
URBAN FORM, TRANSIT SPACE, AND THE PUBLIC REALM 

A Thesis 

Presented to 

The Faculty of Graduate Studies 

of 

The University of Guelph 

by 

ANA CRUCERU 

In partial fulfillment of requirements 

for the degree of 

Master of Landscape Architecture 

December, 2010 

© Ana Cruceru, 2010 



1*1 Library and Archives 
Canada 

Published Heritage 
Branch 

395 Wellington Street 
Ottawa ON K1A 0N4 
Canada 

Bibliotheque et 
Archives Canada 

Direction du 
Patrimoine de I'edition 

395, rue Wellington 
OttawaONK1A0N4 
Canada 

Your file Votre reference 
ISBN: 978-0-494-71458-4 
Our file Notre reference 
ISBN: 978-0-494-71458-4 

NOTICE: AVIS: 

The author has granted a non
exclusive license allowing Library and 
Archives Canada to reproduce, 
publish, archive, preserve, conserve, 
communicate to the public by 
telecommunication or on the Internet, 
loan, distribute and sell theses 
worldwide, for commercial or non
commercial purposes, in microform, 
paper, electronic and/or any other 
formats. 

L'auteur a accorde une licence non exclusive 
permettant a la Bibliotheque et Archives 
Canada de reproduire, publier, archiver, 
sauvegarder, conserver, transmettre au public 
par telecommunication ou par Nnternet, preter, 
distribuer et vendre des theses partout dans le 
monde, a des fins commerciales ou autres, sur 
support microforme, papier, electronique et/ou 
autres formats. 

The author retains copyright 
ownership and moral rights in this 
thesis. Neither the thesis nor 
substantial extracts from it may be 
printed or otherwise reproduced 
without the author's permission. 

L'auteur conserve la propriete du droit d'auteur 
et des droits moraux qui protege cette these. Ni 
la these ni des extraits substantiels de celle-ci 
ne doivent etre im primes ou autrement 
reproduits sans son autorisation. 

In compliance with the Canadian 
Privacy Act some supporting forms 
may have been removed from this 
thesis. 

Conformement a la loi canadienne sur la 
protection de la vie privee, quelques 
formulaires secondaires ont ete enleves de 
cette these. 

While these forms may be included 
in the document page count, their 
removal does not represent any loss 
of content from the thesis. 

Bien que ces formulaires aient inclus dans 
la pagination, il n'y aura aucun contenu 
manquant. 

1+1 

Canada 



ABSTRACT 

URBAN FORM, TRANSIT SPACE, AND THE PUBLIC REALM 

Ana Cruceru Advisor: 

University of Guelph, 2010 Professor N. Perkins 

Although transit nodes such as subway stations, bus stops, rail stations or air terminals 

are a common presence in the contemporary urban setting, they are rarely integrated 

conceptually into the urban fabric and public context of a given locale. They are generally 

seen as utilitarian solutions to the burden of traffic and transit, when it is sensed that, in 

contrast, they have the potential to re-energize public transit and contribute to the urban 

form and public realm. 

This research examined the contemporary concerns emerging from theories regarding 

the city and the public realm. It synthesized those significant principles believed to generate 

good urban form and public spaces and analyzed their implications in re-informing the 

transit node concept as urban component and public interface. It was concluded that an 

improved transit node would catalyze positive synergies between urban form, the public 

realm, and the related concept of public transit. 
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Chapter 1 | Introduction 

The observation that stood at the root of this research stemmed from the author's 

experience, of having spent a good number of hours waiting in transit, or trying to reach a 

connection to transit, in bus, tram, metro, and train stations, or air terminals, It was often 

difficult to confront traffic in order to access traffic, paradoxically, or even to knit together 

traffic modes in a fluid manner. Eventually, once a connection was secured, it was even 

more challenging to stay put for long minutes or hours in the typical waiting areas assigned 

to these spaces of transit. Of course, the experience differs from mode to mode of 

transportation, the complexity of reaching the transit terminal, or the expanse of its waiting 

area. Essentially, though, a common thread among all these experiences was the stark, 

utilitarian quality of spaces and facilities of public transportation, and a sense that the 

difficulty of the whole experience was considered by default, at a conceptual level, as a 

'datum' - a necessary reality in the congested, confusing, fragmented cities of our times. 

In the same context, these facilities are at least functionally part of the city, they foster 

precious mobility - the lifeblood of the regional and urban fabric, and they attract and 

accommodate large numbers of people. They are developed and most often managed by the 

same local public authorities who are in charge of instilling quality of life in the urban fabric. 

Are transit facilities simply negligible, in this context? Are they under other imperative 

constraints, or is there a basis under which they stand relevant, in the larger effort to create 

more coherent and appropriate life settings? 
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Background and problem statement 

We live in a world of constant transit. Our daily lives are shaped by movement: walking to 

the corner store (if there is one nearby), commuting to work, stepping out to meet friends, 

or perhaps flying from Toronto to London. Technology streamlined this movement into ever 

faster modes of transportation, making ever more distant places accessible. Mundane 

mobility was amplified spatially, while becoming subordinated to these new means of 

transportation. Transit became a mode of life. 

While a significant part of our mobility is facilitated by individual automobile 

transportation, public transit modes are alternatively present to accommodate our 

transient lifestyles, although more or less accessible or convenient. Networks of circulation 

channels are strung out within and beyond the city fabric in order to accommodate the 

basic need for movement. At converging points within this multilayered network, transit 

stations are responsible for temporarily accommodating and then flexibly dispersing the 

streams of travelers to near or distant destinations. 

In 150 years of history, since the railways started to be intensely used for public 

transportation, transit stations have evolved considerably, becoming extremely complex 

traffic exchange nodes within the city. Subway, car, light rail, train, and air transportation 

modes are often combined in multi-modal terminals, responding to a need for flexible 

communication between movement channels. 

The city fabric has accordingly shifted and morphed, to adapt to new circumstances 

defining its mobility. The priority in urban planning has for long been given to the private 

automobile, both at the large scale, concerning the overall pattern of the urban settlement, 

and at the fine-grain scale of public life. Consequently the position of public transit, in 
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particular of the transit node regarding its role within the complex mechanisms of the city, 

and its integration in the public realm, has been neglected. The interest in this typology 

arises at the same time as the imperative to rehabilitate the public transit network is being 

recognized. 

Recent literature concerned with the status of the contemporary transit station points to a 

number of issues that are related to the way this type of public space is traditionally 

conceived, designed, and experienced by the public, and connected to the larger context. 

Some critics (Edwards, 1998) note how a strictly functionalist purpose in design and 

conception turns these 'connectors' into disconnected elements of isolated infrastructure, 

difficult to access by the public. Other observers (Moffat, 2004; Erickson and D0ving, 1992) 

underline the substitution of qualitative intent in terms of user experience and contextual 

integration with gestures of high-tech architectural iconography in exterior design. A 

number of recent interpretations of transit station design (Ascher, 2003; Rambert, 2003; 

Delbene, 2009) are prompting this critical discourse by challenging the traditional formulas 

and exploring alternative, complementary relationships with the urban landscape while 

reconsidering their role as public interface. 

In general, transit stations are seen as utilitarian, standardized solutions to the burden of 

traffic and transit, when it is sensed that, in contrast, they have the potential to re-connect 

fragmented urban tissue, re-invest a sense of place and identity, and provide new energy to 

the urban form and public realm within (Rambert, 2003; Rebois, 2003; Edwards, 1998). 

Sporadic political stratagems or utilitarian measures often rush to develop or update transit 

facilities, as an afterthought to issues of congestion or economic viability, ignoring the 

broader reality of a city on the verge of change and missing the opportunities to direct this 

change. These concerns suggest a need to consider the strategic position of the transit 
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station typology within the larger narrative of the city and to re-inform its concept. A 

deeper, more systematic understanding of the contemporary realities of its substrate, the 

urban context, and its lifeline - the public realm - is necessary. 

This research is, therefore, an examination of these issues lying in the background of the 

larger topic of the transit node concept. Arguments and observations regarding this topic 

appear to be fragmented, impeding a clear proposal for better design. It becomes relevant to 

understand the circumstances framing the transit node concept, and also, to objectively 

outline its potential. Before design, or concept, it may be important to consider those 

optimal parameters circumscribing this locale in the larger narrative of good city form and 

public life. 

Research question, goal and objectives 

As outlined in the previous section, it is impossible to discuss the qualitative aspect of 

public spaces in transit nodes without considering the role this typology plays in the larger 

context of the city. It would also be impossible to discuss this latter issue without ultimately 

reaching the problem of public realm integration, as the public realm is the 'coagulant' of 

the city fabric. 

The central question in this research is: How does the transit node typology relate to 

contemporary concerns such as theories regarding the city and the public realm? 

A series of successive questions stem from this larger inquiry: How can a transit node 

typology be defined and discussed? Are transit nodes a part of the public realm, and if so, 

what is the nature of their relationship? What are the current concerns regarding the transit 

node's role as urban element and public interface? Since the potential role of the transit 
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node is considered in relation to the city and the public realm, what direction is 

contemporary urban design theory pointing to? What exactly is the urban realm and what 

are its present connotations? 

Exploring and discussing the issues outlined by these questions will form the basis of this 

study. Ultimately, the intent is to streamline the resulting observations and re-inform the 

concept of the transit node typology from this broader perspective. 

This exploration will be guided by a facet analysis approach, where different aspects of the 

focus object - the transit station typology - will be discussed. The following objectives are 

meant to support the goal of defining and discussing the nature of the transit node: 

1. Define the transit node typology and outline the relevant concerns regarding the urban 

status of the transit node and its interface with the public realm. 

2. Frame the transit node typology within the larger discourse related to city planning and 

urban design. 

3. Explore the concept of'public realm', as it is discussed in literature, and select those 

connotations and principles which would inform a better representation of public spaces 

within the transit node. 

4. Analyze the observations derived from these inquiries and consider how they inform and 

re-define the main concept. 

5. Present the implications of the current study and suggest applications for future research. 
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Arguments for the importance of the research 

The viability of privately-owned fuel-based transportation, such as automobiles, is 

threatened by fuel scarcity and makes the issue of public transportation, in general, 

relevant. Both in the case where alternative renewable fuels are becoming easily accessible 

and in the case where fuel scarcity of all kinds determines a drop in individual 

transportation use, public transit will most probably increase. 

Convenient renewable fuels would probably maintain the automobile use patterns; 

however, the desire to travel faster would consequently trigger an increase in air travel. 

Airport terminals - which are already common presences in global lifestyles - would most 

likely follow the present trend to extend in surface and increase in number, which brings 

forward a need to reconsider the nature of their public interface. In regard to the individual 

automobile transportation, there appears to be general consensus concerning the need for 

an alternative, more concentrated means of transportation within cities, in order to prevent 

congestion and the ultimate de-humanization of the urban street. 

In the latter case, both short and long distance transit would have to be addressed more 

efficiently through public transportation, in which case transit nodes, at all levels, would 

become strategic, essential elements of the urban fabric. 

In both scenarios, an intent to better integrate transit facilities in the civic context appears 

to be twice beneficial, as accessibility can bring much desired vitality to cities and prompt 

people to use an alternative mode of commuting. 

Parallel to these concerns, a new common thread in the discourses concerned with 

contemporary urban design converges towards the problem of urban vitality, and of finding 

new ways to catalyze public life. A more holistic way to regard the ecology of a city, at 
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present, appears to be looking at new expressions of public realm, beyond the traditional 

concepts that the vocabulary of urban design used until recently. The idea of hybrid spaces 

and hybrid functions, grafted on the potential of harnessing the public flow generated by 

transit, became recently associated with the typology of the transit node; the issue of 

informing the design of the public realm within seems to follow. 

These premises suggest a strong need to reconsider the profile of the transit node - a 

typology that might become increasingly important in the future urban landscape. 

Thesis overview 

This study's overall approach is exploratory. It tries to understand, clarify and refine the 

connotations of the transit node concept, with respect to some of its aspects. This approach 

falls within the realm of social research, which according to Babbie (2007) is often the 

result of a researcher's effort to familiarize oneself with a topic. Such a large scope was 

inherent in this case, where the problem was not clearly delineated and new perspectives 

for framing the concept were searched for. 

This section will outline the progress of the thesis and the process it followed to achieve the 

goal and objectives. Figure 1.1 attempts to illustrate this process in a simplified manner. 
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The introductory chapter presented the background to what is perceived to be the present 

situation of transit nodes. It also narrowed down the problematic aspects related to this 

focal concept: its integration in the larger urban context and public realm. In this regard, the 

approach was similar to Chenoweth's (1992) unrelated discussion of facet analysis, which 

attempted to reduce the complex issues of a concept to just a few dimensions or facets. 

According to him, this simplification keeps one from being lost in the details and helps 

create a framework for a more in-depth analysis. Practically, to return to this research, if we 

envision the concept of the transit node as a multifaceted entity, holding a complexity of 

semantic categories, the two aspects mentioned above represent two of its facets. 

The introduction further continued to define a goal - considering the potential role of the 

transit node as a component of the urban context and the public realm - and the 

intermediary objectives to reaching it. 

Chapter 2, the literature review, will explore the concept of the transit node, defining this 

typology and discussing its main characteristics. It will then review significant concerns 

related to the aspect of the transit node's integration in the urban context and its aspect as 

public interface. 

The research will proceed to explore the larger concepts adjacent to those aspects, or facets. 

Urban form will be explored in relation to integration in the city context, in Chapter 3, and 

the concept of the public realm will be similarly studied in relation to the role of the transit 

node as public space, in Chapter 4. The intention is to explore history, critical observations 

and theory related to these concepts. A conclusive section within each chapter will outline 

those significant principles or values that appear to be generally important for what is 

believed to be good urban form, or good public realm, respectively. 
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This exploration and selection of principles will be structured by the main categories 

outlined in the literature review as problematic, relative to each of the two aspects under 

discussion (ex. 'physical integration', or 'mono-functionalism' - a concern expressed in 

regard to integration in the urban context is maintained as a category of interest in 

exploring the urban form concept). 

Chapter 5 will review these significant principles and discuss their implications for the 

transit node concept. The discussion of these implications will continue in Chapter 6 with 

conclusive remarks regarding the limitations of the study, its potential for future research 

and its significance for the domain of landscape architecture. 
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Chapter 2 | Literature review 

This chapter selectively summarizes a literature review, with the purpose of defining the 

transit station typology and outlining the relevant concerns regarding the urban status of 

the transit station and its interface with the public realm 

Discussing the typology of the transit station 

A transit node is the building, or space that acts as a connector between different modes of 

transportation, or similar segments of the same mode, facilitating passenger access to these 

options of transit. Organizationally, it is conceived to accommodate the flow of passengers, 

while ensuring the technological capacities necessary for transportation of passengers. 

Transit nodes served uni-modal transportation options previous to the 19th century: 

carriage, boat, or train transportation. As governments began to realize that in developing 

transportation systems the linkages among parts are important, these simple locales slowly 

changed into the multi-modal transit nodes of today (Blow, 2005; Edwards, 1997). Multi

modal stations now establish connections between air and rail systems, between different 

types of rail systems, such as high-speed trains (an example being the TGV, the 'Train a 

Grande Vitesse', in France), metro or light rail networks, or between any of these rail 

systems and local or regional bus networks. Most importantly, they facilitate the exchange 

from individual mobility (pedestrian and automobile access) to these public modes of 

movement. 
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Transit stations vary dramatically in terms of spatial and functional complexity, or position 

in the city. They can be simple shelters along the road serving as bus or light rail stations, 

'park-and-ride' metro or train stations which might be more or less central in the city, small 

regional airports on the city outskirts, or large international airports - with the size and 

functional variety of a small city - incorporated in the fabric of the megacity. 

The observation at the basis of this research was considering an underlying, common 

thread in terms of qualitative experience and urban integration of transit stations of 

different kinds, which narrowed the purpose of the inquiry to a discussion and re-

information of the generic concept of the transit station, or transit node. For this purpose, it 

is important to define this generic concept, or typology, of the transit station. 

A definition 

Typology is defined in the Oxford English Dictionary (Typology, 1989) as "The study of 

classes with common characteristics; classification, esp. of human products, behaviour, 

characteristics, etc., according to type; the comparative analysis of structural or other 

characteristics; a classification or analysis of this kind." 

In "A History of Building Types" (1976), Nikolaus Pevsner, an architectural historian, 

classified the airport terminal along with the bus station and railway station as 

transportation buildings, based on defining features common throughout these types such 

as style, construction materials and interweaving of functions. Brian Edwards (1997) 

believes that the air terminal should stand in its own category, considering its constantly 

morphing, growing size, the complexity of its plan, the difference in medium of 

transportation (air versus ground), the particularity of its design in handling the natural 
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light. On the same grounds, the bus/tram shelter is very different in scale and functional 

diversity from a central bus station, a train station, or subway stop. 

The commonality between all these types, though, is their functional purpose as places of 

interchange - regulators and connectors - in the mobility networks of the city and their 

intended capacity for accommodating the public's movement. This is what subscribes them 

all to the typology of the transit node that will be discussed in this research. 

A train station may be central to the city, with access to trains accessible to any person 

entering the station, while an airport terminal might be developed on the far margins of the 

city (or even isolated, on its own island, such as Kansai Airport, in Osaka, Japan), vaguely 

connected to it, strictly restricting access. However, when it comes to considering what this 

convergent node of different speed trajectories and itineraries means to the larger context 

of the city, there is no value in excluding either type. It also becomes relevant to include all 

types if the public interface is discussed, since they are all meant to accommodate the public 

and its mobility. 

Spatial typology of transit nodes 

Depending on type and complexity, transit nodes may consist of ancillary buildings and 

areas, such as runways, railway tracks, parking, warehouses, or administrative buildings, 

beside the public terminal. This study will focus on the functional elements intended to 

accommodate the public, the terminal. 

