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boundaries 

climate 

vandalism 

extremes 

This master's degree project has to do with the design of a series of public transit facilities for a bound-

samertesfess city such as Calgary. The design comes about as a response to stitching together a sprawl city by inserting spaces to gather. The 

intenproject sets up a kit of parts that respond to a wide range of sites. 

drawings 

Preceding the explanation of the design at the end of the document is a collection of essays. Each essay 

has as its focus the investigation of a particular larger condition which served as preparatory thinking for the design. Just as the experience 

of smaller details affects the liveability of the city, large scale conditions have an influence on the rationale behind the smaller details. 

The first essay in this document deals with the nature of Boundaries and the physical contours of this 
region. The lack of physical boundaries in Calgary has meant that the city can continue expansion, effecting the viability of a public 

transportation system. The next essay qualifies this region's misrepresented climatic conditions and attests to the need for outdoor public 

space in the city. Climate has a direct effect on the life of outdoor public projects. The essay on Vandalism discusses the exposed nature 

of an public object such as a bus shelter, the approaches of various municipalities towards vandalism and public art projects, public transit 

as being especially susceptible to vandalism, and the qualities which effect the vulnerability of this kind of urban element. Assessing the 

qualities which make the public object more or less prone to tampering, and the ways to be inclusive, rather than exclusive in the design, 

were the outcome of this investigation. Extremes looks at two North American cities, Portland and Atlanta, as case studies for the direction 
of development in Calgary. The experience of these two cities as a pedestrian is vastly different and is closely related to each city's 

transportation network and urban design. The next essay deals with the current shift in Mob/7/ry trends, and how land use decisions in the 

city effect these trends. How do you change an automobile culture? Can you stimulate a change in behaviour when there are few factors in 

a sprawl city that curb the dependency on the private vehicle?The next essay, Sameness traces the development of Calgary's urban form 
and critiques the geometry of the suburbs.The palette and the dimensions in the suburbs are tuned to the tempo of the vehicle rather than 

the pedestrian. The final essay Intent explains the proposed project, pulling the various conditions together as investigations for the 
derivation of the smaller scale. 
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climate 
The Rockies demarcate a north/south axis, like a massive contoured edge, always visible from the city. 

vandalism 
In this region, distances are measured from that reference point. The city borrows its location, as the place before, after, or beside the 

8X,rerae mountains.There is a sense of pull which comes from this axis. We feel the pull as rapture. Gravity playing along the horizontal plane.The 

mountains act as a giant comb over which the skies pass and changeform. They give reason to extremes and unpredictability. They 

samenessstructure temperatures, humidity, wind and moods.They blur the outlines of the seasons. 

intent 

:h, The Bow, fed and purified by the mountains, divides the city. It passes through with the will of each 

season. The swift flow of the rivers prevent them from completely freezing over. A river carries and feeds. At times it sucks the city into it 

without relenting.The banks of the Bow are high, providing a strong physical relief on the grassy plane. From the river's edge, gauging its 

height, speed and clarity, we are able to measure the health of the region. 

Nose Hill provides the northern datum for the city. It is a refuge for native grasses, shrub, poplar, wildlife 

and city dwellers.The curvature is a reminder of glacier erosion and deposition from the Ice Age. Nose Hill offers unrestricted views of the 

city, the mountains, and the underbelly of the expanse. It is exposed to the highest winds in the region. Unprotected, it is susceptible to 

quick sweeping fires.The prairie grass of the hill captures sunlight and retains the heat of the day. 

Under a big sky, the view goes on and on. One senses the nakedness of the prairies. Clear views where 

only undulations provide shelter.There are few places to hide. On this large open canvas things are visible from a great distance. Objects 

are measured relative to the expanse; distances are longer. The wind is carried for miles, and sound travels without bouncing.Trees are 

contained in pockets, surviving in complicity.The prairie grass is long and sturdy.The changing sky is as much a part of the contour of the 

landscape as the topography. One feels a certain degree of focus and isolation from this immensity. Comfort derived from things greater 

than the self; from giant snowstorms, from a long warm wind. Under this breadth, energy is strong and quiet, not hurried. Social gathering 

takes place in the private domain, in sheltered spaces. The memory of the wild west echoes itself in the form of contrasts: conservatism, 

politeness, duty.The social climate harkens back to the conventions of the territorial police and congenial European settlers, asamixture of 

propriety and bravery. 
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boundaries 

In the expanse you can run for miles and miles seeking a datum. Your gestures are broad and sweeping. 

Boundaries seem limitless. Edges and confinement bring a need to go beyond, but with a lack of boundaries and freedom, dissemination 

8X,remesoccurs. Boom and Bust.The abundance of land defines our city. It calls upon the collective will to impose boundaries. With the opportunity 

mobiiitvfor Spraw| always there, it beckons the voluntary fabrication of boundaries, providing direction and enabling the force to become potent. 

sameness 

intent 

drawings 
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boundaries 

climate 
Climate in this region has often been misinterpreted or exaggerated as it pertains to the conditions of 

vandalism 
public space. It is generally assumed that because Calgary is situated in Canada, close to the mountains, that inclement conditions last 

e remt>̂ ora |argfl part Qf ̂ e yegr j(-,ere js a|so an assumption based on designing for winter cities in Nordic regions, that residents would prefer, 
'",)b,l"¥due to the climate, to remain indoors. We have been left with a legacy of +15 systems and sheltered semi-public space. It is possible to 

samenBssscan the city in terms of its built form for these exaggerated views, finding proportionately little in the way of purposeful outdoor public 

iniBLtspace. Public areas, such as the Eau Claire river walkway and path system, are frequented throughout the year. They are an indication of 

drawinij-̂ h'S region's rugged thirst for an outdoor active life-style. In designing a bus shelter it is important to diagnose the conditions that exist in 

this region, and the capacity and character of its residents. 

Between night and day, temperatures dip and sore in strong contrast; our climate is continental. The 
climate is largely determined by wind. The speed of blowing wind can transform perceived temperatures. Wind is ongoing, lingering only 

for a time around contours in the landscape. It spins around large urban forms, creating turbulence in downtown corridors. It is particularly 

channeled and sustained by the city's grid pattern. The grid funnels westerly wind from the mountains. Where there is little friction, in open 

spaces and on exposed slopes such as Nose Hill, wind speeds are high. 

Winter: In this region, changing seasons are noticeable by the predominant air masses: winter is 

characterized by Arctic masses, whereas summer gets tropical air circulations from the Gulf of Mexico. This produces at times heavy 

rainfall. For the most part, winter arrives in late October, with early snowfalls in mid-September. Winter is defined as the time when there 

is 2.5 cm or more of snow on the ground for more than a week. (Alberta Environment, 1990,) This being the case, winter conditions appear 

sporadically during the season defined as winter. The average depth of snowfall is really quite low with an average of 150 cm falling on the 

city every year. In 1998, while most of the winter months had an overall temperature below 0 C, the average winter temperature was -

2.8 Celsius. The region is known to have two cold spells every year, lasting a week or more. 

Due to the high elevation, winter conditions last half the year. However, warm westerly winds bring relief. 

They are the direct result of the proximity to the contoured edge of the Rockies. The Chinook arch lays over the city, hovering, eluding the 



I! 

E>ounrianes 

climate 
cold, like a giant quilt of irony. It sets a different urban rhythm. Temperatures soar, spanning sometimes 30 degrees, melting ice on the 

m a ii!Eistree1;s gncj sidewalk on|y t0 be frozen again in a few days. The freeze thaw cycle makes contact with the ground surface unpredictable. 

a*1re,m!;Chinooks that reach the ground usually occur four times per year. They evaporate moisture, adding to the aridity of the area. They transport 

'; pollutants from the industrial areas of the city. Some types of Chinooks trap cold air over the city, reversing airflow and inverting temperatures. 

stessin this region we are conditioned to interruptions. same 

intent 
Blowinq snow is the mixture of wind and snow particles that combine forces. Airborne snow reduces 

visibility at eye level to 10 km or less. Unfortunately for the pedestrian and transit commuter, the density of blowing snow tends to be 

greatest in the first 10 metres above ground level. Blowing snow abrades exposed surfaces. It gathers in the depressions and cavities of 

obstacles such as garbage receptacles. It increases velocity in the open space of the suburbs. 

Summer in this region, is determined as the number of days when the temperature exceeds 18 C; this is 

usually three months. July is usually the hottest month of the year. At noon, on summer solstice, the sun is 62 degrees above the horizon. 

Hot summer days are visited by thunderstorms and hailstorms, whose tracks come from the mountains. This region survives a span over 

70 degrees in temperature variations over the course of the year. 

Seasons bleed into one another, taking each other ransom. Short seasonal intervals act as transitions 

between winter and summer. These months are known for curious weather occurrences. It is often difficult to tell what season Calgary is 

experiencing. The time period known as winter, sometimes lacks snow and cold temperatures. The city then appears naked, covered only 

in dust. Conversely, in late spring, the city often receives a misplaced snowstorm. Spring has the strongest winds and the lowest relative 

humidity. These transitional months during spring and autumn struggle to find an identity. The month of May will have an average of three 

days with measurable snowfalls. Branches, thick with spreading leaves and heavy precipitation, crack under the weight. But as the sun is 

higher in the sky, the snow quickly melts. For a time, the city stops: it succumbs to an exception. 

