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Mémoire en route: Jerusalem’s Route No. 1 
a Study in Motion:
Observation based Theoretical Insights and Opportunities for Advancing a Growing
Public Space
Jerusalem’s Route no.1 has long been viewed as a seam. Partially built on the remnants of
the ceasefire line between the Hashemite Kingdom of Jordan and the State of Israel, this
roadway constitutes one of the most striking spatial demarcation lines between East and West
Jerusalem. Apart from its functional role as a municipal infrastructure component facilitating
movement between places, Route no.1 serves as a chronotope of the liminal; a concrete,
spacial manifestation of a “border condition” that recreates, reinforces and reinterprets the
past and the present according to the particular ambience and predilections of different,
competing historical memories and geopolitical orientations.
Applying an urban temporal
spatial analysis of existence in movement, I recast Route 1 as a
transhistorical space containing the everyday consciousness of Jerusalem and offering a
unique forum for the geo
spatial and chrono
spatial understandings of the city’s residents and
visitors. Long viewed sectionally as a divisive space towards which both East and West
Jerusalem turn their backs, I would like to argue that this road serves as a dynamic time
space
continuum, encompassing a unique ambiance in which conventional binary divisions seem to
dissolve in a subtle way for the automobile driver, bus rider, or light rail passenger who
actually inhabit the space.
Although roads, and especially thoroughfares, are not usually viewed as urban spaces
informed by collective memory (as are public squares or neighborhood streets and parks) I
contend that by viewing certain essential urban infrastructures from an experiential
perspective, one can infuse them with significance and meaning beyond their functionality, not
unlike the memory of things past. And thus mundane urbanism can become imbued with “the
memory of the present.”
As an artery within a city that for many is both destination and destiny, Route no.1 can serve
as a case study in how one can reimagine and recast the kinetic, agonistic and creative forces
in the modern Middle East in a more positive light.
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The paradox of Jerusalem
Jerusalem is laden with meaning for its inhabitants, for the peoples of the Middle East and for
people throughout the world. Jerusalem is a myth, an abstraction, a symbol. At the same time
it is an actual city, an urban municipality in the real world. The Jerusalem “on high” (“the
Heavenly” Jerusalem) is beyond time and space, timeless and idealized; the Jerusalem
“below”  “the Earthly”, temporal, Jerusalem  is in the present; it is confined neither to the
past nor to the future. It is in the present tense and, as such, incomplete, imperfect, part of
the unfinished world of “becoming.” In contrast to its symbolic counterpart, it is a complex
reality; it encompases great movements, minor occurrences, trivial pastimes, temporary
achievements and limited identities. These concepts may seem abstract and artificial to those
who are unfamiliar with or do not personally share in these conflicting perspectives, but they
are alltooreal and compelling to hundreds of thousands of inhabitants of this city, not to
mention millions of people throughout the world. Although on one level, daily life in Jerusalem
is similar to that of any other urban environment  people go to work, children go to school,
municipal workers collect garbage, fix roads, etc.,  yet, on another level, the city wrestles
daily with the unique tension between its myth and its reality.
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The built environment as a reflection of the human condition  living the seam.
Route no.1, which stretches from the Old City to the French Hill junction, is seen by many as
a “seam” area demarcating two distinct parts of the city. Although most of it does not exactly
follow the 1948 ceasefire line between Israel and Jordan, many people equate it with this
ceasefire line. One could say that this roadway is a shared urban space defined by various
modes of consciousness. Jerusalem itself, as a physical and conceptual space, is  like its
reputed “seam”  a symbolically charged presence in the daily lives of its various populations.
In “The Work of Art in the Age of Mechanical Reproduction,” Walter Benjamin referred to
“architecture” as being experienced in a “state of distraction.” In this sense, then, a road can
be looked upon as an architectural product and not only as a connecting stem.

Programmatically, the space referred to as Route no.1 is a road, an urban structure used by
people to traverse parts of the city by car, bus, train or on foot  by walking, running or
casually meandering. Roads and open urban spaces are often regarded as nonspaces, as
amorphous areas that precede or remain after the construction of a built environment. As
opposed to this, I maintain that a road is a unique architectural type of product. Like the
Foucauldian ship, a road is “a piece of floating space, a placeless space”1 which operates
between different ports, cultures and religions, all seemingly stable points that are never really
stable and fixed. It would be a mistake to regard the sea as a place and to dismiss the ship as
a mere vehicle, a mere instrument.