There are specific functional divisions, when it comes to the design programme of 

terminals, for all types of transit nodes. Generalizing, from Edwards' (1997,1998) 

discussion of design programme for air terminals and train stations, the primary functional 
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divisions that establish the layout of the exchange node are: the entrance forecourt, the 

ticketing/luggage/information/sales space, public waiting area, circulation/check 

in/control zone, and gates or platform areas. This format would simplify in the case of the 

bus/tram shelter, to the platform-waiting space, or expand further in the case of air 

terminals to include more retail space and waiting zones in the gate area, an arrival division, 

with circulation/check-out/luggage area, and an exit hall. 

A diagrammatic layout of the generic train station, designed by Edwards (1997), shows 3 

fundamental components of the public space within a transit node: a core area (with 

ticketing, waiting and sitting areas, offices, shops, signage, communication facilities, 

restrooms, information), a platform area (signage, restrooms, control, waiting, 

communication facilities, information), and a bridge (means of pedestrian crossing through 

the station) (Fig. 2.1). This diagrammatic representation is very schematic, reflecting only 

the perceived structure of the public interface within the transit node. It could further be 

interpreted, for the purpose of illustrating the essential function of the transit node: 

accommodating the public and re-dispersing it to other modes of transportation. Edward's 

diagrammatic layout of the transit station is re-formulated, with this purpose in mind, in 

Figure 2.2. This re-interpreted diagram considers the nodal role of the station, visualizing it 

as part of a network of vectors and nodes, in the mobility patterns of the city. It also aims to 

extract those aspects that are common between different types of transit nodes, illustrating 

their functional similarities, not just between themselves, but also between them and the 

regular pedestrian nodes and routes within the city. 
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PlATFORf.' AREA 

Figure 1.1 Diagrammatic layout of train 
station, showing the three main public 
spaces (Edwards, 1997) 
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Figure 2.2 Adapted diagrammatic layout of a train station (adapted after Edwards by author) 

A series of additional diagrams try to illustrate the simplicity or complexity of other transit 

stations -subway, bus stop, tram stop, and airport - based on a reduction, increase, or 

overlap in public interface (Fig. 2.3, 2.4, 2.5, and 2.6). 

It becomes visible from these diagrams that public areas within the transit node are linked 

in a logical sequence, like a network of related elements, in their progression from town to 

medium of transportation, or from one mode of transportation to another. In this regard, 
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the transit node appears to act like a converter, between different mobility flows or 

different speeds. The core is the primary receiving area, further filtering routes towards 

platforms and from there to faster transit. The interior linkages, ensuring these transfers 

between flows, may be horizontal, or vertical, depending on the complexity of the station. 

They establish hierarchies of movement within the locale and relate them to the most 

important functions of the transit station. 

Figure 2.3 Adapted diagrammatic layout of a subway 
station (adapted after Edwards bv the author) 
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Figure 2.4 Adapted diagrammatic layout of 
a bus stop (adapted after Edwards by the 
author) 
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Figure 2.6 Adapted diagrammatic layout of an air terminal 
(adaoted after Edwards bv the author) 

Figure 2.5 Adapted diagrammatic layout of 
a tram stop (adapted after Edwards by the 
author) 
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Expressed concerns related to the integration of the transit stations within the larger 

urban context 

In terms of urban integration, transit stations are often critiqued for functioning on a purely 

utilitarian level, performing unconvincingly as alternatives to the automobile 

transportation. On a functional basis, they seem to cater even further to the automobile 

transportation, as much of the ground surrounding the stations is devoted to automobile 

access and parking, with limited or difficult access for pedestrians. Organizationally, they 

fail to integrate in the larger mobility scheme of the city and, furthermore, by fracturing the 

urban fabric, they fail to connect to the built environment. They exist as isolated islands, 

mono-dimensional in their purpose. A lack of connectivity and expressivity is also observed 

at the cultural and environmental level. In the complex semantics that make for the culture 

and identity of a locale, they seem to simply default on their infrastructural role, 

contributing to the fragmented appearance of the contemporary urban landscape. 

Disconnection from the urban fabric 

The position of the transit node at converging points within the mobility network suggests a 

high connectivity between the node and the external flows of movement. However, while 

the notion of transportation is concerned with internal functional accessibility, the external 

connections, particularly the pedestrian ones, are often neglected (Rambert, 2003; 

Edwards, 1997, Rybczynski, 1995). 

At the level of in-city transit nodes, Edwards (1997) remarks that while the majority of 

travelers are coming in by foot [90%, by Edwards's estimate), the other forms of public and 
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private transport are being given priority of access, 'herding' the pedestrian into 'over-

narrow roadside pens', in order to make room for cars, taxis or mini-buses (p.64). 

In the case of airports, which are most often pushed beyond the city limits, this vital 

connectivity is even more problematic. When integrated multi-modal compatibility is 

missing (this is the typical pattern in North-American airports), the access is almost 

exclusively based on automobile transportation, with roads and highways being 

overburdened and congested and public access relatively sparse (Guller and Guller, 2005). 

In this transaction of functionality versus quality, a sense of the city, as a unitary concept 

and central value, is being lost through the discontinuity of the experience (Rebois, 2003). 

Our perception of the larger context becomes fragmented, as we travel within the city limits, 

or visit other locales: 

City dwellers experience the city in a discontinuous way. In order to link the 
scattered spaces of their day-to-day life, they spend more and more time on the 
metropolitan networks. Orbital roads, access roads, overpasses, underground 
trains, transit spaces, efficient despite the intensity of their use, are cut off from 
their environment^...) Insulated from their context, however, they are governed 
by nothing but the logic of traffic flows, and create a kind of gash in the urban 
continuum (Rebois, 2003, p.38). 

At a contextual level, Edwards (1997) observes that the infrastructure inherent to 

transportation functions, such as railway lines and associated operational buildings and 

areas, further act as visual and physical boundaries between parts of the city. In his analysis 

of practical considerations to be upheld in the design of transit nodes, smooth connections 

in and out of the stations were considered to be essential qualities, not only for operational 

value but as necessary features in mending the urban fabric. 

In an interview related to the issue of mobility and architecture, Bernard Tschumi, the 

designer of 'La Defense', a nodal multi-functional territory and office building in Paris, 

remarks on what we see today as the segregation of the built elements within the urban 
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context as a larger trend, leading to what he calls 'object architecture', rather than 

'relational architecture' (2003). This logic, in city design and planning, is considered to be 

the generator of our contemporary fragmented cities, where infrastructure alone is 

entrusted with movement, encouraging expansive development further out, but in fact 

forbidding pedestrian activity, connecting and separating at the same time (Rambert, 2003). 

Mono-functionalism 

Mono-functionalism, in terms of programmatic intent in the transit station typology, is 

discussed by critics in direct relation to the physical segregation from the city fabric 

(Edwards, 1997, Rambert, 2003). Considering the effects of urbanist theories over the 

resulting city landscape, Lynch (1981) observes that the zonal segregation that took place at 

a large scale in city design starting at the beginning of the 20th century was eventually 

applied at a finer grain in city centers, at the level of architectural object. The intent for 

clarity, better management and control generated mono-functional centers, with very 

particular activities, and a narrow spectrum of movement. In this equation, the context is 

not engaged and the community does not benefit from adjacent activity and energy. 

The programmatic intent of the transit node often involves a number of auxiliary services, 

catering to travelers, such as retail, business meeting locales, communication provisions, or 

more complex variations of these themes (depending on the size and complexity of the 

terminal), expanding the functional profile of the traditional typology. This expansion in 

services prompt some to see a re-definition of the transit node as converging towards a 

more variegated urban presence: business center, shopping mall, combined with the goods 
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and people transportation functions (Edwards, 1997,1998; Giiller and Giiller, 2005; Fuller 

and Harley, 2004). 

However, this profile still remains within the category of service provisions, sometimes 

overwhelmingly defined and driven by its retail services, offering a very narrow spectrum 

of experience in terms of public realm (Auge, 1995; Sharma, 2009). A similar view is taken 

by Rybczynski (1995), who classifies transit stations in the same category with shopping 

malls, as mono-functional urban spaces serving a narrow purpose, characterized by an 

inward design, surrounded by impenetrable parking lots, and disengaged from the external 

built context. 

Disconnection from the locale's cultural context 

It can be argued that the focus in transit is less on the surrounding urban or natural 

landscapes, as it is on purpose and destination, channeled through numbered gates, 

symbolic orientation signs, traffic thresholds and passages. These architectural entities have 

a undefined quality, a certain rootlessness and anonymity. It is this institutionalized 

anonymity that prompt Fuller and Harley (2004) to consider the transit station 'a way to 

somewhere else'. 

For efficiency and organizational purposes, transit station design was assigned to an 

industrial aesthetic from the beginning. It was intended to express the technological 

achievements of the time: vast expanses of glass supported by iron structures (Edwards, 

1997). However, as Moffat (2004) observes in a summary of the recent symposium on "The 

Art of Modern Station Design", transit stations diluted their architectural expression in time. 

The late 19th century monumental train stations - iconic "civic crossroads"- were replaced 
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by contemporary multimodal transit stations, abstract formulas of high technology failing to 

relate culturally with their locale. 

It is difficult to measure just how much influence the advance in mobility and technology 

had over the contemporary forms of art and culture, ultimately reflecting back in the 

rationalist design expression of transport infrastructure (Curtis, 1996). The futuristic urban 

designs of Sant'Elia and Le Corbusier, in the 1930s, opened the way to a machinistic re-

conceptualization of the city and its components - its appeal stemming from the anonymity 

of expression, easy to import onto any cultural set-up - and naturally evolved into the 

rationalist, functionalist modern urbanism (Lynch, 1981]. 

This functionalist expressivity is considered a default for transit station design, an 

architecture of "global logistics" that could be anchored anywhere and be the same 

everywhere: landside access and parking, a collecting apron overlooked by large expanses 

of glass, the slick retail place and the exterior transportation path routing, all punctuated 

and articulated by guiding pictograms (Fuller and Harley, 2004). 

Looking at the particular case of airports, Denyan Sudjic, a design critic, observes how these 

spaces embody the transient, anonymous characteristics of contemporary urbanism both in 

a real - their physical expression - and a metaphorical way - functionally (Sudjic, cited in 

Fuller and Harley, 2004). These extraneous types of places, de-contextualized, minimalistic, 

and rather anonymous in comparison to other contexts of ordinary life, appear to be 

synchronized to the lack of expression of their times, a "relatively pure form of modernity" 

(Erickson and Doving, 1992, p.3). Their physical segregation appears to reinforce their 

condition as inter-cultural connectors by not belonging to societies themselves, culturally. 

Ole B. Jensen (2009) is pointing to a certain cultural degradation emerging as a consequence 

from the generic infrastructural expression in places of transit. In exploring the sense of 
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place constituted by flow and experienced in transit, he is looking at the structure of the 

city, as a network of channeling flows ('armature') and enclaves of stability, while 

considering the everyday life condition of being On the move -"a de-sensing, 

disembodiment from the real or authentic" (pl42). A number of urban theorists such as 

Jane Jacobs (1961), suggest that identities are constructed via mobile practices and 

experiences. This forms the basis from which Jensen is arguing for a re-interpretation of the 

'armature' - channels and nodes - and the public domains within. 

A similar argument for the re-interpretation of the transit node concept is brought up by 

Strang (1996), who observes the unrealized potential of infrastructure to add to the cultural 

expression of the context. Strang writes: 

The potential these infrastructure systems have for performing the additional 
function of shaping architectural and urban form is largely unrealized. They 
have an inherent spatial and functional order that can serve as the raw material 
of architectural design or establish a local identity that has a tangible 
relationship to the region. They can be designed with a formal clarity that 
expresses their importance to society, at the same time creating new layers of 
urban landmarks, spaces and connections (p.10). 

Environmental integration 

In terms of environmental considerations, infrastructure is generally considered a separate 

entity put in place to subdue the environment: a network facilitating the transportation of 

water, food, energy, people. Technology had the positive connotation of progress, until 

recently, when it became apparent that this understanding of progress is devitalizing and 

disturbing fundamental natural resources and, ultimately, the organicity inherent to the life 

of our settlements (Strang, 1996; Hester, 2006; Lynch, 1981, Mumford, 1989). 

In trying to push further the technological feats related to transportation, landscape is often 

seriously modified, in what Fuller and Harley (2004) call 'terraforming' strategies. Seen in 
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particular in the case of airports, but also in the development of large multi-modal nodes, 

land is cleared, swamps drained, roads built, and ultimately the newly built environment is 

barely recognizable from its former contours. 

The problem of unidirectional approach, discussed above in relation to the mono-

functionalism of transit stations seems to recur, this time reflecting a restricting conceptual 

logic, the one of the engineer. Critics point to the issue of mono-disciplinary approach when 

it comes to the design and development of infrastructural facilities, suggesting in contrast 

the need to involve a larger spectrum of disciplines in contemporary practice in order to 

realize a more holistic integration of man-made structure and natural ambience (Strang, 

1996; Hester, 2006; Edwards, 1998). 

Non-spaces: issues related to the design of the public realm within transit nodes 

Marc Auge, an anthropologist, depicts a realistic image of the contemporary man caught in 

the finely tuned (and coded) networks of modernity: 

He parked in row J of underground level 2, slid his parking ticket into his wallet 
and hurried to the Air France check-in desks. With some relief he deposited his 
suitcase (exactly 20 kilos) and handed his flight ticket to the hostess, asking if it 
would be possible to have a smoking seat next to the gangway. Silent and 
smiling, she assented with an inclination of her head, after first consulting her 
computer, then gave him back his ticket along with a boarding pass. 'Boarding 
from Satellite B at eighteen hundred,' she told him (1995, p.2). 

The extremism of machinistic, de-sensitized, organizational parameters permeating our 

contemporary lifestyles is the focus of what Auge continues to define as 'non-place', an 

omnipresent locale in the modern urban landscape, opposed to what he calls 

'anthropological place', where place encompasses old and new and is defined by the 

palimpsest of relationships connecting the two: 
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If a place can be defined as relational, historical and concerned with identity, 
then a space which cannot be defined as relational, or historical, or concerned 
with identity will be a non-place (p.78). 

Placelessness and a-culturality 

The increasingly uniform, placeless esthetic of the 'non-space', stemming from a spreading 

globalization of culture and capital has often been remarked on recently, particularly in the 

case of the transit terminal (Auge, 1995; Fuller and Harley, 2004; Erickson and Doving, 

1992; Sharma, 2009; Jensen, 2009). Here the intense circulation of goods, people, capital 

and information is organized and contained, de-politicized and de-personalized, in the name 

of efficiency. Auge is discussing how this lack of local individuality is replaced with false 

images of imaginary, idealistic possible identities, through the intense advertising, 

populating these places and the structural vocabulary typical to the typology of 

transportation. 

A transit node is designed and meant to function like a machine that processes and controls 

mobility, albeit in a pulse-like rhythm of stop-and-go. In this highly synchronized system, 

the passenger is transferred from place to place like a data packet in a network. The 

fundamental aesthetic of this machine is expressed by structural elements, underlining the 

schematic of gravitational forces at play and the preponderant axes of movement. These 

same aesthetics are employed in signaling the presence of an interchange locale outside and 

are further reflected inside the terminal, to directly express the basic rationale of the 

building: containment and movement. The design language is completed by an array of 

iconic signage, pictograms with universal meanings, omnipresent in these locales, 

suggesting their belonging to a placeless, universal culture. 
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Passengers have become used to these modernist structures of the ever-evolving 

transportation system and the early excitement of travelling gave in to the banality of the 

frustrating routines of travelling. Brown (2005) remarks on a worldwide adherence to 

standardized expression in terms of train station design, initiated by the Functionalist or 

Internationalist styles of the 1930s, and a subsequent demise of its iconic status, previously 

derived from formal, ornamental architectural styles. The globalization and standardization 

of the concept generated a universal vocabulary of typical glass and concrete lobbies and 

platforms in train stations and dark, tiled corridors and low ceilinged hallways in the 

modern underground systems (Edward, 1997; Fleming, 2007). 

This 'sameness' of expression extends to the airport interface which eventually lost the 

exotic and futuristic connotations of its early beginnings and became almost as bland and 

familiar as a typical franchise - part checkpoint, part mall, part thematic leisure space 

(Fuller and Harley, 2004; Gordon, 2004; Erickson and Doving, 1992; Sharma, 2009). 

Moffat (2004) thinks that it is actually the 'airport experience', as the expression of the 

newest, most refined transportation technology that influenced the aesthetic vocabulary at 

the base of generic transit design: 

In the second half of the twentieth century such great public gateways largely gave 
way to the more hermetic "airport experience" - long corridors and commercial 
concourses in out-of-the-way places that look pretty much the same from one city 
to the next. Even where the designs of individual terminals might incorporate 
engineering excellence and the latest in architectural materials, they often spoke 
more of a new international uniformity of experience and expectation than any 
distinct sense of local pride or identity (p.75). 

Utilitarian design and sociofugal public realm 

Auge (1995) observes that although transit nodes have a high potential for chance 

encounters, they paradoxically do not encourage it - they encourage anonymity. When 
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people come together, they socialize and organize places, but non-places act as 'immense 

parantheses', a pause in the context, where people are identified at entry and exit, then left 

into precious anonymity in the intimidating 'forward' spaces of technology - where the logic 

of the outside reality seems to be superseded. The people are indirectly encouraged to be 

solitary, anonymous spectators, rather than participators. 

A study of the arrangement of space in the lounge areas of several American airports, 

performed by Robert Sommer, an environmental psychologist, found that airport seating is 

typically arranged in a sociofugal manner, discouraging comfortable conversations between 

occupants/travelers. The chairs are usually bolted to the floor, and arranged back to back 

or deployed classroom style, in rows. Sommer argues that this arrangement is 

inappropriate, intentionally discouraging socializing. Interviews with the managers of the 

locales revealed the rationale behind it: a less comfortable waiting area tends to re-focus 

travellers' attention to retail areas (Sommer, 1974, cited by Holahan, 1982, p.303). 

Edwards' (1997) design guidelines for train stations mention the need to provide shelter, 

comfort, amenity and travel information in waiting areas. These amenities refer to sturdy 

but decorative finishings, solid seating, comfortable bioclimatic conditions such as lighting 

and heating, train departure and arrival monitors, clocks, litter bins and interior planting. 