Sunshine is one of the few climatic constants. In 1997, Calgary had 2455 hours of bright sunshine. Cities 

we regard as Mediterranean such as Barcelona and Naples receive similar amounts of sunlight.The wealth of sunlight in this region is 
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climate 
compounded by open skies, and the sprawl of built form. As compared to other Nordic regions, the quality of the light in this region, 

vandalism 
unfiltered by clouds, has rich tones. The condition of the clear sky and bright sunshine contribute to an intensification of colours. For the 

8!(1re'"e!'pedestrian in the downtown core, sunlight is limited to spaces between buildings. Downtown towers cast almost permanent shadows 
"""•"'"leaving many areas such as sidewalks in shade. In winter, the strength of the sun is abated by cold temperatures and the angle of the rays, 

sam»!it)ss|ow on the horizon. In these months, sunshine occurs for nearly half of the daylight hours. The low angle of sunlight in winter has little 

iatenimpact on horizontal planes, concentrating more on obstacles and vertical surfaces. It intensifies as it bounces off snow, producing glare. 

drawinpSunlight in this region attributes to a variation in temperatures causing relentless expansion and contraction of materials. Depending on the 

porosity and finish of the material, exposure to the warming rays will result in a degree of heat absorption and overall temperature gain. UV 

rays also contribute to the breakdown of the molecular structure of untreated plastics and asphalt, causing hairline cracks. 

Calgary is quite distinct from other northern latitude regions where it is estimated that people spend up to 

70% of their time indoors. Socialization patterns there develop in sheltered spaces rather than outdoor public space. This is in contrast to 

Mediterranean countries, where due to a number of factors, such as thermal comfort, social life takes place in public plazas and on the 

street. In Canada, urban life has been typically related to surviving and adapting to winter conditions, with the home being the integral 

center. In winter it is often uncomfortable to travel, therefore people are less likely to leave the home and workplace to spend time in 

outdoor public space.The northern life-style is also purposeful; people tend to spend time outdoors with a definite task at hand. Research 

into outdoor life-style patterns during extraordinary weather occurrences such as heavy snowstorms conclude that irregular climate 

fluctuations bring about a sense of elation: " there is a 

sense of festivity in the attitudes of those involved in public 

life that is often accompanied by extraordinary weather 

occurrences (such as heavy snowstorms), and there is 

greater freedom to define appropriate usages of public space 

in winter'.'(Nash, 1986) 

Calgary is an exception to 

many of the conditions typicaiiy associated with northern 
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climate 
regions. Due to the variation of temperature in this region, with only pockets of cold spells, there is considerable outdoor activity in the 

vandalism 
winter months. Bike paths and public walkways in the city are used throughout the year. Bright sunshine also occurs throughout the year. 
Sunshine has the added bonus of effecting human response levels, increasing activity. Chinooks, also, add certain levels of 'festivity' to 

rnotiihtŷ g wjnter season, as exceptions to the cold climate. The low depths of snowfall in winter rarely impede mobility. The conclusion is that 

samsnBssCaigary js we|| suited to designs for public space. 

intent 

As it pertains to the design of a transit facility, protection from inclement weather is not the dominant 

design consideration. Fully contained structures such as the +15 system, which were introduced as a response to the typical winter city 

have failed. Closing off a space, makes tunnels in the downtown, producing segregated semi-private spaces rather than connecting 

buildings. The same observation can be made of shelters which act as fully enclosed containers on the street. In the few months where 

winter conditions are an issue, they do little to protect the user, while for the rest of the year, they close the user off from the activity on the 

street. This climate is well suited to more open structures with less focus on protection, and more focus on the experience of waiting and 

gathering. 
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boundaries 

climate Calgary Transit's 1998 vandalism costs were $215,000 

vandalism 
At the moment an urban element, such as a bus shelter, is fixed to the ground, on site, the designer 

extremes 
assumes a loss of control. The object is at the mercy of occurrences such as accidents, intentional damage, excessive use and weathering. 

mobility 
It essentially begins a downward spiral, depreciating in value. How does the opportunity for vandalism come about, and under which 

'"""""'^conditions? In what ways does an object appear vulnerable enough to be tampered with? This discussion is essentially aimed at addressing 
'""""other means of target hardening as physical deterrents to vandalism. 

drawings 

Both vandalism and graffiti constitute willful damage. Each are distinct operations that leave their mark 

on public objects. Graffiti has both a time and a place which enunciate the narrator. Graffiti signs the authorless surface. It uses tags and 

murals with distinct letters and styles that make up the vocabulary of each artist. It is an outsider movement, with the emphasis on being 

underground and illicit. It is described as " an interruption, or as the combined emotions accompanying the creative social infraction 

placing primary emphasis on the danger, fear, and excitement...this cultural phenomenon explicitly attempts to maintain borders of 

incomprehensibility and illegibility vis-a-vis external observers." (Merle, 1998,10) The aesthetics have infiltrated into mainstream culture, 

fostering new typographical styles, with associations in print, video music and film. It has become such a signifier for young adults that 

many pop culture magazines regularly devote articles to the work of graffiti artists. The atmosphere, infused with boldness and risk, has 

transcended into mainstream culture. 

Vandalism, unlike graffiti, has not been termed a movement. It appears to be limited to unorganized 

random acts by individuals or groups: "..not planned but the result of intense moods." (Roundtable of Transport, 1989, 48) Vandalism is not 

the result of a planned decision. Individuals rarely make plans to damage property before they perpetrate. (Police Research Group, 1994, 7) 

Nor do they seem to consider the consequences of their actions; their target is the anonymous public commodity "..because the damage 

does not appear to effect anyone". 

Let's propose that the act of vandalism, including graffiti, resides in a corner of human nature. If we 

increase the scale of the damage, it could be called a 'strategy' by an organized group (ie. to demolish a building). The organized act of 

destruction fits within a strategy which adheres to some form of rationality. The unorganized act of vandalism could then be seen as 
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climate 

vandalism 

"""""""Irrational. Michel de Certeau differentiates the 1 strategy' from the 'tactic1, wherein the 'strategy' subsumes both the will and the power to 

1 act. The 'tactic' depends on time, is without a place, and is an act of opportunity that must be "seized on the wing". The local 'tactic' is a 

samenesapersonal tactic in the other's place. This place becomes appropriated or signed by the user. Willful damage is an act of manipulation which 

then influences how the object will be used by the next person. 

drawings 
Approaches: Municipalities have taken different approaches in dealing with vandalism. One approach 

involves providing the basic function using the most pragmatic means. This could be termed a 'low investment' approach. The product 

doesn't necessarily suit the application, but is borrowed from existing systems. Examples of this are highway lighting standards in 

residential communities, pared-down bus shelters, proportionately large bollards, and excessive railings and signage to steer the transit 

user. This has often led to sterile interventions that breed urban bleakness. From the point of view of the funding body, the basic service 

is provided in the most affordable way. 

In the case of certain bus shelters, many of the components are specified as physical deterrents to acts 

of vandalism. For the transit user, they speak loudly about minimal investment (and therefore low replacement costs). They announce that 

there is little commitment beyond providing a basic service. In 1987 the European Roundtable on vandalism in public transport reported the 

generally held opinion that policy makers "take too little interest in public transport". (Round Table, 1989,55) The problem with the low 

investment approach is that the individual has really dropped out of the equation. It revokes participation by cutting off the meaningful 

connection between the object and the user. We can go so far to say that this approach fuels a "refusal of feeling" (Miles, 1997,44) which 

coincides with single-use utilitarianism. 

Studies on vandalism on public transport, in particular, suggest that vandals feel the "system" has little 

interest in both the user and the service it provides. Transit shelters and buses are notorious targets. Vandalism of this sort may be traced 

to the widespread preference towards the private car which in turn devalues public transportation. (Roundtable, 1989, 10) Owning a vehicle 

becomes the necessary extension of the individual. The European Roundtable also attributed a "lack of human warmth" in automated 



boundaries 

ciiinsto 
transport facilities likely to provoke acts of aggression. The non-identity of the public object would therefore have a direct correlation to the act. 

vandalism 

The second approach to vandalism, adopted by some transport authorities in the UK and the US since the 

1980's, is the inclusion of the individual in the design of public spaces. For its newest light rail line, opened in the fall of 1998, Portland (OR) 

samenessinvolved artists, ecologists, architects and the community in the creation of its stations. The 18 mile extension links a peripheral urban area, 

ilit80tindustry, and agricultural based communities to the city. The goal of this marriage is the social and geographical knitting of infrastructural 

works to the site. Each station differs in its treatment of paving, seating elements, tiling, vegetation, and access, with recognizable core 

structures remaining constant throughout the project. Portland's action can seen as bringing validity to the social/private intervention. The 

individual as interventionist is invited to participate in projects. 

One aspect of this approach has not been entirely successful. A conscious decision on the part of 

designers was to use silkscreened glass in the shelters rather than vandal proof polycarbonate. When speaking with one of the project 

architects, this point came up in discussion. It was of some concern because only months after opening the new rail line, many glass 

surfaces were already vandalized with scratches. The glass was of importance to the distinctiveness of each shelter as artists had etched 

images onto these windscreens. It comes across as a curious mix, the scratches of a vandal versus those of an artist. 