In Arendtian terminology, public space is essentially where human differences are expressed
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Michel Foucault, "Of Other Spaces: Utopias and Heterotopias", 
Rethinking Architecture: A Reader in
Cultural Theory
. Edited by Neil Leach. NYC: Routledge. 1997. p. 336
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and revealed. While speech is generally the primary mode of communication  sitting, staring
and invariably acknowledging the distinctions between us and others are no less valid ways to
establish “public spaces.”2 Sitting in a car or in a bus may seem no different than sitting in the
privacy of one’s home. But the presence and awareness of other people makes the former
spaces public. While there is little oral discourse between people in different cars or buses,
there is an experiential awareness of the presence of others. This creates what Christian
NorbergSchulz's termed 
genus loci
, a “place” formed by the potential revelation of the distinct
meaning a space can have for each and every user of this road.
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Further discussion of this issue also in regards to the views of Richard Sennet on the topic see Baird,
George, 
The Space of Appearance, Cambridge
, Mass. 1995, p. 305307.
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Staring at the road, staring at the sand  route no. 60
One can and should relate to Route no.1 as part of a larger network. Its use has significance
and impact regionally as well as locally. Route no.1 is a NorthSouth route in an area where
East and West are culturally and historically loaded terms. In this framework , 
North
and
South
are directional denotations with little or no idealized, sociopolitical connotations.
Historical cities often suffer from inefficiency. Jerusalem is no exception in having a long
tradition of haphazard planning or difficult planning because of the large amount of historical,
political, cultural, ethnic and religious constraints. While many cities have to contend with such
factors, in Jerusalem these tend to evoke strong feelings and inordinate tension.3
Route no.1 is part of highway 60, that connects the cities of Ramallah and Hebron and more

correctly Nazareth and Beersheba. This road largely follows the watershed line. Thus, rain
that falls to the east of it, drains for the most part towards the Dead Sea, and rainfall to the
west drains towards the Mediterranean Sea.
While not constructed historically as one

contiguous unit, it was consolidated, to a certain extent, by the Jordanians on what was then
Jordanian territory 
.
The route, however, has more ancient roots and, at various points, one
finds evidence of its correlation with Roman ways and possibly even older roads.
In the 20th century the route had acted as part of the border between east and west
Jerusalem, after the Royal Jordanian Legion conquered the eastern part of the city in 1948.
The graphic affinity between routes and borders has made the road a central image and
symbol for many who research about East vs. West Jerusalem, academics, politicians and the
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For an in depth review of the process of planning in Jerusalem, especially in the area of Mamilla, which is
insightful for our discussion since it reflects the modernist and postmodernist approaches in the planning of
this access route between East and West Jerusalem. Alona NitzanShiftan, “Frontier Jerusalem: the Holy
Land as a testing ground for urban design”, The Journal of Architecture, Dec. 2011, 16:6, 915940
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populace in general. When one is asked where the border between east and west Jerusalem
is situated, this easily identified road is usually what is thought about, although only a small
part of the road was the actual border.4 Consequently, I claim the road has a specific
“presence” and meaning over and above its EastWest symbolic existence. 
.
With the exception of a culdesac all roads tend to connect to others and create a network, in
which every element enables the existence and bolster the other. The part of the road I have
decided to investigate runs approximately from the the New Gate of the Old city (both above
and below ground) northward all the way to the bridge which goes above the junction which
accesses the French Hill neighborhood. At this point the road divides into at least five
directions, a divergence which signals the other end of my area of focus.
I have decided to divide this stretch of road into three parts or 
topos
.5 The first stretch runs in
two parallel parts (above and below the ground level) and ends in the area in front of the
Damascus gate. The second runs northward till the area of the “Museum on the Seam” (also
known and the Mandelbaum gate). And the third part runs from that point till a few hundred
meters before the bridge which crosses French Hill junction.
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Wendy Pullan , Philipp Misselwitz , Rami Nasrallah & Haim Yacobi, “Jerusalem’s Road 1”, City: analysis of
urban trends, culture, theory, policy, action, JULY 2007, VOL. 11, NO. 2, pp. 176198 is a classic example.
One can see the folly of their interpretation of this road both historically and urbanistically. This top down
approach they present ignores the actual day to day use of this route. The northsouth axis is and has
always been much more substantial for the residents of the city. Many other problems arise from this article
namely mistaken facts, names, mislabeled images, and simple factual errors which could have been
avoided by simply walking along the route.
5
I use this term in line with its initial Aristotelian understanding.
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Part I  sightseeing vs. getting there fast.
The first part is divided into a subterranean tunnel which starts around the area Jaffa gate and
runs for about 700 meters till the area to the west of Damascus gate. This part of the road is a
single lane road, with no views, no real pedestrian access and for the most part holds only a
utilitarian vehicular reasoning. Its purpose is to get the drivers to bypass the above more
scenic junction above and to enable a lower volume of traffic for those approaching the old
city from the West. This tunnel was part of the 1968 master plan of the city and an integral
part of route no. 1. The plan was meant to improve and connect various parts of the city and
to allow a northsouth fast route which traversed the city. The tunnel serves a double purpose,
the first and foremost purpose being efficiency, bypassing the junction above and thus
allowing for less traffic adjacent to the old city. The second is allowing direct open views from
Jaffa road towards the old city walls and the “Tower of David”.6
The experience of this tunnel is slightly surreal, one is disconnected from the surrounding city
and one suddenly experiences a purely vehicular autonomous experience. With only the cars
in front of you and those coming towards you giving you a fleeting but real sights of human
existence. The tunnel is not very wide and when there are traffic jams one does get a slight
feeling of claustrophobia. A sort of autotopian experience, one might say, where one is cut off
from the world  an experience a child hiding under a blanket might have.

