walk and curb being a 
system of slender concrete posts, each carrying a single globe. Some very attractive posts of this 
character may be seen on the Cherry Creek Boulevard in Denver. This lower standard and softer 
(incandescent) light has other qualities, however, to recommend it than simply the attractiveness 
of the standard. The light is not lost in the foliage of the trees; it is not blinding in its intensity; 
there are no dangerous black shadows; it is thrown where it is needed, and to the long 



perspective of the street there is restored that beauty of the double line of marshaled lights which 
was lost to it when the suspended arc drove out gas lamps. In the many cities where this method 
of lighting residence streets has been tried, it is very popular. This concrete post, I should add, 
may be tinted a gray or a dark green; and bronze is better yet if the property owners are willing to 
pay the extra cost. In Pasadena fluted bronze columns are in use.

Another feature of street development in which Colorado Springs is backward, and which 
need not wait for parkings, is the street name-sign. Two local conditions make these particularly 
desirable in your city. One is the number of tourists. The other is the lack—the blessed lack—of 
a mathematical system of street nomenclature. There is perhaps no city of its size in the United 
States where a complete system of street name-signs is a more necessary furnishing of the street 
than it is in Colorado Springs. Because they are so important, the signs are certain to be noticed 
and appreciated, and any neighborhood or street may gain distinction for itself by the use of such 
fixtures, made at once simple, legible and artistic. It will be recalled that hardly any tourist goes 
to Asheville, N.C., who does not tell of the attractive street name-signs there. With the many 
beautiful and unusual street names of Colorado Springs, and the convenient system of numbering 
by blocks—which might well be indicated in parenthesis on the name-sign—the street name-
signs should be a special feature.

Finally, let me sum up this chapter, and the one which preceded it, with a photograph. It was 
taken in an Eastern town, not much larger than Colorado Springs. There are more trees in the 
background than can be found where the streets of Colorado Springs are marching out to the 
prairie; but those trees are a detail which have little to do with the charm of the picture. The 
picture does have charm, and that is one reason why it should be studied in Colorado Springs, to 
which the competition of other cities in matters aesthetic is of more moment than it would be to 
some places, where commercial or industrial opportunities have alluring power. Another reason 
is that the effect shown in the photograph is secured so economically. There is no loss of 
precious building land in needless width of street; there is no costly construction of curb or 
gutter. There is not even a paved sidewalk—though there rain is wet and melting snow leaves 
mud, not dust as it does in wonderful Colorado. The street is very much the sort that might be 
built in the outlying portions of Colorado Springs, especially on the city’s eastern border, once 
sufficient traffic arteries to provide for further growth have been platted on ample lines, and 
given the firm construction which traffic needs. In the older portions of the city, where an 
absurdly generous and very Western platting of rectangular streets has created conditions that we 
have seen are also opportunities, the hope of the city for distinction and attractiveness is in the 
manner and liberality of its parking of the streets. But there is no need of perpetuating that 
system in the new extensions. A saner way of building streets, which are at once cheaper and 
more livable, is now understood. We must respect the old, and must get the utmost from it; but in 
the building of the new we can adopt modern ideas. Colorado Springs should be up to date. After 
all, most of its life and its history lies before, not behind.



 
Snow on the 400 block of North Cascade Avenue, ca. 1880s. Abby Kernochan Collection, Special  
Collections, Pikes Peak Library District (001-643).
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The Tahama Spring pump and pavilion after a snowfall in Monument Valley Park, undated. Also known 
as the Monument Spring, the above-ground spring was discovered in 1880 by Dr. Charles Gatchell. The 
now-capped spring is located south of the baseball field on the west bank of Monument Creek. Described 
in the October 24, 1880, Colorado Springs Gazette as “medicinal waters,” the iron spring would end the 
jokes about the “springless condition of the Springs.” Other mineral springs have been discovered on 
Bijou Street, Kiowa Street, 7th and Cucharras Streets, and on West Cheyenne Road. Stewarts 
Commercial Photographers photograph, Special Collections, Pikes Peak Library District (013-72).

IV. Recreative Provision

Parks and playgrounds are best studied and best valued in terms of social service. This 
method of considering them does not minimize their aesthetic contribution to the community’s 
life and its setting. That contribution is one of the most important of the park’s forms of social 
service. But the phrase establishes a common denominator, and makes it human service. If parks 
and play spaces do not serve the people of a city, they are not worth having; by their 
measurement according to that denominator, they succeed or fail. For that reason, I have given to 
this chapter the title, “Recreative Provision.” The words do not necessarily mean the provision of 
opportunities for exercise. Recreation, we may note, may be passive as well as active. A 



beautiful view may recreate the mind. In the city-planning study of Colorado Springs we have, 
then, to ask ourselves: How far, if at all, do the present park and playground facilities of the city 
need to be supplemented and developed, in order to perform a social service which is reasonable 
in amount and which is appropriate in kind?

It will be helpful in the discussion of this subject to start with two fundamental facts. The 
first is, that parks and playgrounds are not entirely distinct features. While there are extreme 
examples of either one which exclude the other, normally they merge into one another. Outside, 
that is to say, of a few actual or possible bits of decorative planting at street intersections, every 
acre of “park” land in Colorado Springs is, in a broad sense, a playground. In some instances 
spaces for really intensive play are, or may be, included in a park. Conversely, no playground 
should be so barren and forbidding as to be without aesthetic value. The second fact is that the 
social service which is performed by the recreative facilities of a city can be approached from 
two points of view: The service which each unit does in its neighborhood, and the service which 
it performs for the community as a whole.

In taking up our examination of these facilities in Colorado Springs, I shall consider first the 
neighborhood service.

It is clear that those to whom neighborhood service is worth the most are the children. After 
them come the sick, the aged, and the poor. For these are the classes of the community which can 
seldom go far from home for the enjoyment of recreative facilities. The need of the children is of 
opportunity for intensive play. A small space will serve, if it be near home and be supervised. 
The need of the sick and the aged is for rest or diversion. By the poor, who may be children, or 
sick, or aged, all these kinds of provision are required, and by them beauty also is needed. Let us 
look at the map of Colorado Springs and see what is offered.

Tourists parked in front of Balanced Rock and the viewing station on Steamboat Rock in Garden of the 
Gods, ca. 1900. The sign at the top of the Rock reads, “Steamboat Rock Observatory. Use of the 
Telescopes Free to the Visitors. All Welcome.” Garden of the Gods is popular with residents and tourists 
today, attracting 2 million visitors annually. Paul Goerke photograph, Special Collections, Pikes Peak 
Library District (001-2151).

On the west side there is nothing nearer than the Garden of the Gods—a possession too far 
from the homes of the city to have neighborhood value for them. On the east side, Monument 
Valley Park is so stretched out that it can serve large numbers of people. Then comes little 



Acacia, or North, Park, serving a limited but useful purpose; and out on Hancock Avenue, almost 
at the edge of town, a square of city property not now in use. To the southeast, beyond the built-
up section, is Prospect Lake, with a precious border of land around it. But the lake and its 
borders are not in control of the Park Board. Almost on the south edge of the city is Dorchester 
Park, with its seven and three-quarters acres, and in front of the principal railroad station is 
Antlers Park—which is intended to be good to look at.

It is quite remarkable that Colorado Springs, with probably the largest park acreage per 
capita of any city in the United States, has less than 182 acres of developed park close enough to 
the built-up sections of the city to have neighborhood value—a hundred and eighty-two acres out 
of twenty-four hundred and seventy-five!

There is much food for thought in this condition. Without any moralizing, it has this 
immediate practical bearing on our subject. With so great an acreage of parks in proportion to the 
size of the city, one must hesitate to recommend the purchase of another square foot, and must 
recognize that existing maintenance obligations make legitimate demands on all the park fund. 
The park system is plainly deficient as far as service to the bulk of the people of the city is 
concerned, but the disproportion of financial resources to acreage represents one of the given 
conditions with which we have to work. The first question is, how with the least addition to 
present possessions and the least consequent increase in liabilities, can we so supplement and 
develop the park lands of today that they shall perform for Colorado Springs a social service 
which will be reasonable in amount and appropriate in kind?

For the west side, where there is no park land, there seems to be no alternative save to 
acquire some. We cannot develop what we have not got. At the same time, the land purchased 
must be the least and the cheapest that will give results. In looking over the situation, an 
encouraging fact becomes evident. This is that while there is no park land actually on the west 
side within ready walking distance of the homes, all that portion of West Colorado Springs 
which stretches in a narrow belt up the Monument Valley is, or can be, well served by 
Monument Valley Park. On an average, Walnut Street is hardly further from the park than 
Cascade Avenue. Thus a couple of additional entrances from the west would make the park very 
useful to an important section of the west side. But that section would include little of the 
broadened part of the west side which is south of Bijou Street.

As one stands on the Bijou Street bridge, however, and looks south, there is visible a 
considerable expanse of squalid settlement, where the creek, which has flowed so pleasantly 
through park lands above—in earnest of the beauty to which it can contribute—flows now beside 
wretched shacks. The land in its present state is evidently worth little, and not less evidently it is 
a menace to the health of the community. As one follows down the creek to the intersection of 
Spruce and Huerfano, there is no improvement in the character of the adjacent shores. The tract 
is an eye-sore that shuts the west side away from the east side more powerfully than do the 
railroads. And yet big trees, dotting the area or leaning over the stream, give promise of latent 
beauty there. But no one of all those who go west to West Colorado Springs, to Colorado City, to 
Manitou, or to the Garden of the Gods, by Bijou Street or by Huerfano—on which is the trolley
—sees anything but a depressing belt of wretchedness. If a park were developed here, on this 
very central but now useless land, it would be a perfectly logical and natural extension of 
Monument Valley Park, following the stream banks down to the principal cross street. Not a 
single improvement is in the way to stop it. Can one think of any equal amount of ground in 
Colorado Springs which the city might purchase that would do as much as would this 
inexpensive strip—completing the only considerable park within the built-up portion of the city, 



destroying a slum, changing an eye-sore into a beauty spot, providing opportunity for active and 
needed social service, and enhancing the value of a great deal of property?

The purchase should extend north from Bijou Street one block, to the railroad crossing of 
the stream, so that the control of the stream might be continuous. It should be extended west to 
Pine Street, between Platte Avenue and Pike’s Peak Avenue; and from there to Huerfano, it 
should extend to Spruce. East of the creek, it would be well, of course, to get all the land 
possible; but if this were no more than merely the east bank of the stream, the park picture would 
be safeguarded. In the tract’s park development, a playground for little children and an athletic 
field for young men and boys should be features. If there be enough land acquired on the further 
side, a stepping-stone bridge would give delightful access to it; and, if practicable, there should 
be a place where children might wade in the waters of the stream. Moreover, there would be 
winding walks, many seats, and ornamental planting, as in Monument Valley Park on the east 
side. Here, then, would be a neighborhood park, serving alike the children, the sick, the aged, 
and the poor from a considerable area which no other neighborhood park is near enough to serve. 
And it would do this, not in the usual isolated fashion of neighborhood parks, but with a 
rounding out and completion of one of the general park system’s most important units.

“Pikes Peak from Monument Valley Park,” ca. 1890s. The 153 acre park extends two miles along 
Monument Creek. The Friends of Monument Valley Park, a non-profit organization formed in 2000, is 
“dedicated to the enhancement and improvement of the natural and cultural environment in the Park.” 
Louis C. McClure photograph, Special Collections, Pikes Peak Library District (336-10662).

With the urgent necessity of avoiding, as far as possible, the cost of buying and maintaining 
additional park lands, I question the worth-whileness of establishing, at least for some years to 
come, another neighborhood park in this section, between—let us say—Fourteenth Street and 
Colorado City. If Colorado Springs had not such extensive park liabilities already, it 
unquestionably would be desirable to have a small park in that locality; but with the proposed 
new park hardly a dozen blocks away, on the natural line of travel, this seems to be a possible 
public improvement on which we can reasonably economize. This action is the more permissible 
since, with the new and more efficient method of street platting which this report has proposed 



for future street extensions, the park facilities that would be required for a considerably increased 
population in this section would be provided automatically as new streets were built to house that 
population.

There is needed, however, at once, for this locality a good playground for children. And a 
playground, we have seen, may have, and should have, a measure of park value. This applies 
both to its appearance and to its service for adults. If it cannot offer restfulness to them, it can at 
least offer them diversion. Fortunately, the opportunity for developing this in an ideal way is at 
hand. The grounds of Buena Vista School, admirably located with respect to the district we have 
described, occupy an entire block, and of that space a whole half block (150 by 400 feet) is 
absolutely clear for play space. It is proposed, indeed, to gravel it and dedicate it to that purpose.

Through the interest of the neighborhood, with the cooperation of the Board of Education, 
this space could be so developed as to give much benefit and pleasure to all those—young and 
old—who are within walking distance of it and would care to use it. Around the outside border 
of the north half square of the school plat, there might be placed an irregular belt of shrub 
planting, to which groups of tulips and other bulbs would add gaiety in early spring. This 
enclosing border would be broken by broad entrances, and inside of it a walk would be placed 
surrounding the rectangular play space within. On this walk there would be seats, whence the 
games could be watched and mothers could keep an eye on little children. Thus we should have 
both neighborhood park and play space, the supervised playground the better for its screening 
from the street. Nor would there be undue sacrifice of play space in the narrow ornamental 
border. In fact, that border of planting could be made of use in the education of the children. 
Parties of boys from the school might be organized to go into the woods to get the young spruce 
and other trees and shrubs that would be features of it; parties of girls might get the wildflower 
roots. Material for instruction in botany could be gathered from it, and school lessons in 
gardening could there be taught.10 One of the most beautiful small parks I have seen anywhere in 
the world is a blossom-bordered children’s playground in Cologne, Germany. That the framing 
of their play space in beauty has an unconscious influence for good upon the children is not the 
least of the merits of such development.

Children playing in front of Steele School, Del Norte and Weber streets, 1915. The school was dedicated 
in 1901 and an additional four rooms were added in 1906. Robinson worried that additions to school 
buildings would be at the expense of the school yards. Harry L. Standley photograph, Special  



Collections, Pikes Peak Library District (001-451).