The funding body may well ask: is public art as a means of providing identity to public transportation 

justified? One study of vandalism on the Swedish system which has incorporated public art in transit stations since the 1950's, concluded 

that there is "no outstanding justification that public art will reduce vandalism and graffiti."(Fitzpatrick, 1997,84) Moreover, maintenance and 

repair of art interventions are at a higher cost than standardized building components. In the same study, however, public opinion deemed 

that art in the transit system was an important contribution to everyday life. 

The difference between graffiti, as vandalism, and established art projects then lies in the perception that 

the former disrupts the community while the latter enhances and is an expression of the community. Proponents of public art deem it as 

offering the users and the community a sense of ownership and involvement. On the other side, this approach has been criticized by 

members of the arts community as endeavors which institutionalize outsider art. Chosen works tend to fit within the definition of what the 



climate 
funding bodies deem accessible and appropriate for public consumption, aimed at pleasing the general populous, rather than being a force 

vandalism 
that pushes boundaries and asks questions. 

extremes 
Case studies: The significant link between graffiti and vandalism, in my mind, is the desire to appropriate 

sameneswthe public object. One urban project that directly addresses graffiti is the Harburg Monument Against Fascism close to Hamburg, Germany. 

i„,e„,Here, leaving your mark is the value adding mechanism.The monument, sited next to a shopping mall, invites citizens to sign their name 

, to a column that serves as a memorial. The lead encased column is periodically sunk into a pit. As more names cover the column it lowers 

into the ground until it eventually disappears. (Miles, 1997, 80). The project is not a finished work until the column disappears. The column 

serves a social need, giving up a measure of control to the public, becoming a canvass for individual marks: "The result had nothing in 

common with the prized "Golden Book" of a city one local reporter had anticipated at the unveiling. Instead, the column had become a true 

mirror of our present day, a "thumbprint of society" concealing nothing and revealing all. The surface of the pillar, deliberately left blank, 

offered scope for the unrestrained articulation of the diverse opinions and moods coexisting in this German city at this point in time." 

(Gerz+Shavez-Gerz, 1994,42)The Harburg project subverts certain aspects which are central to the graffiti movement by being (for a time) 

above ground and inclusive. Moreover, it subverts graffiti's position (outside and underground) which is the movement's stronghold. In this 

case public object invited participation and relinquished control. 

Another project, in Barcelona, succeeds in more subtly subverting vandalism while at the same time 

involving the community. Carrer de Brasil is anew urban project adjacent to the Sants district of Barcelona. It acts as a corridor, at street level, 

built above a sunken roadway. On either side, bisecting the corridor are secondary streets. The project is bordered by apartment blocks and 

shops spanning a distance of over 800 metres. Its features include lighting standards, bollards, tree planters, benches, railing, and green 

space. The project's physical presence and regional expression is achieved by exaggerating mass, posture and materiality. The surface finish 

is oxidized metal (CORE-10) which acts as a significant unifying attribute throughout. It repells vandalism as spray paints and adhesives do 

not adhere well to rusty surfaces. The elements have a noticeable lack of joints and parts, and a significant mass, conveying a measure of 

monumentalism and the message that they are not easily tampered with. As the community gets accustomed to the space, the surface 

finish changes over time, and passers by can record this change in their memory. The quality of the Mediterranean light and the colour of the 

soil are also reminiscent here. This creates a dialogue on various leveis giving the project particular resonance in the community. 
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Considerations: From personal observations of the cited projects and using specific studies on target 

vandalism 
vulnerability, certain conclusive threads begin to appear in terms of design considerations. The first is the surface treatment of the object. 

r,>m<!1t acts as either a buffer or canvass, repelling or inviting dialogue. In the case of the Barcelona project, the surface repells graffiti but is very 
mobiiitygppggijpg jn terms of its surface quality. Shiny surfaces such as polished granite, appear clean and finished, yet stickers, adhesives and 

samenessspray paints really enjoy these surfaces. Grooved surfaces, as suggested by Wise (1982) "do not provide the cues of smooth blankness 

imenthat might indicate its possibilities as a writing surface". Softer surfaces such as wood can trigger the instinct to carve. In one study by 

Sandahl and Christensen of carving on picnic tables, researchers found an association between previous carving and the occurrence of 

new carving.(Goldstein, 1996) They found that signs of previous carving may be a "releasor cue" that encourages carving behaviour. The 

study does not address, however, what motivates the initial behaviour. It may be assumed that locating these objects in campgrounds, 

where in some instances the chopping of wood and utilization of hunting knives is quite common, the carving of picnic tables is more likely 

given the environmental cues. 

The second area of focus comprises the complexity of the design. An urban element that has many parts 

and exposed joints is liable to weakness with excessive use. It also offers more opportunity for being tampered with. On Carrer de Bresil, 

the urban elements such as the lighting and the bollards have few visible joints. The objects were simple, oversized and exaggerated. 

According to the aesthetic theory of vandalism, proposed by Allen and Greenberger, the same cues that give aesthetic enjoyment of certain 

stimuli, are also central to its destruction. The creative and destructive act appear to be closely linked. Allen and Greenberger (1978) report that 

people enjoy complex stimuli and they spend more time exploring complex patterns. Complexity is defined as "increasing directly with the 

number of independent elements and indirectly with the redundancy among the elements". (Allen +Greenberg, 1978, 311) Complexity also 

works against the object by provoking acts of vandalism. According to this theory, the phase prior to destruction, involves an examination and 

judgement of the object. This would mean perusing the object for stimulus properties such as complexity and novelty, as well as size and 

patterning. In the second phase, during destruction, greater enjoyment would be derived from the object if the process of destruction is more 

complex. In their research subjects were given pairs of model buildings to destroy. In each pair, one structure was complex in its construction 

and materials, whereas the other was 'simple'. 82% of subjects chose to destroy the complex structure that had many components. 

The third area of consideration comprises massing. Something that appears weighty and stable does not 
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afford the opportunity to be moved. In Allen and Greenberg's study the size of the components was a factor.The model buildings made of 
vandalism 

large blocks were less likely to be destroyed. Depending on the material choice, using sizeable components evokes stability and therefore 
ex ren,<,srecjuces trie perceived vulnerability of the object. 
mobility 

sameness Observations: What is interesting about the two aforementioned approaches to vandalism is that the 

first is fundamentally a refusal of the user while the second is inclusion. Is bleakness the consequence of when a city refuses its citizens? 

drawi Some marks add value to an object (public art), other marks take value away from the object (graffiti). If the forces that control public space 

appropriate the elements within it back to individuals, by way of inclusion, the 'authorless object1 may regain its identity. 

How the design takes conditions such as vandalism into account, therefore influences the life of the 

project. Is it possible to use these conditions as tectonic devices which add value both to the form and the experience? There is a point at 

which the design of a project admits a certain loss of control; what happens to it when it enters the public realm is never fully anticipated. 

It is in that precarious condition of exposure that another potential of the 'public' object lies. Using vulnerability and the potential of time in 

the design process is where a pragmatic response can become a mediated response. 

In the case of this design proposal, inclusiveness has been an overall design criteria in order to reduce 

vandalism. The windscreens and lighting define personal waiting areas for the user. Each partition has its own digital media panel.There 

is an interplay between the shared space of the facility, and the objects within the space which are individualized. The structure is 

permeable from all sides, so as to not separate the user from what happens on the street. In keeping with reduced complexity and 

exaggerated massing, the concrete blocks convey stability and simplicity. The seating surface responds to the user by flexing slightly 

when it is occupied. 
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ex,remes The cities of Atlanta and Portland can be read as manic opposites in North American urban planning. They 

motHiitghow a glimpse of the kind of development which may occur in cities such as Calgary, in the future. The two cities pose as useful contrasts 

samenesŝ  urbanization trends. 

intent 
Portland, USA: In 1979, Portland drew a 364 mile boundary around the city and portions of the surrounding 

drawings 
counties to contain sprawl. This planning initiative was termed the Urban Growth Boundary. Outside of this growth perimeter, any new 
development would be prevented from hooking into Portland's sewer and water systems. New development within the city occurs only on 

previously used municipal land. This planning incentive aims at containing growth on a surface area, thereby increasing urban density and 

maintaining the integrity of the peripheral landscape. As a result of this decision making, Portland's population density in 1997 reached 

2,105 (pop/sq.mi). 

Portland is experienced as a highly walkable city. With a reputation for preferring parkland over expressways, 

in Portland properthere is a noticeable integration of many modes of transportation. The downtown light rail system is fluently sewn along 

pedestrian areas, inviting pedestrians to jay wa Ik, without the need for railings. Open public space, textured paving, pedestrian circulation, 

and the scale of built form have been carefully considered. With rising housing prices, and a projected population increase of 36% in the 

next twenty years, Portland is currently debating the expansion of its footprint. Just as with many growing cities, cheaper land, outside the 

core, has become attractive for many industries. A new light rail transit line, opened in the fall of 1998, addresses the gap between the city 

and areas which now lay beyond the growth boundary. The new rail line links the silicon forest industry, which lies on the periphery, to the 

whole of the city. 

Light rail transit carries 45% of commuters into the downtown area. The downtown has 20% of the overall 
regional employment share. From 1980 to 1990, the city noticed a significant decrease in the public transport market share of 35% for work trips. 