These guidelines suggest achieving a minimum level of comfort, while other practical 

considerations focus on circulation, lighting, signage, security concerns, administrative 

functions, and secondary passenger facilities such as telephones and restrooms. Provisions 

for circulation regard "ease of movement, comfort and speed" (p.66), where comfort 

consists of "shelter and warmth" (p.66). Although Edwards contemplates the similarity, if 

not equivalent, of circulation in transit stations to city streets, and of core areas to urban 

squares, the suggestions are utilitarian in scope, he pertinently discusses ideal solutions to 

26 



the complex priorities within a transit station. However, there are few suggestions on how 

to achieve quality of public space beyond these minimal requirements in order to encourage 

the kind of vibrancy, interactivity and cultural permeability that is particular to the urban 

realm. 'Real' urban places have uncertainty, unpredictability, and variability (Perkins, 

personal communication, Nov. 14, 2010). 

The state of transit nodes might often be even under that utilitarian level, as Metro, a local 

Toronto newspaper remarks in the case of the metropolitan subway stations in Toronto. In 

many of these locales the public entryways and corridors are marred by neglect, making for 

a difficult experience of movement through the city (Torstar, 2010). 

In a more general discussion on movement and modernity, Francois Ascher, urban planner 

and chair of the IVM ('Institut de Ville en Mouvement', or City on the Move Institute) notes 

as well that, although ubiquitous in our urban landscape, mobility is too often treated as a 

pure functional element, rather than a contiguous part of the public realm, considerate of 

the time users spend in it and compatible with "expectations of individual private and 

collective space" (2003, p.6). He finds it problematic that qualitative aspects such as 

aesthetics, environmental values, contextual significance, are considered optional in the 

design of the'loci of mobility': 

Too often too, they believe that the beautiful takes second place to the 
functional, that architecture is simply decoration, that urban design is a luxury, 
that landscape is simply a scattering of green over concrete, that sounds and 
smells have no importance (p.7). 

Commodification 

The discussion concerned with the quality of public space within transit nodes is closely 

related to the issue of commodification of these areas, as it was observed by Sommer 
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(1974). Often, the main source of revenue for public transportation is from the concessions 

located in the waiting areas of transit terminals. 

Historically, the public institutions such as police, fire, education, sanitation and 

transportation have started as private enterprises, being handled over to the public bodies 

when they became less viable, and privatized again when profitable (Brill, 1989). Bus and 

train networks, as well as airports have followed this pattern, and in many cases they are 

privatized, or managed by external parties, which in turn are trying to make them profitable 

by renting space within transit terminals to franchises and concessions (Edwards, 1997, 

1998). Edwards observes that in such cases revenue generated from commercial activities 

of one kind or another can approach 50% of the total income generated by the locale, in the 

case of airports. The implications are obvious in terms of design and management: space is 

allocated to these secondary activities in strategic locations and the circulation is organized 

in a manner that maximizes 'dwell time' - a deliberate exploitation of the time that 

passengers spend in waiting for their connections. 

The vulnerabilities of containment - the stress related to travel, being in an unknown place, 

being confined to a closed lobby, perhaps, or often waiting for hours - are significantly 

taken advantage of in these transitory spaces. Sharma (2009) considers the disorienting 

effects of the non-place and remarks how the absence of culture, authenticity, discernable 

values as local referents to situate the traveler are actually creating the propitious ground 

for what she calls "the spectacular media saturated spaces of capital" (p. 131). She points out 

the discrepancy between the standing of the non-place - the public transit node in this case -

as public place, and its failure to conjure up the place of the public. 

The functional clarity of the station is also blurred, as its increasing economic activity, 

otherwise a positive element in the city's economic structure, tends to supersede its 
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primary purpose - transportation - and bring forward new formats: "a cross between 

shopping malls, bridges, squares, and traditional stations"(Edwards, 1997, p.175). It is 

questionable, however, for the reasons mentioned above, where the place for the public is 

within these new formats and whether a well synchronized intersection of itineraries, albeit 

dotted with sturdy seating and bathed in natural light, can stand as an urban square. 

A study of contemporary transit node projects, built or proposed: assessing how new 
intentions are trying to challenge the traditional transit station design 

A number of recent projects, built, or proposed, as well as theoretical inquiries into the 

concept of the transit node, are adding to the discussion started by critics and challenge 

some of the traditional formats of this typology with new proposals. Their solutions bring to 

attention, in an indirect manner, the dysfunctional aspects discussed above and the need to 

reinterpret the primary model, in ways that are pertinent to the current circumstances of 

our urban landscapes and our contemporary cultures. 

Integration in context 

Some of the new civic rehabilitation work, such as 'Place de L'Homme de Fer', in Strasbourg, 

France (designed by architect Guy Clapot), or the Saitama Sky Forest Plaza, in Saitama City, 

Japan (designed by Peter Walker and Partners Landscape Architects) are showing concern 

about integrating the transit node (a tram station in Strasbourg, and a train station in 

Saitama) in the local built context without forfeiting movement through the sites they 

occupy. The 'Place de L'Homme de Fer' is seamlessly negotiating all functions in the same 

surface, waiting platform and urban square, symbolically unifying the space with a circular 
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Figure 2.7 Place de L'homrne de Fer, Strasbourg, Figure 2.8 Saitarna Plaza, Saitama City, Japan 
France (Claudon, 2010). (American Association of Landscape Architects, 

2010). 

pergola (Gehl and Gemzoe, 2001) (Fig. 2.7). The Saitama Plaza was designed as an elevated 

one-hectare urban square, populated by an 'urban forest', above the public transit station 

hosted below; the garden acts as a connector to pedestrian flows adjacent to the place and 

to the ground transit station, revitalizing the public space(Sasaki, 2007)(Fig. 2.8). 

In the same spirit, in the center of The Hague, in Holland, a link between the tram viaduct at 

the Ternoot stop and the NS (Dutch Railways) railway embankment, was designed by 

Zwarts & Jansnia Architects as a viaduct, 

suspended over the entire length of the 

street, with a new station halfway (Zwarts & 

Jansma Architects, 2010a). The viaduct 

integrates unobtrusively in the street 

landscape, hovering over the sidewalk and 

allowing free pedestrian traffic underneath. 

(Fig.2.9) 

The mono-dimensional urban presence of traditional transportation terminals is discussed 

anew in the design for the Yokohama ferry terminal (designed by Foreign Office Architects), 

in Japan, or the Chungmuro Intermedia Playground, within the Chungmuro underground 

Figure 2.9 Tram viaduct link in The Hague, 
Netherlands (Zwarts & Jansma Architects, 2010b). 
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station, in Korea (designed by Cho Slade Architecture with team BAHN) (Fig. 2.10 and 2.11). 

The ferry in this case is an extension of the city, playing up its horizontal planes to 

accommodate a secondary promenade and park on the top of the terminal (Rambert, 2003). 

The subway station at Chungmuro, in Seoul, accommodates within its passageway a digital 

media center, conceived in 2001 as part of a citywide improvement program to upgrade and 

make use of underutilized public spaces (Gastil and Ryan, 2004). Passerby are encouraged 

Figure 2.10 Ferry terminal, Yokohama, South Figure 2.11 Digital media center integrated in 
Korea (Welch & Lornholt, 20105. subway station, Seoul, South Korea (Gastil & 

Ryan, 2004). 

to stop and find out more about the facilities, a screening room, classrooms and a exhibition 

lounge and multi-media library. 

In an effort to enrich the conceptual design of transit terminals such as Denver's 

International Airport, in Colorado, or Fairbanks International Airport in Alaska, U.S., 

planners are trying to find inspiration in the surrounding natural context and ground the 

architectural object in the expression of its context. In Denver, the white tensile roof of the 

terminal is spiking up in peaks, as a visual reflection of the snow-capped Rocky Mountains 

in the distance (Edwards, 1998) (Fig. 2.12). The Fairbanks Airport, designed by Bettisworth 

North Architects, is trying to inject a feel of the 'rustic frontier', using local materials such as 

stone, wood, rust colored metal, and borrowing from the look of abandoned rusty mines, as 
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well as that of the pioneer wood cabins, to place the building culturally in its environs 

[Architectural Record, 2010) (Fig. 2.13) 

Figure 2.12 Denver International Airport, Figure 33 Fairbanks Airport, Alaska, U.S. 
Colorado, U.S. (Pereau't, 2C03). (Architectural Record, 201C). 

Integration in the public realm - quality of public interface 

Decades after Penn Station in New York was demolished to make way for modernity - a 

subterranean transit station covered by an office building - MTA's (The Metropolitan 

Transportation Authority in New York and Long Island) Art for Transit program, focused on 

rehabilitating subway and commuter rail stations through art, commissioned artist Andrew 

Leiceister's Ghost Series to provide an echo to the architectural history and the design 

context of the station (Fleming, 2007). Leicester's installation, Corinthian Column - a pair of 

mural reliefs of broken columns - on the entrance corridor's walls, provides a reminder of 

the historic building previously in place, albeit with an ironic subtext (Fig. 2.14). A similar 

intent, of cultural integration in the atmosphere of the place, is achieved by artist Michele 

Oka Doner. His project, A Walk on the Beach - a bronze seashell and sea-creature studded 

terrazzo floor in the Miami International Airport -is figuratively extending the beach to the 

interior of the terminal (Fleming, 2007) (Fig. 2.15). In Stockholm, the underground 
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excavations were maintained in their rough shape while being painted with folkloric motifs, 

relevant of the Danish cultural context (van Mensvoort, 2009) (Fig.2.16). 

Figure 2.16 Subway decorations, Stockholm, Denmark (van 
Mensvoort, 2009). 

Other initiatives are directly involved in adding optional activities within the public 

interface of transit terminals, as a counter-point to the commodification permeating these 

spaces. A small library is added to a bus stop, in a project by students Mila Wiggins and 

Petra Bogias submitted to the thinkTORONTO urban ideas competition (Sandals, 2009)(Fig. 

2.17). A minimized branch of the local public library is inserted in the subway stations of 

Madrid, encouraging easy book loans to travelers (MIMOA, 2010) (Fig. 2.18). In the San 
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Francisco International Airport, a museum program accredited by the American Association 

of Museums permits rotating borrowed exhibits throughout the various terminals (National 

Public Radio, 2010) (Fig. 2.19]. 

Figure 2.17 Library included in bus stop - project Figure 2.18 Mini-library included in metro 
submitted to thinkTORONTO competition (Sandals, 2009). station, Madrid, Spain (MIMOA, 2010). 

Figure 2.19 'Borrowed' museum display in San Francisco 
Airport, California, U.S. (National Public Radio, 2010). 

In terms of liberating the public realm within the terminals from strict utilitarian 

parameters, a number of designs show an intent to integrate environmental factors that 

question the limitations of enclosure and separation from regular, traditional public urban 

spaces in the city. Another entry in the thinkTORONTO competition, suggests oculus-type 

apertures in the subway corridors, bringing underground the comfort of natural light and a 

connection to the urban life above (LeBlanc, 2009)(Fig. 2.20). The Fairbanks International 
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Airport, mentioned above, carries the natural materials used in its overall structure into the 

interior of the airport, showing care in regard to the sensory experience of the passengers 

(Architectural Record, 2010)(Fig. 2.21). 

Figure 2.20 Oculus apertures in underground Figure 2.21 Natural materials used in the interior 
hallways - project submitted for thinkTORONTO design of Fairbanks Airport, Alaska, U.S. 
competition jLeBlanc, 2309). {Architectural Record, 2010). 

Another big component in terms of environmental exposure is vegetation and open spaces, 

beyond the neutral green planters ubiquitous in these places of transit. Kisho Kurokawa, the 

architect for Kuala Lumpur International Airport, relied on the concept of "Airport in the 

forest, forest in the airport" to include a patch of rainforest in the transit terminal, albeit 

surrounded by a cylinder of glass walls, now accessible to the passengers through a crossing 

path (Kuala Lumpur International Airport, 2010) (Fig. 2.22). Interesting though, it was only 

after the benefits of creating a direct line of view to the retail outlets on the other side that 

the option of an accessible path was considered (Koay, 2009). Similarly, in the San Francisco 

International Airport, a tall bamboo has been planted in a forest pattern in the arrival 

terminal (Gordon, 2004)(Fig.2.23). The architect's statement, suggesting an intentional 

effort to instill "a sense of human dignity" (Hartman cited in Gordon, 2004, p258) points to 

an interesting correlation between the presence of free choice, non-commercial, green 

spaces and a sense of respect for the public. 
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Figure 2.22 'Forest in the airport', Kuala Lumpur 
Airport, Kuala Lumpur, Malaysia {Koay, 2009). 

Theoretical inquiries into new definitions and roles for the transit node 

Critiques related to the typology of the transit node often go beyond outlining its 

shortcomings and suggesting room for change, in terms of their status as urban objects and 

participants in the public life of the city. 

Critics suggest that the design of the stations could recognize the position of the station as 

crossing point and urban interchange and its valuable connotation as a social or meeting 

place to counteract the fracturing effect its infrastructure has on the city (Edwards, 1997, 

Rambert, 2003; Sasaki, 2007; Gehl and Gemzoe, 2001; Delbene, 2009). Similarities in the 

mobility networks within stations and the ones in the city can be naturally extended in 

considering the structure of movement within stations as a fragment, a continuation of the 

city streets. A bridge crossing the transportation infrastructure is a civic element, rather 

than merely a part of the railway station. 

36 

Figure 2.23 Bamboo garden in the arrival terminal 
at San Francisco Airport, California, U.S. (San 
Francisco International Airport, 2010). 



Another suggestion is to employ a different land use for the infrastructural territories of the 

transit node to heal the rift between the station and the urban context. One possibility 

would be to develop them as green spaces (Edwards, 1997). The city fabric is most often 

difficult to cut into, in order to open it up to natural environment. By taking advantage of 

the large expanses occupied by the infrastructure, environmental features and recreational 

zones the problem of devitalized, inert and scarring urban territories could be solved. 

Additionally, the architectural expression of the transit node terminal, basically a gateway 

into the urban environment, can provide identity to those places which are often missing 

focus or sense of hierarchy by stating its position as a landmark, albeit sensitive to its 

context (Edwards, 1997,1998; Brown, 2005; Moffat, 2004). 
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Chapter 3 | Presence in the city 

If there is to be a 'new urbanism' it will not be based on the twin fantasies of 
order and omnipotence; it will be the staging of uncertainty; it will no longer be 
concerned with the arrangement of more or less permanent objects but with 
the irrigation of territories with potential; it will no longer aim for stable 
configurations but for the creation of enabling fields that accommodate 
processes that refuse to be crystallized into definitive form; it will no longer be 
about meticulous definition, the imposition of limits, but about expanding 
notions, denying boundaries, not about separating and identifying entities, but 
about discovering unnamable hybrids; it will no longer be obsessed with the 
city but with the manipulation of infrastructure for endless intensifications and 
diversifications, shortcuts and redistributions - the reinvention of psychological 
space... Since it is out of control, the urban is about to become a major vector of 
the imagination (Koolhaas, 1998, p.969). 

This chapter will attempt to frame the position of the transit node typology within the 

larger discourse related to city planning and urban form. As outlined in the introductory 

chapter, the aspect related to the integration of the transit node in the urban context is one 

of the two central issues of this study. The concerns identified in the literature review 

related the issues of physical, cultural and environmental disconnection, as well as mono-

functionalism to the aspect of urban context integration. It became evident that, in order to 

pertinently re-inform these aspects, it would be necessary to explore the larger concept 

behind this aspect - urban form (Fig.3.1, a.) 

The literature and theory concerning the historic and emerging city form will be explored, 

the study outlining important models and concepts formulated through time (Fig.3.1, b.) 

Additional observations coming from contemporary critics and theoreticians concerned 
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with the modern expression of urbanism and culture are added to this exploration. Since 

the focus of this study is the transit node typology, a subchapter in this section is further 

devoted to a short study of the historic role of transit in models and strategies concerned 

with city form. 

The intent is to select principles that appear to be important to the new trends and theories 

in urbanism, in order to relevantly inform, in a later chapter (Chapter 5), this facet of the 

transit node concept - integration in the urban context (Fig.3.1, a). 

TRANSIT 

NODE 
CONCEPT 

v. 

URBAN 
FORM 

TRANSIT 
MODE 

COWCEPT 

Xa» 

a. b. 

Figure 3.1 Schematic representation of the research process lead in this chapter (framing the transit 
node typology in the larger theory about urban form) 

Considering that the literature review outlined four categories under which concerns were 

expressed, the same categories will be used to classify these values at the end of this 

section: 'physical integration', 'functional profile', 'cultural integration', and 'environmental 

integration'. The intermediary discussion of disparate critiques and opinions on modern 

urbanism and culture is also structured within the same categories, for relevance purposes. 
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Perspectives for the contemporary city derived from leading literature concerned with 

urban planning and design 

This section will explore the literature and theory concerning the historic and emerging city 

form, outlining important models and concepts. As discussed above, disparate critical 

observations related to this issue will be added to this discussion. To complete this 

exploration, a section will discuss briefly the historic relationship between transit and 

urban development. The intent of the main discussion is to outline fundamental principles 

for any urban component's integration in the city fabric. The aim of the short section is to 

narrow down additional principles perceived to relate to the particular role of the transit 

node as urban component. 

A Concise History of City Form 

If we would lay a new foundation for urban life, we must understand the 
historic nature of the city, and distinguish between its original functions, those 
that have emerged from it, and those that may still be called forth (Mumford, 
1989). 

This section will concisely review some of the significant models and concepts in the 

history of city form (Fig. 3.2). It aims to maintain focus on issues like physical, 

cultural, environmental integration (where applicable), and functional profile, in 

order to follow the categories of concerns relevant for the transit node typology. 
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Figure 3.2 Schematic illustration of timeline and essential changes in urban form, as they are 
outlined in this section 

Organic and spiritual beginnings (approx. 4500BC - 8th centuryBQ. In analyzing the 

mechanisms that created the city, Mumford (1989) observes that its earlier function, as a 

sacred spot, was that of a meeting place. Eventually, the advantages of having people closer, 

for communication, trade, higher organizational power, created coagulated communities. 

