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ABSTRACT 

This project examines the 
relationships between some of the 
citVs urban physical components 
[roads, buildings, and services], and 
its people, and in so doing presents a 
conceptual alternative urban 
infrastructure or PATH which will 
better serve the future inhabitant of 
Calgary. 

Pedestrian environments are directly 
related to the quality of the built 
form. The built form of Calgary is a 
response to the urban sprawl 
facilitated by the extreme popularity 
and unchecked dominance of the 
automobile. New technologies and 
modes of transportation have 
evolved as the core has gone 

through stages of growth and decay. 

PATH is an attempt to balance the 
circulation needs of the vehicle and 
the pedestrian. The infrastructure of 
PATH will provide an alternative way 
of conceptualizing pedestrian 

movement. PATH provides the 
urbanite with a new framework, both 
physically and socially, within which to 
reconsider connections between 
origin, destination and the journey in 
between. 
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PREFACE 

This Master's Degree Project is a defining moment within a lifelong 
personal journey, a sojourn that began when I was a small boy visiting the 
home of my Gido (grandfather). My Gido Bill, a farmer, allowed me to feed 
the pigs, pick rocks and drive the tractor on his farm located two miles 
south of Two Hills, a town in Central Alberta. My other Gido, Nick, was a 
truck driver who lived in the town of Two Hills, where the population of 
eight hundred provided the local populace with all of the necessary 
trappings of life: the school, the hospital, the post office, the railroad, the 
grain elevators, the grocery store, the hotel, the ice and curling rinks and 
the restaurants. 

For the first twelve years of my life my family and I resided in a post World 
War II built bungalow located on the edge of the City of Edmonton. My 
backyard was a rural field which has today been engulfed by the expanding 
suburbs. I enjoyed the luxury of growing up in a city on the prairie with the 
accessibility of urban amenities. In 1989. my family moved to the small 
city of St. Albert, a predominantly French community which also includes 
the Anglo-Saxon culture dominant in suburban Alberta. It was here that I 
started to understand the shortcomings of the suburban environment. In 
a city dominated by the car, I spent four years of university commuting 30 
minutes each way to the University of Alberta, where, in 1998 I obtained a 
Bachelor of Science degree, majoring in physical geography and minoring 
in art and design. In applying to the Architecture Master's degree 
program at the University of Calgary, I said in my statement of interest 
that I wanted to help develop environments which, "create and/or 



recreate a moment in time, where a person may stop or slow down their 
everyday life.' My interest in enhancing the built environment as a place 

where this level of daily reflection may be cultivated continues to direct my 
thoughts. 

The conditions of my youth have provided me with diverse experiences. 
The automobile provided one of my grandfathers an income and an 
identity. The land provided the other with a place to raise his family and an 
equally strong identity. The city itself has been my vehicle for learning and 
has shaped the development of my personality. My experiences, the city, 
the automobile, and the landscape have defined the journey I have taken. 

Guided by my diverse experiences; I endeavor to design a conceptual 
alternative for the future city, spaces in which contemplative pause is 
realized and celebrated. The city must become a place where people are 
free to engage in and disengage from the ordered chaos of everyday 
urban life. 



INTRODUCTION 

CONTEXT 

The City of Calgary currently has a population of 904,987 (2002)1 within 
its 721.73 square kilometre (2000)2 boundary, making its urban density 
1 254 people per square kilometre (Figure 1). Calgary was established as 
a town in 1884 and became a city in 1894. As a settlement, the area 
first developed around early trade routes. During the early 1880s the 
railroad shifted the focus of the city away from the river towards the 
south, where the railway lands were established. The train provided a link 
to resources with other areas in Canada. The railroad, for the first half of 
the 20th century, served as the primary economic link for the city. 

The downtown core of the city is organized in a grid street pattern and 
has provided the city with its economic centre since the late 19th century. 
Most of the present built form in the downtown was formed under the 
influence of the Modern Movement. During most of the 20th century 
skyscrapers were built to accommodate the demand for office space. 
Streets were widened and parts of the urban fabric began to erode to 
allow for parking. The demand for automotive surfaces created voids and 
openness in the ordered urban fabric. Streets became more like 
freeways linking the core of the city to new sprawling developments. 

The space of urban sprawl is not enclosed and directed as in traditional 
cities. Rather, it is open and indeterminate, identified by points in space 
and patterns on the ground; these are two-dimensional or sculptural 
symbols in space rather than building3s in space, complex configurations 
that are graphic or representational. 

In the 1960s two creative initiatives were discussed by the city; one was 
the development of an urban parkway system along the Bow River and the 

other was the development of an alternative system, which elevated some 
of the pedestrians to a level above the street, an urban renewal 
development network called the Plus 15. The core continued to develop 

while new suburban forms such as the cul-de-sac spread development 
into the surrounding countryside. Although the city continued to move 
outward, the core continued to provide office space for the city. Today 
automotive roads are the primary system connecting people to the wealth 
and commerce of the city. 
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The core of the city continues to be developed as an automobile oriented 
environment. Although some downtown streets such as Stephen Avenue 
are used by pedestrians during the day, most downtown streets remain 
devoid of street life and dominated by car movement. The freeway-like 
streets carve thoroughfares through the tall offices buildings of the city 
centre. The relationships between the street, landscape and the human 
scale of urban development remains to be disconnected (Figure 2). 

Recent expansion of the Light Rail Transit system is improving urban 
connections to the suburban developments, but the car continues to be 
the primary method of movement into the core. The rliability and climate 
controlled environment of the automobile offers people a sense of 
independence. 

The climate in Calgary is moderate for most of the year, with warmer 
weather occurring during the summer months. The winter months, 
December through March provide the city with cold weather and 
dramatic daily temperature shifts. These shifts are related to the Chinook 
phenomenon, a sudden influx of warm Pacific air during the winter 
months. These warm winds tend to bring above average temperatures to 
the region for periods of 2 to 3 days at a time. Another prominent 
climatic element of Calgary is the abundance of sunshine. Calgary is the 
sunniest city in Canada, experiencing more than 2,300 hours of sunlight 
each year 4 Areas exposed to south solar radiation experience above 
freezing temperatures year round. Many buildings in Calgary, however, 
are not designed to take advantage of solar radiation and few limit 
exposure to cold westerly winds. 