Whereas from 1990 to 1995 transit usage increased by 4.4%. 



vandalism "Atlanta is a city rich in history, but all its history has been erased and removed and is present only in 
completely artificial form. Of course there is culture in Atlanta, but of a synthetic nature: intensity without physical density. Things are happening 

extremes jn the city without being physically very impressive. Atlanta does not have the classical symptoms of city; it's not dense; it is a sparse, thin carpet 
of habitation, a kind of suprematist composition of little fields. Atlanta is not a city it is a landscape." Rem Koolhaas 

motility 
sameness 

latest 

drawings Atlanta: From any vantage point, Atlanta is read as a car reliant metropolis. Metro Atlantans drive an 

average of 34 miles per day in the labyrinth of motorways. Atlanta can be characterized like Calgary as an uncontained city as there are 

no natural boundaries such as mountains or bodies of water to contain growth. It is quite possible for the city to continue this vertigo of 

expansion. In 1998, the city spanned 110 miles across, up from 65 in 1990. In the last decade, the bounds of the city have almost doubled. 

We can understand the hyper expansion in the rate the city consumes outlying fields and farmland: each week = 500 acres. 

The Atlanta Zoning Ordinance " passed twenty years ago with a strong push from the business community, 

set floor-to-area ratios so high above the market for development (even today) that it rendered zoning ineffective as public policy and caused 

speculators to demolish numerous older middle sized buildings, converting them to surface parking lots while waiting for a boom economic 

cycle to pay land prices based on eighty story buildings." (Atlanta, Randal Park) 

Atlanta is home to CNN, a Coca-Cola museum, and vast tracts of shopping malls. It is a hub for cargo 

planes delivering fresh produce from all over the world to other parts of North America. Its rail infrastructure is primarily underground. The 

overall public transportation share is 1.428% of the population (1997). Atlanta's population is 68% African American. With a density of 

1,359 (pop./sq.mi.) its population has increased by 21 % since 1990. The mostly white suburbs are densifying rapidly. In contrast, the inner-

city, with an unemployment rate of 30% (1993) is low income African American. These inner-city areas are in contrast to the mostly white 

downtown businesses. Recent proposals for the inner-city include the closure of the centrally located Atlantic Steel, to be replaced by a 

high tech industry, corporate housing and retail space. 



4 

boundaries 

climate 
The excess of paving and vehicular traffic has resulted in daily smog alerts broadcast over the radio. The 

vandalism 
regional commission was denied funding for road expansions by the federal government until a twenty year plan was in place for compliance 

e*"Bmeswith air quality standards. 
mobility 

sameness Another condition directly associated with urban form is the city's curious weather patterns. Within the 

IIltl!!1pity, urban heat islands have formed as a result of the loss of vegetation and an increase in the paved surface area and other heat absorbent 
dr8,vi materials. Intense sunlight reaches the paving and concrete on the miles of roadways, and raises the overall local temperature, causing 

convective clouds to form over the city. These clouds in turn increase the frequency and intensity of thunderstorms. Intense thunderstorms 

and downpours affect mobility on the arterial roadways and at the airports, practically shutting down the city, causing rerouting of flights to 

other cities. 

Contrast: The idea of city, by definition, is vastly different in Portland and Atlanta.They serve to demonstrate 

the extremes in North American urbanism; they also show two approaches to the situation Calgary is experiencing. While there is a 

palatable flavour to the at grade streets in Portland, with a mixture of urban experiences and mobility choices, evidence of collective 

streetlife in Atlanta is primarily inside shopping centres and underground transit stations. In Portland, the street exhibits a conventional mix 

of events (working/living/leisure/travel) in keeping with the traditional concept of the city. The inner city is punctuated by markets, plazas, 

theatres and food stands. In the contained city, such as Portland, streetlife is an interplay of activities. 

In Atlanta, the collective experience is indoors (transportation, leisure). On the underground Marta, the 

daily routine of communal travel comprises the experience. Inside the malls, collective events are mapped by spectacle and consumerism. 

The notion of a city and the activities associated with that notion have, to some extent, been transferred to an isolated concourse of stores, 

accessible by car, rather than by foot. (From GeorgiaTech Campus, the nearest grocery store is 10 miles) One drives to the experience. The 

outer perimetres of the shopping malls are void, with all the activity contained within. In the uncontained city, such as Atlanta, streetlife is 

contained indoors. 



boundaries 

climate 
In Portland, the transit related facilities such as the light rail platforms are located at grade, on the streets, 

vandalism 
mixed in with housing and pedestrian routes. Seating and waiting areas on the platform are integrated with the flow of traffic and what 

extreme nappens on the street. With this open plan, there is little need for safety measures. Attention has also been paid to representing local 
interests, at each transit station, in terms of paving, lighting, tiles, and imagery. Connection between transit stations and adjacent areas 

samenesfias been well conceived. Bus shelters in the city, on the other hand, have not been produced locally, and do not reflect the same attention 

inteoio detail. In Portland the urban design initiatives can be traced from containing the growth of the city and adding public space to the 

(lrawiraj:.downtown, all the way to details related to public modes of travel. In Atlanta, the most important contrast to Portland, is that its public train 

system is located underground. This gives an entirely different experience for the transit user. The system is segregated from the rest of the 

city; it has its own air quality, its own light qualities and also its own subculture. The stations are heavily policed. Travel between the 

stations and adjacent public areas such as the Peach Tree Mall is not well integrated for the pedestrian. In this case, the private vehicle has 

dominance, while the pedestrian is an afterthought. There is little representation of local culture at the transit stations. Bus shelters, in some 

areas, have telephone service, but often lack protection from the sun and rain. In Atlanta the extreme dominance of the private vehicle in 

the layout of the city can be traced all the way to details such as connection and shelter. 
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Studying mobility trends in North American cities versus compact cities such as Singapore (see page 8) 
vandalism 

has informed decisions in this project in terms of how transportation networks function, and how density issues in sprawl cities such as 
11 'Calgary greatly affect the success of the system and the liveability of the city. In Singapore's case, due to the shear volume of people 

mobllltvcommuting, and the little land available for interventions, the city has taken measures to ensure that the most efficient means of travel and 

samenessjanrj use are supported. This is in contrast to Calgary, where, due to a very sparse population, and plenty of land there are little incentives 

i»t«iitto use public transit. Trips through and between the suburbs account for only 10% of the travel in these communities. At the same time, 

(irawingsVehicle occupancy in Calgary is just over 1 person per vehicle during the morning peak period, when the roads are quite congested.These 

statistics suggest rather inefficient travel behaviour in large areas of the city. 

It is important to identify current trends and shifts in our mobility and land use behaviour, in order to trace 

the impact on smaller urban interventions such as waiting facilities. 

Shift: Everyday mobility has profoundly changed from that of the recent past. The focus of daily activities 

is spread out over a larger area that we now drive to. In the past, travel in North America was associated with commuting to work. Today, 

the non-work trip is a significant reason for travel. Households in Canadian cities are becoming more solitary. We lose more and more 

time in traffic jams. We are spending more time travelling in vehicles for everyday activities such as getting groceries. In the traditional 

city, these daily duties were within walking distance. The shift is apparent in the use of domestic space. Women who spent a large 

proportion of their day in the domestic home are now spending their day as family chauffeurs; picking up children from school, doing 

errands, driving to shop. Concept minivans have been equipped with small washing machines and microwaves. Domestic activity is 

shifting to the car. 

"The most important attributes in strategic mode choice, in order, are seen to be bus fare, parking fee, and 
bus reliability. The time once in the vehicle is relatively unimportant. " 

Culture: How does public transit become appealing in the culture of the individual? How do you transform 

a car-dependant life-style in a city with a wide and growing footprint? In a culture weaned on the advantages of the private vehicle as the 

appendage to the backyard and fresh-air suburbs. 



is 

boundaries 

climate 
The highest proportion of transit riders are in the age group (15 to 24 and 65+); these individuals have 

vandalism 
fewer mobility choices and more dependency on public modes of travel. They are to some extent already sold on transit. Public transit 
turns into a viable alternative for those who own vehicles, when using the private vehicle has certain disadvantages and when the service 

moblllt,is able to offer advantages over the automobile. Disadvantages such as the unavailability of parking, indirect routing, increased parking 

sarrienessfeeS( congestion, long commutes, weather, and the quality of the journey have an impact on the satisfaction of the driver. (Little attention 

:ss;e:shas been given in the suburbs to the quality of the journey itself.) Public modes of travel, on the other hand, can offer certain advantages 

srawiiKjspy promoting the amount of free time one has during the journey, reduced liability, reliability of service, savings, sociability and reduced 

stress. Public transit also appeals to sensibilities regarding inclusiveness, the liveability of a city, environmental impact, and sustainability. 

The system can also be seen as linked to other modes of travel such as airports and train stations which offer sophisticated consumer 

oriented services. 

Cost: Suburban roadways are inefficient collectors as they carry proportionately fewer people while 

occupying a larger proportion of land area in the sprawl city. These road networks funnel drivers onto one route, out of the development, and 

onto a large arterial path. The amount of route choices for the driver is less when compared to a dense network of smaller streets. After 

factoring in the cost of road maintenance, traffic signals, signage and asphalt paving, the kilometres of roadways in the suburban sprawl 

city, as compared to the actual use of these roads, this system is wasteful. In Canada, the areas that require the highest subsidies to their 

urban transit systems are generally those that have the lowest densities. These luxurious sprawl patterns tend to collapse a transit system. 