Lynch (1981) dates around this time the first historical interventions in city form: the 

ceremonial centers were progressively imbued with symbols of power and processional 

ways were built as narratives in order to create a sense of hierarchy. Spirituality, essential 

to counterbalance the uncertainty of the times, was imbedded consequently in the urban 

form. The cosmic models were mirrored in some cases in the structure of the city: secluded 

boxes within boxes in the case of the Imperial City in china, or the mandala-like layout of 

settlements in India. 

Lynch (1981) observes that within this period of organic accretion, for practical reasons, 

cities are carefully integrated in their natural environment. An open, amorphous place, such 

as the Greek agora would provide a dynamic center, serving as meeting place, market, 

political arena, educational or ceremonial grounds. This organic phase in the history of the 
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Greek town is considered to be, in Mumford's opinion, the most dynamic, creative, 

progressive and democratic moment in the Western civilization's history (1989). 

The grid plan (approx. 8thcentury BC to 11th century AD). Starting with the introduction of the 

Milesian, or gridiron plan, in the Hellenistic period, and later, in the Roman times, the 

balance of forces within the town shifted, due to centralization of power. Urban form was 

subdued by the pure geometry of long straight avenues, while architectural expression 

gained a sense of formality and scale. The market place was moved closer to the waterside, 

to integrate better in the patterns of circulation. Mumford notes that, ironically, the 

centralization of power is closely related not just to the conveniently organized layout of the 

city but also to the provision for opulent public works, such as the roads, aqueducts and 

public baths in Roman times. Another interesting observation is that socially, at this time, 

the city ... 

ceased to be a stage for a significant drama in which everyone had a role (...); it 
became, rather, a pompous show place for power; and its streets properly 
presented only two-dimensional facades that served as a mask for a pervasive 
system of regimentation... (1989, p.196). 

The walled city (approx. 12th-14th century AD). The medieval times, in contrast to the 

organizational forms achieved during the Roman colonization, returned to the organic 

layout and human scale of incipient settlements. The walls built around small settlements 

provided safety and granted a fixed location for trade, promoting urban development and 

the rise of the merchant class. In terms of spirituality and culture, the church served both 

these needs. It also provided a center to the public realm - the neighborhood - and to the 

city's form. The gate, or port, became at this time the center of economic and business 

quarters, directly inserted in the circulation routes. Mumford remarks on the self-
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sufficiency of the medieval town, in terms of social and economic organization: an early 

form of zoning can be read in the coagulation of professional guilds' neighborhoods. 

Similarities are also drawn between modern time's developers and the feudal lords of the 

period, who regarded the city, which land they owned, as a very profitable business. 

Renaissance (approx. 14th-l 7th century AD). Gehl (2001) believes that intentional city design 

started with the aestheticist efforts of the Rennaissance. The self-sufficiency and community 

focused character of the Medieval City became superseded by the extroverted gestures of an 

empowered monarchy. Functionality in the urban environment was replaced by visual 

effects, or "a kind of geometric clarification of the spirit" (p.348), as Mumford calls it, which 

acted in piecemeal fashion on the urban form of the historic city. The symbols of this 

intervention are the straight street, the continuous horizontal roofline of street facades, the 

round arch, and a repetition of ornamental facade elements, reclaimed from the antiquity 

repertory (cornices, lintels, or columns). A great contribution of the Renaissance was the 

public space treatment: stone stairs, sculpted fountains, and memorial statues, adding 

dynamism and new cultural expression to the public realm. With the weakening of the 

church's dominance, the monumental and the ornamental satisfied the need for a new 

creed. 

Baroque (approx. 17th-18th century AD). It was only in the Baroque period, in the seventeenth 

century, that these interventions became choreographed at a larger scale within the urban 

fabric. A new concept of place was being developed at this time - organized, continuous, 

reduced to measure and order, brought to new scales of magnitude and ornamentation, and 

enriched with a sense of motion and time. It is often said that Baroque treated the public 
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realm as a theatrical stage, and looking at the political and economic determinants of the 

period (central sovereign and a developing capitalism - new merchant and banking classes) 

it makes sense that the city would be used as a representational canvas (Mumford, 1989). 

Characteristic of the time are the newly enlarged avenues and boulevards cutting through 

the dense fabric of the historic city, and the landmarked plazas found at their convergence. 

While the purpose behind this move was military, it opened the way for faster circulation 

based on wheeled vehicles and created a new venue for the social life of the city: the 

promenade. The grandeur of Baroque urban planning was carried in all the large cities of 

the time, Paris, Madrid, St. Petersburg, Vienna, and Berlin and further to the new cities of 

North America, Chicago and San Francisco. Mumford (1989) observes that, although this 

mode of planning was insensitive to the small scale of the neighborhood and to expansion, it 

was applied based on the appeal of its aestheticism up until the beginning of the 20th 

century. 

Industrialization [18^-19^ century AD). The affluence of people to the city during the late 

eighteenth and nineteenth's century, once industrialization gave impetus to a new economic 

life, created an unprecedented growth and densification of the urban fabric. It is important 

to observe the introduction of public transportation at this time as a newer mode of 

mobility - the train - became the lifeline of the intense economic activity of the time. It was 

brought into the city as far as the historic core allowed, eventually fragmenting the urban 

fabric. Developers encouraged exaggerated densification in the city, which together with the 

unjust social conditions would soon create an insalubrious urban environment. Public 

services and infrastructure were reinstated for the public good as it became clear that they 

were necessary for the common good, although they could not be provided at a profit. The 
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introduction of the street car allowed the city to stretch out, eventually ensuring the 

connectivity between housing and the jobs in industry and prompting a segregation 

between the two for the first time. 

The green city (late 19th-early 20th century AD). The organic city model, promoted in the 

nineteenth century, came as a reaction to the over-crowding and urban neglect 

characteristic of the industrial city. The theorists behind these models, such as Ebenezer 

Howard, Lewis Mumford, F. L. Olmstead and Raymond Unwin, began to reconsider how 

human values are reflected in the urban medium and believed the city should be thought of 

as a complex organism. Howard's application of his idea, in his formula for a Garden City, 

envisioned a democratic, compact, new settlement, set in nature but connected with the city 

through public and private transit, providing small lots and houses for a range of social 

classes and a variety of functions, assuring the city's self-sufficiency. Lynch (1981) believes 

the force of this development strategy persists today because of the spreading political 

influence of the idea of ecology. At the time, however, it failed to be implemented on a larger 

scale on behalf of its lack of marketability (Sternberg, 2007). 

Modernism (approx. 1910-1960). Encouraged by the advances in technology, by a sense that 

a new social order is about to be crystallized, and that old forms need to be challenged, a 

new model started to take shape in the 1930s. The functionalist or rationalist urban 

concepts of this time, in most cases Utopian ideas, were focused on seeing the city as a 

machine, its functions akin to the operations on an assembly line. Models such as 

Corbusier's 'Radiant City', or Yona Friedman's model of an elevated city attempted to 

reconfigure completely the logic behind a city (Lynch, 1981). These intentions tried to 

45 



hygienize the industrial city, by bringing in sun, open spaces, and by inserting what was 

seen as liberating technology into the city dweller's lifestyle. While they were not translated 

literally in urban form, these Utopian ideas grew fully into the modernist period which 

permeated most of the 20th century's culture. Modernism stood against the tradition of 

formality and promoted functionalism, rationalism, simplicity in form (architect Mies van 

der Rohe's "less is more" quote stands as a motto for this period], architecture, social 

structures, art, and ultimately, urban form (Curtis, 1996). 

This period in urbanism is believed by many to have had the strongest influence in the 

practice of city planning (Gehl, 2001; Mumford, 1989). The rationalist philosophy is 

responsible for the segregation of the city into functional areas, a strategy that still lasts in 

the planning strategy to this day. The belief in technology's superiority encouraged the 

vertical densification within the city and the modeling of all urban patterns on the 

particularities of automobile transportation. As Secchi (2007) observes, overconfident 

engineering created the mass of public infrastructure that only recently has proven to be 

unsustainable and to have created tremendous damage to our ecosystems. As for the 

cultural impact of modernism, many point to the oversimplification and loss of social life 

due to the reactionary attitude of this movement (Lynch, 1981; Corner, 2006; Mumford, 

1989). The hyperfunctional plan of modernism solved the problem of growth by building 

tall buildings in open green spaces, and connecting them with high-speed roads. This layout 

intentionally ignored the ambiguous but necessary connectivity of functions in the historic 

city and its human scale, hoping to shape an 'emancipated' society through what was 

thought to be a progressive physical environment. 
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Following this progress and encouraged by growth and more independent lifestyles, the city 

began to decentralize. The separation of functions, reinforced by the automobile 

connectivity encouraged the extensive suburban developments which we are so familiar 

with today. The suburbanization and city fragmentation phenomenon following the postwar 

years has been discussed and analyzed frequently in the literature (Jacobs, 1961; Mumford, 

1989). The transformation of the urban landscape was most prominent in North America, 

although the social and physical fragmentation caused initially by industrialization and 

guided by car mobility also took place in Europe and other developed urban centers around 

the globe (Secchi, 2007; Rebois, 2003). 

Postmodernism (1970-1990). The postmodernist movement is believed to have been 

triggered by Robert Venturi's 1966 book "Complexity and Contradiction in Architecture", 

which discussed the value of vernacular architecture (Carlton, 2009). As a counterpoint to 

modernism, this period brought back esthetics into city planning and city design. The 

source was the whole range of historic architectural elements, and the intent was to re-

instill meaning into the formal expression. Many argue that this visual vocabulary was a 

merely aesthetic enterprise, a type of new packaging for the urban environment: 

"eventually even city space and architectural forms become consumer items or packaged 

environments that support and promote the circulation of goods" (Boyer quoted in 

Madanipour, 2007, p.15). 

The historicist elements were not always translated or re-filtered through the culture of the 

time, which explains why not only arches, columns or pediments were being reintroduced 

in the urban context, but also Italian piazzas and country towns. It is observed that this 

renewed interest in historical values mobilized urban design into re-creating public spaces 

such as squares or plazas (Madanipour, 2007). However, the lack of sensitivity to the 
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context, culture or history of places, is thought to have had a depoliticizing effect on urban 

space and to have emptied it from any social or cultural messages (Loukaitou-Sideris and 

Banerjee, 2007). Another potential impact of this historicist trend may be the failure to 

recognize the new values emerging in the socio-cultural dimension, and to center around 

them the search for contemporary meaning or authenticity (Brill, 1989) 

When examining the evolution of city form, one trend that becomes visible is the point-

counterpoint succession, in terms of cultural and physical expression. Organicity of form 

and natural growth was succeeded by rationalist response, and so on, as if through time a 

sense of balance needs to be achieved. Refinement of technology appears to be at the center 

of this progress, having superseded religion as the firm core of human culture. The artistic 

and architectural expression followed closely the shifts between the gravitational values of 

cultural and spiritual life (Which prompts the question of what cultural message and values 

are at the center of our culture, to be embedded in our environment, today?). Mobility was 

one of the main generators of form, from the tight pedestrian passages of the ancient cities 

to the convoluted expressways of today. Parallel to the provisions for faster mobility (and 

perhaps directly attributed to it), a loss in the human scale and connectivity of the built 

environment lead to a loss in the complexity of social life. In terms of environmental 

integration, the separation that occurred over time is under severe scrutiny today as 

decentralization and suburban growth threatens the existing natural habitat. 

Mumford (1989) was suggesting in the quote at the beginning of this chapter that 

examining the original functions of the city - the ones that have emerged from it and the 

potential ones to come - is necessary in order to inform the foundations for new, 

appropriate urban form. 
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Following this line of inquiry, we can remark on the sacred role of the city in its beginning 

and of the advantage of this converging location as a meeting ground. What emerged was 

the effective role of the community to ensure self-sufficiency and the conditions for 

accumulation and progress, as well as social life. Social or public life is considered to be 

unique to cities, where the large number of inhabitants permits interactions between 

unfamiliar, unknown others, and encourages understanding and acceptance of variety, a 

fundamental attitude in the progress of a civilization (Lofland, 1989). Another emerging 

function, elemental, in Mumford's opinion, is that of repository of culture and history. 

Culture is not only saved but visibly accessible, throughout the city, like a frozen palimpsest 

- a concentrated form of education, informing the city dweller where he comes from and 

where he goes. 

In terms of the functions 'that still may be called forth', it is probably appropriate to 

consider the theory and philosophy behind the contemporary attempts to redefine urban 

form. 

Contemporary models 

Although Jane Jacobs' criticism of the modern urban development and its severe 

repercussions to the vitality and social life of the city came in as early as 1961, it was 

relatively late, in the 1980s that the urban planning paradigm started to change. 

New urbanism. New Urbanism took shape in the 1980s as a response to what were sensed 

to be serious problems of the urban strategy: the unsustainability of the sprawl model; the 

disproportionate expenses involved in creating the infrastructure; the complete 
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dependence on automobile transportation; traffic congestion; the loss of vitality of the town 

centers; and a sense of isolation with unexpected consequences in the social fabric (Duany, 

Platter-Zyberk, and Speck, 2000). 

The philosophy behind the new urbanist movement was prompted by the writings of Leon 

Krier, an England-based urban theorist, intent on reverting from modernism and drawing 

inspiration from the human-scaled neighborhoods of traditional European cities. The 

movement focused on examples of functional traditional cities and attempted to distill the 

premises of such finely-tuned systems and emulate them in new developments. A list of 

guidelines has been synthesized: 

... neighborhoods should be diverse in use and population; communities should 
be designed for the pedestrian and transit as well as the car; cities and towns 
should be shaped by physically defined and universally accessible public spaces 
and community institutions; urban places should be framed by architecture and 
landscape design that celebrate local history, climate, ecology, and building 
practice (Congress for the New Urbanism, 1999). 

Different applications of new urbanism principles adhere to what is considered to be 

architectural determinism: reclaiming the public realm and social behaviour through urban 

form (Audirac and Shermyen, 1994). The repertory of forms includes pedestrian-friendly 

streets and town cores of office, retail space and mixed-use residential districts with civic 

structures or parks as their focus. 

One of the models, the Traditional Neighborhood Design (TND), is intent on reinventing the 

suburb, in the spirit of the principles enunciated above. It is strongly invested in neo-

traditional aesthetics, meant to counteract the stark language of modernism and bring back 

a sense of old-fashioned community. The best known application of this model, the master-

planned community of Seaside, Florida, designed by the leaders of the neo-traditional 

movement, Andres Duany and Elizabeth Platter Zyberk, was welcomed with mixed reviews. 

While it successfully introduced new ideas, such as mixed use, higher density, pedestrian 
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access, it was criticized later as exclusivist, esthetically conformist, and lacking the vitality 

and variety professed by the neo-traditionalist manifesto (Audirac and Shermyen, 1994). 

The principles behind the TND model became popular, however, and the guidelines behind 

it began to replace code from the typical PUD (planned unit development) and other 

development codes in many municipalities in U.S., while gaining international interest as 

well. 

At the same time, in the early 80's, other designers developed the concept of the Urban 

Village, based on principles of high-density and self-sufficient neighborhoods, focused on 

pedestrians and car-independence. Focused on reconstruction and growth within existing 

towns, the urban village tried to fit new development with the old and preserve the historic 

town character (Audirac and Shermyen, 1994). The model did not gain popularity with the 

developers, as it failed to consider its regional integration in the mobility patterns (Carlton, 

2009). 

The Transit Oriented Development (TOD), another application of new urbanist ideas, grew 

from the incipient concept of the Pedestrian Pocket (PP). This model envisioned a high-

density cluster of housing, retail space, offices, and shared open spaces, connected by 

walking paths and set within a quarter-mile radius of a transit system. The Pedestrian 

Pocket was meant to be market oriented, accommodating the car as well as transit and 

walking. It was meant to be grafted on a dedicated right-of-way and expected to evolve 

towards a public transit (light rail) serviced community, as the community grew and funds 

became available (Carlton, 2009). The figure behind this development concept, Peter 

Calthorpe, further developed the concept into what is now known as a TOD. Encouraged by 

a renewed interest from authorities in the integration of land-use, transportation and 

environmental concerns, he remodeled the pedestrian pocket towards a more transit-
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focused land-use scenario. Essentially, TODs aim for compact, dense, mixed-use and mixed-

income urban developments, pedestrian friendly, environmentally sensitive, and supportive 

of public transit. The model is now adopted internationally and used as a strategic tool, 

albeit with local interpretations, in urban planning and design (Arbury, 2005; Renne, 2008). 

A more comprehensive definition of this model comes from the Center for TOD sponsored 

book, "The New Transit Town": 

Transit-oriented development is regional planning, city revitalization, 
suburban renewal, and walkable neighborhoods combined. It is a cross-cutting 
approach to development that can do more than help diversify our 
transportation systems: it can offer a new range of development patterns for 
households, businesses, towns, and cities (Dittmar and Ohland, 2004, p.xii). 

The principles summarily mentioned above were refined in time, following a review of TOD 

applications in new developments. Five clear goals were outlined, together with afferent 

key components, to define a performance-based concept of TOD: 

- location efficiency (density - providing sufficient customers within walking or biking 

distance of the transit stop; transit accessibility - locating transit stations and stops 

centrally or conveniently with the TOD; and pedestrian friendliness - ensuring an 

interconnected and pedestrian scaled network of streets within the transit district); 

- rich mix of choices (providing a wide range of housing, mobility, and activity choices within 

the TOD); 

- value capture (taking advantage of the synergy between transit and the economic ambient 

of the development through frequent transit service, good connections between transit and 

the community, and provision of community amenities and place making qualities); 

- place making (high quality urban design defined as providing places for people that are 

safe, comfortable, varied, and attractive; complementary enrichment of existing context; 
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connectivity - prioritizing the pedestrian; landscape compatibility - sensitivity to climate, 

landform, landscape, and ecology; mixed uses and forms; economically viable and well 

managed projects); 

- design for change (flexible design, able to respond to future changes in use, lifestyle, and 

demography). 