Recently more residential development has improved the vitality of the 
core (Figure 3). As well these developments continue to contribute little 
to the pedestrian environment which presently exists in the downtown 
Calgary. The interior spaces provided by the existing downtown buildings 
are artificially controlled. The Plus 15 system provides a horizontal link to 
other buildings, while the elevators supply vertical movement. The 
majority of the downtown has become a closed system of links, providing 
the users with both a positive and negative experience. The glass skins of 
the Plus 15 bridges shelter individuals from the wind and precipitation, 
but they also provide barriers to fresh air. The internalized system of 
closed links offers users corridors of internal connection, rather than 



spaces which connect with the external street Early bridges were open 
concrete structures which provided exterior links between buildings, 
streets and landscape. As the city grew, links were modified to provide 
users climatically-controlled internal environments to protect them from 
the weather. 

The built form and proximity to work places, commerce and recreation 
have made inner-city neighborhoods such as Inglewood, Kensington, and 
Cliff-Bungalow-Mission attractive to the people of Calgary. Diverse uses 
and population have made the 1 7th Avenue area one of the most vibrant 
parts of the city. The human scale of urban form and the street's 
relationship to the built environment attracts various types of people to 
1 7th Avenue and 4th Street. The inner city neighborhoods with diverse 
uses, legible urban connections, distinct architecture and good urban 
design will continue to be highly valued by the citizens of Calgary. 

Downtown Calgary has developed several major urban elements: a strong 
presence of automobile dominant roads, modern object oriented 
buildings, an extensive recreational pathway network, and a segregated 

Plus 15 system. The area chosen for this project is situated downtown 
between two major suburban connector roadways, Macleod Trail North 
and South. This site has the potential of connecting the pedestrian 
pathway networks of the Bow and Elbow Rivers with the existing 
downtown fabric. Running through the citVs central cultural and business 
districts the site includes parts of the Plus 15 system and the railway 
tracks. This project explores a system which weaves the urban 
components of downtown Calgary together, creating spaces for the 
citizens of the city. 

Fig. 1- City of Calgary 2002 

GETTING AROUND THE CITY 

1999 Made or Travel for Downtown Work Trips 1%) 
City Area Auto Transit Walk 

City Wide 54 37 8 

North 48 38 15 
Northwest 63 

Northeast 49 
Downtown 7 22 71 

Centre 43 28 30 

South 59 4) 0 

Southwest 68 a a 

Svtttheast 80 41 0 

36 
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Fig. 2 - Infrastructure built for the automobile. 

Fig. 3 - New residential development along the Bow River pathway system. 
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PROJECT 

The movement of a citizen within the city is dictated by objects and 
barriers. Modal separation is the separation of movement systems. 
Typically, the present downtown street of Calgary separates the 

automobile and the pedestrian by using a raised sidewalk Public and 
private spaces define limits of connectivity and integration. The conceptual 
movement of the citizen can be thought of as a series of LINES between 
POINTS, events, or destinations. Movement networks, routes, SURFACES, 
and PATHS permit an urban way of life. Contemporary cities are cities full 
of citizens and tourists, using the city as a POINT or place to occupy until a 
move to another place is made. Today the people of the world are in 
constant motion, many of them acting as tourists to the city. 

Living in the city involves movement through space and TIME. The urban 
environment should provide a common infrastructure, while allowing one 
to explore the city as an individual. Infrastructure in the contemporary city 
consists of all systems which allow the city to function as a whole: its 
roads, water lines, sidewalks and PATHS. Urban living involves a 
relationship between residences and commerce. The scale of the North 
American cities developed by the Modern Movement, and their 
relationship to the automobile, has created a new environment for 
individuals in the city. Downtown central cores, like the one in Calgary are 
dominated by automobile oriented roads that neglect urban scale. 

The conceptual design of a new pedestrian infrastructure in the City of 
Calgary, PATH, will be achieved employing the following process: 

- Review forms of historical modal separation and highlight any 
issues or problems that can be identified in these designs or 
ideas. 

- Provide a theoretical background to infrastructural urbanism, a 
conceptual framework on how movement and connectivity 
occurs in spatial environments. 
- Use the theories of infrastructural urbanism to examine an 
existing site and context. 

- Outline a conceptual design, which uses knowledge of modal 
separation and infrastructural urbanism. 

By understanding the pedestrian infrastructure of the past, the designer 
will be able to make clearer choices for the future. I believe it is TIME to 
develop an urban pedestrian infrastructure which weaves the 
landscape, commerce, and the comfort of the interior environment 
together to create a diverse urban living environment. Traditional 

thoughts about cities and urban design need to evolve. Climate and 
location can provide clear drivers for an urban environment such as 
Calgary's. Future growth or decay is an unknown, but given the recent 
trends in the world, continued growth in urban centres will provide the 
need for well designed dense urban environments. PATH provides a 
conceptual infrastructure which allows pedestrians to integrate with 
buildings and movement networks. 
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Fig. 4- Road Road in Amarna Fig. 5 - Pompeii (Italy), Nola and Stabia streets 

MODAL SEPARATION 

As metropolitan areas of cities grew denser worldwide, they expanded 
both outward and upward. Although density was an early reason to think 
about modal separation, the invention of the wheel became another. 
The mobile vehicle requires space to move and travel. As more mobile 
objects appear in the world, a struggle emerges between the things that 
occupy the ground plane. The exploration of historical forms of modal 
separation will provide an understanding of past conditions in urban 
environments. 

The first known artery having a cross-axial intersection complete with 
overpass is found in Ama ma, Egypt, built in fourteenth century BC. This 
structure was built for the king at the time so he could cross on foot from 
his official palace to his domestic palace.5 This early form of separation 
was developed to segregate classes within society. The City of Pompeii, 
physically separated the pedestrian and the wagon by raising the 
sidewalk from the street.6 This was done to allow water to flush the 
streets clean. Stepping stones were provided at intersections permitting 
pedestrians to cross. The wagons would have been high enough to 
move over the stones and continue down the street. In the early 

Fig. 6- Medieval ri 
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Fig. 8 - Development of Paris river quays Fig. 9- New York, the Brooklyn Bridge (1868) 

sixteenth century, humans, animals and wheeled wagons sought control 
of the street. A diagram of the Ludgate Hill Viaduct in 1870 by Gustave 
Doré illustrates a mixture of competing elements fighting for space upon 
streets.7 Bridging and above ground links permitted separation and 
integration of the city's modal environment. 