"Road users tend to use the system as though it were free, road space is achieved by queuing, an inefficient 
allocation... if users pay directly for the use of road space - with higher fees on busy roads during congested times - they are more likely to use it 

efficiently (by traveling in off-peak periods, grouping trips, public transportation..)" (Irwin, An Overview of user pay options and applications, 1998) 

Land use: The widely accepted notion that the private vehicle gives both independence and the freedom 

to travel is supported by a society based on the individual, with plenty of land. By travelling on one's own, the individual isn't dependant on 

another's time schedule.The private vehicle is also regarded as a more direct and faster means of travel throughout the city and the suburbs 

than public transit. In a culture which values efficiency and speed, because there is so much room to navigate, the private vehicle gains the 



climate 
advantage.The private vehicle continues to have the advantage as long as single family housing has high value, and city sprawl continues. 

vandalism . . . . . . ... 
In certain dense cosmopolitan areas such as downtown Vancouver, where parking is limited, public transit has gained the advantage. 

extremes 
mobility Comparing high-density land scarce areas such as Singapore to low density landscapes such as Calgary 

shows the extreme contrast of urban mobility realities. Owning a vehicle in a very dense landscape is a privileged position, rather than a 

i„,e„pecessity. In the land scarce scenario, as is the case of Singapore, the actual cost of using road space is transferred to the vehicle owner. 

((nwj Vehicle owners pay directly for the use of road space in vehicle registration fees and area licensing. There simply isn't enough land mass 

to expand the proportion of road related infrastructure. In Western Canada, where land is plentiful, owning a vehicle is necessary for 

covering a large land mass in order to perform the duties of daily life.The cost of road space is transferred to the municipal and provincial 

governments, via the taxpayer. Vehicle owners do not pay directly for the actual cost for using the road. 

Waiting for an expected service such as a train or a bus, the perceived time is overestimated. Because 

there is an expectation of service the perceived time of the actual occurrence of the event (arrival of the bus) is stretched, moreso if the 

service is running late. During this time, one can assume that time spent doing "nothing" is deemed longer than time spent doing 

something. The time that it actually takes to travel to one's destination is less of a nuisance than the time spent waiting. While in the 

process of travelling, views rush past, consumed through the window by the passenger. If, in the time spent waiting for a bus, there are 

options and cues and details to occupy one's time, then the perceived time will be shorter. In contrast, waiting in the sameness landscape 

of the suburbs is more pronounced. The lack of objective indices of time (such as clocks) and the lack of significant detail, stretches out 

perceived time, to the point of boredom. On the elevated platform, in contrast, traffic rushes past, and there is the potential for movement, 

which alleviates the weight of the experience. When passengers wait for as much as 10 to 15 minutes, such as in the suburbs, people 

require more space (10 -13 ft2), than in situations where waiting times are quite short. (Benz, G. R 1986) The burden of waiting is such a 

factor in the mode choice that it is a deterrent to choosing transit. The bus shelter can offer possibilities in the form of seating options and 

digital media to alleviate the perceived burden of waiting. 

Potential: Can the shelter be a place where people like to come and gather? The potential of the bus 

shelter in the North American city is great. At a time when cities are discussing the fallout of sprawl, public modes of travel are receiving 



boundaries 

climate 
attention. The impact overtime of changing small details in the realm of the city can only be guessed at. Putting attention on the everyday 

vandalism 
small spaces to gather can have an effect on the life of the street. Just as the introduction of the private vehicle changed the geometry of 
our cities, a shift back to public transit, can have another long-term impact. Public transit can become a means experiencing the city. It can 

mobdit̂ e|p to 0pen Up c|osecj districts of the city by interconnecting suburban areas. It can address the importance of both the human factor and 

samenessthe social experience of the city. It can act as a point of exchange and face to face contact. 

intent 
"The bus stop is the first point of contact between the passenger and the bus service. The spacing, location 

and design of bus stops significantly influence transit system performance and customer satisfaction. " (Findings from a Survey on Bus Stop 
Design, Journal of Public Transportation, 1997) 

The importance of this banal architectural form, in the realm of the city, is that by improving the nature of 

the shelter, the system is perceived to be more consumer-oriented, gaining a degree of competitiveness with the automobile. The 

importance of the bus shelter can also be understood in terms of land use; by increasing bus loads, road networks can become more 

efficient and of a higher quality. The ultimate goal of improving transit facilities in the suburbs is to produce a city of a higher density with 

a layered and dynamic use of space. It could be possible for the pedestrian to reclaim certain areas that have been attributed to the private 

vehicle. 



(Transport Canada 1998) (City of Calgary GoPlan InfoSeries) (Daily Commercial News 1998) 

boundaries 

climate 

vandalism 

extremes 

mobility 

sameness 

intent 

drawings 

SHIFT 

15.1% household expenditures on 
transportation in 1998, 87% of that spent 
on buying, operating and maintaining a 
vehicle . 2.6% spent on transit per 
household 

26.3% increase of the urban population 
in major Canadian cities from 1981 -1998 

Number of pers/household has 
diminished, while the amount of travel 
required for shopping, recreation, etc. has 
increased 

Estimates indicate that time lost in traffic 
jams in Canada costs the economy $4.1 
billion a year (1998) 

31.8% of expenditures per household 
were on housing + furnishing in 1997 

Patronage of Canadian transit systems 
has declined by 11% since the mid-
1980's 

COST 

Users pay 46% of total cost of transit 
systems (1998) 

$245,000/year = cost of the additional 
bus service to a Calgary area where the 
density is 1.2 units/acre lower than 
planned. (1993) 

S4,000/lane km = cost of arterial 
roadway maintenance in Calgary (1994) 

$1,000/lane km = cost of traffic 
operations including signage in Calgary 
(1994) 

$1200/signal = cost of traffic signal 
maintenance in Calgary (1994) 

$10/sq. m. = annual bridge maintenance 
in Calgary (1994) 

$4,975 = cost of operating a car in 
Calgary (1993) 

375% = increase in cost of asphalt paving 
1970 - 1985 

$326,000 = cost of a transit bus (2000) 

$5,000 - cost of bus shelter (excluding 
pad) 

In 1997, the transit industry generated 
$1.7 billion from users, operating 
subsidies = $1.5 billion 

Prices of transit systems increased by 
26% relative to the cost of using 
automobiles (1998) 

CULTURE 

Automobile - means of travel most 
used by Canadians 

25 - 44 age group = largest group of 
transit users in Calgary 

15-24 and 65+ age groups = highest 
proportion of riders 

69% of Ontarians have access to public 
transit systems (1998) 

Quebec has highest number of annual 
trips. Quebec users pay the lowest transit 
fare at $.84 / trip (1998) 

In suburban areas transit ridership = less 
than 10% of total trips 

Urban transit subsidized by both municipal 
+ provincial governments 

Average urban transit bus load (no. of 
passengers/ 100vehicle-krn) has steadily 
declined from 1983 - 1996 

LAND USE 

1,900 vehicles/lane/hr = maximum 
capacity of a street; the most vehicles 
can be moved at 40 - 55 km/hr. More 
vehicles cannot necessarily be moved 
at higher speeds, because the increase 
in spacing that drivers require outweighs 
the increase in speed 

Vancouver - highest downtown housing 
density of any city in North America 
Average commuting time - 60 minutes 
(1998) 

1.13 persons = morning peak period 
vehicle occupancy in Calgary 

Extent of private vehicle activity in 
Canada has not been monitored 

Amount of cars registered in Canada has 
increased from 9,554,000 in 1977 to 
13,487,000 in 1997 

On a per trip basis, highest subsidies are 
provided to Western Canadians (1998) 
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SHIFT 

22 minutes = average commute in the 
U.S. 

Two third's of rural households have 2 or 
more cars 

Use of transit and carpooling - declining 
more so for women than for men (Moving 
Beyond Gridlock, 31) 

Shift of jobs to edge cities means quicker 
commutes for suburbanites, more travel 
for lower income residents, lower transit 
demand 

Less than 1% of work journeys are by 
public modes 

COST 

$23 billion spent on transit in 1993, 
31% financed from users, remainder from 
taxes 

Public funding in the 1980's oriented 
primarily to downtowns, which have 
captured only a small share of the recent 
travel growth (Moving Beyond Gridlock, 
5, 1996) 

Roads in large urban areas require some 
of the most expensive improvements. 
(1995 US Dept. of Transport) 

60% of transit vehicles in non-
metropolitan areas belong to welfare-
based "human service agencies" (Modern 
Transport Geog, 1998, 201) 

CULTURE 

21 % of Americans order take out at least 
once a day 

U.S. = world's highest car ownership 
rate 

In the states, there is already more than 
one car, van or light truck for every person 
aged 16 or older 

43.1 - percentage of no-car 
households over the age of 65 in 1990 
(Modern Transport Geography, 1998,201) 

11.5 = percentage o( households 
without a car in 1990 (Modern Transport 
Geography, 1998, 201) 

1990 Census reported that worsening 
congestion did not convince people to 
move closer to work. 32% would settle 
for longer commute, 34% for living farther 
from shopping and entertainment, 24% 
would compromise for a smaller house 