6

These ideas of perspectival views of the old city walls as visual artifact can be found in planning principles
of the British mandate Jerusalem, see C.R. Ashbee (ed.) J
erusalem 19181920, Being the Records of the
ProJerusalem council during the period of the British Military Administration, 
London 1921, facsimile Nabu
press 2010. These principles had been laid down in writing by the likes of Camillio Sitte in 
City Planning
According to Artistic Principles
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Above ground at the junction known today as Tsahal Junction (I.D.F. Junction), the road has
two lanes one in each direction. Stretching approximately 400 meters from the New Gate
towards the north the road then veers to the north west where it meets another other lane.
This part of the road is meant first and foremost as a scenic artery, with wide sidewalks
running on both sides of the road, it is flanked on the one side by the old city walls and on the
other with a mix of open spaces, parking lots, the Notre Dame guest house and a hospice.
The light rail train line runs along the road, straddling the sidewalk with the express purpose of
providing passengers a clear, unobstructed view of the Old City walls. The road and tracks at
this point are easily traversable. Although there are few residential areas along the road
outside the Old City walls, there is a high volume of pedestrian traffic comprised of residents
and especially tourists. The two parts of the road unite farther to the northwest.
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This part of the road can be seen as a classic public space, since it mixes uses, has different
forms of transportation and pedestrian use. It does not have any commercial activity along it
and it can be seen as a foyer to the New and Damascus gates. Not all public spaces need to
have all of the elements of a public space, but it does enable what George Baird called
“spectrum of consciousness” which can “illuminate ‘publicness’”.7 The failed outdoor market
delineated by palm trees to the north of the Damascus Gate is used mainly by children on
bikes. The grassy areas adjacent to the Old City wall are used by families and groups of
young men who congregate for picnics and leisure.

Further north is the Damascus Gate in front of which is an amphitheater originally designed to
be a congregation area that is also used by tourist guides for group briefings before
7