Consideration of this school yard’s possibilities brings us fairly to the question of providing 
playgrounds for children throughout the city. There is much to be said in favor of school yards as 
playground sites. In the first place, the city already owns them. Secondly, these grounds are well 
distributed in reference to the child population, and the children are accustomed to going to 
them. Third, in connection with the school buildings there are already provided the toilet 
facilities, the drinking water, the administrative office, and the shelter, which, in combination, 
are the most costly part of a good playground’s necessary equipment. Finally, at the season when 
the playground is most needed—during the children’s leisure season—there is no other use for 
the school yard; and increasingly, even in cities that can afford to construct elaborate separate 
playgrounds, the administration of them is put in the hands of the Board of Education. It is my 
judgment that if Colorado Springs conducts a good playground in the proposed west side 
Monument Valley Park, a good one in the existing east side Monument Valley Park, and then 
utilizes its school yards, adding to the area of some of these if necessary, the city will have the 
making of an adequate playground system at only nominal cost for land purchase.

Let us look over the school yards of the city. Buena Vista, we have seen, will provide for the 
children west of Eleventh Street at least, as that is only five blocks from the school. But west side 
Monument Valley Park would be only five blocks east of that street. These two grounds would, 
therefore, reasonably take care of all the children on the west side who live south of Platte 
Avenue. This is fortunate, for while the Washington School is also in that section, its grounds 
afford no space for play. North of Platte Avenue there is the Bristol School, and on the north line 
of the city the Roswell School. A first-class playground could be developed at the latter, when 
need arises; but for a good while the natural playfield for the children of the narrow west side 
strip from Platte Avenue northward would be the present Monument Valley Park, once sufficient 
means of access were provided. So the playground situation as respects the west side is neither 
very difficult nor very costly.

On the east side, beginning with the south end of town, we have Dorchester Park, which 
would have some playground value, even if no organized play, and no playground apparatus, 
were included in it. Then comes the Lowell School. Here the grounds have lately been largely 
increased so as to offer an admirable site for a good playground. All the children south of 
Cimarron Street, at least, and west of the Santa Fe tracks, should thus be provided for. East of the 
tracks in this section is the Helen Hunt School, of which also the grounds have lately been so 
extended as to give a good play space. And here again, as in Dorchester Park, the play value of 
the public lands around Prospect Lake may supplement the provision of the school grounds. 
Those grounds, by the way, are deserving of particular notice, in any study of the improvement 
possibilities of Colorado Springs, for the example which they set to the yards of other schools in 
the special attractiveness of their planting.

Proceeding northward, we strike the business district, west of the Santa Fe, this extending to 
Platte Avenue. East of the Santa Fe, the population is sparse, and it may be doubted whether 
there is any real need of playground facilities in any of this region. For the section north of Platte 
Avenue and west of Tejon Street to the College, and thence west of Cascade Avenue to the city’s 
northern limit, the long stretch of Monument Valley Park is available. No child in such proximity 
to that reservation is in serious need of other playground space. Between Cascade Avenue and 
the Santa Fe, there are two schools with large yards—the Steele and the Garfield. To the latter an 
addition to the school building is proposed which would absorb some of the land. This condition 
is one which calls for comment, not only on account of the importance of the particular instance, 



but because of the danger that the instance may prove typical.
For all the American generosity to the public school system, we seem not yet fully to have 

grasped the thought that the school yard is an essential part of the school equipment just as are 
benches and blackboards. Colorado Springs, to be sure, has been less of an offender in this 
respect than are many cities; but complete realization of the fact would not countenance any 
addition to a school building without a corresponding addition to the school yard, assuming that 
the yard was just sufficient at first. It is a perfectly simple mathematical problem. By general 
consensus of educational authorities, and in some instances by legislation, the minimum 
provision of play space per child which should be made by a school yard is thirty square feet—
surely a conservative rather than emotional standard.11 If we increase the size of our building so 
as to accommodate additional children, we should, therefore, increase also the size of the play 
space. Surely, we should not increase the number of children and at the same time decrease the 
play space! The danger of such anomalous action is to be the more strongly urged just now, 
because the cottage system of building is bound to absorb more land in building space than does 
the single structure. There will be the cry of economy, of course; but it is no more proper to 
economize on play space than on seats. The School Board which has so well and jealously 
pleaded against endangering the lives of High School children, in the controversy over the 
proposed closing of Cheyenne Avenue, should be very careful not to absorb play space around a 
grammar school, thereby compelling smaller children to do their playing in the street.

For the region east of the Santa Fe tracks, between Platte Avenue and Yampa Street, there 
does seem to be need of a playground. But in the very center of that region the city has now a 
considerable bit of land in the disused Boulder reservoir and its surroundings. There are, also, the 
large grounds of Columbia School. As for the future in this fast-growing section, the City Plan 
Report looks forward to the time when the method of street platting which has been proposed for 
the new additions will provide easily all the play space that is needed for them. In a future which 
is possibly more remote, a closer concentration of population may make largely increased 
demands in the heart of the present residence area. If it does, there will be, of course, more 
schools. Probably also, at that time, the Santa Fe will have been induced to move, and in its right 
of way opportunity will be offered for new locations.

To a very exceptional extent, then, Colorado Springs has, today, available and admirably 
located playground sites. The question is how to use the land—a much less serious financial 
matter. I append some photographs showing how school yards are used in other cities—simple 
gymnastic apparatus in one corner for boys; in another corner for girls. At another place a 
basketball court. In a sheltered angle of the building there may be a sand box for small children, 
a corner for the story teller, and a space for the little children’s group plays where the older boys 
and girls will not intrude. All this does, indeed, mean playground supervision; but an 
unsupervised playground is a lawless and well nigh useless bit of ground, which represents the 
height of extravagance on the part of those who provide it.

Given the grounds, the manner of their equipment, and the need of supervision, how shall 
equipment and supervision be paid for in Colorado Springs? In my judgment, equipment and 
supervision would be a very proper task for the Playground Association to assume. Perhaps the 
equipment, in some instances at any rate, might be purchased by the parents’ association, or 
alumni of the school, or given individually; but in any case it would be well to have the 
supervision of all the grounds provided from a single responsible source. This would simplify 
administration, increase efficiency and promote economy, and at present it is doubtful if the city 
could be induced to be the responsible source. Yet the importance of having trained supervision 



for the playgrounds can hardly be too greatly emphasized.12 Of course, all the grounds may not 
be opened at once; but with none to buy, the small salaries of playground instructors constitute a 
low cost at which to get so good a children’s playground system as is today easily within the 
grasp of Colorado Springs.

Neighborhood parks do not need for efficient service to be as frequent as do playgrounds for 
little children. This is because their radius of effectiveness is greater. With the suggested 
development of the Buena Vista School grounds and the extension of Monument Valley Park, I 
think the west side would be adequately provided for. On the east side, there is Dorchester Park 
for the southern portion, Monument Valley Park for all the western portion, and the Prospect 
Lake possibility for some of the eastern. In addition, there is the chance, which has been 
mentioned, for a park in the Shook’s Run valley, below the Santa Fe freight tracks, should those 
tracks be given up. In the northeast, a neighborhood park would be serviceable. Perhaps this also 
can be secured on the Santa Fe right-of-way. There may, too, be hope that in the new additions, 
which will soon be opening there, some real estate operator will appreciate the advantage to 
himself of including a little neighborhood park in his plat. In this matter again, therefore, the 
problem is rather that of utilizing lands which the city already owns or will own, in part at least 
for other purpose, than the purchase of new lands for this single object. That fact means much 
financial saving.

Mid Shooks Run Park, 1986. Robinson foresaw the possibility for a park, should the Santa Fe tracks be 
given up. A 1963 City Council resolution called for an investigation “to include the possibility of 
abandoning that section of the Santa Fe tracks which lie within the city and the combining of all railroad 
facilities on the city on one station.” A decade later, development of the park was planned at a cost of $40 
million. Myron Wood photograph © Special Collections, Pikes Peak Library District (002-2844).

Monument Valley Park has been highly developed. From a landscape point of view, it is rich 
in beauty. Indeed, considering the original condition of the tract and the difficulties which beset 
its development, the amazing result deserves high praise. The present need is to increase its 
human service, that it may better measure up to the supreme test of park efficiency. Even that it 
may fully realize its possibilities in the quiet ministry of beauty, some things have yet to be done.

First of all is the need, already referred to and fully appreciated by the Park Commissioners, 



of additional entrances. Every street which terminates in the park boundary should constitute an 
entrance, even though it be an inconspicuous one. There is no necessity for arguing this point. 
The second great need of the whole park is lights. That a city park of this kind must be lighted is 
a moral, social and neighborhood necessity. There should not be brilliant lighting, or the 
garishness of city streets; but there must be an occasional light, supplemented by a prowling 
policeman. Nor is the benefit negative only. The park’s hours of beneficent service will thus be 
lengthened. It will be safe for respectable folk to enjoy its evening, even its moonlight and 
starlight beauty, and on its benches lovers may find more pleasure, in safer environment, than in 
five-cent theatres. These two changes will do much to increase the neighborhood value of 
Monument Valley Park.

As to invitation to more intensive use, I shall doubtless take an unpopular position in 
questioning whether there would not be loss, greater than gain, in repeatedly drawing actual 
crowds to the park. A large crowd means heavy wear and tear. The lovely ministry of Monument 
Valley lies so largely in its landscape beauty, in the varied charm of its planting, in its bloom, its 
birds, its alluring and quiet walks, in the restful views commanded by its seats; and to promote 
this function of the park so much has been expended that we should be chary about proposing 
developments which would undo the effect now so successfully secured, and really so well 
suited to the population of the city. For that reason, I hesitate to approve the suggestion of a 
stadium. I would rather see the College athletic field more completely screened, and I should 
hope that such general need as there might be for a stadium could be met there. During the 
summer, when this need is greatest, the College has no use for a stadium, and it would seem that 
during the few weeks of spring and autumn there might be an adjustment of time and a co-
operation of use that would remove the necessity for making a scar in the park. As to the Casino, 
which has been proposed, there is less objection to that. The park is the sort that will bear some 
architectural embellishment, and in elevation and setting an appropriately decorative character 
can be given to such a structure. Moreover, in attracting people, its attraction will be spread over 
the whole day, rather than concentrated in certain hours—to the overflow of all the converging 
paths.

Yet I surely have said enough to indicate that the human service of the park should be 
greater than it is today; that far from discouraging people from visiting it, I would make its 
invitation the more persuasive and the easier to accept. I would only seek to avoid that 
congestion which is antithetical to its whole character. I would have a boys’ playground; above 
that, a girls’, with croquet and tennis courts. I would have bowling on the green; and in a dell, 
which has a big tree in its center, the little children should have play space of their own. There 
should be band concerts at the Casino, and now and then a special festival on the greensward—
an Arbor Day celebration, a May dance by school children, an out-of-door play or pageant, a 
kite-flying contest, or a miniature yacht race on the lake. It is possible to conduct most of these 
events without any direct expense to the Park Commission, and their effect is greatly to 
popularize a park, bringing it into use by many different kinds of people. In winter the skating is 
to be encouraged and, if there be opportunity, there should be a slide for coasting; but generally 
speaking, I would try in summer—save, perhaps, on half a dozen special days—to spread the 
people out, that with the whole park in use the charm might go from none of it.

With reference to the park as a landscape picture only, it must be recognized that a 
landscape of this kind, which is in constant use, is never really finished. There will be always 
some things which can be done; but the genius and taste that have done so much, and done it 
well, may be trusted to carry on the work without the burdening of this long report with many 



notes. The addition of new entrances, on both sides, will require some changes of plan; the 
development of the playgrounds and the possible Casino will call for others. There are 
boundaries to rectify, and these also will affect the plan. But delay with regard to the boundaries 
does not now promise serious consequences, and my suggestion would be that, with limited 
resources, the present effort be not so much to perfect Monument Valley Park as to increase the 
use of it and to develop other grounds—notably Prospect Lake, if control of that can be secured. 
I would, however, like to see the big water tank at Bijou Street planted out, especially on the 
north side, so that it would be less conspicuous from the viewpoint terraces above; I should hope 
that the plantation of conifers near St. Vrain Street might be soon extended so as to cover the 
bluff more completely, and that bridges more in keeping with their setting might finally supplant 
the gaunt highway bridges by which the stream is crossed. These bridges are very conspicuous 
features of the park landscape and should be so treated.13

Prospect Lake, as this chapter has more than once suggested, has great potential value in 
providing recreational facilities for the people of the southeastern portion of the city. That it has 
a service to perform to the whole community, as an important unit of the park system, will also 
appear. It is quite unthinkable that the control and the means to develop so unique and precious a 
park and recreational asset should not be promptly turned over to the Park Commission.

The dominant feature, of course, is the lake itself—the rare phenomenon on the edge of the 
prairie of a substantial body of fresh water. I heard the suggestion of an electric fountain for the 
lake. That might be installed. It is somewhat costly, however, and the little waves which it would 
create and its blowing spray would tend to interfere somewhat with boating. And I should 
consider it much more important to make a feature of the boating. An electric fountain might be 
put in Acacia Park, where many more people would see it, or on one of the lakes in Monument 
Valley Park; but where else than at Prospect Lake could there be boating?

Boating involves a boat house, where row boats will be kept for rent and where private 
owners may store their boats. At the center of the low roof there should be a band stand, so that 
the music may be heard on the water, under the summer stars, as well as from the shore. Under 
this central part, there might be a concession, where light refreshments would be sold. If it be 
practicable to have bathing in the lake, an end of the long building might contain dressing rooms. 
At all events, the park’s water feature should be developed to the utmost, for to this it owes a 
distinction shared by no other local park. Aquatic events should, therefore, be made much of, and 
there might well be a water féte each summer, when the boats should be dressed with lights for a 
parade, and the shores should be hung with lanterns, and there should be fireworks.



The diving platform at Prospect Lake, undated. Boating, fishing, sunbathing, swimming, and waterskiing, 
are among the recreational activities experienced at the lake. Stewarts Commercial Photographers  
photograph, Special Collections, Pikes Peak Library District (013-501).