Men with higher incomes make more 
vehicle trips and travel greater distances 
(Moving Beyond Gridlock, 31) 

LAND USE 

50 acres of U.S farmland lost to 
development every hour 

Of 32 major cities in the US, density had 
a significant impact of shifting travel away 
from cars to transit 

Dedensification of development and the 
failure to provide pedestrian accessibility 
at activity centres is likely to result in further 
increases in vehicle trips by women 

Suburbanites drive 110 more hours each 
year than city dwellers 

Fastest growing transportation market -
people travelling from one suburb to 
another 

Principal highways in the US account for 
9% of the roads but carry 61% of daily 
travel (1993) 

SI0O0 Annual revenue per sq. ft. of retail 
space at Pittsburgh airport. S250 annual 
revenue per sq. ft. of retail space at a 
typical shopping mall 
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Flexible working hours have been 
encouraged 

No vehicle is allowed to be more than 10 
years old 

COST 

Annual road tax increases with the car's 
engine capacity 

Vehicle quota system can be bid on for 
monthly tender. Number available for 
bidding on announced every month 

Area licensing scheme to charge vehicles 
for road usage at times and in places 
where they cause traffic congestion 

Cost of upgraded bus stops recovered 
by advertising panels 

Before 1998, an import duty of 45% was 
on all vehicles. $1,000 registration fee 
for private vehicles, $5000 for company 
cars 

LAND USE 

Singapore: world's third busiest port, 
after Rotterdam + Hong Kong 

Road related infrastructure occupies 12% 
of scarce land area 

To enter certain areas of the city at certain 
times, the vehicles must display the proper 
license. The effect has been that: a 
number of people come into the area in 
the evening after the restriction hours, 
and better use of roads in off-peak hours 

A restricted zone of 5km-' in the central 
business district 

110 km of expressway, 3.000 km = 
network of roads 

As of 1998 Electronic Road Pricing: all 
vehicles now fitted with what is essentially 
an electronic purse for the area, an in-
vehicle road pricing unit, with a stored-
value smart card 

Registration tee recently reduced to 
$140 for private cars with the Electronic 
Road Pricing system 

ERP system generating 40% less income 
for the government 

Singapore introducing 101 km of Mass 
Rapid Transit rail system, and a doubling 
of the city s bus fleet 

CULTURE 

3 million bus commuters daily 

Car ownership - 10O cars / 1000 
habitants 

By 2004, doubling of the length of the 
rapid transit rail line 

A space allowance of 0.15 square 
metres per passenger is allocated for 
standing bus passengers 

All vehicles in Singapore are imported 

Bus 60% of daily public transport trips 
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boundaries 
(Jeff Wall, The Bridge, 1980) 

climate 
Suburban form as sameness: The significance of the suburb is a largeness of (both vertical and lateral) 

vandalism 
scale, a standardization of built form, a peripheral location to the urban centre, and a dispersed pattern of settlement with a largely 

'"'"""''residential character. A search for privacy, homeownership, and closer contact with the 'natural' landscape, thereby a retreat from the city, 
:: has been the driving force of suburban settlement. There is a pattern of living based on common hours, destinations, property etiquette, 

sameneŝ ransportation modes and circulation routes.The palette is a shared set of colours and textures which are spread over the neighbourhood 

nueiiunit. This shared palette produces continents of sameness in the city. We can see the complicity in the building typologies, paving 

(lrmvilKJ,.treatments, lot sizes, plot patterns, and standardized objects. If you buy a house in the suburbs you buy into the same representation of 

home as the person down the road. 

The situation that exists in suburban districts is a curious mixture of sameness and, at the same time, the 

growing privatization of daily life in the city. Low-density single-use residential districts seem to offer the appropriate conditions to meet our 

desire for autonomy and privacy. In 1997, half of the American population was 'suburban' (Kelbaugh, 1997, 37) while roughly a quarter of the 

American households consisted of a solitary person. (Langdon, 1994, 20) In Canada, over the past 20 years, Calgary has increased its 

dispersal by more than 1000%, whereas Vancouver has increased its population density, within the same spatial boundaries. (Frisken, 

1994, 8) 

The social order of the suburban environment has been associated with a culture of individualism. The 

society turns inwards towards the private domain, rather than outwards towards collective space. Consumption patterns, the shy display 

of political involvement as a consequence of diminished public space, reduced local activities, the dependency on automobiles, and the 

shear contrast of time spent in the private domain (house, car) versus time spent in public areas are some significant indicators of the shift 

in social order towards individualism. (Langdon, 1994, 154, Fowler, 1992, 130) 

"... compared to traditional architecture, which rewards approach and inspection, the architecture of the 
commercial strip...tends to flatten, cheapen and trivialize the building." (Kelbaugh, 1997. 40! 
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" we must be able to lose our morphological illusions about physical dimensions " (Virilio, 1991, 19) 

vandalism 

The measure of things: Distances in the suburbs are based on vastness. These distances can be 

measured in everyday life: to and from the nearest grocery store, to and from work, the length of the block, of vacant land, the distance 

samenessbetween light standards, between mail boxes, bus stops, newspaper stands, the width of sidewalks (generally based on single-use), the 

,,,, height of light standards (borrowed from the highway), the radius of corners (to allow for the safe turning of large vehicles such as 

firetrucks), the setback of detached houses to the road, and the width of the road itself. The experience offered by vastness is in contrast 
drawings 

to the experience offered by a dense urban core where proximity to services, and the restricted/layered use of space produces varying tempos 
in daily life. 

Similarly, built form that exists alongside wide arterial roads in the automobile dominant suburb, is very 

different from built form in the pedestrian landscape. The American affinity for bigness (quantity over quality) and the automobile, has spilled 

over into how we dimension liveable space. Signage, viewing angle, massing, permeability and detailing is either forsaken or exaggerated, 

to coincide with the attention span and needs of the driver. This is visible in pared-down communication, large scale billboards, the scale 

of typeface on signage, the oversimplifying of information and the use of broadside colours competing for the driver's attention. 

The commercial strip is geared towards the seduction of consumers who may be driving by at an arterial 

pace. This has been termed as a sense of spacing based on speed: "the dissolution of urban form into the temporal vectors of transportation 
and communication networks" (Pope, 1996, 9) A simplification of the landscape dulls the senses. In studies, drivers have shown that a 
visual preference for what they see, is highest in residential neighbourhoods, declines on collector roads, and plummets on arterials. 

(Langdon, 2994,36) The sense of boredom with the experience increases as the landscape flattens out and the richness of detail deteriorates. 

"turn of the century streetcar commuters spent about 20% of their daily wages on the work trip; urban auto 
commuters now spend about 7%." (Kelbaugh, 1997, 31) 
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extremes 
".streetcar service operated in a circuitous way: without adequate service, residential growth could be arrested, without development, a 

HMrtMtBY municipality's potential tax base was diminished..without services, people might not invest in housing in that suburban district. "(McCann, 1999, 
119! 

sameness 
Expansion logic: The logic of Calgary subsumes arbitrary expansion. Natural boundaries that define 

drawiiMjscities such as Barcelona and Vancouver (mountain/sea) do not constrain the city. The constraints which have affected urban form in Calgary 

are the ninth avenue railway tracks and the arch of the Bow river, sandwiching the downtown and increasing the vertical scale. Boundaries 

such as these act as a limiting force as well as a means of negotiating the city. 

Before the arrival of the streetcar at the turn of the 20th century, Canadian cities were rather compact. 

There were practical drawbacks to spreading the city out too far due to the harsh climate, the difficulty in getting a mortgage, the slow 

population growth, and the high cost of laying down sewer and water lines. At the turn of the century, however, suburban lots flooded the 

market. For decades these lots remained unoccupied, which left a legacy of fragmentation on the landscape. (McCann, 1999, 116) At the 

time, streetcars provided the means for residents to travel throughout the city. Public transportation then played a large role in suburbanizing 

Canada. The pattern of suburbanization in this country can be as associated historically with street cars and buses as it is the connected 

now to the private vehicle. 

Canadian suburbs were generally plotted along a north-south, east-west axis, with rectangular lots.The 

more prestigious districts such as Mount Royal followed a curvilinear street system. The curvilinear street system came into fashion on 

this continent after the 1850's and the beautification of cities such as Paris. The notion of fresh air and open space was borrowed by 

planners from Europe and imprinted on the prairie landscape. In neighbourhoods such as Mount Royal, the curves were meant to appeal to 

a sense of tranquility, with plenty of green space and large front lawns likening the European aesthetic of the formal garden. As a retreat 

from the city, the suburbs appealed both to the Romantic notion of a closeness to nature and the 19th century imperative of bringing health 

and beautification to the compact city. 
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The injection of vast space and air into the prewar city, added so much room that it essentially closed the city down. 
vandalism 

extremes Before the first World War, Calgary contemplated the European concept of beautification. By 1911, the city 

m„hti<t was experiencing a period of sudden growth and an influx of people. In order to deal with this sudden development, Calgary commissioned 

a town plan by Thomas Mawson, an English landscape architect. Utilizing 19th century notions of beautification, Mawson drew detailed 
sameness 

plans for every district of Calgary. The emphasis of the plan was on regulating the development in Calgary "along lines of utility, health and 
iatant 

beauty" using wide boulevards, important views, elaborate bridges and preservation of the riverbanks. From 1912to1914, Mawson's 
n captivated the planning commission. When he first delivered his speech in Calgary, at the time, Mawson's ideas were grand and 

novel. As time passed, and coinciding with a downturn in the economy, the impact and the importance of the concept wore off. Town 
officials also became more familiar with practical planning notions. The municipality hadn't developed much farther with its foresight than 

providing for the immediate needs of the city. With the arrival of the first World War, the political focus shifted to defence. The municipality 

then changed their priorities to reform and efficiency, focusing on housing and sanitation, and putting the beautification plans aside. 