The earliest networks of modal segregation took place between water 
and land.8 Rivers were primarily used as movement networks for the 

goods of the city, not as a means of personal separation. The trading 
guilds of Paris used the river as a means of conducting business; quays 
along the riverbanks became important parts of commercial life.9 
Introduction of other modes of mass transportation eventually removed 
the necessity for waterways in cities. Today, however, ports remain in 
most major cities as POINTS of commerce and trade. 

The nineteenth century presented cities with a new modal network, the 
railroad. Because they were able to move large groups of people and 

massive amounts of goods and resources, railway networks were quickly 
built throughout the world. The train and its cars needed a line of track 
to travel upon. The tracks of the railway provided cities with a means of 
connection between routes; but in so doing, impenetrable pedestrian 
barriers were created. Transporting goods along the tracks inhibits 
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people and other modes of movement from crossing. As a result, 
bridges and underpasses were built to provide lines of connection 
between areas separated by the tracks. 

By the early twentieth century, people in cities became independent as a 
result of the mass production of automobiles. Intellectuals throughout 
Europe and North America, such as Le Corbusier, envisioned automobile 
environments as the future means of connecting and communicating 
within society. Unfortunately, in North America, bridge builders 
conceived bridges solely as transportation machinery. Roadway systems 
were built as separate systems in the city, indifferent to the decay of city 

life around their interminable approaches. As a result, a series of lines, 
bridges and roads were built through the city fabric, over waterways and 
within the built environment, causing zones of people to became 
disconnected. 

Conflict between pedestrians and vehicles is not a modern phenomenon 
and, as a designer, one must understand the built environments of the 
past in order to design for the future. Greater accessibility to 
information and technology has allowed the designer to contemplate 
new methods of thinking about the future for the contemporary global 
citizen. Newly developed technological tools such as computers have 

Fig. 10 - Bridges in Cleveland (1878) 



Fig. 11- Piccadilly Circus Station Fig. 12 - American's first elevated street (1934) Fig. 13- "Manhattan 1950", collage. 

permitted designers to re-evaluate urban environments and the 
relationship between technology, man and urban form. 

RENAISSANCE 

A bridge city was realized within Venice, Italy. Venice was originally 
formed from a handful of islands occupied by people who had escaped 
the Germanic incursions of the Middle Ages.10 The islands in the lagoon 
were brought together to facilitate the trading of goods between 
international communities. The ground level arcades were porticos used 

to help with the arrival and departure of gondolas, and the unloading 
and storage of goods. Movement of pedestrians over the water via 
bridges permitted boats and their contents to move beneath the city 
streets. Three main pedestrian bridges cross the Grand Canal, the S-
shaped central waterway that serves the city. The Ponte di Rialto, the 
middle one, acts as a link between the two markets on either bank. 
Lined with small shops, the bridge feels like part of the urban fabric as it 
maintains the continuity of the adjacent commercial streets. 
Pedestrians are unaware of its being a bridge until arrival at the centre 
where great views of the Grand Canal are provided. Today, the city is 
primarily a tourist attraction; however, the canals and bridges are still 
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Fig. 14- Map: Venice (Italy), ca. 1550 

used as connectors for the people of the city. The bridges of Venice are 
not just objects which connect two sides; rather, they create places for 
pedestrians to shop, pause and enjoy the city. 

During the fifteenth century Leonardo da Vinci envisioned a separated 
and socially segregated city. This two-level road system was composed 
of an upper level for the gentlemen of the city and a lower level for 
service provision.11 He speaks about the roads in a way that suggests 
they are the means of separating both function and class within the city, 

The high level roads are not to be used by wagons or vehicles 
such as these but solely for the convenience of the gentlefolk. 
All carts and loads for the service and convenience of the 
common people should be confined to the low-level roads. 12 

Although Leonardo crafted the vision, it was not until the nineteenth 
century that greater mobility within city created problems of congestion. 
Various architects and designers created multi-level traffic allowing Da 
Vinci's vision to be completed. 

19th CENTURY 

The railroad acts as a line of connectivity between cities, areas of 
resources and ports of trade. Cities developed in relation to the railroad 

Fig. 15 - Ponte di Venice 
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Fig. 17 - Angled gates Fig. 16. River City, late 14th century 

which served to bridge the distant gaps between them The train station 
provided the city with an urban hub and a point for conducting business. 
Over time, cities developed around the train station and the area 
adjacent to the station became the core of the downtown urban centre. 
The train tracks developed into barriers or walls to pedestrian movement 
as urban centres grew. Unfortunately, as they continued to grow, the 
areas where people could cross the tracks become more limited, often 
disconnecting parts of the city. The areas around the stations, much like 
the developments around riverfronts, became very popular and 
expensive during this time. Due to the recent redevelopment of railway 
land, the railroad companies have become very powerful figures in the 
development of cities. This is because they own valuable land within the 
urban cores of many North American cities. 

Cities like Manhattan and Chicago followed European cities, such as 
London, and moved the tracks above ground to free the pedestrian 
environment below. This however was a problem as the noise, pollution 

and lack of daylight created by raised rail infrastructure propagated 
economic segregation. "Land values around the rail depressed and 
created slums."3 Although modal separation above ground was 
preferred to movement at grade, moving mass forms of transit below 
ground solved even more problems. 

AL 

\ 'U. 
V ' 

. TA 

.. 

F;.:... V  

Fig. 18 - High and low level roads 

Cu 

0 1 

•.....¶.. V'• 

•• % 

Fig. 19- Sketch of upper level roads Fig. 20 - Rail way Systems within c 

The City of London established the world's first underground rail system 
called the Inner Circle Railway, in 1863. 14 This bold project came at a 
significant initial cost but its submerged infrastructure provided the city 
with a very efficient and successful system for moving the people of the 
city beneath the busy streets. The first underground station, Baker 
Station built in 1869, provided the city with both a system of 
underground transit and a place of social life and interaction. Today the 
tube lines of London act as an urban connector between the rich and 
poor, the city and the country. Soon after, cities across the globe, 
including Toronto, New York and Tokyo, developed underground 
systems. The subway and their stations have become more than points 
of connection for the urban environment; they are places of commerce, 

contact and vibrancy for the city. Subways have provided space for the 
automobile while allowing for movement of the masses into the 20th 
century. 

20th CENTURY 

The concept of vertical separation has opened a realm of possibilities 
and has evoked revolutionary ideas. Though Le Corbusier became a 
strong advocate of pedestrian and automotive separation, he 
questioned whether the pedestrian should bow to the needs of the 



s within city Fig. 21- London Railway Fig. 22 - Baker Station, London (2003) Fig. 23 - Automobile traffic early 1900s 

automobile, or vice versa. 15 The early ideas of Le Corbusier resolved city 
issues with engineered solutions; his idea for a machine city integrated 
vertical buildings as objects within vast grid plan landscapes. 