In the city-owned belt of land which surrounds the lake, much more than a drive should be 
accommodated. In fact, on the west side of the property, the platting of a street, of which this 
future park will make the eastern line, offers an opportunity for utilizing it as a link of the park 
drive and so of removing the present drive from this portion of the park property. The change 
would doubtless be welcomed by the property owners, who then would front practically on a 
parkway; and it would leave the full width of the western belt of land available for development 
as a playground, or as such other park feature as might be selected. There should be a picnic 
grove, to which rowers and others could go with their luncheons and suppers; and circling 
entirely around the lake there should be a bridle path.14

My attention was earnestly called, during my visit of investigation, to the desirability of a 
city recreational building, and hope was expressed that I would select a site for it. Such a 
building should be located in the business district, or in very close proximity thereto, for one of 
its chief values will be to draw young men and young women off the street. Given such general 
location, it is to be expected that the cost of the plat and the suitability of size will be determining 
factors, and the problem becomes one which can be much better solved locally than by an 
outsider. In Chicago such buildings are usually located in a small park to which has been given 
intensive development for playground purposes. This is hardly practicable in Colorado Springs. 
Unless individuals are inclined to indulge in the very excellent, but very expensive, philanthropic 
outlay required by a recreational building and its maintenance, I am of the opinion that either 
municipal or associated effort might better be expended on the development of the use of the 
parks and of the evening use of school houses.15

I have dwelt at some length on neighborhood recreation facilities, because in this respect the 
park system has seemed to me to be weakest. With respect, however, to community service, its 
component units are all that could be desired in location, while in variety and natural grandeur of 
scenery they are unparalleled. The need is only to connect them up and make sure of adequate 
approaches to these units. It should be said in this connection that the ‘Round-the-City Drive, 
which unites the parks “like jewels on a necklace,” is more than ever an accepted part of modern 



city building. The automobile has made it almost a necessity in the development of urban 
attractiveness. In Colorado Springs its creation is so easy and its route so obvious, and it is 
already so fully accepted a part of the future park program, that the barest outline is here 
sufficient.

Having spoken of Costilla Street as a town arm of the system, we may conveniently begin at 
Prospect Lake. Circling the lake, the drive to be developed would proceed north by an extended 
Main Street until intersecting Palmer Park Boulevard. Thence northeastward to Palmer Park, 
through that park and out by the Paseo to a new road which would be built along the lower edge 
of the bluffs. This would cross Monument Creek and strike what is now a private road leading 
almost directly toward Glen Eyrie. Then a turn to the south brings one into the Garden of the 
Gods. Traversing that wonderland, one comes out on the highroad to Manitou—which may well 
make a short side trip. Thence the route of the ‘Round-the-City circuit would lead, in its entirety, 
up Bear Creek, over the High Drive, as now, and back to town through North Cheyenne Park and 
Broadmoor. The route is wonderful in the variety of its scenery.

On October 3, 1912, the heirs of the late Charles Elliott Perkins formally presented the Garden of the 
Gods to the city of Colorado Springs with a bronze tablet (shown draped in this picture). Mr. Perkins 
purchased the land in 1879 to build a summer home. The city became the owner of the park on December 
25, 1910, as it was Perkins’ wish to have the park open to the public after his death. The commemorative 
bronze tablet was put near the base of the great north Gateway Rock and a silken Colorado Springs flag 
covered the face of the tablet until it was unveiled. The Colorado Springs city flag was quite new—it had 
been approved by City Council in July 1912. Mayall Collection, Special Collections, Pikes Peak Library 
District (102-10669).

Such a circuit demands many town connections. People must be able to enter it or leave it at 
many points. This not only increases its accessibility, but makes possible the enjoyment of 
sections of it without the necessity of making the whole round. In addition to Costilla Street as a 
special feeder, and to Palmer Park Boulevard and the Paseo, which have been spoken of, the 
Manitou Boulevard and Mesa Road are connections already developed, and South Nevada 
Avenue is the usual and natural link with the section beyond Broadmoor. Finally, North Cascade 
Avenue, continued northward, will intercept the cross-country connection to be made between 
Palmer Park and the Garden of the Gods. As, moreover, any of the broad streets of Colorado 
Springs, with their future wealth of parking, will have much the aspect of the boulevard or 
parkway in other cities, we are not wholly dependent on special drives, and the park system as an 
outer circuit can be considered as having many and pleasant approaches.



The weak points are (1) that Palmer Park Boulevard and the Paseo do not strike into town, 
but, beginning at the city limits, have to be reached by ordinary streets platted on the gridiron 
plan. Consequently, the short-cut diagonals lie through the pleasant open country, and the 
tedious, roundabout access to them is by city streets. (2) That there is no cross-city parkway 
which may touch Monument Valley Park and provide an inner circuit. (3) That if one would go 
to Colorado City, the only direct route is by a main traffic street carrying a double car track.

These defects are not difficult to remedy. On investigation it turns out that one short 
trunkline parkway, with its branches, will tie up all the loose ends and make the connections. But 
the indispensable link of this trunkline parkway, and the basis of the whole scheme, is inevitably 
Cheyenne Avenue. Yet, to get a few additional feet for a school building without paying for 
them, it has been proposed to sacrifice this keystone of the whole park system.

Taking very centrally located Acacia Park as a starting point, Cheyenne Avenue leads 
directly northeastward from it, as if prophetically directed toward Palmer Park. We have seen16 

how easy, and how worth while from a strictly “practical” point of view, would be its extension 
one block further to intersect Willamette Avenue. A block and a half east on Willamette will 
bring us to El Paso Street, here little developed because Shook’s Run has destroyed its value. But 
Shook’s Run, for sufficient other reasons, must shortly be put in a conduit. When this is done, 
the city will do well to construct a driveway over the top of the conduit, from Willamette Avenue 
to Yampa Street, crossing under the Santa Fe at the present natural grade. We should then have a 
pretty direct diagonal route without grade crossing, and free of car tracks and heavy traffic, from 
Acacia Park—in the very heart of the city—to Yampa Street. As the diagonal Palmer Park 
Boulevard strikes off from Yampa only two or three blocks from where Shook’s Run parkway 
intercepts the street, we should virtually have such a diagonal all the way to Palmer Park. Not 
only that, but the route can now be made a singularly interesting and beautiful one. Passing the 
elaborate High School group in its first block, we shall have a free hand in developing its third 
block and, owing to the grade, can make this quite picturesque. Then the new drive above the 
conduit can be made a real parkway—unlike any city street. So the whole course will have 
interest and charm.

From the southwest corner of Acacia Park, and thus in extension of this new cross-city 
parkway, Bijou Street leads to Cascade Avenue, and then, with the improved alignment which 
has been proposed, it will curve pleasantly down to Monument Valley Park. Thence it crosses 
the railroads by an overhead bridge—which we must hope, in the development of the park 
system, will be renewed and given graceful and worthy design—and descends into what will be 
the new west side extension of Monument Valley Park. There dividing, one branch will proceed 
west and north to Manitou Boulevard, the other south to corrected Kiowa Street and so westward 
out Lincoln Avenue to Colorado City. The latter will provide the direct driving route desired. 
The branch which goes to Manitou Boulevard should make use of wide Platte Avenue, now all in 
the rough and susceptible, with broad center parking, to development as a very attractive section 
of the drive. To this end, the cars, which now use one block of Platte Avenue, should be detoured 
through Bijou to Spruce Street, and it would be well to cut off the southwest corner of Chestnut 
and the Boulevard.

Returning now to Cheyenne Avenue as the keystone of the plan, we find it the direct 
connection also between Acacia Park and Wahsatch Avenue, the development of which as a 
parkway was proposed in the preceding chapter. To Wahsatch Avenue and Caramillo Street, the 
Paseo should, if possible, be extended. Fontanero, now generally used as the approach to the 
Paseo, is ill adapted to that purpose owing to the car tracks. In addition, it carries heavy teaming 



from the mines, while crowded telegraph poles destroy any attractiveness of appearance it might 
possess. In the avoidance of the Wahsatch grade crossing, in the extension of the Paseo and in 
the widening here of Caramillo Street crossing, an interesting development can be made at the 
broad intersection of Caramillo Street and Wahsatch Avenue, which will give dignity to the 
space, emphasizing it as a center for converging parkways.

Nevada Avenue, ca. 1916. Above the mailbox a sign that reads, “Warning. All Heavy Teaming Prohibited 
in Ordinance on Nevada Avenue between Platte Ave. Harrison Street. Under Penalty of [blank] For Each 
Offence. By order of The City Council.” Heavy teaming is the practice of hauling heavy freight with 
horses or mules, which results in rutted roads. Photo-Craft Shop photograph, Special Collections, Pikes 
Peak Library District (001-5021).

On all the streets to be designated as parkways, heavy traffic is to be prohibited. This will 
mean lighter pavements, less wear on the road surface, less delay and interruption to light traffic, 
and generally pleasanter conditions for both travel and residence.17

A word must be said as to the development to be given to Cheyenne Avenue, of which the 
importance to the park system is so very great if a comprehensive city plan is to be realized. The 
action of the School Board in proposing to group the High School buildings on the two triangles 
bisected by this avenue, and its urgent appeal for a gift of land, imposes an obligation—or, at 
least, makes it desirable—to render this bit of parkway as unobjectionable as possible to the 
school. The objections which the School Board make to the continued use of Cheyenne Avenue 
are (1) the danger to children in crossing the street; and (2) that the Board could find use for the 
land. As to the first point, it is strange that if the Board was so solicitous as to the safety of 
children crossing a street, it chose to buy land across the street with the thought of creating a 
single big plant—and then selected for this curious experiment the widest street in town and the 
only useful diagonal! The idea of compelling children to cross the street is not, therefore, to be 
laid at the door of those who want to retain Cheyenne Avenue, but at the door of those who set 
out to build a single school plant on the two sides of that street. But we may do what we can to 
help them out of the dilemma in which they put themselves.



Accordingly, I suggest that this 141-foot street, which might be so nobly developed as the 
entrance to the park system, be reduced to ninety-one feet, the School Board being made a 
present of a strip twenty-five feet wide on each side. This will enable the Board to carry out 
either of the several very ingenious and attractive plans which the architects have worked out for 
grouping the buildings on the two sides of the street—plans much more distinctive, imposing and 
interesting than is the quite commonplace quadrangle scheme. I propose putting the curb twenty 
feet beyond these extended property lines, so giving wide side parking that will offer a setting to 
the buildings. This will reduce the distance between curbs to fifty feet. Then at the beginning of 
the block, in its center, and at its end I propose isles of safety—the center one sixty-five feet 
long. These islands will be ten feet wide. They will compel the travel in each of the two divided 
roadways to move in a single direction, so that a child in crossing the street will need to look 
only one way, and it will reduce the width of each roadway to he crossed to twenty feet—the 
width of a Colorado Springs alley! There will be no street which the children cross on the way to 
and from school where they will be anywhere nearly as safe as on Cheyenne Avenue. As further 
safeguard, however, and to dignify the school grounds, I suggest a pylon at each end of the 
block, on each side of the street, definitely marking the entrance from either direction. On these 
pylons might be the sign, “Drive Slow.” Anxiety for the children under the precautions of this 
plan must strike most persons as too unreasonable to be sincere.

In this 1882 map of Colorado Springs by civil engineer W. P. Jewett, Cheyenne Avenue runs diagonally 
from the northeast corner of St. Vrain Street and North Wahsatch Avenue to the southwest corner of 
Platte Avenue and North Nevada Avenue. Today, Cheyenne Avenue ends at East Boulder Street and 



North Weber Street. Palmer High School occupies the southern corner where the street once existed.

Some other park connections and inner circuits, as shown on the map, explain themselves, 
without calling for comment. But the hope may be expressed that an improved bridge over the 
creek and railroads at Bijou Street may be supplemented by an improved structure for Mesa 
Road. The lay-out here, in the convergence of the curving roads at the bridge approach in 
Monument Valley Park, is exceedingly attractive, and it is a pity that the bridge to which they 
lead should be such a poor, cheap, hideous little structure.

But it is noteworthy, in review of this chapter, how largely the city’s needs, as respects a 
well-developed park system, are constructional only—how very little additional land has to be 
acquired. That fact makes the cost relatively small, as compared with what other cities would 
have to spend for such results. And it emboldens me to suggest one small land purchase which I 
believe fully justified. This is the property which now is vacant on the north side of North Park 
Place, extending from that street to the south line of the Library property, and approximately 
along that line extended to Sierra Madre Avenue.

Various advantages would accrue from the ownership of this property. Some of them will 
appear in the next chapter. Here it may be pointed out that it would then be possible to narrow 
North Park Place west of where the curving road from the station is to enter it; that this new park 
would thus be not only enlarged in area, as compared to the tract’s appearance now, but 
enhanced in attractiveness; that the present delightful view of the Library would be preserved; 
that this portion of the park might be especially developed as a flower garden in conjunction with 
the Library; that the pleasant walk by which private car visitors are now able to reach town or 
hotel would be secured, and perhaps made still more attractive; and that, finally, Antlers Park 
itself would be rendered more symmetrical, since it occupies a sort of bowl, its territory reaching 
up the south slope but not now up the north. It would seem that when so small a tract of not very 
expensive land would do so much for a community, its purchase might properly be urged before 
the chance is gone.

There is one other possibility—perhaps only the dream of a city planner—which may be 
mentioned. I am not sure that I care to advocate the seeming extravagance; but I speak of it as 
rounding out the city plan. This is the opportunity to extend the Cheyenne Avenue diagonal, with 
all its great significance to the park system—at all events, to extend the Acacia Park promenade, 
which in itself extends Cheyenne Avenue as far as foot passengers are concerned—from the 
corner of Bijou and Tejon Streets to North Cascade Avenue and Kiowa Street. Nothing which is 
really of moment now stands in the way—a small, one-story building on the one corner, and on 
the other only a two-story structure, of which the greater part would be left as it is, except for the 
improvement in its location. In the interior of the block the land is open. Thus the extension 
would not be so very costly, while it would tie the principal hotel and railroad station into the 
park system. In such a tourist city as Colorado Springs, that is something to have accomplished.