The layout of pre-WW1 Calgary is a testament to the repetitive and democratic distribution of spacial 

units. The adoption of the Cartesian grid system, (or in the case of western Canada, the survey grid based on the quarter section) flattened 

out three dimensional space, overriding the specific typography of the landscape. The grid was the means of subdivision and speculation. 

Public space was generally left to the spaces in between, which in effect renounced the collective social order. (Cuff, Slow Space, 126) 

In the 1950s, in order to overcome certain characteristics of the gridiron, new Canadian suburbs came 

into being. At the time, the traditional grid was seen as exposing residents to increased vehicle traffic in highly permeable areas. The idea 

of the neighbourhood block was created to provide a measure of closure. The new suburbs transformed into'.'.residential districts that 
included such characteristics as clearly identifiable boundaries; a hierarchy of 'safe', curvilinear streets; a recognizable centre (usually a school and 
its grounds); a mixture of residential types; local shopping facilities; and open spaces'.' (McCann, 1999, 136) The new suburbs were promoted 
to prospective homebuyers as being modern, clean, safe and upholding traditional values. The cul-de-sac offered homebuyers with young 

children a safe place to gather, protected from thru-traffic and exhaust. The paved bowl of the cul-de-sac became in effect the public space 

for the street. 
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"the premium for providing services to three-unit per acre sprawl located ten miles out is $48,000 per house, 
vandalism or twice that of a twelve-unit per acre development closer in." (Kelbaugh, 1997,34) 

extremes 
The flood of single-family suburban housing construction after the war years was a conduit of long-term 

n",w"vmortgage payments for tne banking industry. Municipalities and developers, on the other hand, were faced with incurring the costs of 

samenessiay|ng wâ er: sewer, electrical lines and roads to feed the new districts. As houses spread further away from the centre, the cost of feeding 

'»" them increased. (Kelbaugh, 199734) 

drawings 
"the present form of metropolitan expansion represents less the desires of its many residents,... 

than the uncoordinated activities of this leading edge of capital disguised by the ideology of growth." (Gottdiener, 1985, 249) 

Suburbanization was also fueled by government subsidies in the form of important tax deductions for 

home mortgages. (Gottdiener, 1985, 243) Canada came out of the Great Depression and WWII with a noticeable lack of housing. The 

government responded to the shortage by introducing financial resources aimed at housing production.The form of housing which most 

efficiently met the need was a pared-down mass-produced type on a rambling plan with a commercial centre. Land developers were 

deeply involved in the building of these commercial centres and intended them to be fed by a community of long-term residents. So the 

desire for privacy and autonomy was there and the government provided the means to achieve it in the suburbs. 

Pattern: Current urban theorists are considering the advantages of the gridiron layout over the hierarchical 

treelike arterials of the cul-de-sac.The grid offers, in most cases, shorter travel times, whereas a treelike network forces vehicles onto 

fewer and fewer lanes, producing suburban gridlock. From one cul-de-sac system to the next there is no access. The traditional gridiron also 

offers smaller blocks and generally narrower streets attuned to the pedestrian. As Albert Pope points out, in the grid iron city the detached 

house is on a system of continuous movement, whereas on a cul-de-sac the house is the end point. The psychological difference between 

those two conditions of living is great. 

". as we sacrifice coherence and sense of place, a major preoccupation of youth gangs is with marking 
territory, with defining their 'place'."" (Kelbaugh, 1997, 39) 
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vandalism jpg rlunger for collective social space appears now in the big box stores, coffee shops, fitness centres, malls: social space fed by the economy of desire 

extremes 

Divorce: In a suburban environment the understanding of what a city is is quite different. To a certain 

degree, residents become divorced from a social reading of the city. Low density inherently reduces the chances for public contact as there 
sameness 

are fewer people to meet in a given area. Communities without sidewalks are stripped of a pedestrian potential. Local authenticity and 
significant cultural reference points (beyond sites of consumption such as the shopping mall) have little if any representation. Fountains, 

drawm<jSp|azaŝ  statues anc| pUD|jc objects which have played this role in the traditional city as meaningful areas to gather are not represented. 

The lack of permeability of a street or a neighbourhood has an affect on the generation that grows up there. 

They understand that the rules are completely different. Its possible to keep secrets. Young people "can go few places under their own 

power" (Langdon, 1994,49)The drive to obtain their own vehicle increases as it offers a degree of self sufficiency. In the cul-de-sac, young 

people have a limited familiarity with their community and the neighbourhoods beyond their own. (Langdon, 1994,49) The sense of 

impenetrability of an area is further articulated by traffic and privacy walls. Gated communities are the hyperextension of a desire for 

safeness, control and privacy in the city. In Calgary, gated development projects have turned up in proximity to highschools and shopping 

malls, reducing the potential for both positive and negative symbiosis. The suburbs in effect produce areas so 'clean' they are empty of 

complex interactions and social space. 

Reaction: Canadian cities such as Calgary and Vancouver are experiencing a certain reaction against, 

what has been, the normative settlement pattern. Downtown living has currently become desirable for 'emptynesters' as it offers a mix of 

cultural and recreational datums, density, low maintenance, and freedom from vehicular dependency. Canadian households are shrinking 

and the make-up of the traditional family is changing (3.4 persons per household in the 1970's to 2.6 in the late 1990s). People who have 

grown up in the suburbs, have become conscious of time spent cutting lawns, shoveling snow, and constantly driving to amenities. The 

suburb has offered to some rather depraved experiential conditions, both in terms of the physical dimension and the social isolation. 

Privacy has come at a price. Downtowns offer diversity and more opportunities for social contact within a smaller area. Part of this 

reaction may well be attributed to the culture of individualism becoming tired of its own company. We are social beings. 
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Interpretation: public transportation within the North American city can be read as though it were a 

vandalism 
drawstring. A drawstring is made by stitching a fabric casing onto the body of a garment to provide a corridor through which the string 

extremes 
passes. On a flat surface, the drawstring acts as a means of gathering fabric together, making flat surfaces more dense. A public 

mobility 
transportation system in the flat landscape of the sprawl city can act as a way of making the landscape more dense. As it runs along a 

sameness 
corridor, it pulls from either side of the street, affecting the area within its proximity, and connecting this area to the whole. On a flat 

intent 
surface the drawstring affects not only the immediate casing, but the nearby fabric as well. It can draw from areas not immediately within 
its reach - pulling and making the surrounding condition more textured. In the sameness landscape of the suburb, public transportation 
facilities can exert a similar influence, pulling users onto the system, connecting them to the rest of the city, and making the landscape 
more diverse. Along densely bunched fabric, the drawstring can be read in contrast, as providing a steady line. The casing is a defined 

tract which runs through the folds and provides direction. In the dense areas of a city, such as the downtown core, the public transportation 

system functions as a connection line from one area of the city to the next. Between the apartment buildings and towers of the pleated 

fabric, the drawstring corridor is a clear line. The idea of a drawstring was used to interpret how public transit works in the city and how 

a facility could emphasize this idea. Could the shelter, in its composition, make the suburban landscape more dense? 

Decisions regarding the project have been informed by investigations of vandalism, climate, mobility, 

ease of production, maintenance, revenue generation, and the suburban context. The form comes about as a response to stitching 

together a sprawl city by inserting public spaces to gather. Mass transportation is one of the last domains for public space in the sprawl 

city. People come together from all walks of life, on the train and the bus, in synchronicity, as a critical mass. Sometimes recognizing one 

another, sometimes entering into conversation with each other, and sometimes preferring to keep to themselves. They take the train or 

bus, usually as part of a daily ritual. In doing so, they form a social reading of the city. They are in real proximity to one another, which is 

very different from the condition of the suburbs. On the train or the bus, a certain crowding occurs. All sorts of possibilities and ambiguities 

take place in these circumstances. Crowding, in contrast to low densities, offers a mixture of spatial and social factors. There is a degree 

of arousal which occurs when moving from an open vast space, with few people, to a public space with a critical mass.The aim is to allow 
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dim ate 
for a greater capacity of communication and exchange. The open space shelter becomes the site for this potential. 

vandalism 

Development: overthe course of the project, there appeared a constant thread between two influences. 

"r"""'k The first was how to communicate public space, deemed as lacking in the suburbs, and the second how to convey the notion of shelter. 

"men"The first influence, the design of public space, from an industrial design perspective, can be seen as the treatment of a site in terms of the 

'n,entobjects within the space [lighting, seating, signage, paving, etc.]. There is an important response to the context in terms of the adjacent 

'ii!Sbuilt form, views and activities. Openness is conveyed by the spaces that appear between the urban elements, through which one can 

pass and inhabit. 

The second influence noted over the course of the project is the expression of shelter and containment. 