The T.O.D. model is also trying to expand and customize its strategy and set of principles for 

different situations by sensitively assessing the difference in scale and context at different 

levels of implementation: the urban downtown, the urban neighborhood, the suburban 

towncenter, the suburban neighborhood, the neighborhood transit zone, and the commuter 

town CDittmar and Ohland, 2004). 

'The compact city'and 'smartgrowth'. The issue of environmental sustainability, as it relates 

to the planning and functionality of the urban form has been placed on the agenda of 

governments and theoretical research in the 1980s by the World Commission on 

Environment and Development (1987) and the 1992 Earth Summit in Rio (Jencks and 

Dempsey, 2005). The message from these stated the imperatives of economically viable, 

socially equitable and environmentally conscious cities. A number of tentative solutions 

have come forward, focused on these priorities, such as the 'compact city' or the 'smart 

growth model'. They are broad concepts, concerned with outlining large scale strategies at 

the level of urban and regional planning. 

The Compact City model functions as an umbrella concept hosting a number of proposals 

the complexity of which makes it difficult to coherently define a central definition (Arbury, 

2005). Compact cities are rooted in the European city form, and are believed to contain the 
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key to a self-sufficient system, viable economically, socially, and culturally. This model form 

is embraced by planning agencies in Europe, but it is gaining popularity globally, as a 

response to the problem of urban growth. It appears to be closely related to incrementalism 

- a strategy of gradual change in planning policies - as opposed to the large-scale thinking 

typical for rationalist strategies. As a planning methodology, incrementalism is seen as a 

more reliable way to implement changes, better adjusted for urban development (Legault, 

2006). 

The compact city concept exists in opposition to the decentralized development taking 

place until recently (Jencks and Dempsey, 2005; Arbury, 2005). The main principle of this 

model is that of urban compaction, of growth within the boundaries of already established 

human settlement, without further encroachment on the environment. The main principles 

behind this model are: 

- minimize loss of open countryside by developing and revitalizing derelict inner urban 

areas; 

- increase population density, by increasing dwelling; 

- mixed-use developments; 

- reaffirm focus on nature and quality of development; 

- urban realm questioned in terms of quality of life; 

- designed to implement sustainable development within the urban environment; 

- reduce the use of private cars through pedestrian-friendly environments. 

The Smart Growth movement is closely related to the larger Compact City concept, a North 

American expression of the same concerns regarding environmental, economical and social 

sustainability. As defined by the American Planning Association (2002) Smart Growth is a 
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comprehensive growth strategy, aiming to counteract the consequences of sprawl through 

the application of such principles as "... compact, transit accessible, pedestrian-oriented, 

mixed use development patterns and land reuse" (p.l). The intent is to revitalize 

communities, improve local economies and preserve natural resources and open space by 

guiding development and densification within the already-built limits of cities. There are 

provisions for urban design, meant to prioritize quality of life and to re-create urban 

identity, or 'sense of place'. It is expected that densification and mixed-use would support a 

more equitable distribution and accessibility of public resources such as infrastructure and 

transportation, as well as provide easy access to jobs, and revive the public realm. While 

these core principles were adopted as planning guides across the U.S. and Canada, presently 

they are quite broad and generic (Legault, 2006). Transit Oriented Development (TOD) is 

often used as a micro-level implementation tool, as it has those main goals imbedded in its 

philosophy, while it developed more specific guidelines (Arbury, 2005; Cervero, 2003; 

Renne, 2008). 

Landscape urbanism. The landscape urbanism movement emerged following tbe Landscape 

Urbanism Symposium and Exhibition coordinated hy Charles Waldheim in Chicago, in April 

1997 (Livesey, 2008). The group of designers and theorists behind it includes names such 

as James Corner, the Dutch firm West 8, the Office for Metropolitan Architecture (OMA), and 

Foreign Office Architects (FOA). This approach to urbanism pleads for an interdisciplinary 

merger amalgamating landscape architecture, urban design, landscape ecology, engineering, 

and communication technology, in order to comprehensively face the multiple issues 

challenging the contemporary city. 

The philosophy behind the movement is focused on process rather than style, and an intent 

to interweave "the natural ecologies with the social, cultural and infrastructural layers of 
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the contemporary city" (Waldheim cited by Livesey, 2008, p.46). Projects typical of this 

movement integrate use of native plants, restoration of natural hydrologic systems, wildlife 

habitat, integration of technology or infrastructure, recycling, and sustainable practices and 

materials (Livesey, 2008). Ecological flows are reintegrated in the voids and interstitial 

space of the urban context, with the open support of technology and expressive of the 

contextual reality. In trying to provide a principle framework for the practice, James Corner 

(2006), one of the supporters, outlines four provisional themes: 

- processes over time (planning for the spatio-temporal processes characterizing a city); 

- the staging of surfaces (treating surface as a vectorial field of potential processes rather 

than a formally-made object); 

- the working method (illustrating the complexity of processes at work), 

- the imaginary (inviting creative means in planning, more akin to the way we experience 

place than the strict rationalism which is traditionally used in urbanism) 

This honesty of cultural expression, as well as the holistic interpretation of place is seen as a 

refreshing contrast from the more contained, deterministic formulas of new-urbanism 

(Shane, 2003). There is criticism however in regard to the limited scope of landscape 

urbanism of mending small parts of the urban fabric and not extending its hybridization 

paradigm at the larger scale of the city (Shane, 2003; Livesey, 2008). 

Other theoretical models of good city form. Although in a stage where their formulas are 

distilled only as theoretical concepts, Randolph Hester's 'ecologically democratic' model and 

Kevin Lynch's concept of'good city form' can be added to the contemporary repertoire of 

urban form theories. The reason behind this choice concerns their complex and systematic 

consideration of the variety of aspects involved in urban form. 
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Dismayed with the devitalization of our daily lives, the fragmentation of our settlements 

and destruction of our natural habitat, Randolph Hester is proposing for a re-assertion, at 

the root of urban design, of the philosophy of ecological democracy. His formula for good 

city form has a strong grounding in principles of urban design, landscape ecology, sociology, 

and architecture. Ecology is extended as a concept beyond its environmental connotations 

towards the healthy balance of the human existence. Democratic participation in decision

making processes is believed to ensure a direct expression of needs and human values in 

the resulting urban form (Hester, 2006). 

At the root of this urban model, there are three fundamental principles, with a number of 

sub-principles defining the larger concepts: 

- enabling form (centeredness, connectedness, fairness, sensible status seeking, sacredness); 

- resilient form (particularness, selective diversity, density and smallness, limited extent, 

adaptability); 

- impelling form (everyday future, naturalness, inhabiting science, reciprocal stewardship, 

pacing). 

Form is enabled through provision of variety, priority to human values, cellular 

organization around centers of communitary activity, design gestalt, and connective 

transportation and communication networks. Resilience or sustainability results from 

density and functional flexibility. Finally, to impel, "the city must be made intelligently and 

deliciously beautiful" (Hester, 2006, p.279), through particular attention to its experiential 

qualities, legibility, and inclusion of environmental processes in the urban fabric. 
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Kevin Lynch's (1981) theory of'good city form' has a similar organic quality to Hester's, in 

that it considers the connection between human development and the physical 

environment, planning for continuity and integration between the two. He based the 

concept on 5 'performance dimensions', each referring to a cluster of qualities: vitality, 

sensible form, fit, accessibility and sense of interactive control: 

So what is good city form? Now we can say the magic words. It is vital 
(sustenant, safe, and consonant); it is sensible (identifiable, structured, 
congruent, transparent, legible, unfolding, and significant); it is well fitted (a 
close match of form and behavior which is stable, manipulable, and resilient); it 
is accessible (diverse, equitable, and locally manageable); and it is well 
controlled (congruent, certain, responsible, and intermittently loose). And all of 
these are achieved with justice and internal efficiency(Lynch, 1981, p.235). 

Planners and theorists are still preoccupied with defining optimal sustainable urban forms 

and strategies while keeping in balance aspects such as cultural impact, implementation in 

planning regulations, compatibility with public aspirations, and pollution (Jencks and 

Dempsey, 2005; Arbury, 2005). The models defined so far might be just the springboard for 

future, more context sensitive, strategies. 

In trying to understand what form our cities will take in the future, Arbury (2005) remarks 

that the underlying desire of the city dweller, at an individual level, needs to be taken into 

consideration. It was our hope for an autonomous, comfortable, attractive lifestyle which 

initially created the leverage for urban sprawl. In this sense, the future development in 

urban form will need to be "attractive, affordable and sustainable - socially, economically, 

culturally and environmentally" (p. 18). 
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Other critical observations regarding urban form 

There are thoughtful observations in the contemporary literature concerned with urbanism 

which stand independently from larger bodies of theory, and which bring a significant input 

to the understanding of the trends in contemporary and future urban form. They will be 

considered here, under the categories relevant to the facet study lead in this chapter: 

physical integration, functional profile, cultural integration and environmental integration. 

Physical integration. A number of critics (Gehl, 2001; Madanipour, 2007; Koolhaas, 1998) 

have observed a general mistrust in urbanism, after the environmental determinism of the 

modernist age failed to succeed in creating a new, vital, idealized societal realm. Koolhaas 

(1998) remarks that, as a consequence, this situation encouraged a misplaced trust in 

architecture, which has its merits and appeal, but is introverted and fails to establish the 

necessary connections within the larger context. 

This strategic trend, for objectual urbanism, evolved until recently into what Delbene 

(2009) sees as a congested, chaotic environment, extensively built out. However, he thinks 

that presently new initiatives in urbanism are showing a trend towards revisionary 

measures, intent on integrating the parts in a more comprehensive whole. This trend is 

supported by a number of theorists studying the socio-cultural dimension of human 

settlements who believe legibility and coherence is essential to good city form (Lynch, 

1981; Jensen, 2004; Sternberg, 2007). The underlying integrative principles of design, such 

as nodes, enclosure, fine grain, ascent into space, permeability, or proportion are meant to 

establish meaningful connections between elements of the urban context, and repurpose 

urban design into "an art of relationships" (Cullen, 1961, quoted by Sternberg, 2007, p.37). 
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Beyond its socio-cultural qualities, connectivity can provide a number of considerable 

benefits, in terms of economic viability and added vitality. Functionality of different venues 

is enhanced through increased accessibility, while renewed interest provides the much 

needed vitality of the urban context (Sasaki, 2007; Gehl, 2001; Delbene, 2009). Gehl (2001) 

sees pedestrian traffic as the primordial condition to revitalizing the urban context and 

generate social behavior. He gives the example of the successful intensive pedestrianization 

of the Copenhagen city center, at a time when it was not believed that culturally, 

Scandinavians were inclined to lead 'shared lives', public lives: 

To be able to move about easily and confidently, to be able to linger in cities and 
building complexes, to be able to take pleasure in spaces, buildings, and city life, 
and to be able to meet and get together with other people - informally or in more 
organized fashion - these are fundamental to good cities and good building projects 
today, as in the past (p.53). 

A considerable interest is given, in this regard, recently, to infrastructural integration. 

Presently perceived as a barrier, infrastructure - in particular transportation nodes - could 

instead become "genuine articulations of metropolitan space", connecting the city floor both 

in the horizontal layer of street networks and in the vertical overlaps of different scales of 

mobility (Rebois, 2003, p.47). 

Functional profile. Continuing an idea in the previous category, pedestrian transit and social 

behavior are encouraged by the provision of accessible environments. Gehl observed that 

public realm is understood by adults as a converging locale, the place where events or 

behavior one might be inclined to get involved in might take place, as long as there is a 

pretext for going there, a primary established destination (2001). He underlined that people 

do not behave in the predictable way that the functionalists of the beginning of the 20th 

century naively believed they would. There is complexity behind human activities, many of 
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the objective goals of their movement through the city being in fact a disguise for a more 

subjective need to be with others. This brings forward the idea of hybridization of functions, 

beyond the already discussed notion of mix of functions: adding another destination to 

already established functions as a generator of additional interest, traffic and synergetic 

contributions. 

Ascher (2003), in commenting on the characteristics of contemporary culture, describes an 

untraditional type of socio-spatial context: the 'hypertext society'. This reality is defined by 

the new communication technologies, which allow us to be in more places at once, and 

access meanings and concepts in the same simultaneous fashion. Consequently, he believes, 

the urban context should reflect this multi-dimensional space-time continuum, as a true 

reflection and integration in the cultural trend. In other words, he sees hybridization of 

functions as a necessary adjustment of the physical realm to the versatility of the cultural 

one: 

This new socio-spatial context also obliges architects, developers, transporters, 
city planners, to seek new concepts, tools, projects. The need is to create new 
types of versatile public space, a sort of hyperspace, in 'n' dimensions, fit for a 
multiplicity of uses... (Ascher, 2003, p.10). 

In discussing the aspects of multi-functionalism, as opposed to mono-functionalism, 

Delbene (2009) remarks on historical applications, such as the inhabited bridges of London 

and Paris, the market bridges of medieval times, or the hybrids in today's Tokyo -

commercial centre highways, graveyard tunnels or junction sport centers. He believes that 

beyond the benefit of multiplying the elements of interaction with the local area, multi-

functionality could be understood as an opportunity for environmental integration. To 

outline further benefits, he remarks on sustainability as a strategy to assure duration in 

time of the projects, ensuring their evolution with the city form. 
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Arguments for a multifunctional space are attached, in most discussions, to the necessity of 

looking at the contemporary practice of urbanism as a multi-disciplinary collaboration 

(Koolhaas, 1998; Delbene, 2009; Asher, 2003). Similar to the supporters of landscape 

urbanism, many critics remark on the opportunities found in complementary objectives, 

especially under the pressure of a more sensitive attitude to environmental concerns. 

Cultural integration. As it was remarked on in the previous sections, the physical context of 

an established urban setting is profoundly interwoven with its cultural subtext. The 

contemporary picture of our cultural context seems ambiguous, many commenting on the 

lack of meaning propagated by modernist simplification, then by postmodernist historicist 

nostalgias. Eliade, in his History of Religions, observed that shifting moments in history 

naturally generate cultural crisis, prompting a cyclic reconsideration of values (Eliade, cited 

by Strang, 1996). 

In contemplating the next new expression for our environments some consider it important 

to acknowledge first the reality of new conditions, economical, social, and environmental, 

different from the historic ones, and to make a conscious decision to adopt new forms, 

genuine to our present lifestyles (Madanipour, 2007; Koolhaas, 1998; Secchi, 2007). 

Koolhaas thinks formality and solemnity in urban strategies have proved to be unnecessary, 

taking from the energy of approaching problems with an open mind: 

The seeming failure of the urban offers an exceptional opportunity, a pretext for 
Nietzschean frivolity. We have to imagine 1001 other concepts of the city; we 
have to take insane risks ... (1998, p.971). 

Considering the complex socio-cultural reality that was discussed by Ascher (2003), the 

new expressions should at least follow in complexity, trying to find and express the 

multilayered, complex values that characterize our present times. The focus shifted from 
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the universal, expressionless international language of rationalism to the regeneration of 

traditional values of the neighborhood realm and the main street. Rybczynski (1995) thinks 

it needs to shift again to reflect the multilayered, complex realities and choices of today and 

to express them at the larger scale of the city. In trying to define those particular values that 

lie at the core of our times, Ascher (2007) believes it is the increased mobility that 

characterizes the contemporary lifestyles, the shift in labor markets, social classes, and 

access to multi-cultural values. He finds a priority in providing anchor points and shared 

references to this new 'society in movement', as well as opportunities to 'be together', in 

concrete form, beyond the virtual anonymities encouraged by refined communication 

technology. 

In the same spirit, Auge (1995) remarked the increased anonymities of the 'non spaces', the 

hygienized estheticism behind them, together with a habituated lack of participation. The 

anonymity is reinforced by an increased commodification of culture, removing identities 

and the grittiness that promote new cultural gestures and growth. In contrast, space needs 

to be instilled again with ideological dimensions, if only by providing more room for public 

expression and less for the private interests. 

In contribution to these suggestions, Sasaki (2007) observes that most urban settings that 

are recognized as energetic and attractive show a direct expression of the underlying, 

multilayered meanings of the city, and the invisible relationships in its formation and 

existence. Auge (1995)remarks that those 'anthropological places', or places generated and 

generators of identity are a result of time, of a community with particular identities that has 

the opportunities for interaction and participation, and of a center - that fundamental 

concept that allows for the overlap between unity and diversity. 
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Integral to these identities, the preoccupation for a closer relationship with the natural 

environment and natural processes might be the ideological thread defining the emerging 

cultural reality. It follows naturally the ideology of competitiveness and consumption, which 

dictated urban form until recently (Secchi, 2007). 

Environmental integration. This section is closely related to the ones discussed above. The 

problem of environmental integration concerns physical connectivity, albeit between 

natural resources and the built elements, as well as centering the problem of sustainability 

at the core of contemporary cultural values and multitasking the roles or functions of 

facilities. 

Considering the priorities involved today in the design of the urban landscape, Secchi 

(2007) believes that it is necessary to re-distribute the functions within the city on the basis 

of a comprehensive environmental compatibility and the re-creation of what he calls a true 

porosity of uses and activities: 

The new concepts of ecological compatibility, porosity, and right distance 
compel us to rethink the contemporary city, and imagine a city design where 
form follows biodiversity, social diversity, social practices, and natural 
processes, rather than "Fiction, Fear, Finesse and Finance (p.ll). 

Secchi's projection is shared by most theorists concerned with the problem of sustainability 

in our intensively engineered environments (Strang, 1996; Rebois, 2003; Rambert, 2003; 

Delbene, 2009). This view is shared by the larger landscape urbanism movement, 

mentioned earlier, in that it considers the issue of environmental integration as a complex 

interweave of natural and built environment. It proposes to economically preserve existing 

features, infrastructure, functions, or marks left in the urban fabric, and enrich them with 

the new qualities and potentialities of the natural realm. 
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The historic role of transit in models and strategies concerned with city form 

Historically, transport and the built environment have been mutually dependent, ever since 

human settlements have begun to develop alongside transport corridors, such as rivers or 

frequently traveled roadways. 