Le Corbusiers theories included the notion that landscape should 
extend throughout the city. "He drew a city of skyscrapers surrounded by 

trees with traffic running between..." His early ideas of car and 
pedestrian separation were influenced by the theories of F.W. Taylor, an 
engineer who pioneered efficiency in mass production. Le Corbusier's 

image of the city was one of civic art, a city as a huge machine, with cars 
hurtling along the axes between tall buildings. He imagined the open 
space of his ideal city thusly, 

You are under the shade of trees, vast lawns spread around you. The 
air is clear and pure; there is hardly any noise. What, you cannot see 
where the buildings are? Look through the charmingly dispersed 
arabesques of branches out into the sky towards those widely spaced 
crystal towers which soar higher than any pinnacle on earth. These 
translucent prisms seem to float in the air without anchorage to the 
ground, flashing in summer sunshine, softly gleaming under gray 
winter skies, magically glittering at nightfall....lS 

He envisioned a landscape dominated by greenery; a park which would 
provide the city with lungs for breathing. The parks would provide the 
people with places of leisure, whereas the straight roads would provide 
fast, direct links to the city. The vision of cars speeding down tree lined 
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Fig. 24- Le Corbusier (1924) Ville Radieuse 

roads between glass towers was an exciting image of the city of 
tomorrow. 

Later, in 1952, Le Corbusier completed Unite de Habitation, a massive 
multi-purpose building. The building is described below, 

"A revolutionary event, sun, space and greenery. If you want to raise a 
family in privacy, in silence and in natural surroundings ... put yourself 
in the company of 2,000 people (400 dwellings) ... pass through the 
door of one of our four lifts, each with a capacity of 20 ... you will live 
160 ft up, but you will move up and down with a lift traveling at 40 ft 
per second ... around the building will be parks for children, teenagers 
and adults ... the city will be green ... and on the roof there will be 
marvelous kindergartens. 19 

Unite provides its residents with various public amenities such as a 
grocery store, a café, a school, a pool, a theatre and a running track. 
The building rests upon pilotis allowing for a continuation of the ground 
plane beneath the massive structure. External sun devices such as 
concrete brise-soleil protect the building from high solar exposure. Le 
Corbusier uses natural ventilation shafts and concrete as design 
responses to climatic conditions. Certain ideas, such as the internal 

street, did not succeed to the full design intentions, but other decisions 
such as double height units did. The ideas for this building were not new 
but the building symbolizes the accumulation of Le Corbusier ideas. The 
Unite de Habitation demonstrates new relationships between the people 
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Fig. 25- Mass production 

and the built form of cities. 
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Fig. 26 - The Vertical City, by Le Corbusier Fig. 27 - Unite de Habitation (1947-53) Fig. 28 - Principle of the brise-soleil, late 1930s 

The City of Montreal, in 1963, chose to provide an additional pedestrian 
environment below the street by constructing a concourse system, which 
would submerge part of the city below the tracks and road networks. 20 
The concourse provides the city with a submerged civic life in an artificial 

indoor environment free from extreme climatic conditions. The 
continuous interior environment connects new modern office buildings 
and the exterior street via atrium spaces and skylights. Ficus trees, 

granite paving, café furniture and gracious stairs lead up to plazas 
throughout the urban connector.21 

The rail station acts as the impetus for building the submerged indoor 
subway pedestrian system complete with shopping, recreation facilities, 
and direct access from the main station platform. This additional 
infrastructure beneath the city provides more room for the cars above. 
The spaces below have been criticized as being dark; unsafe places 
which only remove people from a part of the city which works, namely 
the vibrant street life above. 

During the early 1900's, North America continued to change as mass 
production and electronics developed affordable access to the 
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Fig. 29- Mixed uses of the Unite de Habitation 

automobile and mobility. As a result, suburbs and strip malls were born. 
The overall increase in population and reliance on the automobile 
simultaneously resulted in parking lots consuming large tracts of land, 
and widened streets accommodating increased traffic flows which took 
over space previously devoted to pedestrians.22 The downtown sectors 
of many cities were no longer viewed as places for fulfilling social roles. 
Harold Hanen an architect/planner, wrote this about the city's pattern of 
development, 

A Gridiron pattern has been on one of the most enduring methods of 
organizing cities. The Emperor of China used it for his capital city 
Beijing, as did the Romans for most of their Imperial cities. It is 
rational. It lends itself well for military purposes, for shooting cannons 
down the streets.... It is very good for cars. The decisions are simple, 
left, right, straight; next corner the same, ad-infinitum. For the footed 
it is terrible. There is no place to gather, no sense of orientation, no 
sense of place, and no continuity of weather protection.23 

As the downtown fabric continued to become disconnected, skywalk 
systems were conceived as networks which could weave the urbanity 
back into the freeway dominated cores of many cities. The above 
ground system, would provide protection from extreme climates and 

allow for the ease of movement through the downtown over the urban 
freeways below. 24 

The first major organized system of skywalk bridges was built in 
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Fig. 30- Concourse view, Place Ville Marie. Montreal. 
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Fig. 31- Rockefeller Center, New York City 

Minneapolis in 1962, when Leslie Park was connected with the Cargill 
building, the Roanoke Building and the Northwest National Bank.25 The 
system was initially built by private business, but in 1967 became part 
of the city plans. The public system continued to grow above the street, 
and plans in 1990 included sixty-four blocks of interior walkways.26 The 
skywalk system was to act as an urban space generator, adding a 

second level of public space to the city. "The skywalks function like a 
giant drawstring tying the stores together so that they function as a 
shopping center, thus enabling them as a group to compete effectively 

with regional shopping malls."27 Many urban designers, planners, and 
architects, however, have criticized the walkways as they continue to 

take pedestrians away from the street, block the natural daylight to the 
street, and interrupt distant vistas. These concerns have led to the 
current dismantling of certain parts of the skywalk system. 

The elevated pedestrian Plus 15 system in Calgary is the largest grade 
separated pedestrian system in the world, extending a total of 16 
kilometers. A series of 57 bridges, providing separation 15 feet or 4.5 
meters above the street, connect the majority of buildings in the 
downtown business core.28 The Plus 15 system was built by 
developers, but is controlled by the city through a bonus system which 
gives the developer higher density allowances in exchange for the 
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Fig. 32- Suburban Strip Mall. Calgary, Alberta 

bridges, walkways, and public amenities. 