Geroge Baird, 
Public Space: Cultural/Political Theory; Street photography
, Cornell, 1999.
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embarking on tours of the Old City. This space has been transformed to a threedimensional
market area where every “step” is used by merchants to display their merchandise. On
Saturdays, the space is used for weekly public auctions.
To the west of the gate are a string

of storefronts along a heavily congested, poorly designed and administered section of the
road, which is usually filled with refuse and the sound of honking cars. The roundabout, which
probably seemed a good idea at the time, is a major contributor to the congestion.
.
Part 2  pragmatism  mixed use
At the point of unification of the sub and superterranean parts of the road, The route climbs
moderately to the north and veers to the north West and starts to progress away from the old
city. The landscaping changes from grassy and paved pathways to more conventional
Jerusalem sidewalks and roads. The road becomes a four lane road (two lanes in each
direction) on the eastern side there are stores, a parking lot, and access roads to the eastern
part of the city. I see the area of the “Museum on the Seam” as the final part of this tract, in
total it is about 450 meters long.
Although a low fence (around 1.2 m) prevents access to the light rail tracks along some
stretches of track, most pedestrians cross the road disregarding the traffic lights. An
ultrareligious (
haredi
) neighborhood is on the Western side and on Saturdays (the Sabbath)
pedestrian usage of the road in all directions is especially heavy .
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In one stretch of the road, the train changes its position from the east to the centre of the road
dividing the two vehicular lanes. Train and automobiles are by far the dominant forms of traffic
on this stretch of road even when pedestrian traffic is higher than usual. The frequency of
traffic lights ensures that the maximum driving speed of 70 km is rarely reached. During the
morning rush hours there are approximately 140 to 250 buses, 3,0004,000 private cars and
taxis and around 2,800 train passengers on this stretch of the road.

Part 3  the intermediate stretch
A rather open segment of road, track and sidewalk, with minimal landscaping, stretches for

12

about 2.3 km after the “Museum on the Seam”8 
area. The planners rightfully seemed to have
assumed that, apart from drivers and riders, not many people would make use of this section.
Looking eastward, there are very few residential buildings and the few hotels that are visible
are not accessible from the road. The buildings to the West are not residential and they do not
directly straddle the road. For drivers this is, of course, a classic public space
with few

obstructions. Even though crossing the road from East to West is simple, not many people
do. Most pedestrian traffic is NorthSouth, towards the Old City.

From the junction of this route and Piere van Passen St. until the French Hill and Shuafat
neighborhoods, there is a growing number of residential buildings, especially on the western
side. On the eastern side, there are lowrise buildings and several public buildings, notably,

8

This museum was created in a building that served as part of the bordercrossing between Jordan and
Israel.

13

Israel Police Headquarters,9 
a Border Police base, the Spanish Consulate and a few aid
agencies. There are a number of access roads leading to various neighborhoods and
although a side street lined with restaurants in the Sheikh Jarrah neighborhood is visible, the
only building directly facing to the road is the Police Headquarters complex. Landscaping is a
mix of retaining walls and sparse, polite landscaping with low bushes, grass and spaced
trees. Aside from certain difficult sections, the road, for the most part, is easily traversable.10
This part of Route no.1 is almost exclusively used by vehicular traffic and although pedestrian
areas, benches and even small parklets exit, pedestrian use is relatively sparse. The road
from South to North increasingly begins to resemble a roadway 
par excellence
and less of a
multiuse public space. The outsider might mistakenly view this area as noman's land
because life by the side of the road is not discernible. During morning rush hours this section
of road is used by approximately 100 buses, 2,000 private cars and taxis and about 2,000
train passengers.
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Ammunition Hill (Givat Hatachmoshet), the site of a famous battle between Israel and Jordan in the 1967
Six Day War, is on the other side of the road opposite the base.
10
In the article cited below, Wendy Pullan, Philipp Misselwitz, Rami Nasrallah & Haim Yacobi draw
considerable attention to this part of the road although their main focus is the East/West axis. See Wendy
Pullan, Philipp Misselwitz, Rami Nasrallah & Haim Yacobi, “Jerusalem’s Road 1”, 
City: Analysis of Urban
Trends, Culture, Theory, Policy, Action
, JULY 2007, VOL. 11, NO. 2, pp. 176198. Once again, this article
tends to ignore the use this route has for the vast majority of users.
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Route no. 1. in context
There is a need to compare this road to other similar roads in the city in order to assess its
qualities and position urbanistically and architecturally . The stretch of road which I have
described can be denoted by various by terms, such as Parkway or an Arterial road
(depending on the country). Our stretch of road has a changing character (even within our
limited parameters) as we have detailed above and so one must find an overarching term
which best suits its entirety. This is not a collector road and is meant to enable transversing
the city without going into smaller neighborhood roads (this is probably one of the main
reasons the Israeli planning authorities diverted much of the path which ran along Nablus
Road, towards more open and malleable areas rather than following the Watershed).
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For example Begin road (or Highway 50)
in Jerusalem runs for about 16 km and enables one