I have said nothing, either in the preceding chapter or in this, as to the parking of street 
intersections as opportunity may offer. A beginning has been made in this work, and the results 
of that beginning present a more convincing argument for it than anything I could say. Neither 
has it seemed worth while to dwell here on the financial aspect of the park question, beyond 
endeavoring to keep expenses at the lowest possible level at which results can be achieved. It 
must be clear, however, that in Colorado Springs above most places, park improvements and 
recreative facilities have a direct commercial value. Because of this, a bond issue to make 
possible the improvements that would give to the city a park system as first class from the point 
of view of service as it now is from that of scenery, would seem an especially good investment. 



With the present large land holdings, it would be a good deal as if a manufacturer, having a large 
plant, borrowed money to install the machinery which would give to his plant efficiency. Such a 
man would be judged sane and prudent rather than extravagant. It also is plainly in the city’s 
interest to grant to the Park Commission for maintenance expenses as large a proportion of the 
annual tax levy as can possibly be spared. In this connection, it might be noted that, from a 
practical standpoint—as a provider of park funds—there is much to be said for the park law 
under which Denver operates.



Back to Contents
The Exchange National Bank building stands 103 feet high on the corner of Pikes Peak Avenue and Tejon 
Street, ca. 1904. Robinson recommended an ordinance to establish 103 feet as the maximum structure 
height. The Holly Sugar Building, now the FirstBank Building, opened in 1967 at a height of 207 feet—
just over twice the height of the Exchange National Bank. The United Bank Tower, now Wells Fargo 
Tower, opened in 1990 at a height of 254 feet. The 257-foot Cooper Tower was approved for construction 
on the southeast corner of Nevada Avenue and Kiowa Street, next to the City Auditorium, but loans for 
the $175 million needed for the project could not be raised and the project was put on indefinite hold in 
2008. Stewarts Commercial Photographers photograph, Special Collections, Pikes Peak Library District  
(013-857).

V. Miscellaneous

For this chapter I have reserved those comments and recommendations which did not fall 
naturally within the preceding discussions. Yet some of these are essential features of a local city 
plan, and all are more or less intimately connected with it. They may be roughly divided into two 
groups—general and particular.

Under the first head, I want to call attention to the desirability of establishing front building 
lines, of imposing a limit to the height of buildings, and to some other matters of which I shall 
later speak.



It may be thought that in Colorado Springs, where the streets are so very wide, there is little 
occasion for either the establishment of a front building line or of a limit of building height. It is 
true that the occasion is less than in most cities. There is no reason to expect that the streets will 
have some day to be widened—the consideration which so often impels the establishment of the 
front building line, so that widening may take place at a minimum of expense. Nor need we fear 
that buildings will be so high as to turn the streets into sunless chasms, and by concentration of 
population unduly to congest them. But the proposed regulations are desirable even without these 
inducements. In the agreement to a front building line on residence streets, the interests of each 
resident are safeguarded. Each is assured that no neighbor will shut off his view by thrusting a 
structure out beyond his line; that if a corner grocery or drug store comes into the neighborhood, 
it will not mar the symmetry of the street and break the long and pleasing vista of gardens; that 
the street will have an orderly, not discordant, aspect; that there will be no taking of unfair 
advantage, and that atrocious architecture or distorted individual taste will be shorn of much of 
its power to injure. The distance of the building line from the street line must, of course, vary on 
different streets, and perhaps on different blocks of the same street. In the built-up section of the 
city, the best practicable line in any particular block must be taken, but in new tracts, lots should 
be sold subject to the building line restriction. This becomes not only desirable, but necessary, if 
in those sections the platting of narrow streets is to be allowed.

As to the limitation of building height, this also is to the general interest of property owners, 
since it tends to the spreading and uniform development of the business district instead of to its 
concentration in a very small area. For example, it can be appreciated that two or three structures 
a little higher than the Exchange National Bank building would absorb all the city’s demand for 
office room for several years to come, and probably would empty many of the older present 
buildings. As a consequence, new construction would come to a standstill, general business 
property would depreciate, store rents in the small area covered by the skyscrapers would be 
boosted to an abnormal height, and the whole business section of the city would be given the 
appearance of a table at which children are blowing soap bubbles—two or three bubbles standing 
successfully, and all around them the ruins of the broken. The time to secure a restrictive 
ordinance is when nobody wants to do the thing to be forbidden. There will probably be no 
opposition now to an ordinance establishing 103 feet, the height of the Bank building, as the 
maximum to which structures in Colorado Springs may be erected—towers, spires, etc., being 
exempted—because it would work hardship upon no one. But the result of it would be a gradual 
rise of the average height of buildings in the business section toward the harmless limit imposed, 
and thus the increase of the dignity of the streets.



Looking northwest at Tejon and Cucharras streets from the El Paso County Court House, now the 
Colorado Springs Pioneers Museum, ca. 1909. The Alamo Hotel is on the far left, and the Exchange 
National Bank is on the far right. The second Antlers Hotel and St. Mary’s Catholic Church steeple are 
seen in background. Stewarts Commercial Photographers photograph, Special Collections, Pikes Peak 
Library District (013-617).

The desirable effects secured by these two regulations bring us to consideration of certain 
other matters. If the residence street is to be so much improved in appearance by preserving 
uniformity in the front building line, so maintaining the unbroken view of house lawns, we shall 
do well to urge property owners to take down their front fences, and not to extend division fences 
beyond the building line. And if on business streets an orderly dignity is desirable, we may 
properly advocate the repeal of that portion of the building ordinance which is so generous in its 
permission to construct projecting signs. The more progressive cities now are forbidding any 
projecting daylight signs—a prohibition based generally on petition of the business men 
themselves—and are requiring that such electric signs as are allowed shall be constructed upon 
hinges which permit their folding back against the building during the day. Projecting signs gain 
their only value to the advertiser through breaking the vista of the street, and experience has 
proved them to be a costly form of competition, injuring street and taxing advertiser ever the 
more as it waxes stronger.

Regard for the appearance of the street will also urge the elimination of overhead wires. This 
cannot be accomplished all at once; but between the public utility companies and the city, it is 
practicable to come to an agreement that on a certain number of feet of street per year the wires 
shall be put under ground. Where there are a good many wires, the conduit is really cheaper for 
the companies than is overhead construction, maintenance costs being considered. Hence, when 
the amount of construction demanded per year is reasonable, there is little difficulty in securing 
the acquiescence of the companies.

The work of burying the wires naturally begins in the business section, and extends outward. 
In a very short time the business section is freed, and thenceforward no expensive paving is done 
until the wires of the street to be paved have been placed in conduits. Another method is for the 
municipality to build the conduits, charging the companies a rental sufficient to cover interest 
charges and the sinking-fund on the investment.



The Vollmer Building on East Pikes Peak and North Nevada avenues, looking northeast from the Mining 
Exchange Building, ca. 1915. In addition to the overhead telephone and power cables, areas of downtown 
Colorado Springs had webs of wire that powered the street cars of the Colorado Springs & Interurban 
Railway. Stewarts Commercial Photographers photograph, Special Collections, Pikes Peak Library 
District (013-4695).

It is true that, with the very complete alley system of Colorado Springs, and the general 
utilization of the alleys for wire-carrying purposes, wires are less detrimental to the appearance 
of the streets than in many other cities. But they are by no means out of sight in the alleys; they 
still are carried across the streets; and the obstacle they present to successful fire fighting, or 
even rescue, is very real in the alleys of business streets. The only good wire is a buried one.

It might be added that the only good alley is a clean one, and that it is difficult to keep 
unpaved alleys clean. In the alley system of Colorado Springs there are some bad spots; but, on 
the whole, I thought the alleys fairly good—though the season at which I saw them was 
doubtless particularly favorable.

Next to signs, and poles and wires—perhaps even more noticeably because they are more 
unusual—the shabby benches for waiting street car patrons are a disfigurement on the streets. It 
is not necessary to describe them, to discuss the propriety of using a public utility on the street 
for private advertisement, or to suggest that the city is giving far more than it gets in these seats. 
It should be enough to present the photograph of a neat, strong seat which is actually in use for 
these purposes in a city of about the same size as Colorado Springs.18 In that particular instance 
the benches were provided by the Park Board; but in some cases they are furnished by the city 
(or the neighborhood) improvement society. It would seem, however, that there is no good 
reason why street car companies themselves should not furnish them, just as steam railroads 
provide stations.



 
Signs along South Nevada Avenue, 1965. The El Paso County Courthouse and downtown Colorado 
Springs are visible in the background. Myron Wood photograph © Special Collections, Pikes Peak 
Library District (002-758).

Speaking of steam railroads, brings me to one of the special suggestions I would make. This 
is for the improvement of the railroad rights-of-way through the city. The roadbeds themselves 
can be rendered less objectionable to their neighborhood by laying the dust with oil and by 
planting the sides of embankments; and on the Monument Valley lines the outlook toward the 
west from the car windows can be much improved. The importance of this, as far as Colorado 
Springs is concerned, lies in the impression of the city which is gained by travelers, and in the 
fact that while Monument Valley Park furnishes a very pleasant outlook to the east, most 
travelers—including practically all who are not residents of the vicinity—are looking out of the 
west windows, drawn thither by the mountain view. For nearly the whole distance, it is possible 
to plant a thick screen of spruce, which will shut out the more or less dilapidated premises that 
are nearest to the track and yet will not hide the mountains. This is well worth doing. From 
Willamette to Mesa Road, the houses front west, and there is no need for more than a very 
narrow alley, at best, behind their shallow lots, if Pine Street be cut through; north from Mesa 
Road, there is wide space for planting.

The importance of the tourist travel gives special importance to another need of Colorado 
Springs, viz., public comfort stations. With the example of such a structure as that now in Acacia 
Park, it is not surprising that there is no popular enthusiasm in the demand for another. The best 
thing that could be done with that one is to hide it with shrubbery—and it is strange this has not 
been done. But the park also needs a substantial, permanent looking bandstand, and the public 
comfort station might well be combined with that, as a half story of concrete under the staging, 
the entrances for men and women being on opposite sides. Other comfort stations, preferably 
under ground, should be constructed in the Court House grounds and in Antlers Park.

I have said that these stations might best be under ground. This is not only because in 
practice such arrangement is found to conform most satisfactorily to public sentiment in 
America; but because less park space will be thus absorbed by buildings. There is need of a fully 
aroused public opinion which will very jealously and tirelessly defend the parks from this kind of 
encroachment. That is a campaign which the public spirited in all cities have to wage all the 
time, for free sites are always tempting. But park sites are not really free. The people are ever 
afterwards paying for them in the lessened value of the park and the lowered quality of service it 
performs. In Colorado Springs there seems to be special occasion for an appreciation of this 



danger. This is not only because of a past sin, already mentioned; of another which threatens, at 
the request of many leaders of opinion; but because also I observed no well-defined spirit of 
protest at a suggestion that buildings for certain societies of more or less public character might 
perhaps be accommodated on park lands.

It is important that such buildings have good sites, and if we are not going to allow them in a 
park—as we surely must not—it is well to indicate where they should go. An admirable site for 
one or two—for the Woman’s Club, for instance, and for the Pioneer Society, if that is to have a 
building—would be the lots fronting on Kiowa Street, between the Library and Sierra Madre 
Avenue, with the proposed park addition sloping down from them on the south. The location 
would be central and attractive; their light would be assured; the proximity to the Library would 
be appropriate and convenient; and they would delightfully bound the park border on the north. 
For certain other societies—as the G.A.R., the ancestral patriotic societies like the S.A.R., and 
for the Pioneers, if they do not take the site near the Library—I have another location to propose. 
Meanwhile, let us note that the value of the vacant land on the north side of North Park Place as 
a definite park addition is thus further enhanced.

A need of the near future, it may be hoped, is the choice of a site for the memorial to 
General Palmer. There seems to be a wise consensus of opinion that this should take the form of 
an equestrian statue. I examined the various city sites which have been under consideration, and 
others which occurred to me as possibilities, and my recommendation, if the memorial is to be in 
town, is strongly as follows: That an equestrian statue be placed, facing south, across the axis of 
San Rafael Street at its crossing of North Cascade. This strikes me as civically a very stunning 
situation, and as one of special appropriateness. The General’s own head might be turned toward 
the mountains which he loved so well; but he will appear as riding down the handsomest avenue 
of that city which he built, and he and his horse will be the climax of the view as one passes up 
through the grounds of the College. The site and setting, with the long strip of center parking 
behind the statue, and not too wide a space around it, are well nigh ideal. But I would emphasize 
this point: The center of the statue’s pedestal should be something like fifty feet from the south 
end of the parking strip. Between the pedestal and that strip the road may be left, for the base and 
statue will hide it. The advantage is not only that the statue is thus properly placed in relation to 
San Rafael Street; but that the horseman will not then appear to have just ridden over the 
carefully nurtured park strip.



The equestrian statue of Gen. William Jackson Palmer resides in the middle of the intersection of North 
Nevada and East Platte avenues, shown here in front of Colorado Springs High School, undated. 
Robinson recommended the location of Cascade Avenue and San Rafael Street, north of Colorado 
College. Stewarts Commercial Photographers photograph, Special Collections, Pikes Peak Library 
District (013-10880).

There has been nothing said in this Report as yet about the grouping of public buildings. To 
residents of Colorado Springs, the reason is obvious. The Postoffice has just been finished, and 
neither City Hall nor Court House is at all likely to be replaced by a new building in the near 
future; and if at some distant day they are replaced, it now seems most probable that their 
successors will stand on the old sites. These sites are in one, two, three order: The Court House; 
then, across the street and two squares north, the Postoffice; then, across the principal business 
street and north again a square and a half, the City Hall.



Colorado Springs City Hall at North Nevada Avenue and East Kiowa Street, ca. 1920s. Stewarts  
Commercial Photographers photograph, Special Collections, Pikes Peak Library District (013-1088).

Out of these small and widely separated units it is impossible to make a group. The 
suggestion that the city might buy the square between the City Hall and Postoffice and park it, so 
that those two structures might form the nucleus of a civic center, seems to me unwise. The cost 
would be excessive, the two public buildings are not large enough to stand so long a perspective, 
for the great area would dwarf them; and if they were seen, there is no suggestion of harmony 
between them. Broad and busy Pike’s Peak Avenue could not be deflected to avoid the 
improvement, and would ruin the value of the park as a forecourt to the Postoffice; and, finally, 
no new public structure sufficient to tie the distant ends together by location on the east side of 
the square can be now foreseen. Thus the whole scheme seems to me chimerical.