LIs 

Fig. 33 - Minneapolis skyway system (1990) 

The city in 1965 introduced the Plus 15 concept as part of an urban 
renewal scheme for the east end of the central business district in 
downtown Calgary.29 A policy document in 1966 known as The 
Downtown Development Guidelines, outlined guidelines and standards 
for the future development of the Plus 15 system. The early scheme 
developed by the city aimed to create pedestrian and vehicle separation, 

....avoiding the undesired conflicts that now exist Downtown. They will 
create an environment in which all structures and facilities will cater 
specifically to the needs of the pedestrian, with protection from 
inclement weather and freedom from traffic hazards.3° 

This early vision was not clear until Harold Hanen redefined the network 
in 1969. He recommended general concepts and design elements be 
used in the system through long term expansion.31 Hanen's vision for 
the system was an organic network which would develop over a period of 
50 to 100 years. The separation system would evolve through the 
integration of new buildings and bridges into the network, providing 
access to and from the street. The physical manifestation of this organic 
system failed due to a lack of vision for a designer to follow. Later an 
additional Urban Renewal Scheme (No. 1) was set out by the city, 
addressing the Plus 15 concept: 



Fig. 34 - Interior of Plus 15 system Fig. 35 - Plus 15 link to adjacent building and street level Fig. 36- View down street Calgary, Alberta 

The design will recognize the need for a comprehensive approach to 
resolving the traffic and parking problems by linking the various 
buildings with an elevated pedestrian platform crossing busy 
thoroughfares and parking structures and containing or related to, 
open space and recreational activities. This will permit flexibility in the 
future use of existing streets while creating a precinct environment 
close to the retail heart of the City. The platforms, the open surfaces 
of which will be a public right of way, will be designed in anticipation of 
future extensions in each direction to contribute to the functional 
qualities of the downtown. 32 

It was believed that this alternative system would provide the urban 

environment of the city core with a second city; a new urban layer one 

level above ground. The system continued to grow with the strong 
building development of the 1970's and 1980's. 

Since the introduction of the Plus 15 system, professionals, academics 
and citizens have continued to debate the environments created by 

these overhead systems. According to a Plus 15 user survey conducted 
by the City of Calgary Planning Department in the 1980s, the system has 
been successful in addressing the needs of the downtown worker. 

For most, the system is used in the trip to and from work as well as 
over the lunch hour. Users like the weather-protected environment 
created by the system, but many of them tend to reserve its use to 
more inclement days. The corresponding surges in pedestrian 
volumes on outdoor Stephen Avenue Mall during not only the summer 
months, but also the January and February Chinooks, show that 
Calgarians have not entirely abandoned their grade level pedestrian 
system. 33 
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Fig. 37 - Interior view from Plus 15 link Fig. 38 - Exterior view of Plus 15 link 

Presently the system is evolving as a series of links between buildings 

with limited connection to the street. The system has forced pedestrians 
into making a choice between staying above ground in the Plus 15 
system or moving outdoors to the street. Lacking legibility, connectivity 

and integration, the system provides the people of Calgary with a semi-

public system, not a public infrastructure to be used by the citizens of 
the city. 

The invention of new modes of transportation such as the airplane and 

automobile has added to the city's collection of mobile objects. Films 
such as Fritz Lang's Metropolis and Alexander and Vincent Kordo's 

Things to Come present futuristic environments where bridges link 
skyscrapers and integrate the street with the sky, creating complex 
multilevel cities. The City of Calgary's infrastructure dedicated for use by 
the automobile continues to grow, while the existing infrastructure for 

the railroad continues to decline. Continued development and growth 

designed for the automobile have left the pedestrian in competition with 
the car for space on the street. Airplanes and helicopters are starting to 

influence thoughts about the form of the future city, but presently 
conflict between the space for the car and the places for the people 
remains of primary importance. 
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CONCLUSION 

Fig. 40 - Multi level vehicle movement Fig. 41 - International Space Station 

Urban centers are growing taller and suburban development is moving 
cities outward into undeveloped land. Today's society is characterized 
by an abundance of mobility. Phenomena such as air travel, the 
internet, and digital television have allowed people to move around the 
globe with ease. The people of Calgary are very mobile and require new 
infrastructure: 

The 24-hours-clock and motion is the new soul of this landscape. The 
contemporary citizen enjoys his urban landscape and changes his 
position every hour, every day, every week; has many telephone 
numbers and addresses. 3' 

The condition of contemporary society is creating cities of common form, 
knowledge and infrastructure. The relationship between the people and 
the city must be explored: "It is the acceptance of diversity - the 

reassertion of heterogeneity of city life - which characterizes the new 
urban architecture. Yet the key to the city of the future is that it is a 
place where people live near their work."35 Urban environments need to 

become more diverse places where people work and live. 

In the past the separation of movement systems allowed urban 
environments to evolve in various ways. Separated networks were built 
to segregate classes. Bridges were developed to functionally divide 

77 1 

Fig. 42- 3G Handset 

modal systems allowing for movement over barriers such as train tracks 
and waterways. Today curbs, raised walks, trees, and parked cars 
separate the pedestrian from the automobile. 

The streets of downtown Calgary have predominantly evolved into 

movement routes for the vehicle and are no longer pedestrian friendly 
environments for commerce and recreation. Differing thoughts about 
pedestrian and automobile separation persist, as the City of Calgary 
continues to grow and evolve. Integration and segregation between 
people and modal systems needs to develop as urban populations 
continue to rise. A separate but connected pedestrian system within the 
urban environment could provide the city with additional vital public 
places. 
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INFRASTRUCTIJRAL URBANISM 

The contemporary city utilizes various complex systems above and below 

ground in order to function. PATH explores infrastructural urbanism as a 
structure or system which organizes the components of the city to create 
a vital urban living experience. Through a process of diagrams and 
analysis, infrastructural urbanism connects the city's roads, pathways, 
buildings, landscape, services and people. "Going beyond stylistic or 
formal- issues, infrastructural urbanism offers a model for practice and a 
renewed sense of potential for the architect to structure the future of the 
city."36 Infrastructural urbanism allows for "meanings and effects 
existing outside of the control of a single author that continuously evolve 
over time."37 It understands "architecture as material practice; as an 
activity that works in and among a world of things, and not exclusively 
with meaning and image."38 Developed as a system, infrastructural 
urbanism provides an organized framework or structure for the urban 
environment to evolve within. 