to cross the city from north to south quite easily. This road is populated on both its sides
mostly by residential and institutional buildings. It shares many characteristics to municipal
route no. 1, although much newer, in the sense that it was meant to enable an efficient north
south ride, bypassing the clutter of side streets. This road was built within a natural valley11
and large retaining walls were built straddling it.12 This road has very little landscaping and
where it does, it is usually on the sides of the road rather than on the mean. The road is
almost impossible to walk along (there is effectively no sidewalk) and can be crossed by
pedestrians only across bridges. In comparison to municipal route no. 1 one can see how
vastly different this road is. It is true that they both serve as as small expressways that are
vital for crossing the city efficiently from north to south. The Begin expressway is a faster
route and so it is a lot less comfortable place to be as a pedestrian. Route no.1 in this sense
is a mixed bag, it is an open and relatively fast (7050 kph) along most of its route, but it has
more traffic lights which dissect it and adjacent to the old city walls it becomes effectively one
lane in each direction. It would seem that this may be exactly for viewing purposes, viewing
from the cars and upon the cars. The creation of a real functioning public space.

11

During the British Mandate the British planning authorities set forth directives not to build in central valleys
in Jerusalem, since these spaces were to remain remained undeveloped or more correctly natural for many
years of course in later years, these spaces were the easiest to plan on since they were “undeveloped”..
12
Both for acoustic protection and in order to enable building above this road.
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Derech Hebron (Hebron Way), another Jerusalem roadway and a section of Route 60, runs
from the Abu Tor junction towards the City of Bethlehem (for our purposes, until the junction
with Moshe Bar’am and Asher Viner streets). This stretch of roadway, completely flanked by
residential units
,
is composed of 2 vehicular lanes in each direction and 2 bus lanes in the
middle (1 in each direction) for a total of 6 traffic lanes. In contrast to the Begin Expressway,
there are many more residential buildings on either side and it is not sunken below street
level. Nevertheless, crossing this roadway is quite complicated.
Average driving speeds are, in practice, considerably greater than on the sections of Route
no.1 we discussed and there is no real landscaping to be seen. This road can be described as
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an “antipublic” space, a road that despite far greater pedestrian use and vehicular traffic,
seems antagonistic to both.
One could ask: Given its much higher volume of pedestrian traffic, why is Hebron Road
considered less a public space than Route no.1? My answer is that although there are
powerful factors working against pedestrians using Route no.1 extensively and consistently
(namely, Jerusalem’s EastWest sociopolitical divide), nonetheless, Route no.1 is A) used
heavily by pedestrians at certain times, and B) is more engaging and aesthetically pleasing
than Hebron Way. The scenic parts of Hebron Way can not be compared with the dramatic
vistas of the Old City, polite landscaping and the vibrant changing human scenery along
Route no.1. The driving experience along Hebron Way may be said to be totally and utterly
timedistance driven.

Autotopia’s
Ryner Banham in his book 
Los Angeles: The Architecture of Four Ecologies 
describes the
freeway system and its correlates as an “Autotopia”. He sees the freeway system as one of
the essential parts of the city of Los Angeles. Though Los Angeles has little in common with
Jerusalem, one can learn from the modus analyticus of Banham. In Los Angeles infrastructure
shapes the form of the city and is the glue which makes the city what it is. In a sense the city
is in a constant state of becoming, or as Anthony Vilder states “Especially for the current form
of Los Angeles, Becoming is more characteristic than being”13 . In the chapter describing the
Autotopia, Banham describes how when people get off the freeway onto the off ramps they
can many times be seen straightening their hair/ clothes, since they are entering a different