It is interesting to note the dependability between these functions, particularly in more 

recent times, after train transportation was introduced to the industrial town. Carlton 

(2009) outlined the main concepts of urban form in their 'push and pull' interaction with 

transportation patterns, along a timeline reaching the TOD model of today. His working 

paper, on Histories of Transit-Oriented Development, notes the shift from the tram served 

suburbs of the early twentieth century - a period of'Development-Oriented Transit'- to the 

'Auto-Oriented Transit' that took place with the rise of the automobile as a primary 

transportation mode through the early half of the twentieth century. Funding was still 

provided for long distance public transit; however, it was customized for the automobile. 

Train transportation was often replaced by bus transit and transit stations, where provided, 

were meant to be reached by the car using resident and integrated in this mobility mode 

pattern as park-and-ride stations. 

Following the sharp decline in public transit use, particularly of the railway, and the interest 

from the public administration to find economic support in the maintenance of these 

services, the timeline remarks the initiative for 'Joint Development' strategies, in the 1970s -

1980s. Lease revenue for a more profitable land use around transit - mostly retail and office 

- was meant to compensate some of the operative costs of the transit agency. 
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Carlton (2009) suggests that studies showing the direct relationship between localized 

densities around transit systems and the economic efficiency of these systems prompted the 

research and initiatives at the base of the Transit Oriented Development concept of today. A 

number of factors contributed to this formula, including anti-sprawl advocates, ecologists, 

and groups reclaiming pedestrian oriented developments. However, both in Carlton's 

opinion and Dittmar and Ohland's (2004), supporters of the TOD model, it was the 

understanding of the positive synergies between higher density development, in the close 

vicinity of transit, and the mobility patterns enforced by transportation that encouraged 

this new trend in development. It is believed that this natural complementarity validates 

the existing TOD models and suggests that while they might be still in a conceptualization 

stage, their underlying philosophy is at the core of future trends in urban planning. 

Relationship between ridership and context 

Evidence supports the proposition that investments in efficient public transit, such as light 

rail trains (LRT), will increase densities - a desired outcome of policies concerned with 

centralization and inner city growth (Handy, 2005). Among the several conditions Under 

which this synergy will hold, studies suggest a system that adds significantly to the 

accessibility of the station locations. 

Robert Cervero, a planning professor and long-time researcher of the relationships between 

public transit and urban development, remarks on the successes of European and Latin 

American public transit (2003). He notes that rehabilitative measures lead to a sharp 

increase in public transit use. While he believes higher densities and gas prices explain the 

higher usage of public transit, as compared to the American counterpart, he finds that just 
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as important is the seamless interface of bicycle paths and pedestrian ways with major bus 

and rail lines (Cervero, 2003). Connectivity between modes of transport at all levels are 

important to support a seamless flow, while connectivity at the level of the node with the 

surrounding network of streets assures that initial access to the network of higher mobility. 

He notes that priority needs to be given to the most sustainable means of mobility- walking, 

or biking - while parking can be limited to the end-of-line stops, or rural and exurban 

stations, where residents live too far away to take a bus to the station. 

In the same study, Cervero remarks that transit stations do not have be encased by parking, 

while that is often the case in reality. He believes that the complementarity between the 

transit station and the surrounding urban landscape can be much enhanced by translating 

the uses of the ubiquitous parking lots or infrastructural ground in green space, or from 

parking to residential. He gives the examples of the Metropolitan Transit Commission in San 

Francisco, which gives incentives to the development of dense housing within one-third 

mile of transit, under the House Incentive Program. 

The right to mobility - a question of true democracy 

While the aspect of a more economical or functional urban environment was brought into 

the discussion concerning a better formula for public transit, the aspect of democratic 

participation in the life of the city brings out a new argument. Ascher (2007) considers the 

indispensability of mobility, from an economic and social standpoint, as a key condition to 

the job market, to housing accommodations, to education, culture, or leisure. From this 

perspective, the right to mobility appears to condition all other rights: it is fundamental to 

the day-to-day lives of individuals. His understanding of mobility is concerning accessibility, 
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connectivity, and continuity of movement within the city, as well as motorized 

transportation: 

In particular, transportation needs to be more convenient, more economical, 
and more pleasant. Moreover, transportation is no longer simply a means of 
getting from A to B: it is a part of life (Ascher, 2007, p.41). 

Conclusion - selected aspects from literature and theory concerning urban form 

This section attempts to outline and organize the principles apparent in the exploration of 

historic and emerging models and concepts of city form, as explored in the previous 

sections of this chapter. 

Table 3.1, at the end of this chapter, is a synthesis of what were perceived to be significant 

principles for good urban form. Both the exploration and the selection of these principles 

were structured by the main categories of concerns expressed in the literature review, 

relative to each aspect. The intention was to synthesize relevant references to support a re

definition of the transit node as a better urban component. The principles in this framework 

are classified under four categories, as explained at the beginning of this chapter: 'physical 

integration', 'functional profile', 'cultural integration', and 'environmental integration'. They 

are reflective of the critiques outlined in the appropriate section of the literature review 

(Fig.3.3). 
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PRINCIPLES FOR GOOD URBAN 
FORM 

principles 

principles 

principles 

principles 

Figure 3.3 Categories of interest guiding the analysis of urban form theory for principles of 

good urban form 

While these categories are grouped by columns, the corresponding resources are listed 

vertically, in the 'theory' column. These resources consist of literature regarding the history 

of city form, contemporary urban development models, other critical observations 

regarding city form and observations related to the role of transit in urban form. As a side 

note, in an effort to objectively and effectively select core principles from contemporary city 

models, TOD (Transport Oriented Development) principles were chosen to represent the 

New Urbanism model. This choice was made based on the relevance of the TOD to the topic 

of this research (the transit node typology) as compared to the TND (Traditional 

Neighborhood Design) or the Urban Village concepts. TOD was also attributed to be an 

implementation tool for the Smart Growth, or the related Compact City strategies. It 

presents these strategies in a more detailed manner, while representing these broader 

concepts in the final framework (Table 3.1). 
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Chapter 4 | Informing a new public realm 

The previous chapter presented research theories and criticism related to city form in an 

effort to collect significant observations pertaining to that aspect of the transit node. This 

chapter addresses the public realm aspect in a similar manner (Fig. 4.1, a.). As outlined by 

the research objectives, this section explores the complex 'public realm' concept as it is 

discussed in literature and theory (Fig.4.1, b,). The goal is to select those current 

connotations, principles or suggestions that would inform a better representation of public 

spaces within the general typology of the transit node (Fig.4.1, c). 

a. b. 

Figure 4.1 Schematic representation of the research process lead in this chapter (framing the transit 
node typology in the larger theory about the public realm) 
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What is the public realm? A definition 

While there is no direct entry in the dictionary in regard to 'public realm', a quick search of 

the adjective 'public' returns a series of meanings, showing its multilayered complexity. 

These are some of the most relevant definitions, in relation to the topic of the research: 

- (1) "In general, and in most of the senses, the opposite of'private"'; 

- (2) "Open to general observation, view, or knowledge; existing, performed, or 
carried out without concealment, so that all may see or hear"; 

- (3) "Open or available to all members of a community or all who are legally or 
properly qualified (as by payment); not restricted to the private use of a 
particular person or group; (of a service, amenity, etc.) provided by local or 
central government for the community and supported by rates or taxes" (Public, 
1989). 

These definitions help outline the fundamental characteristics of what is public: open to all 

in a community, provided by governmental authorities for all in that community and 

allowing open scrutiny of anyone participating in it. 

This chapter is interested, however, in the larger extent of that which is public, and here is 

where the term 'realm' helpfully completes the concept: 'public realm'. In his history of city 

form, discussed in the previous chapter, Mumford (1989) remarked on the unique capacity 

of the city to foster social life. He outlined the direct relationship between urban form and 

the participation of the city dwellers in the intricate exchanges and processes taking place 

there. From this perspective, the public realm appears as the lifeline of the human 

settlement, both a result and a catalyst of the numerous societal transactions. 

A clearer definition of the concept comes from Lofland, who described it as "... non-private 

sectors of urban areas in which individuals in co-presence tend to be personally unknown 

or only categorically known to one another" (1989, p.19). She goes beyond simply 
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polarizing 'public' and 'private' and sees the city as a collection of social psychological 

spaces': the private, the parochial and the public realm. The first is being representative of 

the household and the intimate life, the second as the world of the neighborhood and the 

familiar, and the last as representing 'the world of the street'. In this definition the public 

realm is thought to be particular to large settlements - cities - which can accommodate 

enough variety to provide access to the unfamiliar, the unknown. The public realm is 

believed then to be the extent of a more complex social exchange and exposure than the 

expected range of interactions taking place in the familiar realm of the neighborhood, work, 

or school life. The difference appears to be related to accessibility and control of exposure: 

we impose limits to our community level groups. It also refers to variety in participants, as 

the parochial realm suggests more homogenous interactions than the public one. 

Others adhere to this view (Brill, 1989), while for many the different levels of participation, 

and layers of formality and informality between what is called parochial and public spaces 

are seen as too intermingled to be differentiated so drastically (Cooper Marcus, 1989; Gehl, 

1989). Cooper Marcus thinks that instead of dismissing some social realities as parochial it 

might be more constructive to expand the definition of what the public realm is and better 

understand its functions and subtleties. 

A further exploration of the concept of public realm in the following sections will outline in 

more detail its past and present formulas and connotations. 

Historic development of the public realm in the city 

... only in a city can a full cast of characters for the human drama be assembled: 
hence only in the city is there sufficient diversity and competition to enliven the plot 
and bring the performers up to the highest pitch of skilled, intensely conscious 
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participation. (...) In a sense the dramatic dialogue is both the fullest symbol and the 
final justification of the city's life. For the same reason, the most revealing symbol of 
a city's failure, of its very non-existence as a social personality, is the absence of 
dialogue... (Mumford, 1989, p.116-118). 

Contemplating the reasons for carving out public space in the fabric of the human 

settlement, Mumford (1989) thinks that even the most primitive community must have 

reserved a locale for the handling of'common affairs'. The area, large enough to 

accommodate ceremonies, was translated in the early Greek cities (aprox. 8th* to 6th 

century, BC) in the agora, which he believes was first of all a place for dialogue -'palaver' -

and then one for the exchange of goods. In time the agora accumulated a larger array of 

functions, becoming the most important place in the city. Besides its social function, it was 

the place where responsible participation in the governance of the city was taking place, as 

well as educational dialogue and sports activities. The political independence of Greek cities 

and their democratic character implied a social responsibility from their citizens to be 

involved in public life (1989). 

While the social character of the agora has persisted in the Roman period (aprox. 1st century 

BC to 5th century AD), Mumford thinks the effervescence and creativity that characterized it 

was unique to the pre-Hellenic (before 3rd century BC) political circumstance. Later, in the 

Hellenic and Roman times, as power became centralized under monarchic figures, the 

fluidity of the early organic urban form was replaced by order. At the same time, creativity 

was replaced by a certain standardization and lack of truly independent expression. 

Mumford remarks how the old urban drama was transformed in spectacle, in the Roman 

times, and the public dialogue and open public participation - the conversation - has 

ceased. The Roman forum, as a combination of agora and acropolis, inherited their 

concentration of functions; however, it was meant to be more of a representational space 

through its formality and monumentality. 
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In medieval Europe (5th to 14th century AD), the public realm became more organically 

intertwined with the life of the community, as a consequence of the introvert character of 

the walled city. Considering that religion was central to the culture of the time, most of 

these multi-functional open public spaces were carved out around the church or cathedral 

of the neighborhood (Mumford, 1989). The church was the center of the neighborhood and 

of community life. Its verticality provided a landmark in the convoluted street system and 

the social interest it generated often prompted the settlement of the market in its vicinity. 

This gathering place was anything but formal in its architectural expression, a result of 

organic growth, and was smoothly connected to the pedestrian network of streets. The open 

square - a piazza or campo - served as a political scene as well, helping with organizational 

functions. It also provided space for the economic trade, a locale for sharing of information, 

a stage for guilds' performing plays, and gathering space for ceremonial or religious 

devotion. In this sense it recaptured the large functional spectrum of the agora or the forum. 

Many see the shared, dynamic public life in ancient Greece and Rome, and medieval Europe 

as the result of circumstances - a necessity (Mumford, 1989; Brill, 2001; Chidister, 1989; 

Lofland, 1989). Public life was generated by the need to communicate, learn, trade, survive, 

defend and organize the community. It was a natural consequence of living with others and 

benefiting from the advantages of a community, as discussed in the previous chapter 

concerning the history of city form. 

Chidister (1989) saw another common characteristic of the public realm during these three 

periods in its lack of differentiation between public and private life. He observes that the 

agora, the forum, and piazza were"... the equivalent of our family room, grocery store, 

shopping mall, restaurant, central business district, courthouse, television, telephone, 

newspaper, theatre, sports arena, and city water supply all rolled into one" (p. 35). 
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The changes brought later to the public realm by the Renaissance trends (aprox. 14th to late 

16th century) are not seen by Mumford as a re-birth, really, but as a 'clarification of the 

spirit'. The interest in geometric clarity has contributed to the medieval character of the city 

space, rather than change it. It created "patches of renascence order, openings and 

clarifications", straight streets and new perspectives (1989, p.348). It also contributed to 

the public space character, by means of stone and brick pavement, monumental stone stairs, 

sculpted fountains, or statues. While it did not alter the vivid character of public life and its 

functionality, it added to it a new sense of formality and lively narrative. 

The Baroque period (late 16th to 18th century) continued to re-think the city in geometric 

and formal terms, albeit in a more drastic manner. The great radial avenues, still present in 

many of the contemporary cities (Paris, Rome, St. Petersburg) are a trademark of this 

historical moment. They were meant to accommodate faster mobility, by means of 

carriages, or horses, and impose a new sense of representational grandeur in terms of 

architecture. Mumford (1989) believes that it was during this period, when streets became 

boulevards and avenues, and the scale of the public realm became monumental that social 

life began to change. He observes that while all classes were involved in the street life 

previously, at this point in time the physical changes in the public realm encouraged their 

dissociation. The wide avenues were meant to accommodate the mobility of the upper 

classes, while the lower classes were still dependent on their direct involvement in the 

public realm, and were assigned the role of spectators. The new system of central places, 

circles or open squares, dominated by monuments and flanked by imposing public buildings 

were intended for pleasant visual effect rather than social life. At the same time, the rigid 

geometry of the city left no provision for neighborhood places or small-grained urban 

tissue, favorable to community life. Also, the traditional trading functions of the market 

square had to find accommodation along the avenue. 
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During the pre-industrial and industrial periods (18th and 19th century), the indiscriminate 

growth of the city, encouraged by the intense economic activity and speculative urban 

development, left little if any room for open public spaces (Mumford, 1989). Much has been 

already told about the insalubrious conditions of those times and the negative connotations 

that began to be associated with it. The streets still served as the lifeline of the city, but 

accommodated necessary rather than optional activities. The unhygienic conditions of the 

city prompted those who could afford it to turn for relief toward their private homes, 

leaving the public realm to those who could not. Chidister (1989) joins Mumford in his 

belief that the segregation between classes or ethnic groups was already in place at this 

time, further removing the participants in the public life of the city before the actual 

physical separation which took place during the suburbanization phenomenon of the 20th 

century. 

The public-oriented measures of the late 19th century and beginning of the 20th came in as a 

reactionary movement, intent on hygienically refurbishing the city. As a result streets were 

provided with pavement, lighting and sewer systems, and urban parks and promenades 

were added to the public realm, in a series of more socially equitable gestures. It became 

clear at this point that public services need to be reinstated for the public good, even if they 

could not be provided at a profit. 

Another major change in the qualities of social life was looming. During the modernist 

period and after (around 1930) the city went through a steady de-centralization process. 

The result was an unprecedented segregation of urban functions and consequently, the de

vitalization of the public realm. Once public transportation was introduced, starting with 

stage coaches and then the train lines, the city started to grow horizontally. The new 

residential areas, developed at the city's outskirts and along the public transit lines, helped 
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relieve some of the congestion of the city while removing the residential areas from the 

place of business. As a consequence, a final, physical separation occurred, between the 

public and what Lofland (1989) calls the 'parochial realm'. The public realm was reduced, at 

this point, to the shared infrastructure such as transit and common resources supplies, and 

to the remaining center of the city. At the same time public life became less of a necessity 

and completely changed its role in the city dwellers' lives. 

The symptoms of this change have been much discussed in the literature (Jacobs, 1961; 

Mumford, 1989). The urban context, until recently, has more or less evolved out of 

practicality into a two dimensional realm: the one of the workplace, with its relatively 

scarce public life, and the one of the home, blending our private lives with some hygienized 

version of a parochial (familial and friendly relationships) shared life. The physical pattern 

of development has been pointed at, often, as the underlying cause of this situation (Jacobs, 

1961; Mumford, 1989). To this cause many (Brill, 2001; Auge, 1995) add the technological 

advances in communication, which reduced drastically the face-to-face interactions and our 

presence and use of the 'shared space'. Also, most of the priorities of life became covered 

through national and global systems of production and distributions. As our self-sufficiency 

increased, our participation in the public realm decreased, and consequently its vitality 

diminished consistently (Chidister, 1989). 

However, for many reasons, efforts were made, starting with the 1970s, to recapture 

something of the social life that was traditionally embedded in the city dwellers' lifestyles 

until the modern times. Perhaps the most difficult part of this endeavor is to understand the 

functions that a resuscitated public life is supposed to perform. 

Looking at newly designated public spaces, Gehl (1989) observes that, in the least, provision 

for public life encourages the re-emergence of social behavior. If in the 1960s the streets 
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were used almost exclusively for working and shopping and the squares for passive 

behavior such as sitting or standing, recently the behavior related to public life is more 

active and participatory. It may include street vending, art performances, small exchanges 

of opinions, talents, or goods - "something to tell, something to show, or some small item to 

sell or exchange" (p. 10). 