In this case, it has to do with the experience of waiting and protection. Protection is achieved by enclosing the occupant. The form of a 

mass produced structure that encloses the occupant, having walls and a canopy, was the precedent. The threshold between how to 

convey outdoor public space on the one hand a nd containment on the other, became the crux of the project. 

In early concepts, the emphasis was on different objects as 'furniture' on a carpet.These objects when 

combined, became the space for waiting with many holes between the elements through which to pass. There was a perceived lack of 

protection with this approach. As the work progressed, the spaces filled in to some degree, and the project gravitated towards being a 

series of semi-enclosed containers stacked together along a single line. The reason for this pragmatic linearity, as opposed to nonlinear 

layouts, was the common denominator of the various spaces afforded to transit use. Finally, the project became a hybrid between 

furniture and an enclosure. 
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climate 
Proposal: the proposed design has to do with thinking about the facilities for public transit as a way of 

vandalism 
expanding the notion of public space and stimulating streetlife in the suburbs.The design addresses the geometry and vacancy associated 

extremes 
with the suburbs by using human scale dimensions, permeability in terms of access and visibility, an increased level of detailing, choices 

mobility 
for the user in terms of seating, partitions, lighting and information, and an integration with the site. The components form a kit of parts 

sameness 
for various sites. 

intent 
drawings 

The proposed facility responds pragmatically to the disparate conditions of public transit stops. There 
are certain basic physical characteristics which are common to many sites : road, curb, gutter, sidewalk, paving and/or greenspace and 
property line. The proportion of each element in relation to the other changes throughout the city, affecting the experience of the street 

and in turn the use of the facility. Few proportions between sites are constant. This in turn influences the dimensions available for an 

intervention. The available space for public transportation facilities on the street can be very narrow which reduces the options for 

variations in layout. The common denominator between these conditions is a narrow band of public land. 

The challenge of the project was to balance the need for containment and protection in terms of a 

shelter while evoking the idea of public space. These two points of departure are contradictory in nature as one is about enclosing and the 

other is about a design language introduced to a specific context. The proposed facility resolves this stretch in program as a series of 

components that can be used in various combinations for the 4000 bus stops in the city. The components do not form the typical 

coordinates of a fully enclosed container, with a single groundplane and four walls, but rather they are broken down into parts of walls, or 

partitions with various groundplanes. The components operate as foundation, stairs, partition, lighting, signage, seating and canopy.The 

assembly is foreseen to adapt to the conditions of the transit stop. 

In terms of th e usual prerequisites for the organization of built space, this type of assembly revisits the 

notion of foundation and wails, upsetting the hierarchy in order to make the structure impermanent in nature. A permanent building is 
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normally composed of foundation + walls + roof. This communicates permanent enclosure.To make the facility a flexible structure that 

vandalism 
is permeable, the notion of foundation and walls had to be revisited. 

extremes 
(nobility 

For the configuration of the city, this type of spatial layout adds a level of complexity to areas that have 
sameness 

shallow territorial depth. In the North American suburbs the urban tissue is composed of a roadway, a narrow line of underused public 
'"""land, and large sections of private space. This is in contrast to older cities, where densities have brought about varying levels of depth and 

rawma control. By taking the ordinary enclosed container of a bus shelter and opening it up to provide different views and areas for sitting and 

leaning, the shelter becomes a space that offers more than a single function within the city. It becomes a belt of public space adjacent to 

the residential property line, stimulating pedestrian and urban activity. Adding more functions and spatial possibilities to these stops will 

have the effect over time of shifting the focus from vehicle dominant streetscapes to streets where the focus is on both roadway and 

sidewalk with mixed modes of transportation. 

For the property owner, the band of lawn adjacent to the residential property line is indirectly engaged by 

the facility. Suggestions by the transit provider for this area should follow themes regarding openness and permeability, in accordance 

with pedestrian oriented streetscapes. Impermeable barriers as a response to increased traffic in the area should be discouraged. These 

types of deterrents act as visual and social barriers on the street, segregating private lots. Low lying shrubbery is one option that operates 

as a physical barrier, deterring users from entering a private property, without acting as a wall to pedestrians. Fences adjacent to the 

structure should be of a variety to allow for dialogue between the private and public spaces. As general rule, soft and permeable transitional 

elements should be used rather than hard deterrents. 

Components: The notion of public space is communicated in this design by our common understanding 

of steps. In the urban fabric, steps operate on various levels: as entry, as connection, as a shift in the groundplane, and as a place for 

gathering.This understanding goes back in our collective memory to classical times where people gathered on the steps in front of public 
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buildings to discuss the events of the day. On a practical level, due to the constraints of a narrow footprint of available public land, steps 

vandalism 
allow for flexible seating arrangements, giving t he user the choice of various heights and views. The concrete steps in the facility act as 

extremes 
a (freestanding) foundation for the structure. Most of the components that make up the facility are dependant on these steps. Rather 

mobility 
than digging into the site, gravity provides the most simple way of fixing these blocks to the ground. This is a hybrid solution that is easy 

sameness 
to install on site while giving the impression of permanence due to the materiality and collective weight. This means of building also 

intent 
allows for the easy addition or subtraction of components as bus routes become more or less used. 

drawings 
By dividing the enclosure into more intimate waiting areas by the use of glass partitions, the shelter 

addresses issues of vandalism. Large surface areas (exposed to drive-by vandalism) have been scaled down in size in order to reduce 

breakage and graffiti. The graphics are embedded deep within the high impact digital panels to inhibit tampering. The smaller glass 

partitions provide increased access to and from the facility allowing patrons to enter and exit at many points.This type of openness also 

maximizes the visibility of what occurs in the facility. The fixtures for the glass partitions allow for easy replacement in case of breakage. 

Addressing the refusal of feeling in single-use utilitarianism, the facility provides a variety of choices for the user in terms of seating, 

information, windscreen and lighting. The extruded digital media panels provide a measure of interractivity, sliding up and down along the 

glass partitions to suit the reading height of the user. In providing more choices it invites a degree of participation between the user and 

the object. It gives the user a measure of spatial claim and control over the facility. This type of human scale detailing gives further 

emphasis to the openness and the intimacy of the facility. 

Dimensions for each component of the facility refer back to the pedestrian.The dimension of the step 

is based on a comfortable seating depth of 20 inches. A gap of one inch between each step allows for the flexible arrangement of vertical 

supports for the structure. The rise of the stair is that of a landscape stair (1:3). The step is formed from white reinforced concrete, 

prepoured in a mold. The dimension of the wind partitions refer back to the run of the stair and the height of a person (72"). The width of 

the seating is generous (60"); suited to two people (in winter clothing) sitting side by side. The seat folds around the base of the step, 
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floating above to allow for easy cleaning and to give some play to the bent plywood when the seat is occupied. The point where it is 

vandalism 
attached to the step is hidden from view, reducing the chance for misuse. Each seat can be produced from birch ply flitches which do not 

extremes 
exceed the common industrial dimension of 4' by 8'. 

mobility 
sameness 

The supports for the structure and the light standards are the same dimension, (3.00" brushed stainless 
intent 

steel tubing). It sets up a vertical grid, placing the visual emphasis on the digital panels which move up and down, the lighting and the 
drawings 

canopy, allowing these objects to 'float' in the forest of poles. The supports can be mounted anywhere along the gap between the blocks, 
to allow for various sizes. The vertical grid also allows the facility to grow and shrink in length, as necessary, while providing a visual 
continuity in the series. 

The facility uses uncomplicated tectonics, both from an aesthetic and practical point of view. Each glass 

partition assembly has its own light source made from inexpensive side emitting fibre optic cabling. The cable is wound around the top 

like thread on a spool.The seat wraps around the stair blocks.The media panels slide along the glass, stopped by the partition fasteners. 

Joints that are uncomplicated are more easily understood by users, and make design more inclusive. This way of attaching different 

materials together also reduces the possibility for misuse and is easy to fabricate. 

Scale: the scale of the media panels is intentionally shrunk from the large transit advertising to suit the 

pedestrian. In the car reliant sprawl city, large scale advertising geared towards the driver has been a means of support for the system. 

For the user, time spent waiting next to advertising of this scale can be belittling. There is a proliferation of visual material on the street 

suited to the automobile. As this tendency receives more attention, we understand how the pedestrian has been left out of the experience. 

Large scale visual information can be read as one travels by in a moments time through the windshield. The idea of face to face intimacy 

is to contrast the removed experience of the street in a vehicle: it is a faster, yet withdrawn and introverted experience in a private vehicle, 
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advertising posters to a size more suitable to the pedestrian. The perception and experience of the street would be that the advertising 

vandalism 
plays less of a dominant role in the landscape. Practically speaking, the smaller scale of the digital media panels also requires the user to 

extremes 
be face to face in order to read them. Face to face encounters (the direct experience) ultimately call upon the user to confront the 

mobility 
collective, and their community. 

sameness 
The intention of the panels is also to open up the content and revenue generation to the possibilities of 

wwmJdigital media. The possibilities of this media for revenue generation could offset the capital and maintenance costs of the proposed 

facilities.The visuals on the media panels can be programmed to change throughout the day, according to the context, the time of day or 

the local culture. The quality of the visuals, along with the layout of the components in the facility can also contribute to the development 

of a distinctive neighbourhood character. The digital information can be geared towards the community, or to the transit users at a 

specific time of day, such as school children, teenagers, or the downtown business crowd. 
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