Anthony Vilder, 
Histories of the Immediate Present: Inventing Architectural Modernism
, Cambridge Mass.
2008, p. 152.
13
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place, where the speed of driving is slower, but both are very much real places. In essence he
is describing the freeway as a place of a specific character in which people spend their time.
Jerusalem on the other hand is a much more static city in which history, religion and most of
all places, ideas and ideas about places play a central role. It is in a state of being, rather than
becoming, it resists change and embraces imagined histories. In Jerusalem the architecture
usually determines the form of the infrastructure and not visa versa. But as we know, after the
end of the Ottoman era, the state of the city was rather poor and there was a serious need to
develop modern access routes. We have detailed a sample of local thoroughfares, but ‘what
is important is to understand that what the British, the Jordanians and the Israelis (all of which
impacted this very route) realized that there is a deep need to allow the city to grow and no
city can grow without efficient transport routes. This was understood years ago by Robert
Moses in NYC and although much damning critique has been written about his work, there is
no doubt that he had a critical role in the financial success of Manhattan.14 This is not to say
that Jerusalem will ever be a major center of commerce, but if one lives in the North of
Jerusalem and wants to get to work in any part of the city, one of the two major options would
be to take route no. 1.15
14

For more about his impact on the city and of course his battles with Jane Jacobs see Ballon, Hilary,
Robert Moses and the Modern City: The Transformation of New York 2008 and Jane Jacobs, 
The Death
and Life of Great American Cities
, New York, 1961 reprint 1992.
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Many tend to ignore the fact that Jerusalem is a living, functioning city and not only a political paradigm.
This attitude can be see in Wendy Pullan , Philipp Misselwitz , Rami Nasrallah & Haim Yacobi, “Jerusalem’s
Road 1”, City: analysis of urban trends, culture, theory, policy, action, JULY 2007, VOL. 11, NO. 2, pp.
176198, Wendy Pullan, “The Space of Contested Jerusalem”, Jerusalem Quarterly, 2009 Vol. 39 pp. 3950,
Wendy Pullan, “Frontier urbanism: the periphery at the centre of contested cities”, The Journal of
Architecture, 2011, Volume 16, Number 1, pp. 1535. The article is too short to point out all of the mistakes
and misinterpretations in these articles, it is suffice to state that they tend to isolate just one of the many
considerations which planners and architects use and have to contend with. In this article we are trying to
focus on the other aspects.
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The people using this route are on the way to their destination, in a sense, in a state of
becoming rather than being. It is a matter of “doing time”, be they in a traffic jam or the train
they are in the process of waiting. A sort of Tao which needs to be sacrificed in order to get to
where one is going to. It is a time of contemplation for many, listening to the radio,
experiencing the city in a passive way, not acting, but observing the city.

This route, has a heavily utilitarian purpose, but even utilitarian spaces have people that
inhabit them, this is one of the most used routes in the city and as such should be treated as
an object of observation. One could argue that it is one of the most public spaces in town. Not
only its obvious political implications position of being between east and west Jerusalem, but
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rather its day to day use, its time and space for those that traverse it time and time again.16
There should be a deeper contemplation of this use and its significance to the city.

16

What is lost in these articles is an understanding and an on the ground look at the space, rather than the
top down cartesian approach. Spaces also have political meaning, but they also have very basic trans
cultural/religious/ human aspects to them.
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Conclusion
Route no. 1 is a central public space which runs from north to south Jerusalem roughly
between what people consider East and West Jerusalem. Traditionally we see public space in
the classic sense, places such as city squares, gardens, recreational or retail spaces, even
when it comes to roads we only see the sidewalk as a public space. Meeting places, in which
people mingle and get to know the other. But this space is characterized by experiencing time
and distance more than anything else, it is a place of contemplation, not of the space itself,
but more of being in a state of distraction. It is for the most part an experiential/observational
public space. I tried to show here that there is a need to look the infrastructure of the city, the
road itself and its main users  i.e. the drivers and passengers are a major part of this space.
In this sense route no. 1 in the parts that we have investigated, is a well functioning, attractive
public space. It allows for the viewing and contemplation of the city and exposes and
celebrates rather than tries to hide the manifest contradictions in this city. Granted Jerusalem
has many pressing and critical problems that need to be solved, but improving the urban
landscape, in a way which will make day to day life better for everyone, is a challenge that
planners, designers and architects have to undertake. Some may argue that this perspective
is an attempt to depoliticize this place and this space, but in fact it is an attempt to give the
term political and the idea of political analysis a deeper and more complex interpretation with
more productive outcomes to a city which needs daily life more than anything else.