But here is a plan that is practical, easy to accomplish, and that promises satisfactory results. 
The City Hall, with comparatively limited set-back, fronts on Nevada Avenue, which is one 
hundred and forty feet wide. An additional municipal building of no great size, to house the 
Department of Public Safety, will be required within a short time. This might well be located 
directly north of the City Hall, on property now occupied by a couple of dwelling houses. North 
of this site, at the corner, is the modern, stone Presbyterian Church. Suppose, now, that Nevada 
Avenue for this block be narrowed to have a single roadway of the width of thirty-four feet,19 this 
roadway being on the west side of the avenue. The arrangement would continue the present west 
sidewalk and curb perfectly uniformly. Thus in passing down the street on that side there would 
be no sense of change. Further, it would continue in uniform line the curbing to be placed on the 
west side of the center parking; and the promenade, which I have proposed might be placed 
down the center parking, would proceed in unbroken line through this block—but now as the 
east sidewalk.

East of it, there would be park—turf and flowers, and setting for the buildings, softening the 
effect—without one additional dollar of expense putting the municipal buildings in a park. As to 
the effect from the east drive or walk of Nevada Avenue, the appearance from the walk would be 
simply that of any street which ends in a park. From the drive, the change would not be seen at 
all north of Bijou Street, for those in the road would have their backs to it. From south of the 
improvement, it would appear that the roadway was quite naturally and properly deflected 
around a park in which were located the public buildings.

The scheme can be made still more attractive if the improvement be continued through the 
next block, to the corner of Pike’s Peak Avenue. The only good improvement on the east side of 



the street in that block is the fraternal building. If, on the plats to rights and left of it, there be 
erected the other society buildings for which sites will soon be desired, we should give them very 
central and pleasant location, and we should have an interesting row of public and semi-public 
buildings, with a park in front, all the way from Pike’s Peak Avenue to Acacia Park.

Note, too, how the improvement ties up with the general city and park plan. At the one end 
is the Postoffice and the main business street of the city; at the other, two blocks away, is Acacia 
Park, the square from which to the westward stretches Bijou Street with its connections to 
Colorado City, to Manitou, and to the Garden of the Gods, and from which also to the 
northeastward extends Cheyenne Avenue, with connections to all portions of the park system on 
the east side. The two blocks of private property that would face the improvement surely will not 
oppose the project. That property will be made much more desirable, even for business purposes, 
nor will access to it be rendered insufficient or less convenient. As to the church on the corner of 
Bijou, to it would be given under this plan the quiet and beauty of a park location. In fact, the 
whole development will be reminiscent of that most American and most charming of civic 
features, the New England Common.

It is with real reluctance that I draw this study to a close. The splendor of the setting of 
Colorado Springs, the breadth of the city’s opportunity, the appropriateness and good sense— 
commercially and socially—of making it what it ought to be, the interest and public spirit of so 
many of its citizens as shown when these plans were in preparation, and finally the sympathy and 
untiring co-operation which were shown by you, have been a constant incentive. The plan as 
outlined will, I hope, commend itself. It lacks spectacular feature because such development is 
not financially feasible, and because—as a more important consideration—such development 
would be out of place where Nature has piled mountain upon mountain in a dominating spectacle 
of unrivaled grandeur. To make the city attractive, convenient, and efficient in the purpose for 
which it exists—this I take it, and this alone, is the ideal which it is proper to keep in mind as the 
goal of your City Plan.

Respectfully submitted,
CHARLES MULFORD ROBINSON.
May 21, 1912.
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A Report for the City of Colorado Springs, Colorado,& El Paso Good Roads 
Association

By Charles Mulford Robinson

June, 1905

On the invitation of the El Paso Good Roads Association, Mr. Charles Mulford Robinson, of  
Rochester, N.Y., came to Colorado Springs to suggest what could be done to beautify the wide 
streets—now very expensive to pave and maintain, and provocative of dust and glare. Mr. 
Robinson is the author of “The Improvement of Towns and Cities” and of “Modern Civic Art” 
and is a recognized authority, whose advice has been widely sought, on the beautifying of cities.  
His report, herewith submitted, is commended to general and careful reading.

Proposed Development of the Wide Streets of Colorado Springs



To His Honor the Mayor, to the Members of the City Council and of the El Paso Good Roads 
Association in Colorado Springs, Colorado:

Gentlemen:—In compliance with your request, I have made an examination of the principal 
streets and avenues of Colorado Springs, with a view to making suggestions regarding their 
aesthetic development by parking or otherwise. In the opportunity offered and the inspiring 
surroundings and promise of the future, I have found the problem more interesting than I 
anticipated.

The question whether the broad streets of Colorado Springs may properly be parked is not to 
be settled entirely by the relation of their breadth to the traffic offering or promised. In greater 
degree than usual, the question is to be carried back for answer to such fundamental 
consideration as the nature of the city, the purpose of its existence and the future that is in store 
for it. I shall indicate very briefly a few thoughts on this matter, considerations that must be 
familiar to you all, but that have so important a connection with the subject that they cannot be 
passed over.

Colorado Springs is not, and does not aspire to be, a manufacturing city; it is not a great 
trading center, and it is not a capital city. Its two great assets are its air and its scenery; the one 
notable for its life-giving qualities; the other, for the inexhaustibleness of its beauty and 
grandeur. To be a pleasure and a health resort is, therefore, its destiny; and to be the Mecca of the 
beauty-lovers, of the travelers; the Switzerland that beckons the multitudes of the East across the 
rolling prairies of their own great country, to drink their fill of its marvelous scenery, instead of 
crossing tempestuous seas to mountains that are no grander than the Rockies. And catering to 
these two great classes, Colorado Springs will find a third coming here to make its home—the 
growing leisure class—made up of the well-to-do who can live where they please, wherever the 
world seems to them at its best and life to be fullest of satisfaction. With these three sources of 
strength, numerical and financial, must come the army of workers to supply their wants.

This way, then, lies prosperity, culture, wealth and growth. It is given to a hundred cities to 
be manufacturing centers, but what do they make that is comparable to your scenery and your 
air? It is given to many communities to grow rich by the exchange of commodities, but what can 
they sell as precious as health or as beautiful as the mountain views that you offer to those who 
come to you? It is given to a few places to legislate for the increased security and happiness of 
the people, but your season does not end with a legislative session nor are the security and 
happiness you offer dependent on party caucuses. The class in which is to be put Colorado 
Springs is very small, very highly favored. It is for you to accept gladly its conditions and the 
responsibilities and obligations it involves. Only in proudly doing this, will you be true to 
yourselves.

Successfully to do it, you must be, to a large extent, individual in your methods of 
development; you must not look to this city or to that city where conditions are different and try 
to be as they are; but you must consider what are the local requirements and try to meet these.

Now, as scenery and air are the two great products of Colorado Springs, the life to which 
you invite people must be largely a life out-of-doors. Your climate is delightful the year round, 
and to live in the sunshine, which with you is so abundant, means happiness and health to many 
of your citizens. With you, therefore, the function of the street is not the same as in most other 
communities. You are to treat it not merely as a means of communication for going from one 
point to another; but, in adapting it to the city’s needs, you should take the view of it that is taken 



in cities of Southern Europe. That is, you should make it an out-of-doors room, inviting people to 
loiter there, to sit in the sunshine and enjoy the views. The French have a term which they 
sometimes apply to the street in this connection. They call it the Salon de Reunion. This is the 
idea of it that should prevail in Colorado Springs. Each street should extend the invitation that 
will be so beautifully extended by Monument Valley Park when its trees have grown larger.

This is the philosophical phase of the question. It is what Colorado Springs ought to do to fit 
its streets best for the transaction of the city’s business. Coming to the question’s practical side, 
we find the streets and avenues very broad. There are thoroughfares of one hundred and one 
hundred and forty feet in width, where the density of traffic is and must be always light.

On many of these streets the driving has worn a roadway of but twenty-five to thirty feet and 
the rest of the road is a waste of dust, or is overgrown with weeds and grass, or, at best, is kept in 
order only at great expense. You have the need for parking to make these streets beautiful and 
attractive, and you have the opportunity for it in great width where the traffic requires but little. 
The question narrows down to the kind of parking required.

In this matter I do not think it wise to make any single rule that shall apply to the whole city. 
The streets of the city should have the individuality of the rooms of a house. They are not all 
utilized for the same purpose; they are not all inhabited by the same kind of people; they do not 
all command the same views; they are not all of the same width, and they differ from one another 
in various other conditions. Premising the general considerations which I have named, I would 
make the following recommendations and suggestions:

The main axis of Colorado Springs is north and south and your more important and 
prominent residential streets are, and are to be, those running north and south. In a city sought for 
its sunshine, this might be expected to be the rule, since the houses located on such streets have 
the advantage of receiving the sun on three sides. Furthermore, the north and south streets 
command here the finest views of the mountains and you have made them the broad avenues. 
For these streets I would recommend, as a rule, central parking. This gives a statlier appearance 
than the side parking. It emphasizes rather than lessens the apparent breadth of the street, and it 
will lend itself more readily to a treatment inviting enjoyment of the views and a life out of 
doors. If we can arrange a central walk, or put seats in the middle of the parking, people will 
have less hesitation in strolling and sitting there than they would have in doing so directly before 
a house. In this central parking, speaking generally, I would be chary of the trees lest these shut 
out the view; and in your climate you have no need to fear the sun, especially as the sidewalks of 
most of these streets are fairly well shaded.

As to street trees, let me turn aside here to say that I strongly disapprove of the present 
method of mixing maples and elms where you are supplanting the cottonwood with these. On a 
single street you should plant a single variety. Plant the elms on one street and maples on 
another, if you will, but do not mix them. And give to the trees plenty of room to grow; strive to 
put them in the center of side parking rather than at its edge. Between deciduous trees here, I 
would advise a space of not less than forty feet, and you will find the trees doing better if you 
can get grass all around them, rather than on three sides only.

The most westerly of the north and south avenues that are east of Monument Valley Park is 
Wood Avenue. It is a noble street, a hundred feet wide, and its location should assure it a superb 
view of the mountains. The reason that people live on it is that they may see the mountains. For a 
distance of three blocks, from its terminus at the college grounds to Astoria street, a parking has 
been put down the center of the street and strikingly distinguishes it. It is so much better than the 
waste of dust beyond, that one hesitates to criticize; and, a strip of greensward planted with trees, 



it has at least the merit of uniformity in their planting. All the trees are maples. The houses on 
Wood Avenue are pretentious and the sidewalk treatment is correspondingly good. There is a 
strip of well-kept turf between the walk and lot line, a six-foot walk, which, by the way, is an 
excellent width on most residential streets, and then six feet of lawn between the walk and curb. 
All this is correct and I have no change to recommend until the central parking is reached. That 
is too narrow, it has too marked a crown, and it was a mistake to put trees in it.

On the three blocks already parked, I would advise the widening of the middle parking by 
eight feet on each side. This street having no important outlet will never be a thoroughfare 
sought by through travel. Its future, and its beautiful future, is to be a fine residential street, 
sought for its scenic advantages. In thus widening the parking, the trees will be better protected, 
their roots better nourished, and if you are to have trees at all you want good ones, and the crown 
of the parking can be thus diminished. A five-foot gravel walk might with advantage, I think, be 
then put down the center of the parking. It would be an undoubted attraction here, it would be 
entirely appropriate, it would involve no aesthetic detraction, the pink granite harmonizing most 
beautifully with the green of the turf, and it would distinguish the parking on Wood Avenue from 
that on other streets and would emphasize the avenue’s claims to consideration. I presume this 
will seem a radical suggestion and one not at once popular, but I believe that if carried out it 
would soon find favor. A tapis vert would be preferable, of course; but where it is necessary to 
nourish the lawns so carefully as here, it would be absurd to attempt to establish a public walk of 
grass.

As to watering the grass, the widening of the parking would add no new difficulty; and as to 
the proportionate narrowing of the two roadways, the most cursory glance will show that the 
eight feet to be added on each side of the middle parking is now undriven upon, and tends to go 
of itself to grass and weeds in spite of care. Beyond Astoria Street, where parking is yet to be 
done, the middle strip should be continued at the new width; and, even at the cost of an 
unfortunate diversity in the treatment, I would not plant trees upon it. It will be observed that 
where, on the existing parking, the trees are fairly well grown, they already shut out completely 
the view of the mountains from the east walk. That certainly is not the end to be desired in the 
beautifying of this street. The ideal treatment for the middle parking of Wood Avenue, which 
presumably will be now carried out only north of Astoria Street, is a thirty-six-foot strip of 
greensward, with a low crown, for aesthetic reasons as well as that it may better hold the water, a 
five-foot walk of pink granite gravel down its center, this making a delightful and decorative 
contrast, and the planting on the greensward confined to those low native plants of which this 
locality affords so great and beautiful a variety, and which need relatively little petting. Let the 
planting here, where the inspiring view is of nature in all the wildness and beauty of the 
Colorado mountains, be of silver sage, of “baby’s breath,” of the columbine, matrimony and the 
pentstemon. Wood Avenue, with its great view and its parking thus developed, would be one of 
the beautiful residential streets of the world; and to gain the result there is needed no large 
expenditure and no new provision of water mains.

Coming now to Cascade Avenue, the next east, we find a great through thoroughfare and the 
show street of the city. For a considerable distance on its northern section an expensive and 
elaborate system of central parking has been already installed. This is a feature to be reckoned 
with, and, with such modifications as would add to its beauty, it ought to be continued. A 
uniform extension of the system north from Bijou Street, where the business portion may be 
considered to begin, to the city limits, is desirable, so giving a sumptuous appearance to the 
whole street; enhancing its dignity by not breaking it into sections, as a change in the parking 



must do; and by its division of the traffic into north bound and south bound streams, serving the 
travel better than would even a somewhat wider single roadway. This is the logical and 
consistent thing to do on North Cascade Avenue. Another plan, however, has been drawn up for 
that portion of the avenue which cuts the college grounds; and because this is likely to be carried 
through and will then create an entirely new condition, an alternative scheme must be 
considered.