The profession of architecture during the 20th century has become 
focused on conceptualizing buildings as objects. The buildings have 
become POINTS (nodes, intersections, destinations and in some cases 
events). The roads, sidewalks, railroad, and pathway systems act as 

LINES of connection in the city. As physical connectors between POINTS, 
these existing infrastructures permit movement in a world of things. 
lnfrastructural urbanism returns to instrumentality in the city and moves 
away from the representational imperative in architecture.39 To 
understand the layers of function in a city, the architect needs to 
comprehend the whole. Further segregation of the built environment will 
lead to continued sprawl, disconnected POINTS and impenetrable LINES. 

In understanding the flows and movements of a city, we must first 
interpret the significance and meaning of POINTS, LINES, SURFACE and 
TIME. TIME is the variable which will permit evolution and layering of the 
city. Neil Spiller, talks about the city as a growing landscape, a hybrid 
between the virtual and the actual, 



The city is a series of fluid fields populated by multiple architectural 
objects, sensations, images, and chaotic strange attractors. There is 
little or no internal logic to the city; small perturbations in its current 
organization can tip it into massive rearticulation of spatial emphasis. 
These perturbations may be economic, artistic and paranoid or to do 
with abrupt landscape metamorphosis and many other ratcheting 
triggers. The palimpsest of the city is a scalar, that is, its complexity is 
revealed at any scale from the city scale to a microscopic. This 
writhing mass of fleeting relationships is foreer on the move, always 
dynamic, always being given new emphasis.4 

The concept of PATH begins to set out a public system for the city which 
addresses the needs of the contemporary citizen in a mobile society. As 
a system of space and trajectories, PATH is an urban park network 
(series of paths, connections, and spaces), a separate but integrated 
modal system which plugs into an existing urban environment. The 
PATH will provide an additional mode of movement through the city by 
encouraging integration of the dynamic qualities of the city. Architecture 
must take a more performative role and act as a medium for the 
continuous horizontal exchange between natural and artificial ecologies, 
and internal and external activities.41 PATH as a continuous SURFACE 
will act as a landscape element, weaving the existing urban situation 
together. To ensure this, PATH must be designed with a spatial structure 
that allows for a multiplicity of choices for the pedestrian, fostering 
interactive flow, legibility and opportunity for encounter. 

POINTS 

A POINT is defined as a dot, a mark, an individual part of something, a 

stage, or a particular place or site, all of which relate to a specific 
instance or moment.42 This moment can be represented in the form of 
a node or intersection. In the project PATH, a POINT is diagrammed as a 
place of pause, an intersection or a destination. Examples of a POINT 
include getting out of bed, standing in front of the mirror, or stopping at 

a red light. Kevin Lynch in, The Image of the City, refers to POINTS as 
nodes; as places in the city where one can enter, a junction, or a POINT 

of convergence of PATHS or events on a journey.43 Although most 
POINTS are represented as physical environments, what makes them 
POINTS is an individual choice. 
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A POINT can be a destination, such as the place where we begin and end 
our daily movement. A POINT can also be your home, office or the 
television screen. A destination could also be a SURFACE or place, a 
billboard can be a POINT on which one chooses to focus white others pay 
no attention. Personal perception allows POINTS to be both small and 

large. The world is filled with POINTS which make up things upon the 
earth's SURFACE. 

A POINT represents the place where a relationship is formed between 
the individuals who move throughout the city and the spaces they 
encounter. An intersection provides the driver a POINT at which to 
choose to move in one direction or another. The doorway into a building 
provides the pedestrian with the choice to enter or continue down the 
street. Pause POINTS, as discussed by Hillier, are POINTS at which 
concentration of intersections or events occur.44 These clusters of 
POINTS are the places where more frequent interaction and connectivity 

take place. These spaces are typically more open, and present the user 
with opportunity and choice. Traditionally, pause POINTS would be "the 
parks and the squares that weave together the city's social and 
historical differences by means of a functional and symbolic purpose".45 
These spaces are places in which people choose to gather and act as a 
collective community. 

By understanding the POINTS within an environment, the designer 
becomes able to connect or separate spaces, nodes, destinations, 
places or events. By providing LINES of communication, SURFACES in 
the city become integrated environments. 

LINES 

A LINE is defined as a cord or string, a rule, a stroke or mark, a limit or 
the trace of a moving POINT.46 ALINE can simply defined as a 
connection between two POINTS. The daily movements, routes or LINES 
drawn between your bed at home and your office desk are made up of 
smaller series of POINTS and LINES. LINES connect destinations, 
POINTS or goats attained between the POINTS of birth and death. LINES 
in the city can also be roads, sidewalks or edges. Lynch refers to edges 



Fig. 43- Diagram of POINTS 

Fig. 44- Diagram of POINTS and LINES 

as boundaries or LINES which break continuity between SURFACES.47 

In the city examples of these could be represented by water or a wall. 
LINES are spatial environments which link places of pause, intersection 
and destination. 

Each LINE has different properties, some are long, while others are 
short. Similar to POINTS, some LINES are created by intent while others 
occur because of physical limitations. Hillier talks about the type of 

space one creates as being representative of different emotions and 
psychological tendencies, 

A ritual is a long model social event, since all that happens is 
governed by rules, and a ritual typically generates a precise system of 
spatial relationships and movements through time... A party is a short 
model event, since its object is to generate new relationships by 
shuffling them in space, and the means that rules must be minimized 
by using a spatial 'short model." ... In a short model situation, space 
evolves to structure, and often to maximize, encounter density.48 

A long space is often perceived as a space which conserves and 
reproduces the perception of hierarchy and status, whereas shorter 

spaces are perceived to be productive of new possibilities for more 
appropriate social relations. 