New activity patterns, Gehl believes, are related to a changing society, one in which priority 

is given to leisure time. He sees a significant change as well in the public policy of allowing 

and encouraging a wider range of use for the city spaces, which to him seems a sign of true 

democratic tradition: public space for the public (1989). 

Chidister (1989) is noticing, however, a limitation in the roles of contemporary public 

spaces, such as civic plazas or the ubiquitous semi-public commercial plazas: "They are 

more local and homogenous, more amenity than necessity"(p.32). Brill (1989) and Francis 

(1989) also remark on a change in social life, observing that presently it involves more 

passive spectating than active interaction and participation. Much of its expression, Brill 

thinks, is still taking place in the virtual spaces of the media, which is thought to relocate 

much of the public forum and segregate it in semi-public, homogenous subcultures. He 

believes the increased emphasis on public as audience, both in real and virtual space has de-

verbalized and depoliticized public space today, reducing its energy and efficiency as the 

locus of difference. Brill observes: 

Engagement in public life is now a matter of choice, where once it was an obligation 

of all citizens (1989, p.27). 

This point in the narrative arrives at a basic contextual perspective of the contemporary 

public realm, of which the transit node - the typology under study - is an integral part. It 

appears to represent a secondary necessity to a relatively autonomous society that is re-

learning to take advantage of the shared life and shared spaces of the city. 
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Dimensions of the public realm: public life and public space 

Public realm, in the majority of discussions, is treated at two levels, that of the public life 

and that of the public space. While space, in general, is an expression of physicality, and as 

such, is relatively defined, public life suggests complexity, organicity, and evanescence - an 

expression of energy. Within this basic understanding of both components public space 

appears to be the physical context, or background, for the multilayered flows of public life. 

Exploring the public realm as a concept brings forward a need to better understand these 

two components and the relationships and interactions between them. 

Public life 

Which part of our daily lives can be categorized as public life? We may regard as public the 

interactions we lead beyond the realm of personal life, perhaps those interactions that 

although limited in audience and exposure, could randomly be accessed, acknowledged by 

anyone. 

Lofland (1989) refers to public life as "... the interaction,... the sociality or sociability, 

(which may, of course, be of an economic or political character) that occurs within the 

public realm" (p.19). 

Brill (1989) sees it as life with strangers, a democratic choice to freely assemble and 

associate, and observe anonymously. Ascher (2003) goes even further to suggest an added 

level of complexity to these relatively linear happenstances of social connectivity. He thinks 

that the present social life has a multivalent, 'hypertext' quality, generated by the advance of 
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communication technologies and the simultaneous involvement of the individual in 

multiple social circles. The 'hypertext' notion in this case refers to the capacity of the 

participants to 'link' simultaneously to other participants or groups, in a manner similar to 

the simultaneous informational linkage allowed by hypertext, in computer generated 

scripts. 

Social or asocial ? 

Beginning with the pre-industrial and industrial periods, the insalubrious streets and 

minimal public spaces left in the city started to receive negative connotations. As the 

physical separation between the commercial city and the neighborhood and private space 

increased, during the decentralization of the cities, it is believed that public life started to be 

officially discredited as improper, and slowly relegated as a-social (Lofland, 1989). During 

the modernist period the gritty downtown public realm was relatively abandoned in many 

of the economically advanced metropolises in favor of domestic intimacy and community 

life. 

Many believe (Brill, 2001; Francis, 1989) that what has remained of public life has carried 

on these negative connotations, diluting its vitality. Social behavior in public space is often 

seen as reduced to symbolic interaction or reflexive, non-participatory behavior, or 

expressed through withdrawal or avoidance of others' stimulus. Others, however, like 

Lofland (1989) and Jacobs (1961) contradict this point of view, stating that the interaction 

that takes place between strangers, although apparently inconsequential and anonymous, 

still has a great social impact to the multilayered life fabric of the city. 
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Possibly, the negativist attitude is still being fought against today, as arguments are being 

brought up in the effort to re-establish the importance of the public realm, in any form, to a 

healthy city. 

Between private and public 

Based on an earlier discussion of the private/public dichotomy of what Lofland (1989) 

called 'the psychological space' of a city, an intermediary territory was believed by some 

critics to stand between these two extremes: the community of'parochial' life (Brill, 2001; 

Lofland, 1989). Is this stricter classification important in any way? 

Brill suggests that a better understanding of the common perceptions of private/public life 

is necessary if one is concerned with improving public life (2001). The two concepts are 

different, he believes, in their basic connotations of scale and population density. He points 

out the conflict between the declared purpose of planners and designers (in particular the 

New Urbanism supporters) to establish conditions for public life, and the reality of what 

public life really means, today. The projected social ambiance called for by new 

development models describes in his opinion what could be called community life, or 

'sociability with people you know somewhat' (p.48). He thinks this underlying reality is 

mistakenly translated as public realm regeneration. As a consequence of this discrepancy, 

many of the newly designed spaces have the traditional form that would normally 

accommodate public life - plazas, parks and civic buildings - while the behavior they are 

intended for would call for communal spaces, a rather different functional program such as 

neighborly meeting squares, small playgrounds and community gardens. Simultaneously, 

82 



many of the public spaces that were built ignored the lack of fundamental societal 

characteristics supporting public life: diversity and a democratic and classless public. 

Living in public - behavior and activities 

Based on the surveys he performed in the shared spaces of the city, Gehl (1989) separates 

the activities performed by people in these environments into three categories: necessary 

activities, optional activities and, a third type further derived from these both, social 

activities. 

The necessary activities are more or less compulsory, such as going to school, shopping, 

waiting for a bus or person, running errands - the type of activities that people are required 

to participate in. Optional activities are more amenable pursuits in which we wish to 

participate, such as taking a walk, standing around to enjoy natural views or sunbathe. The 

social activities are a result of situational encounters, resulting from people being involved 

in these two types of activities. 

Looking at the degree of people's involvement in social participation, Lofland (1989) further 

distinguishes three types of relationships characteristic of the public realm: fleeting, 

segmental and impersonal/bounded relationships. The fleeting relationships are seen as 

short, formal exchanges such as gestural acknowledgment of others' presence or greetings. 

Segmental relationships represent semi-personal interactions of informal fashion and short 

duration based on occupational or non-personal roles carried by people, such as 

interactions between driver and traveler or seller and customer. Finally, 

impersonal/bounded relationships or community-type relationships are established 

between unknown people while temporarily sharing the same territory or situation. 
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A need for public life: its role and functions 

Critics in all domains of study - sociology, environmental psychology, political activism, 

geography, and particularly designers and planners -agree that the public realm is of great 

relevance to our lives. If the private realm has the credit of providing us with emotional 

sustenance and the parochial or community realm gives us a degree of psychological and 

physical safety and helps us reinforce our sense of ourselves, public life may be crucial for 

our intellectual development (Lofland, 1989; Holahan, 1982). 

It is believed that social life, because of its stimulus complexity, is essential in establishing a 

frame of reference for the individual (Holahan, 1982; Cooper Marcus, 1989; Gehl, 2001; 

Lofland, 1989; Brill, 2001). Mumford was already mentioned for suggesting the importance 

of the cultural and historical imprint of the shared physical spaces of the city to the 

individual's understanding of process, causality, values and culture (1989). Holahan (1982), 

an environmental psychologist, adheres to this view, remarking that much of our group 

identity and spatial understanding is based on the set of complex memories and 

associations integrated in the familiar locale. Holahan (1982), Gehl (2001), Lofland (1989) 

and Brill (2001) also point to the essential educational role of the public realm into civility 

and tolerance based on its openness and social diversity. It is also suggested that beyond 

exposure to differences, public life - which also needs to be understood as incorporating 

forms of social life that might be ignored, or considered 'unpalatable', like graffiti 

expressions - ensures as well the medium for political opinion, necessarily challenging 

decisions in a democratic sense (Lofland, 1989; Brill, 2001). 

Besides being a stage for exchanging news and information beyond the local circles, the 

public realm satisfies a fundamental need for inspiration, stimulation and self-expression 
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(Brill, 2001; Gehl, 2001). The shared spaces are most often the background for public 

spectacle and entertainment of different scale. In addition to this, Gehl finds, a fundamental 

piece of information is provided to the city dweller witnessing the comings and goings 

taking place in the city:"... the movement of people and merchandise plays a crucial part in 

reading and interpreting how the city is put together and how it works."(2001, p.129) 

Public space 

What is public open space? Who is "the public" it is intended to serve? And are the 
traditional forms of parks, plazas, and playgrounds relevant to late twentieth 
century life? (Cooper Marcus, 1989, p.5) 

As it was suggested earlier, public space could be defined as the physical background for 

social life. Much of the meaning of this concept comes through from its alternative 

expressions: common space, or shared space. Gehl sees it as "the easiest place to go. It is a 

place for everyone" (1989, p.17). 

Traditional/alternative public space 

Traditionally, public space is thought of in terms of streets, squares and gardens. However, 

social transactions or public behaviors take place in a variety of locales: parking lots, 

lobbies, markets, malls, or waiting rooms. In this understanding of the concept, spaces 

where access is indiscriminatory; or spaces accommodating pedestrian circulation and 

transportation such as alleys, bridges, roadways, public transportation vehicles; or, finally, 

transit stations, could be defined as public spaces. Another dimension of this medium comes 

as virtual public space, a counterpart to the 'hypertext' social life we are living by means of 
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telecommunications. Probably more of us, currently, are accessing the public realm through 

this dimension than through the classic face-to-face mode. 

Many critics are noticing this 'delay' between the traditional understanding of the term and 

the contemporary realities of social life. Holahan(1982) notes, citing Jacobs (1961), that 

many positive, active features of urban life tend to be ignored, or misunderstood, because 

they do not conform to traditional scholar notions of social relationships, and they occur in 

public space settings that were originally destined for other functions. Cooper Marcus also 

claims that the classic delineation between what is believed to be public space and what is 

not needs to be loosened. She finds that new times appropriate new places and new modes 

of spending time in them publicly, and it is important to observe the emergence of these 

new shared places in our cities and encourage the potential they offer for public life (1989). 

Examples of such untraditional spaces are community gardens, or 'found' derelict spaces in 

the city that are valued as outdoor recreation places (Francis, 1989). Gehl sees 

contemporary counterparts of traditional public open spaces in shopping malls, arcades, 

atriums, festival markets, underground cities, and skywalk systems (1989). 

An extended understanding of this typology is suggesting as a consequence an expansion of 

the design vocabulary for public spaces. Lynch remarks that the few existing design 

formulas such as the street or the square ignore larger scale or idiosyncratic situations, as if 

these spaces are to be accepted as vacuums in the city fabric (1981). 

Private/public 

The duality private/public characterizing social life translates in a similar manner to public 

space. Holahan (1982) remarked that territorial separation is directly related to structuring 
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social roles, providing the setting for social interactions that vary in formality and 

exclusiveness. Based on degree of user control, these fall under 3 categories: primary 

(under relative complete control and central to lives of occupants), secondary (having some 

degree of ownership, with a semipublic quality, such as social clubs and neighborhood 

taverns), and public territories (open to public occupancy on a relatively temporary basis). 

In this last category, Holahan included locales such as parks, public transportation systems, 

restaurants, and telephone booths. 

It is, however, difficult to draw precise boundaries between these territories. Moore 

remarks: 

Almost all the spaces of a city are in fact impure. The restaurant, the shop, the 
theatre, the subway train, the hospital, the office - the places where people spend 
their lives - are hybrids of public and private (2004, p.116). 

A number of critics also comment that semi-public types of spaces are dominating the urban 

medium at this moment, questioning their value to the larger public realm (Chidister, 1989; 

Rybczynski, 1995; Brill, 2001; Gehl, 2001). Rybczynski remarks that retail functions such as 

shopping malls have become important enough as a social venue to start including, by 

leasing agreement, public spaces, such as public libraries, city hall branch offices, counseling 

centers, even a synagogue (West Edmonton Mall, Alberta). The former status of the public 

space, inclusive of the private, appears to be under challenge. 

Similar adjacencies of functions are observed in the case of private buildings with public 

lounges, shopping arcades, or underground shopping/transportation systems. They 

seemingly accommodate public space; however, social life in these locales is severely 

regulated and controlled (Gehl, 2001). In comparing contemporary private plazas to civic 

squares, Chidister (1989), noticed significant differences in their performance. Although he 
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did not consider the civic square as the most achieved example of designated public space, 

he noted that it encouraged a more heterogeneous group of users. In comparison, private or 

corporate plazas have a much more restricted public profile, most often discouraging 

loitering through the absence of seating or visible supervision and having a relatively 

homogenous group of users - workers or clients. 

Francis (1989) points out the ambiguity imbedded in the unclear boundaries of 

private/public locales, confusing the user: what is the place for and who does it serve? He 

suspects that the ambiguity is intentional, resulting in submissive behavior and easier 

managerial control of the space. Chidister (1989) also remarks on the un-coordination of 

these types of semi-public spaces with the city's network of shared spaces, and their failure 

to plug into that vitality and contribute to it. By removing people from the existing public 

spaces of the city, much of the indiscriminate and dynamic social life normally happening 

there is diminished (Gehl, 2001). 

Another observation pertaining to the new relationship between public and private sectors 

comes from Brill (1989), who ponders the resulting connotations assigned to the notion of 

public space. These new public environments that feel subservient to private interest assert 

a very different image of place as compared to the classic city. Prioritizing the place of 

capital and private interest and weaving them into the formerly independent locales of the 

public realm suggests a significant loss in the truly democratic character of public life. 

Open/closed 

A small introduction to this issue seems necessary, as this distinction is rarely mentioned in 

literature. Much of the critical writing regarding public spaces is by default referring to 
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open public spaces, bringing forward the question whether only open spaces can be 

considered public. The sections above discussed newer, non-traditional types of public 

spaces, such as shopping arcades or underground systems that are not necessarily open to 

the elements, and presented as well the need to expand the definition of the concept 

towards other locales where social life is taking place. Also elaborated was the deterministic 

relationship between social life and public space, suggesting that social behavior is more 

likely to define a place as being public or non-public than openness or enclosure. 

Supporting this integrative view of the urban landscape, beyond its built limitations, 

authors Berrizbetia and Pollak (2004] argue that a good part of the visual, experiential and 

cultural impoverishment of our environment stems from a failure to see its continuity 

through architectural thresholds. Central to their arguments is the idea that we tend to 

perceive or experience the world as a continuing series of overlapping impressions, rather 

than a sequence of discrete spaces. Notions such as 'reciprocity', 'materiality', 'threshold', 

'insertion', and 'infrastructure' are explored for their capabilities to re-establish a more fluid 

transition between architectural object and landscape. They are also meant to legitimately 

dispel the dichotomy between open and closed, inside and outside. 

Connectivity - public space as network 

Streets are by common agreement the most traditional public space of the city, as the basic 

accessibility infrastructure connecting the built environment. Their networking capability 

suggests a similar connectivity in the public realm, although previous observations have 

remarked on its fragmentation, due to ruptures or difficulties in the pedestrian circulation. 

If in this representation of the public realm the streets and other passages function as a 

89 



coagulant tissue or a network of channels, larger public locales could be seen as stops or 

punctuation marks in the public mobility syntax. 

Gehl (1989) and Chidister (1989) observe that many types of public venues are singular, 

stand-alone places, disconnected from the pedestrian flows of the city. In contrast, they 

have the potential to connect destinations and encourage the interlinked dynamic of the 

public realm. They can be the "first link in a chain of places to go to" (Gehl, 1989, p.17). 

Some arguments go beyond remarking the inherent value of interconnectedness in the 

public realm and suggest thinking about its physical expression as an organic development, 

with a fractal formal order, suggesting repetitivity and hierarchy (Hester, 2006; Lynch, 

1981). Lynch calls this fractal organization 'unfoldingness' - the capacity of the interstitial 

city space to hold hidden meanings. Hester sees it in the harmonious manner in which 

public itineraries present in good urban form orchestrate movement with stopping points: 

Great walking is performance art with a strong structure punctuated by lyrical 
variation. There are logical orders of succession. There are beginnings, 
introductions to the main elements of the walk, and passages delineating 
transitions from home to block to neighborhood to major civic routes (2006, 
p.399). 

Quality of public space as determinant of quality and intensity of public life 

The impact of the physical settings that support our daily lives on our thinking, feeling and 

behaving has been documented in studies pertaining to environmental psychology 

(Holahan, 1982). A well known observer of city life, Gehl (2001) tried to establish more 

precise correlations between the quality of public space and the intensity of public life (in 

volume and character). Observing the long term pedestrianization of the Copenhagen city 

center, at a time when it was not believed that, culturally, Scandinavians are inclined to lead 
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'shared lives', he concluded that the provision of good quality, pedestrian-friendly spaces is 

directly related to social behavior and social activities. A number of factors were considered 

to be related to quality of space: location in relation to main pedestrian circulation, the local 

climate, the spatial qualities, the dimensions, and most importantly, a provision of details 

accommodating 'staying' activities (1989). 

Gehl (2001) believes that although it is hard to predict the type of social involvement of the 

people, as long as accommodation is offered people adapt it and adapt themselves to it, 

while taking advantage of the opportunities for different experiences that it offers. 

However, he remarked that while the necessary activities take place no matter what the 

physical conditions of the environment are, the optional activities and the social activities 

are strongly dependent on physical environmental quality. 

Similarly, Lofland (1989) finds that pedestrian-oriented cities most often have robust public 

realms, as opposed to automobile-oriented ones, where social life is reduced to the 

parochial and private realms. In the latter case, she notes, even the parochial realm, 

manifested as neighborhood community, is 'radically anemic'. 