Let us deal first with the central parking already commenced. It will be necessary, if 
continuing it, to modify as little as possible the present treatment. The character of this is 
extremely formal. There are very conspicuous cement curbs, both at the gutter and around the 
middle parking, and a well graded central strip of greensward, to which the curb gives neatly 
rounded ends at the street intersections. This is planted most prominently with roses, interior 
beds of geometrical design contrasting none too well with informal clumps at the ends and at 
intervals on the sides. It is practicable to make small changes that will improve the effect without 
essentially altering its character. For instance, on the rest of North Cascade Avenue, if this 
middle system be continued, there should not be at the street intersections so wide a separation 
between the strips of parking. There is no necessity for so much intervening space and an 
examination of the lines of travel will show how much closer together the strips can be brought, 
with very great gain in the street’s effectiveness. On the portion already parked, it is hardly to be 
expected that the existing condition will be changed; but it could be much improved even there 
by placing, in the center of each intervening desert, an electric light standard. The present 
suspended system is not good, having a temporary appearance not in harmony with the 
substantial character of the street’s development. The light would be suitably placed at the 
confluence of the streets and a well designed iron standard here, on a rounded one-foot high 
cement base, would be an ornamental and striking feature that would seem to explain the wide 
breaks.

In the parking itself, I would advise no change except the elimination of geometrical designs 
in the interior beds. Shrubs never grow in diamonds and crescents. Rounded or oblong clumps 
would carry out the same general effect as at present with better taste and in better harmony with 
the planting at the ends and sides.

As to the present very prominent curb at the irrigation ditch, designed as I am told as a site 
for hitching posts, that is too bad a feature to be continued. Indeed, it is well to remember, in the 
development of streets in all parts of Colorado Springs, that while curbing is necessary, 
aesthetically as well as practically, with brick and block pavements, it is by no means appropriate 
artistically where pavements are of gravel or macadam; is not often essential where such a 
roadway is narrow; and here may be a positively bad thing practically, since it prevents surface 
water from reaching the turf and trees that it might otherwise do much to help. For that reason, 
the lack of curbing around the middle parking on Wood Avenue, for example, is to be 
commended. In the case of the irrigation ditch on North Cascade Avenue, there is, of course, a 
necessity for a curb; but we should not emphasize any more than we have to, in adorning the 
streets, this wholly utilitarian feature, and we must reduce its width and prominence as far as we 
can. But this does not mean that it may be ignored, or left to haphazard development.

This is a good point at which to say that as an engineering feature the curbing is to be 
managed always in an orderly, uniform and permanent fashion. To secure this result, with your 
system of curb construction by the property owner, there is need of an ordinance requiring curb 
and gutter to conform to a specified standard. On a park-like residential street, the curb will look 
best if made of concrete. There is hardly need of adding that all your wooden ditches ought to go. 



Rotting quickly, they have little practical value, and in their slipshod appearance and speedy 
gathering of dirt, they promptly become an eyesore unworthy of a city such as yours. In most 
cases your ditch or gutter can be advantageously constructed of brick placed on sand.

The slightly modified and improved middle parking carried through North Cascade will give 
to that street a very rich appearance, and with its closely cut turf, its gleaming curb, its profusion 
of delicate roses and garden shrubs, the thoroughfare will seem to be, as doubtless it is, the 
darling of the city.

To carry out the same treatment on South Cascade Avenue would be desirable, if feasible, 
for then we should be calling attention to the relative length and importance of the whole street. 
But if this be not practicable here, or at the extreme northern end, I would not give up the middle 
parking, but would only change its form. I would advise a setting apart of a middle strip 
corresponding in width to that now reserved, and that instead of planting this in turf and roses, it 
be raised some ten inches above the roadbed and frankly graveled. Along this graveled reserve, 
seats should be placed at intervals, on South Cascade especially, and at the ends of the strips, 
where cross streets intersect it, and now and then between the ends, there should be planted 
groups of the hardy, low native conifers which grow with little care and which, in the variety of 
pine, of cedar and blue spruce, lend themselves so readily to effective planting.

The obvious unity thus given to the whole street, the development only changing with the 
character of the street while the engineering features remain the same, presents another and 
strong argument for no change from middle to side parking on the northern section of the 
avenue. But if that change be made, at and through the college grounds, I would advise that, in 
further development of North Cascade Avenue, the middle parking be continued north from its 
present northern terminus and the side parking continued from the college grounds to Bijou 
Street. In this side parking, for which plans have already been drawn, I would urge that the width 
of the walk be changed from ten feet to six feet, which is quite broad enough, the usual width on 
parked streets, and the width of most of the concrete walks already laid; and that the central 
roadway be cut down from sixty-two feet, as planned, to certainly no more than forty feet.

In this connection it may be remarked that Mr. Bradburn, the engineer who accompanied the 
Good Roads people at their recent meeting here, expressed the opinion that thirty-two to thirty-
six feet was wide enough for the pavement between curbs on a residential street, even in this city 
of very broad streets. I may add that in some parked and thickly populated streets of 
Philadelphia, as of most Eastern cities, a twenty-five foot roadway is quite common; and that it is 
the judgment of a Chicago landscape architect of considerable experience in street building that 
“where there are no street car tracks experience has shown that thirty-two feet is ample width for 
a thickly settled residential district.”

So in cutting down the proposed breadth of the central roadway, if side parking be adopted, 
from sixty-two feet to forty feet, we would at least be running no risk of over-crowding; and 
would be even allowing some ten feet more than necessary, as far as the traffic is concerned, or 
than is usual. But we could afford to be generous on so wide a thoroughfare. For the adoption of 
forty feet, there is, too, an aesthetic reason, because at the meeting of the systems of middle and 
side parking they would blend more naturally if the middle roadway did thus nearly approximate 
the width of the middle parking. At this junction point, the divided roadways would be brought 
in sweeping curves, outlined by the curved end of the side parking, into the corresponding 
central roadway.

Whether or not side parking be adopted on this portion of Cascade Avenue, a very important 
work remains to be done at the curving street intersections on the west side of the avenue 



between Park Place and Cache la Poudre. In very few cases has this happy and perfectly obvious 
opportunity been well handled, and even at Boulder Crescent, where a pleasant triangle of grass 
has been established, it is essential for good effect to tear down the fence that now surrounds it. 
These triangles, however established or maintained, should appear as part of the street, and the 
neighborhood public spirit that now looks after them ought not to hesitate at that slight further 
step. In the case of these curved street intersections, considering them as a group, the principle to 
be insisted upon is that the streets do, and must be allowed to, curve. They must not be brought at 
right angles into Cascade Avenue, like the other intersecting streets, and their angles merely 
added to the side parking. They must follow their natural curve, to the right and left, into 
Cascade Avenue; and if the intervening space be not large enough for landscape treatment—even 
a clump of bushes would be good—there will at least be room for a boulder, or a lighting 
standard. In the corners of the present triangle at Bijou Street, shrubs should be planted. The well 
grown trees at Dale Street would perhaps excuse an exception there.

On Tejon Street, the next east, I think the best thing to do is to put turf between the car 
tracks and for at least two feet outside of the outside rail. Indeed, the ease with which grass can 
be here looked after, thanks to the trolley sprinkling system, the gain in the consequent absence 
of dust and lessening of noise as the cars pass, and the amount of work that you have otherwise 
before you, commend this treatment for all streets, outside the small business section, that have 
car tracks. Except where travel is heavy, and on the wider avenues, three to five feet of grass 
outside the car tracks would be better than two.

“The Studebaker Electric Car Sprinkler One Sprinkling Head Open Width of Spray, 178 Feet.” Looking 
west over Colorado Avenue bridge, ca. 1900. Carl Mathews Collection, F. P. Stevens photograph,  
Special Collections, Pikes Peak Library District (001-682).

Beyond Tejon is Nevada Avenue, and north and south on this a system of middle parking 
has been already installed. The street is so well to the east that there is no scenic objection to the 
trees here, and they offer a pleasant variety of treatment that has already delightfully 
individualized this street. But the parking here is open to the same constructive objections as that 
at present placed on Wood Avenue. As in that case, the middle strip should be widened on each 



side and the crown reduced. This will add very much to the appearance of the street, it will be 
better for the trees, and involve no increased cost for maintenance. Where North Nevada Avenue 
passes the college grounds, the parking has been interrupted to make room for the street car 
tracks. Here, certainly, the right-of-way should be turfed, that the parking may seem to be 
continued, and for this short distance, only two blocks, the company should be required to 
dispense with the present trolley pole system and use the double armed, single, iron pole between 
the tracks. This will pleasantly carry on the line of the trees and, with the grass, will restore to 
this short section of the street some of the charm of which it has been robbed.

Beyond Nevada Avenue lies Weber Street, a hundred feet wide. Because it is one hundred 
instead of one hundred and forty, and because for all the thoroughfares west of it middle parking 
has been recommended, I would here suggest side parking as a pleasant change. It will also be 
easier to irrigate. I would advise a thirty-foot roadway, eighteen feet of parking on each side of it, 
between road and ditch, a six-foot walk three feet from the lot line and the balance in walk 
parking. If on the road parking there be scattered groups of native shrubs, such as the spirea, the 
dwarf oak, yucca, etc., the stretch of greensward will be pleasanter to the eye, will seem more 
decorative, and will be easier to keep in order. It would be pleasant on this street to treat the 
irrigation waters as if they were a natural stream, prettily and conspicuously bridged here and 
there and with borders pleasantly planted.

For a considerable portion of the more important part of Wahsatch Avenue there is a car line 
through the center of the street, and this invites the central parking already described where car 
tracks cut a street.

We may take up now the east and west thoroughfares. These, as distinctly cross streets with 
the mountains offering a beautiful vista at one end, but lending themselves to no panoramic view 
as on the more westerly of the north and south thoroughfares, should, I have said, have side 
parking as a rule. This will not only be a pleasant change, but will create a delightful contrast at 
every street intersection. Pike’s Peak Avenue, as arterial and having a car track, may be made an 
exception with middle parking. This has been established also on a portion of East Platte, and I 
should like to see it, if the need of watering can here be cared for by hose, on East Kiowa Street, 
leading to the State School for the Deaf and Blind. The school, situated on a hill, commands the 
street, and the proper foreground to it is turf. A fourth exception should be made in the case of 
Costilla Street. This, as the direct approach to Prospect Lake, should be developed as a parkway.

It ought to be possible to pass from Monument Valley Park, and its lovely adjacent avenues, 
to Prospect Lake, with its circling drive of noble views, and thence by a redeemed Hancock 
Avenue to the boulevard and to Palmer Park, in a circular park-like drive that would be pleasant 
from end to end. Costilla, especially in its eastern section, presents some engineering problems in 
the street’s abrupt fall from walk to walk. That sort of street is not easily parked where it is not 
feasible to make a considerable expenditure. I have thought, therefore, that an attractive feature 
on this very wide street, and one entirely appropriate, would be a bridle path on its south side. 
There is no need, of course, for the walks to follow the grade of the road, and they do not do so 
now; but in making the road a connecting link between the walks, without too deep a cut on one 
side and unfortunate elevation on the other, there is a tendency to a bad side-hill effect. This the 
bridle-path at a frankly lower level, terraced down from the roadway, would remedy. The trees 
planted between walk and curb would shade it; it would cost little to construct or maintain and in 
this city of horseback riders such an approach to Prospect Lake should be very popular.

As to the redeeming of Hancock Avenue, another street would possibly do as well for the 
park connection. The thing that matters is that there ought to be such a connection. This east side 



section, with its high ground and fine views, is entitled to development as a pretty residential 
quarter; but quite apart from its local value it has to the whole community the significance of a 
connecting link between the eastern parks. For similar reasons Fontanero Street should have 
especially careful parking through its brief length, as joining the Paseo with Wood and Cascade 
Avenues. And the streets that lead down to the Rio Grande station should extend the beauty of 
what is already an exceptionally attractive railroad entrance to a city.

On the West Side, Colorado Avenue is the direct route to Manitou and one of the most 
important and traveled streets of the city. The car tracks through its center invite middle turfing 
and the street’s value ought to be further emphasized by the system of middle poles with double 
arms. If the railroad company would make this change throughout Colorado Avenue, the cities 
could afford to divide the strip thus turfed from the adjacent roadways by an eight-inch curb. 
This would so effectually clear the right-of-way from obstructions that the cars could be safely 
run at increased speed. The parallel avenues to the right should then have side parking.

In the low region between Limit Street and the creek, there are some charming conditions 
that seem not to have been fully appreciated. There are delightfully curving streets of which 
Colorado Springs has none too many; there are some irregular intersections that could be easily 
beautified, and there are architectural accents—the Antlers Hotel, closing the eastern vista of 
West Pike’s Peak Avenue and the Carnegie Library as seen through West Kiowa Street—that are 
unusual and fine. Spruce Street with its car line and Walnut Street, with a natural middle parking 
already under way, can be readily cared for. On Chestnut Street the irrigation ditches should be 
moved further from the lot line, and West Bijou Street, if not for itself, at least for its 
connections, should have prompt attention.

In the impossibility of dealing by name with every street in the city, and to provide for 
future growth, it will be well to lay down some general rules, to be applied to streets not 
specifically mentioned. Where practicable, extend the present curb line from the lot line. On 
even sixty-foot streets, the walk itself should be six feet wide, and never nearer than three feet to 
the lot line. Between the walk and curb a space of six to nine feet is still little enough. This 
means that the curb should be fifteen to nineteen feet from the lot line on as narrow streets as you 
have. This will leave a roadway plenty wide enough. On eighty foot streets, the addition should 
be to the parking, not to a thirty-foot road. On one hundred-foot streets with side parking, the 
roadway may be thirty-five feet wide, but it ought not to be any more. On one hundred and forty-
foot streets, there should be middle as well as side parking.

The Carnegie Library was the first public library in Colorado Springs, opening during March 1905. It 
now houses Special Collections, the Pikes Peak Library District’s genealogy and regional history research 
resources. Gift of Abby L. Kernochan, Special Collections, Pikes Peak Library District (208-9630).