Human settlements are spatial phenomena; they occupy regions of the 

earth's SURFACE. Within and between these regions material resources 
are moved and people encounter each other, thereby transmitting 
information.49 As a human we are able to see one hundred and 
fourteen degrees; this visual field influences our opportunities. The way 

in which space is organized in the world permits different choices. A 

boundary or barrier can also be a LINE. The grid provides the 
automobile with a series of organized LINES, some of which also 

becomes physical barriers to a pedestrian. The evolution of the city has 
been a result of many forces and constraints: 

The American city is itself only the most obvious manifestation of field 
condition: an enormous deterritorialized plane, its boundaries 
contingent on a particular geography and topography (stopped by a 
river or mountain range or an arbitrarily legislated property line), 
reterritorized by any of various patterns (grids, patchworks, mosaics), 
some of which are inscribed on the ground, many of which lie beneath 
the thin, occupiable SURFACE, insensible yet controlling - 
infrastructural POINTS and LINES of force whose positions and 
relations have been determined by a national language conventionally 
understood and translated by the multiple agents responsible for 
putting them in place. 50 



The POINTS and LINES are diagrams which show potential movement 
patterns for the city. Each individual or community moves differently. 
This may occur because of local conditions, history, traditions, and social 
or economic status. LINES continually connect people to a SURFACE 

condition: the carpet, the grass, a bike seat. This connection to the 
SURFACE is what creates space. Architects must think about the city 
and the spaces they create when considering the overall plan of the city 
and the specific sectional qualities of environments they are designing. 
LINES have to reconnect the city in three dimensions. Infrastructural 
urbanism looks at the POINTS and LINES of the city and in doing so 
creates new SURFACES which connect parts of the existing urban fabric. 

SURFACE 

SURFACE can be described as an outmost boundary, a superficial area 
or extent, or a magnitude or continuous extent having only two 
dimensions.51 The area which humans view as a SURFACE can be part 
of the built or natural environment. A SURFACE in the built environment 
can be represented by a space, such as a plaza, or by a district, such as 
the Central Business District (CBD). As humans, we subconsciously 
interact and relate to SURFACES every day. 

Urban forms can provide city users with barriers, bridges, and SURFACES 
which both control and manipulate. Zoning and private ownership 
creates space which often divides different neighborhoods. This 
segregation of SURFACES in Calgary has created a landscape of 
differentiation. Albert Pope says, "the modern city has become a series 
of "ladders", or the "remainder of a partially eroded grid"."52 Closed and 
fragmented; the urban landscape sits as quiet as an asphalt landscape 
containing numerous disconnected objects.53 New spatial conditions 
which emerged during the twentieth century now dominate the 
landscape, 

Vast parking lots, continuous or sporadic zones of urban decay, 
undeveloped or razed parcels, huge public parks, corporate plazas, 
high speed roads and urban expressways, the now requisite cordon 
sanitaire surroundings office parks, industrial parks, theme parks, 
malls and subdivisions are all spaces which have failed to become the 
focus of significant investigation. As a result the characteristic spaces 
of the contemporary urban production remain virtually unseen and 
under-theorized.54 

Fig. 45 - Diagram of SURFACES 
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Fig. 46- Diagram of TIME 



Fig. 47 - Various Projects by ZAHA HADID 

Fig. 48- MVRDV projects NET 3 and VPRO 

Co 
Co 
0 1 
I 

0 

Fig. 49 - The Yokohama Project by FOREIGN OFFICE) &ITECTS 

An architect, planner or urban designer can choose to provide the user 
with objects and SURFACES, or freedoms and choice. A smooth or 
continuous SURFACE upon which to move about allows for greater 
freedoms and more choice. Zaha Hadid refers to the space created by 
SURFACE in her designs as "motion and gesture which have replaced 
form as dominant elements (making) the work... more open, tentative 
and lyrical. Motion and gesture open up the urban landscape, in so 
doing unfolding the energies of the modern metropolis and creating a 

visionary world."55 Two other architects who have begun to use 
SURFACE in their designs are Foreign Office Architects (FOA) and 
MVRDV. A recent project, the Yokahama project by FOA, uses its roof as 
an extension of the city. This fluid SURFACE can be used by the city as a 
public place and as an extension of the city's landscape. The project fits 
into the existing city fabric. The MVRDV projects, NET 3 and VPRO, use 

landscape, SURFACE and topography to move people into the project. 
Described as a campus-like project for a broadcasting company, the roof 
of the NET 3 building is used as a public square which bridges and 
connects to other buildings in the project. The SURFACE continues into 
the interior of each building as a series of ramps, allowing the user to 

progress through the building. The roof provides the people in the 
offices with a place to gather, a kind of backyard for the building. A 

continuous public SURFACE which connects places provides the urban 
nomad with choice, spontaneous meeting and uncontrolled interaction, 
promoting community and social integration. 

TIME 

The most important factor in the creation of an urban environment is 

TIME. The element of TIME is unpredictable and combines factors such 
as change, information, knowledge, speed and distance. Depending on 
the speed with which we choose to move from POINT to POINT along the 

LINES, the PATH of one's life changes. Specific activities occur at 
specific locations at specific TIMES. 

The element of TIME creates an opportunity for many factors to come 
together or move apart. A permanent physical change such as an 
earthquake moves the earth creating a gap between POINTS. TIME 



creates a non-static environment, and presents an opportunity for 
change. Our built environment is constantly changing and adaptation is 
an individual choice. Modern society continues to readily alter 
environments. Travel and TIME have become critical in the evolution of 
society. Information and communication have become the most 
important factors in society, 

Territory, communication, and speed are properly infrastructural 
problems, and architecture as a discipline has developed specific 
technical means to deal with these variables. Mapping, projection, 
calculation, notation, and visualization are among architecture's 
traditional tools for operating at the very large scale.56 

Through the day and night, telephone LINES, televisions and internet 
links carry billions of bytes of information through the city in virtual 
space. The city lives and breathes twenty four hours a day; humans are 
no longer the vehicle of information exchange. British architect Richard 
Rogers predicts that "the buildings of the future will be less like the 
immutable, classical temples of the past and more like moving, thinking, 
organic robots."57 Cities must be developed as communities which are 
visualized as future fluid environments. The metabolic rhythm of a city 
depends on its sense of its existence as a cohesive unit, as a 
community. Cities grow around the presence of an abundance of raw 

materials or the presence of trade services and skills, but their survival 
depends on renewing their facilities over time through continual, but 
often subconscious, negotiation by its residents.58 TIME allows for 
evolution of the topography and spatial qualities of a city. 

TIME permits PATH to connect the movement of POINTS and LINES 
within, upon, between and among an environment of SURFACES. As 
TIME continues, the POINTS and LINES evolve. Infrastructural urbanism 
allows the SURFACES of the city to mutate and overlap thus permitting 
new relationships in the city to develop. The information and knowledge 
supplied by interactions within PATH will create a diverse built 
environment. 