As in the case of the curb, it should be remembered that, however useful the sidewalk and 
road may be, they do not add to the beauty of a street, and that when, as in most of your streets, 
they are clearly too wide for the travel, they do not enhance the apparent life and activity of the 
town, but give precisely the opposite impression. It should be said, too, that the separation of the 
walk from the road by intervening turf and trees is not merely aesthetically pleasant, but protects 
pedestrians from a spattering of mud and dust. On every residential street there ought also to be a 
building line, established by ordinance. This will add greatly to the beauty of the street and will 
be a protection to all who build homes. Finally, in improving the little waste spaces, that so 
frequently occur at street intersections, use shrubs more than grass. They are easier to take care 
of, needing attention only once or twice a year; their varied foliage, their flowers, even the 
lodgment of the snow upon them, keep them attractive the year round, and they present a more 
substantial and fitting barrier than does the grass. And I would here use the native shrubs, not 
only because they will grow more easily, but because they are the natural and appropriate plants.

In short, have the courage of your situation. Do not strive for the tenderfoot effects of the 
East. I would rather see boulders piled on a street corner and the clematis climbing over them, 
than all the hot house plants you could induce to grow there at a hundred times the expense. 
People come to Colorado Springs for the scenery of Colorado, of the plains and mountains. In 
the more thinly settled portions of the town, the parking may be made beautiful with sumac, with 
sunflowers and scrub oak. Let Colorado Springs be true to itself in improving its streets if it 
would be most beautiful, most attractive.

I have written a longer and more concretely detailed report than I expected to prepare. It 
would have been a pleasant and easy task to write a thesis on the need, the beauty, value, 
healthfulness and economy of street parking; on its curtailment of the dust evil, and on its being 
the wisest of investments for a city making its business the attraction and entertainment of 
strangers—being also a boon to its own residents. But you knew all that. It was not argument you 
required, but suggestions on how to secure the general effect that you were aware ought to be 
secured and that you had wisely determined to have. So I have been specific, and I trust also 
reasonable and practical throughout. Doubtless the report tends in consequence to dryness; but I 
know that its recommendations are to the point, and if they are carried out—not all at once, of 
course, but by degrees—Colorado Springs will surely become one of the most beautiful of cities. 
Then will it come into its rightful heritage: the wealth that the beauty of the mountains and the 
plains, that the glory of its sunshine and the stimulus of its air, have stored for it—into such a 
future as that of which its founder has dreamed, and which by wise gifts he has endeavored to 
assure.

Before I close I must add, however inadequately, an expression of my appreciation of the 
cordiality, kindness and ready co-operation that has been extended to me on every hand, both 
within and without the city administration.

Respectfully submitted,
Charles Mulford Robinson.
July 29, 1905.



East Platte Avenue about Institute Street, ca. 1918. The sign in the middle of the street says 
“Welcome.”Stewarts Commercial Photographers photograph, Special Collections, Pikes Peak Library 
District (013-852).



A woman and child standing in front of a wood-lined “boxed” irrigation ditch, ca. 1885–1895. The May 
8, 1883, Colorado Springs Gazette reported that a city ordinance was adopted requiring that “all irrigation 
canals and ditches in the city be boxed with planks without covers or bottoms” for the purpose of 
“preventing the waste of water” by absorption. B. F. D. Adams album, Special Collections, Pikes Peak 
Library District (173-3467).

NOTES
1. The franchise of the Hydro Electric Co. has only a few more years to run, and there is reason to 

believe that by the time it expires—or even before then—the city will control so much larger a watershed 
that there will be not only water ample for a population several times that of the present city, but for the 
generation of considerable power. As this would be incident to the municipal water supply, it will most 
appropriately be a municipal enterprise. If, in the enthusiasm of the present, ten or eleven years seems 
long to wait, we have to remember that in the retrospect, as one looks back over the life of a city, that 
period will seem a short time in which to bring about so vast an improvement.

2. See, for a full discussion of this alternative method of platting, the author’s recently published, 



“The Width and Arrangement of Streets: A Study in Town Planning.”
3. From a city-planning point of view, it would be better if the car line, after swinging over to 

Nevada Avenue at Cache la Poudre Street, were continued north on that wider avenue. Here, under the 
trees in the turfed center parking—as on Beacon Street in Boston, for example—it would be 
comparatively unobjectionable. Then the Corona Street line could be carried straight north without 
detour. Tejon would thus become a high-class residence street all the way north, while Nevada Avenue, 
owing to its great width and its center parking, would not suffer, and the trip for car passengers would be 
direct and pleasanter. The only section which might feel loss in the change would be that lying between 
Columbia and Washington Streets, west of Wood Avenue; but the residents there are little dependent on 
street cars. Though the change is thus desirable, on the map at the end of the Report I have left the car 
lines as they are.

4. The western termination of Lincoln Avenue in an alley is apparently due to the independent street 
platting of the adjoining but distinct municipality, Colorado City. It well illustrates the need of securing 
an inter-city, or metropolitan, plan for the whole district.

5. This estimate was based on the saving to be effected by reducing a pavement of a width of thirty 
feet—much less than the roadways of Colorado Springs streets—to a width of twenty-two, and 
occasionally of sixteen feet.

6. For the other portion, the earlier recommendations still hold good.
7. I say from Nevada eastward, because from Nevada to Tejon Street, side parking thirty-eight feet 

wide, from curb to lot line, has been already adopted, and on one side put in. With the open square there, 
on one side, that was probably the best treatment. The consequent narrowing of the road, however, makes 
center parking impracticable until Nevada Avenue is passed. This broad side-parking should, of course, 
be extended westward to Cascade Avenue. Colorado Springs has seen too much changing back and forth 
in the treatment of avenues.

8. Boulder Street, it will be recalled, has no more than secondary arterial importance. A main arterial 
thoroughfare, a hundred and forty feet wide, is only one block away, on the south; and another, of like 
great width, is but two blocks to the north. It is proposed to develop both of these with exceedingly 
generous driveway facilities. In a “City Plan for Dallas,” by George E. Kessler—a report which makes its 
appearance as this is being written—it is recommended that all hundred-foot streets in residence districts 
have forty-foot roadways. This recommendation should have the greater weight with residents on 
hundred-foot streets in Colorado Springs, because Dallas has so few streets of that width that they have to 
be utilized as main traffic ways. Yet even with such use, in a city almost four times the size of Colorado 
Springs, forty feet is considered ample provision. Of still greater significance are the requirements of a 
city plan that has been just made under the auspices of the Imperial government for Birmingham, 
England. This plan contemplates twenty-three new main thoroughfares to extend the city. Of these the 
eight widest will be the same width as Boulder Street; and on each of these eight special streets the width 
of roadway is to be thirty-five feet. Birmingham’s population exceeds 600,000.

9. The slope of side-parking must always be toward the roadway, else the drainage will be over the 
sidewalk.

10. There is ample space for a more formal and elaborate school garden west of the buildings, on the 
south half of the school plat.

11. In the State of Washington, public sentiment is so strong in its requirement that school yards 
shall contain ample play space that a bill has passed the Legislature making the provision of 100 square 
feet of ground per child obligatory upon school boards. In Spokane, in response to a similar sentiment, 
twenty-seven pieces of property are now being bought for the enlargement of existing school grounds.

12. The history of the playground movement in nearly all cities has been that private philanthropy 
has had first to prove to the public, by object lessons, the value of supervised grounds before the 
municipality has been willing to assume the expense itself.

13. The foot bridges in the park proper are exceptionally good, offering a contrast to the strictly 
municipal work, in the highway structures, that is not flattering to the latter. Of the foot bridges, I have 
taken photographs to show as examples in other cities.



14. To this the possible bridle path on Costilla Street would be the town approach.
15. The special recreational building is supposed to do for those of slender means what the Club does 

for the well-to-do. But the buildings and club rooms of the various lodges and societies and of the 
Christian Associations do this to some extent; and in Colorado Springs especially there are few occasions 
when recreation were not better taken out of doors than within, during daylight hours; and at night the 
school houses are—or ought to be made—available.

16. Chapter II.
17. See the Denver ordinance forbidding, except under special conditions, the use of such streets by 

loaded vehicles weighing upwards of 2,000 pounds, without heavy fine.
18. That city is Pasadena, which, not only in population, but in general character, in freedom from 

manufacturing, and in the purpose which it serves, as in the source of its prosperity, is more akin to 
Colorado Springs than perhaps any other community in the United States. The supports of the bench are 
concrete, the slats of back and seat are wood, held in place by wooden pegs instead of by nails. There is 
nothing to rust and the seat is practically indestructible.

19. Thirty-one feet, if the center parking north from Bijou Street be widened to the full width I 
suggested.

The corner of North Main, now North Union Boulevard, and East Platte Avenue, ca. 1915–1920s. The 
Colorado Springs Auto Club sign states that the speed limits are: “Residence Section 23 Miles; Business 
Section 15 Miles.” Harry L. Standley photograph, Special Collections, Pikes Peak Library District (001-
423).
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Charles Mulford Robinson (1869–1917), ca. 1915. Courtesy of the University of Illinois Archives (image  
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Charles Mulford Robinson: A Minute On His Life & Service

NOTE: This chapter is a reprint of an article originally published in Transactions of the 
American Society of Landscape Architects, 1909–1921, Carl Rust Parker, Bremer W. Pond and 
Theodora Kimball, eds., (Amsterdam, NY: Recorder Press, 1922), 93–99. This chapter is 
reprinted with only minor format revisions.

Charles Mulford Robinson, of Rochester, N.Y., pioneer and widely known advisor in city 
planning, author, and Professor of Civic Design in the University of Illinois, died at Albany, 
N.Y., on December 30, 1917, in his forty-ninth [sic] year.

He was born at Ramapo, Rockland County, N.Y., on April 30, 1869, the son of Arthur and 
Jane Howell (Porter) Robinson, who shortly after his birth moved to Rochester, N.Y. There he 
received his schooling, and, from the University of Rochester, in 1891, the degree of Bachelor of 
Arts.

From college, he entered journalism, and, from 1891 until 1902, was an editor of The Post-
Express (Rochester); in 1904, of The Philadelphia Ledger and, in 1907, of The Municipal  



Journal (New York City); while, for some years, he was a regular contributing editor of The 
Survey, The Architectural Record and The Boston Transcript; and, at his death, had long been 
known as a prolific, and always level-headed and interesting, contributor to newspapers and 
periodicals, particularly on subjects of civil interest. In 1899, a series of three articles which he 
contributed to The Atlantic Monthly on the subject of municipal improvement in the United 
States attracted unusual attention—for the great present interest in the bettering of the conditions 
of city life through more rational planning of the city itself was then hardly more than beginning, 
and he was an earnest pioneer in the field. Shortly after their appearance, he was invited by 
Harper’s Magazine to go abroad and prepare a similar series on municipal development in 
Europe; and, having, through this trip, accumulated much more material than could possibly find 
place in these articles, he was moved in 1901 to the writing of his first book in his chosen field—
the field of city planning, especially planning for increase of civic beauty. Despite the 
impressive, even though abbreviated, list of organizations which in the “Foreword” of this little 
book he refers to as having “done some definite thing to improve a community’s appearance,” 
city planning was still so new as a subject of public interest that, journalist though he was, he 
was unable to find a publisher willing to take the financial risk of publication.

“Compelled at last to bring out the book, prosaically named, ‘The Improvement of Towns 
and Cities,’ at his own expense, he had the gratification of seeing it jump at once into favor and 
success. In a few months it had to be reprinted; in less than a year it was reprinted again, and 
now reprint follows reprint, and edition follows edition. . . . Abroad, The Westminster Gazette  
hailed Mr. Robinson as a leader of a new school of prophets.”

Such, according to a subsequent review of Robinson’s career, was the enthusiastic reception 
of this early work. But this little book was much more than a “best seller” for the moment. 
Reread now, after the lapse of almost a generation and when the literature of civic improvement 
has already swelled to little-dreamed-of proportions, it is still impressive as a simple, earnest, 
straightforward statement of the farreaching value, and some of the many possible ways, of 
creating more beautiful civic environments. Though Robinson’s later works have still further 
emphasized the value of civic beauty and the importance of planning for this, it may well be 
questioned whether any of them, though informed by his greatly enlarged experience in dealing 
with actual civic problems and by his riper powers of thought, have actually made a greater 
contribution to the betterment of cities than this first book.

From this point, his career is so crowded with constructive endeavor, and he accomplishes 
so many definite things for public advantage, and receives so many marked evidences of 
successful achievement, that any full account of his work and its results becomes quite 
impossible. The article already quoted gives the important facts of his career which now rapidly 
succeed one another. Though its statements are quoted primarily to sketch a part of the 
comparatively short career of one man and are personal to him, since similar experiences were 
being had more and more by others, they indicate as clearly the general awakening of American 
public sentiment with respect to civic improvement as they do the way in which, and the extent 
to which, he was, from now on, a most important figure and always a great energizing influence 
in this movement—the movement for which the writings and practice of men like the Olmsteds, 
Eliot, and others had been preparing the way.

“Mr. Robinson was now giving all his time to his subject, and, taking up the preparation of 
his second book, he removed for some months to Boston to be in touch with its ampler facilities 
for a study of municipal aesthetics. In Boston also he served as acting secretary of the American 
Park and Outdoor Art Association, then the leading national organization devoted to the subject 



in which he was interested, its membership made up of landscape architects, park 
superintendents, park commissioners, and a few public-spirited citizens. As his work neared 
completion, Mr. Robinson returned to Rochester. He had now been elected regular secretary of 
the Association, of which the membership was rapidly growing, and had made the personal 
acquaintance of most of the men professionally active in municipal improvements. In May, 1903, 
the new book, ‘Modern Civic Art,’ came out.

“Various local improvement societies of the Middle West had federated themselves in an 
organization of which the headquarters were in Springfield, Ohio; and Mr. Robinson and others 
felt that the general movement would be furthered if the American Park and Outdoor Art 
Association—largely representative of professional knowledge—and this other organization 
largely composed of those who wanted to better local conditions and were seeking how to do it
—could be brought together. At a joint convention, held in St. Louis in 1904, this union was 
accomplished, and there was formed the American Civic Association. For a few months, until 
the organization could be put on its feet, Mr. Robinson consented to accept the temporary 
secretaryship. He then resigned to enter the professional field that had now opened to him.

“The first commission which he received to apply to a concrete case his abstract theories, 
had come to him from Buffalo, N.Y., where the Society for Beautifying Buffalo had lately been 
formed. His report on the opportunities for improving the city was read at a public meeting, was 
published, . . . and aroused great interest. The Board of Commerce of Detroit then invited him to 
visit that city and make a similar report; and this report and one by F. L. Olmsted were published 
together in pamphlet form by the Board. Their recommendations are still the basis of 
improvement work in Detroit, and it is interesting to note that one of the men most active in 
securing Mr. Robinson’s visit—Hon. James E. Scripps—dying shortly afterward, left $50,000 
for the improvement of the city. Colorado Springs next sent for Mr. Robinson to make 
suggestions for the treatment of its very wide streets. There he was engaged by the cooperation 
of an improvement society and the Chamber of Commerce. His report . . . was published . . . and 
its recommendations were enacted into ordinances.

“A park commission of Columbus, Ohio, recently appointed but granted no funds, obtained 
by personal subscription a sum sufficient to secure a little visit from Mr. Robinson, that he might 
tell the city, what its opportunities were. He did this with such effect in a written report . . . that 
the people demanded a careful and thorough study of the situation by an expert commission, and 
the City Council appropriated several thousand dollars for that purpose. A commission of five, 
including Mr. Robinson, was appointed . . . In Syracuse, N.Y., a newspaper—The Herald—
desired to rouse the people to a realization of the need of a park commission, and asked Mr. 
Robinson to write a series of ten articles on the opportunities of the city. In three months the bill 
was in the legislature, backed by the Chamber of Commerce and other organizations. The 
commission was then appointed, and a good park system is now being planned.

“Denver, which had watched Mr. Robinson’s work in Colorado Springs, called next for him. 
He was engaged by the city; and one feature of his report—a civic center, of which the state 
capitol should be the crown, involving the expenditure of a great sum of money—created a 
sensation. For weeks the newspapers were filled with discussion of it and letters about it. Then 
the real estate board arranged a dinner at which it should be discussed. The dinner was not an 
invitation affair, nor free. Those who came had to pay for their plates; but the largest available 
room, the banquet hall of the Brown Palace Hotel, was engaged. There were seats for 400, and 
800 applied for them. The mayor presented a plan for financing the project by creating graduated 
zones of benefit, in which the property owners would be assessed to pay the interest and sinking 



fund charges on improvement bonds to run fifty years. . . . To issue the long term bonds a charter 
amendment was necessary, and, in the several months before that could be submitted to popular 
vote, questions of the municipal ownership of public utilities had been injected into the 
campaign. These befogged the bond-issue matter, and by a slender majority the latter was 
defeated. The vote was locally considered so indecisive, however, and so lacking in significance 
as to the civic center project that the administration resolved to carry out by other means a slight 
modification of the plan. Little by little the necessary property is being acquired. Most of Mr. 
Robinson’s other recommendations for Denver have now been executed.

“From Denver, Mr. Robinson went to Honolulu, where the reading of his books had 
awakened civic aspirations and created a demand for his personal advice, such that the local 
government made an appropriation to obtain a report from him. . . . The newspapers in editorial 
comment on the completed report referred to it as ‘a marvelous revelation of local 
possibilities’ . . . and as commanding ‘substantially the unanimous approval of our best qualified 
citizens.’ But perhaps a more striking evidence of the satisfaction which it gave is in the fact that 
on the day that Mr. Robinson sailed for home a delegation from the Association Improvement 
Societies presented him with a purse voluntarily subscribed.

“Returning to the mainland, the city administration in Oakland, Calif., engaged Mr. 
Robinson to . . . report on the park possibilities—a matter in which there was then very little 
popular interest. Six months after the report was submitted and published, an issue of $992,000 
in bonds, for the purchase of lands he selected, was voted on by the people. There was now great 
interest. The Board of Trade, the Merchants’ Exchange and every civic organization endorsed 
the project, an open letter to the citizens from Mr. Robinson was published in the papers, and on 
election day the principal business and manufacturing houses gave their workmen an extra half 
hour in order that all might vote. The result was an extraordinarily heavy poll, with a majority of 
five to one in favor of the issue, while there were about a dozen precincts in each of which the 
negative vote was less than ten.

“An improvement club in the little city of Watertown, N.Y., engaged his services for a 
preliminary study, and then commissioned him to execute various definite plans. The rival city of 
Ogdensburg, on the St. Lawrence, learning of the success at Watertown, sent for him next. 
Jamestown, N.Y., engaged him through its new park commission. . . . Dubuque, Iowa, called him 
next. He was employed there by a Joint Committee representative of the Commercial Club, The 
Federated Women’s Clubs, and the Trades and Labor Congress. His western trips had come to be 
a series of receptions. . . . At Des Moines,. . . at Cedar Rapids, Salt Lake, Spokane, Seattle—
wherever he stopped—commercial, civic, or political bodies made him their guest.”

Among still other American cities which have called on him for advice as to their plan or 
development, should be noted: Ridgewood, N.J.; Cedar Rapids, Iowa; San Jose, Calif.; 
Fayetteville, N.Y.; Los Angeles and Santa Barbara, Calif.; Waterloo, Iowa; Fort Wayne, Ind.; 
Binghamton, N.Y.; Raleigh, N.C.; Council Bluffs, Iowa; Alton, Ill.; Greensboro, N.C.; St. 
Joseph, Mo.; Omaha, Neb.; and Long Beach, Calif. For all these, reports have been published, 
which, in most cases, give his sole recommendations, but in some cases embody the joint 
recommendations of a group of experts of which he has been one; as in the case of Columbus, 
Ohio, where the Plan Commission included also Austin W. Lord, architect; Charles N. Lowrie, 
landscape architect; Albert Kelsey, architect; and H. A. McNeil, sculptor; Detroit, Mich., in 
which project he was associated with Frederick Law Olmsted, Jr.; and Omaha, Neb., where he 
collaborated with George B. Ford and E. P. Goodrich.

From October, 1915, to his death, Robinson had been continuously associated as Consultant 



on City Planning with Mr. William Pitkin, Jr., landscape architect, of Rochester, who notes the 
following projects as the most important ones on which Robinson was engaged in this capacity 
during the last two and a quarter years of his short, busy life: a report to the City of Lancaster, 
Pa., on the selection of a station site, submitted March, 1917; a city plan for Greensboro, N.C., 
the rough draft of which was completed by Robinson a few days before his death and has since 
been printed in the original form (the week before he died, he had been at Greensboro at work on 
this plan); a plan for the development of Guilford Battle Ground Park near Greensboro, N.C., a 
National park on the site of which occurred the Revolutionary battle between General Green and 
General Cornwallis, just preceding the latter’s surrender at Yorktown (since Robinson’s death, 
the plans have been completed by Mr. Pitkin); and the Eclipse Park tract at Beloit, Wis., a 
housing development for Fairbanks-Morse Company, for which the plans have now been 
completed by Mr. Pitkin.

In the spring of 1910, having become deeply interested in problems of residential 
subdivision, he came to the Harvard School of Landscape Architecture for special study and for 
some months of quiet research in its city-planning collections. Though regularly enrolled as a 
student in the writer’s advanced course, he was, by special note of the President and Fellows, 
made the guest of the University throughout his stay. Largely as a result of his visit and study, 
but as a result also in part of another trip to England about this time to attend the International 
Town Planning Conference in London, his next important book on city planning, entitled “The 
Width and Arrangement of Streets” (appreciatively dedicated to the Harvard University School 
of Landscape Architecture and to its Chairman), was published in 1911, and was five years later 
rewritten, much enlarged, and published under a new title, “City Planning: with Special 
Reference to the Planning of Streets and Lots,” though still almost exclusively concerned with 
the fundamental requirements of functional street-platting and particularly in relation to 
residential districts.

In 1908 there had appeared in attractive form from the press of Paul Elder & Co. his “The 
Call of the City,” in which all who love the city will find much of its emotional appeal brought 
out in Robinson’s most enjoyable style. Something of the rare beauty of his own spirit breathes 
through his few published poems.

His rare native gifts, his varied journalistic experience, his naturally sanguine temperament, 
and his particularly sane and sympathetic and altogether wholesome outlook on life all find 
expression in his lucid, persuasive, and unusually pleasing style. He always wrote interestingly, 
and his written contribution, as a clear, straightforward expounder and pleader, is a unique one to 
the subject of civic improvement, particularly in its aesthetic aspects.

Though city planning had already been taught for many years in the Harvard School of 
Landscape Architecture, there nevertheless existed in no American university a Chair of Civic 
Design. In 1913, such a chair was established at the University of Illinois, and Robinson shortly 
accepted a call to it; in fact, it is understood that this new chair was created with Robinson in 
mind as its first holder. He thus became most fittingly the first in this country to be honored with 
the title of Professor of Civic Design. Of the undergraduate course in civic design which 
Robinson forthwith developed at Illinois, Prof. Frederick N. Evans, the present head of the 
Department of Landscape Gardening there, who was most closely associated with Robinson in 
this instruction, says that it was given as a required part in the curriculum of the Landscape 
Gardening Department, though open also to other members of the University; that Robinson 
conducted the work in two terms, coming from his home in Rochester to Champaign for four 
weeks in the fall, and six weeks in the spring; that each term was distinct in its scope, the fall 



semester having to do with an historical study of city planning, its aims and general application 
included under the term “Repair,” while the spring semester looked ahead to future city-planning 
efforts, typified by the term “Prepare;” and that during each term he endeavored to take the class 
to some good-sized city, where for two or three days, its members would be brought into close 
touch with actual examples of the problems they were considering. Referring especially to the 
quality of Robinson’s instruction, Prof. Evans writes: “From a wealth of experience and research 
he was able to emphasize and vivify every point touched upon with interesting citations and 
illustrations. His fund of knowledge of detail in his subject seemed inexhaustible, and always his 
ideas in the classroom were given forth with a lively alertness, at times spiced with fine humor, 
and in terms of such masterly English expression as his students will never forget.” It is to be 
regretted that his early death prevented the execution of a plan which he had in mind of putting 
into book form the substance of his regular lectures to his Illinois classes in civic design.

No full list ever exists of the well-nigh indefinite number of organizations with which such a 
man as Robinson becomes at one time or another affiliated. He was recording secretary for the 
American League for Civic Improvements, organizer and first secretary of the National Alliance 
of Civic Organizations, member of the City Improvement Committee of the Architectural 
League of America, of the Arts and Crafts Club of New York, of the National Municipal League 
(and member of its Advisory Council), the American Scenic and Historic Preservation Society, 
the National Housing Association, the National Conference on City Planning, the American City 
Planning Institute, corresponding member of the Twentieth Century Club, Boston, the only 
member outside New York City of the New York State Committee on Congestion of Population 
in New York, and associate member of the American Society of Landscape Architects. To this 
National Society of Landscape Architects, though not a landscape architect himself, he was 
elected in 1915 in recognition of “the notable service he has rendered in his pioneer work in city 
planning in this country; as author and civic advisor; and in his leading many individual 
American cities to higher ideals of rational planning for health, efficiency, and beauty.” All over 
this country he was an honorary member of improvement organizations. Abroad, he was an 
honorary member of the Society for Checking the Abuses of Public Advertising (S.C.A.P.A.), of 
the Council for the Town Planning Institute of England, and of other European civic societies. 
Finally, he was not without honor, even in his own home city: in Rochester, N.Y., where he had 
been a lifelong resident, he was a park commissioner, a director of the Children’s Playground 
League, a member of the Rochester Art League, a director of the Memorial Art Gallery, secretary 
of the Civic Improvement Committee which secured the Rochester City Plan, member of the 
Executive Committee of the Chamber of Commerce, and Chairman of its City Planning 
Committee. He was a member of the Phi Beta Kappa Fraternity, and, in 1905, his Alma Mater 
had appropriately conferred on him the honorary degree of Master of Arts.

At his death, in wartime, he was an earnestly interested member and worker of the American 
Society of Landscape Architects’ Special Committee to Cooperate with the Comité Néerlando-
Belge d’Art Civique, which is the official American representative of that Comité and charged 
with aiding it in every way from American experience in its collection and arrangement of 
material for the use of the replanners—whoever they shall be—of the Belgian communities 
destroyed in the war. To this work he had brought his characteristic, rare initiative, good 
judgment, and devoted spirit of service.

In 1896 he was married to Eliza Ten Eyck Pruyn of Albany, N.Y., who survives him. She 
was always most closely associated with him in his city planning work, often accompanying him 
on his visits to distant cities, and assisting in many ways in the effective and prompt 



accomplishment of his service.
Virtually without technical training in the planning of areas of land and the arrangement of 

objects upon them for man’s use and enjoyment; without, in fact, any specific technical training, 
either as a landscape architect, or as an architect or engineer—the three professions which have 
most to contribute to the development of expert powers in the field of city planning—his alert 
mind, profound human sympathy, and determined purpose enabled him nevertheless to win 
success and to render a lasting service to his profession, to his country, and to the world. In view 
of the extraordinary timeliness of his writings and of his professional efforts with individual 
American communities, he may, with reason, be regarded as the prophet of city planning in this 
country. For his service, from the very nature of his approach to the problems of city planning, 
has been essentially as a publicist and teacher, and as a wise and skillful professional advisor and 
consultant rather than as a professional designer whose service is largely rendered through more 
or less elaborately developed, detailed, drafted plans and working drawings, specifications, and 
estimates. Somewhat of the latter, particularly in his later years and through his association with 
Mr. Pitkin, he did, but his work will always be noteworthy for its effectiveness without these 
usual and now more and more necessary means. He was truly sans peur et sans reproche. His 
friends will always honor his memory as much for his strong, sterling character, his unfailing 
gentleness and courtesy, and very lovable personality as for the ability behind his great service.

[Charles Mulford Robinson died of pneumonia on December 30, 1917, at the age of 48, in 
Albany, New York.]
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