CONCLUSION 

Diagramming POINTS, LINES, SURFACE, and TIME will enable the 
architect to become the organizer of information rather than just being 
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an author of vertical environments. Connecting the existing SURFACE 
(spaces, zones, neighborhoods, or districts) with a common 
infrastructure such as a PATH will design cities to deal with performance 
in the form of energy inputs and outputs, and the calibration of forces 
and resistance.59 Stan Allen talks about diagrammatic practice as an 

endeavor which, "exposes the conditions and activates the opportunities 
implicit in recognizing that the real is already the site of the virtual.' 60 
Instead of understanding the city as a collection of independent objects, 
the designer must focus on the need for connectivity and integration in 
the world of components. Architects must understand these 
components with respect to all projects in order to understand the 
environment being created for the people of the city. The POINTS and 
LINES of the city indicate the lack or abundance of connections available 
to the people. The SURFACES of the city begin to define the types of 
spaces which exist within a particular place. TIME is the factor which 
allows these components to come together or move apart. The 

exploration of each of these components within different environments 
or contexts will generate different forms of PATHS in the future city. 
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CONCLUSION 

The urban environment of Calgary has been designed to serve the car. In 
the past modal separation has given urban environments around the 
globe the ability to adapt and progress, as separation and integration 
have allowed cities to evolve with their people. The Plus 15 system was 
adopted in Calgary to provide separation of the pedestrian in the cit?s 

core: unfortunately it has evolved into a semi-private system of closed links 
which fail to integrate into the existing fabric. The existing automotive 
urban fabric of Calgary provides pedestrians with an unfriendly, 
disconnected and segregated SURFACE. 

PATH is a structure or SURFACE which provides pedestrians with spaces 
to move and connect upon and within, weaving the components of the 
urban fabric together. As a series of POINTS and LINES, infrastructural 
urbanism connects the territories or zones of the city. Building uses 
within the system will connect to the PATH and provide communication, 
interaction and information exchange with its diverse population. The 
common infrastructure will permit continued legibility of the system, while 
density and integration will let each community develop a sense of identity. 
The urban form will evolve in and among the legible and connected 
SURFACES creating a compact urban living environment. 

As a diurnal environment PATH provides a series of legible and connected 
SURFACES for the people of Calgary. As a balanced system between the 
pedestrian and the automobile, PATH promotes a diverse living 

experience. As a conceptual framework, both physically and socially, PATH 
provides an alternate way of conceptualizing pedestrian movement. 



APPENDIX 

URBAN ENVIRONMENT 

TIME is the component of infrastructural urbanism which enables the 
urban form to evolve into a diverse environment. Although PATH does not 
develop urban form for the site, it is important to discuss certain ideas 
which make public spaces more attractive. Relevant topics to discuss 
include climate, density, scale, orientation, and the sectional relationships 
of the new SURFACES created. The new infrastructure PATH and the 
aspect of TIME will allow the built environment to evolve into a new 
pedestrian landscape. 

The City of Calgary experiences average daytime temperatures of -11 
degrees Celsius during the winter months, December through February.62 
According to Michael Hough, the most critical design factors in cold 
climates are sun and wind.63 In Calgary the prominent wind direction is 
from the northwest during the winter months and from the south during 
the summer months. To create a comfortable outdoor public space 

which will be used for most of the year, one must utilize the heat of the 
sun while at the same time protecting the individuals form the harsh cold 
winds. The buildings scale can affect the types of spaces which surround 
the built form. In Hough's book, City Form and Natural Process64, he 
recommends several methods for shaping space in order to make the 
outdoors a pleasant experience even when temperatures are very low. 
The recommendations are: 

-maintaining maximum winter sunlight and avoiding development 
of tall structures to the south side of spaces 
-locating indoor/outdoor activities on the south side of buildings 

-locating new buildings to a height of four to six storeys in order 
to minimize wind downdraught 

-protecting areas of entry, sitting and meeting places so as to 
reduce wind chill and create small well defined protected areas 
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-planting coniferous trees as wind breaks along pedestrian 
routes and large open spaces 
-creating deciduous tree canopies to provide shade and 
temperature reduction over paved SURFACES in the heat of 
summer, while allowing full exposure to sun in winter 

To maximize southern sun exposure the building mass should be 
orientated north-south rather then east-west To maximize solar 
exposure during the latter part of the day, buildings on the west side of 
public spaces should be built at a maximum building height of 4 storeys. 
The mass of buildings within the urban environment should be built below 
6 storeys to minimize the impact of wind draft on adjacent outdoor space. 

Buildings which are designed with depths less then 25 meters maximize 
the benefits of solar radiation. Natural daylight penetration into the 

interior environments provides the building and its occupants with free 
daylighting. Well designed interior spaces act as indoor pedestrian 
environments, and can provide natural ventilation through passive heating 
and cooling. The building's height and depth have a direct relationship on 
the types of interior and exterior spaces a building can provide the public 
realm. With a progressive outlook on the built environment one can 
design SURFACES which utilize solar exposure and minimize impact from 
the wind, allowing pedestrians to move back outdoors onto the PATH 
provided. 

In winter, the PATH continues to be used on a daily basis. As a well 
designed urban environment the built form is developed to maximize sun 
exposure and minimize wind effect Technology in combination with 
natural systems are utilized to create a comfortable environment for 
PATH. One example is the exhaust heat from surrounding buildings can 
be utilized to provide a microclimate. By running under the PATH, radiant 
heat provides a clean dry SURFACE for walking, running or biking. Over 
TIME other technology or design element systems might be incorporated, 

such as heated benches to provide warmth during the colder days in 
winter. 



PATH encourages a greater building density in order to spare open 
landscape development and increase social contact within the urban 
realm. Buildings are to be developed with mixed functions and as a 
continuation of the urban landscape. By developing a close relationship 
between the spaces in which one lives, works and seeks recreation, 
people of the city are provided with an alternative living experience. As 
Richard Rogers wrote in his book, Cities for a Small Planet, "if cities are 
undermining the ecological balance of the planet, it is our patterns of 
social and economic behavior that are the root cause of their 
development in ways that produce environmental imbalance."65 The 
future city weaves the building and SURFACE into urban infrastructure 
creating a continuous fluid landscape for the people. A balance is 

attained between the street and the PATH, creating a system which is 
separated from but still integrated into the automotive street 
environment. Thinking of the built form as a SURFACE which allows for 
public infiltration and connection through the buildings will create an 
integrated living experience for the urban nomad. 
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