Other critical observations concerning the public realm 

This section continues the exploration of the 'public realm' concept, by considering 

additional critical observations from literature that focus on such issues as placelessness, 

public realm design, and commodification in shared spaces. These categories of discussions 

follow closely the concerns identified in the literature review as characteristic of the public 

space within transit nodes. 
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Placelessness/place identity 

The subject of place identity is often commented on in literature as a counterpoint to the 

issue of placelessness, a malaise of the contemporary public locales of our cities. 

Madanipour (2007) connects placelessness to lack of contextuality, suggesting that the 

problem of a-cultural expression characterizing urban and architectural form is reflected at 

the more specific scale of the public spaces of the city. Contextuality, in this sense, is implied 

as sensitivity to context, whether culture or local history. The author criticizes recent trends 

in modernism and postmodernism, one inculcating the anonymity of the 'international style' 

in all forms of urban expression and design, the other replying to the resulting standardized 

expression of public space with pastiche-type aestheticism. The suggestion is that simply 

providing a "decor for the art of consumption" (p.44) in our public spaces may be counter-

efficient in the effort to provide for social life. By superficially treating the veneer of the 

public realm, leaving aside any social or cultural message and screening the realities of 

everyday life, one only increases the gaps in a fractured society. 

Both Madanipour (2007) and Auge (1995) source commodification as the cause of a 

spreading globalized generic appearance of places of all kinds. If Madanipour is focusing on 

the local private interest of real estate as a generator of false urban identity, Auge extends 

his correlations to the global markets. The economical globalization phenomenon is 

believed to be directly related to a homogenization of needs and consumption patterns and, 

following that, to a homogenization of culture and locales. Auge (1995) points to the 

importance of'singularity' (of objects, groups, communities or places) as a "counterpoint to 

the procedures of interrelation, acceleration and de-localization sometimes carelessly 

reduced and summarized in expressions like 'homogenization of culture' or 'world culture' 
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(p.40). Singularity is seen in the context of what he calls anthropological place as involving 

societal, national, cultural or religious expression - means to relate belonging. 

Cooper Marcus (1989) and Gehl (2001) find it essential as well that shared places have their 

own identity and are grounded in a regional context. Expressing a similar view to 

Mumford's, in that Cooper Marcus believes that city space is a fundamental educational 

instrument, she claims that: 

Places root us - to the earth, to our own history and memories, to our families 
and larger community (1990, p. xiii). 

Utilitarian treatment of public space vs. appropriate public space design 

Remarking on the standardization of expression in the public realm, Loukaitou-Sideris and 

Banerjee (2007) argue that most of the contemporary interventions in the public realm 

seem more palliative than determined, giving the example of the ubiquitous generic squares 

embellished by central pieces of formal public art. The utilitarian treatment of 

contemporary public locales is believed to inhibit rather than encourage residents' feelings 

of social identity and group belonging, and stifle rather than foster social participation 

(Holahan, 1982). 

Gehl (2001) acknowledges a choice structure based on psychological needs, when it comes 

to the significance of public space to the inhabitants. He claims that, while physical needs 

such as eating, sleeping or drinking are relatively straightforward to plan for, the elective 

social behavior translating the need for contact, knowledge and stimulation requires more 

specific spatial provisions. It is not enough, he believes, to create spaces that enable people 

to pass through; in order to encourage them to linger in and participate, favorable 

conditions need to be additionally provided. As it was discussed in a previous section, 
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qualitative aspects of space are believed to be directly related to the quality and intensity of 

public life. 

An effort to better understand these fundamental qualitative aspects of space lead to a short 

study of literature concerned with strategies of design for viable urban places. Works such 

as The Art of Placemaking (2007) by Ronald Lee Fleming, the collective study of Claire 

Cooper Marcus and Carolyn A. Francis in People Places (1998) or the observations made by 

Jan Gehl in Life Between Buildings (2001) provided systematic and extensive considerations 

into what are believed to be essential features for vibrant public spaces. In addition to these 

bodies of literature, disparate design suggestions coming from pertinent critics were 

considered as well. 

While each author provides particular suggestions for design, there are commonalities in 

the spectrum of main criteria under which these guidelines were formulated. These 

commonalities outline eight main design criteria and, dependent on them, particular design 

elements that are believed by the respective authors to achieve the qualities defined by 

those criteria (Table 4.1). The design criteria synthesized from the study are referring to 

'functionality', 'safety', 'comfort', 'spatial configuration', 'contextual configuration', 'uses and 

activities', 'perceptual complexity', and 'cognitive/cultural complexity'. In addition to the 

main bodies of literature consulted, disparate suggestions coming from pertinent critics 

were considered as well. 
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'Functionality' refers to the basic programmatic intent in the space, such as provision for 

adequate facilities, linkages between facilities or functions, or accessibility. Holahan (1982) 

and Ascher (2003) suggest in addition versatility in functions, allowing them to multitask 

and multiply the use of the space. Ascher explains: 

The need is to create new types of versatile public space, a sort of hyperspace, 
in 'n' dimensions, fit for a multiplicity of uses, suitable both for movement and 
stationariness, for encounter and avoidance, where disparate and changing 
individuals and groups can coexist, varied systems of transport and 
telecommunications combine (2003, p.10). 

'Safety' as a criteria underlines the need to ensure the basic necessity of protection and safe 

access, while 'comfort' comprises more specific guidelines with provisions for comfortable 

passage and stationing in the space. The basic provisions in this sense are: climatic 

protection, appropriate furnishings (range of options for informal/formal seating, as well as 

'lean to' elements (Gehl, 2001)), or good lighting conditions. Some believe that it is also 

necessary to provide the opportunity for some semi-private spaces, as a measure of 

comfort, for the purpose of contemplative, restful, and quiet sitting (Gehl, 2001; Holahan, 

1982; Cooper Marcus and Francis, 1998). 

'Spatial configuration' is regarded by all to be important, in providing clarity of the spatial 

layout, orientation, and accessibility. A need to insert a sense of visual complexity and 

spatial sequencing in order to provide a narrative connectivity in the space is seen by many 

to enrich the experience of the space (Gehl, 2001; Hester, 2006; Fleming, 2007). 

In terms of'contextual integration', the elements suggested to link the locale to higher 

meaning refer both to clear expression of the programmatic functions (Cooper Marcus and 

Francis, 1998) and to a more metaphorical translation of local natural, topographical, 

historical or socio-cultural elements (Nasar, 1989; Gehl, 2001; Fleming, 2007). 
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The criterion of'Uses and activities' encompasses suggestions for the provision of 

opportunities for a complex use of the place, addressed to all social groups (through 

furnishings, layout or function). Fleming (2007) advises for complexity in regard to the 

scope of activities, such as play, shopping, entertainment, contemplation. Gehl (2001) 

considers opportunities for variety in terms of behavior: walking, standing, sitting, seeing, 

hearing and talking. 

The design strategy suggestions also reserve considerations for finer-grained interventions, 

pertaining to 'Perceptual complexity', or 'Cognitive/cultural complexity'. The first criterion 

refers to the provisions of elements that stimulate the senses such as color, texture, sound, 

form, or naturalness (Fleming, 2007; Gehl, 2001; Ascher, 2003; Nasar, 1989). The latter 

refers to elements and strategies meant to stimulate cognition and emotion, in the belief 

that a higher involvement of meaning leads to a more significant experience of the 

environment and the locale, and consequently to attachment to place (Cooper Marcus and 

Francis, 1998), or thoughtful actualization of self and the community (Nasar, 1989). Such 

elements could be represented by aesthetic features, engaging artwork, characteristic visual 

expression, or elements allowing for appropriation, personalization. 

Commodification vs. non-commodifiability of public space 

The subject of commodification came forward in relation to the postmodern spaces of 

public life, and was connected as well by authors to the problem of placelessness 

(Madanipour 2007; Auge, 1995). Madanipour (2007) suggested that often the pastiche 

expression of public spaces, as well as the utilitarian provision for their enjoyment by users, 

is a result of the subservient position of the public realm to consumption patterns. Auge 
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[1995) goes even further, contemplating the depersonalization of public space and its 

expansion into fabricated generic identities (non-spaces). 

Many observe the emergence of semi-public spaces in the contemporary city (shopping 

malls, semi-public atriums). They are purposely meant to serve as public spaces, but end up 

concentrating mostly shopping activities and limiting considerably the spectrum of uses 

that public space should provide (Brill, 1989; Francis, 1989; Gehl, 2001). In addition, they 

install a new, if wrongful connotation of'public realm' destination, removing pedestrian 

interest from the streets and public spaces of the city. 

Brill (1989) also observes that the public sector is starting to make decisions regarding the 

urban environment in business-like fashion, where economic calculus figures stronger than 

social goals, such as quality of public space. He believes that one result of this collaborative 

relationship between city administration and the private enterprise results in the erosion of 

civil liberties. Madanipour (2007) elaborates on this last idea, remarking that interventions 

in urban design based predominantly on the private sector investment would result in 

serving only a small minority of the public. 

Conclusion - selected aspects from literature and theory concerning the public realm 

As in the previous chapter, this section aims to outline significant conclusions regarding the 

public realm that are relevant in re-informing the public interface of the transit node 

typology. These conclusions are based on the selective study of literature and theory 

presented so far in this chapter. The historic development of the public realm as well as its 

defining connotations and other critical observations were taken into consideration. The 

categories under which these conclusions are selected reflect the categories of main 
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concerns expressed in relation to the transit node's public interface in the literature review 

chapter: 'placelessness/place identity', 'utilitarian treatment of space/appropriate public 

space design', 'commodification/non-commodifiability of public space' [Fig. 4.2). 
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Figure 4.2 Categories of interest guiding the analysis of public realm theory for principles of good 

public realm development 

Based on this organizational frame, the conclusive observations are presented in Table 4.2. 

The categories of significant principles, believed to be characteristic of good urban realm 

development are listed horizontally, while their informational resources are listed 

vertically. 

The following chapter will further discuss the potential implications of these aspects in re

defining the public space within transit nodes. 
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Chapter 5 | Analysis and discussion 

As discussed in the outline of the research process, the concept of the transit node was 

envisioned as a multifaceted entity, of which the two aspects discussed above, 'Presence in 

the urban context' and 'Transit node as public interface' represented two of its facets. In a 

facet analysis approach, the research proceeded to explore the larger concepts adjacent to 

those facets: 'Urban Form' and 'Public Realm'. Consequently, the exploration conducted in 

the previous two chapters looked into critical observations and theories related to these 

two concepts, outlining those significant principles or values which appeared to be 

important, in general, for what is believed to be good urban form, or good public realm. 

This exploration and selection of significant observation was structured by the main 

categories outlined in the literature review as problematic, relative to each aspect (ex. 

'physical integration', or 'mono-functionalism' in relation to urban form). The intention was 

to provide an informed reference which would reflect back on the central concept of the 

transit node. Going back to the research question, this approach responded to a secondary 

question stemming from the central inquiry: Since the potential position of this typology is 

considered in relation to the city and the public realm, what direction is contemporary urban 

design theory pointing to? 

Following the study of the two external concepts of urban form and public realm, the 

following sections observe how the discourse involved in each can, in turn, inform the 

concept of the transit node (Fig. 5.1). What are the implications of the synthesized 
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principles and values of good city form or good public realm to the potential role of the 

transit node typology? 

Figure 4.1 Re-informing the transit node concept - potential implications drawn 
from principles for good urban form and good public realm. 

The discussion of these implications will continue with conclusive remarks, suggesting 

further implications and connections between findings of this study. 

Implications of theoretical findings - a procedural review 

The ultimate goal of the study was to outline potential new roles and opportunities for the 

transit node model, considering that it acts both as a part of the city and as a fragment of the 

extended network of public spaces. It was expected that the theoretical findings provided by 

the previous two sections relative to each aspect would in turn inform those facets of the 

model: 'Presence in the urban context' and Transit node as public interface'. 
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The implications of these findings were considered by turn, for each larger concept ('urban 

form' and 'public realm') through an analysis of the various principles in each category. The 

narrowing down of important principles in each category was possible by identifying 

semantically similar ideas and grouping them in a concentrated form. Most of these 

principles were also common to two or more theoretical resources. In this manner, each 

category was re-structured in a more focused form. Tables 4.1 and 4.2 show the results in 

the column titled 'SIGNIFICANT PRINCIPLES IN THEORY AND CRITICISM OF ...'. 

Following this process, each principle was considered for the implications it could have for 

the transit node concept (T.N. stands for transit node, in tables). As an example, if a 

principle involved in good city form was suggesting that positive place identity was 

connected to human scaled architecture, the implication pointed out a more careful 

consideration of scale in the design of transit nodes (T.N.s). These implications were listed 

correspondingly, in the column titled 'POTENTIAL IMPLICATIONS FOR THE T.N.'. 

Re-framing the place of the transit node typology within city form theory 

The array of principles related to what is believed to lead to good city form is quite large, 

judging by the theory and criticism consulted for this study. In order to inform back to the 

main concept considered by this research, the transit node, these principles were selectively 

narrowed down to aspects concerning those categories of interest: physical integration, 

functional profile, cultural integration and environmental integration. In the manner 

described above, the principles were considered for their potential implications for the T.N. 

concept. Table 5.1, at the end of this section, is synthesizing this discussion in a schematic 

form. 
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Physical integration - implications for transit nodes 

In terms of physical integration, theory repeatedly pointed to the importance of good 

connectivity in mobility patterns and easy accessibility, prioritizing pedestrian circulation. 

This is believed to be essential to the vitality of the city. Remarks in history and theory 

pertaining to landscape urbanism even suggested that built form has and should be defined 

by movement. Most contemporary thinking (T.O.D., landscape urbanism, Hester's ecological 

democracy model) is also convincingly arguing towards a more hybridized urban landscape, 

one that integrates multiple aspects of performance - environmental, architectural, urban, 

and cultural. Other optimal aspects of the urban form discussed in theory relate to human 

scale, compactness, rehabilitation of poorly-used interstitial territories, and a more 

considerate compositional effect between urban elements. Issues such as centeredness and 

legibility (Hester, 2006; Lynch, 1981) suggest an even finer level of detail, aligned to the 

expressed search for a new central element in the modern landscape. 

Drawn from the principles outlined above, the implications for the T.N. as 'actor' in the 

contextual drama of the city suggest a number of possibilities. First, it becomes relevant that 

access to transit nodes should be a continuation of the pedestrian network of streets (if the 

position of the T.N. is relatively central) or easily facilitated by secondary means of public 

transit (if the position is perimetral, in the case of some train stations, or external, in the 

case of airport terminals). The throughways, pedestrian or otherwise, would also have to be 

very accessible and seamlessly connected to the pedestrian network of streets on both sides 

of the T.N. locale in order to facilitate communication between different segments of the 
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urban fabric. This class of principles - connectivity - shows the importance of thinking 

about the mobility networks as a whole, albeit with segments of higher speed where the 

T.N.s are those articulations in-between. 

Other implications refer to the built form of T.N.s; rather than focus on itself, as 

architectural object, it could shift focus to the flows of mobility, suggest accommodation to 

passage, and to human and natural processes. The building itself might not need to 

CONTAIN mobility, but ACCOMPANY it. It could be translated in a series of facilities adjacent 

to city walkers and transit user flows rather than one massive building. This implication is 

closely related to holistic perspectives in the theory which expect a multi-disciplinary team 

of professionals invited in creating multivalent urban forms. The T.N. territory could be an 

integration of architecture, natural environment, infrastructural component, and public 

amenity locale. 

At a more detailed level, the implications suggest human scaled environment and 

architecture for the T.N. An investment into unused interstitial urban territories could mean 

the functional translation of ancillary space within and around T.N.S (parking, rail lines, 

warehouses) into better used urban functions, or the use of interstitial territories in the city 

as locales for T.N.s. More careful spatial and formal sequencing is also desired, in order to 

integrate the T.N. in the larger narrative of the city. Considering the ideological intent 

behind new development strategies, such as New Urbanism, to recapture a sense of 

centeredness by finding contemporary equivalents of the former cathedral or civic 

landmarks of the past, the T.N. appears to stand a solid chance to become one of these 

central landmarks. That is because by definition the T.N. is the locus for converging 

pedestrian traffic. 
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Functional profile - implications 

Issues related to functional profiles, as opposed to what was referred to as mono-

functionalism in the case of the T.N., were approached in theory with suggestions for multi-

functionalism and hybridization of functions. A mix of functions is believed to be optimal for 

self-sufficiency, cross-dependent activity, and vitality in cities, this notion is 

complementary as well to principles from landscape urbanism, or Hester's (2006) 

ecological democracy and other critical observations related to holistic treatment of place, 

or environmental integration within formerly mono-functional urban locales. In addition, 

functional flexibility is taken into account by the majority of theoretical models as a creative 

way to extend civic interest and usage. 

The implications for the T.N. concept suggest a potential to creatively invest in its functional 

profile. A multiplicity of roles and functions, such as green space, public amenity locale, and 

cultural venue, would mean, in this context, a larger array of destinations and a larger influx 

of traffic, beneficial for transit ridership as well as for the larger city context. A creative 

approach to multi-functionalism, such as functional flexibility - functions that perform more 

roles - would be even more efficient and economical. Examples of this potential application 

could be a roof used as civic promenade or hallways performing as art galleries. 

Cultural integration - implications 

Values outlined by theory with regard to cultural integration in good urban form focus on 

the need for local identity drawn out of history, local topology and ideology or other 
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pregnant contextual resources. The history of city form, the new development strategies 

derived from New Urbanism theory and other critical observations (see Table 3.1) relate to 

important social effects - personal learning, sense of belonging, or experiential continuity. 

Critics outline the importance of honest expression of these referential values, in the sense 

that they are pertinent to the locale, the times, the history or the society of the place. These 

references could be fundamental values, environmental processes, new changes in 

economical and social conditions, or inspired reflections of the complexity and flexibility of 

our 'hypertext' societies. It is believed that more than simply referencing back to context, 

the expression could be creative, involving the 'imaginary' through metaphorical 

suggestions, or creating outlets for direct experience and participation. To root this search 

for cultural relevance, the theory pertaining to urban form outlines values central to our 

times: naturalness and organicity, a renewed interest in public life, and a sense of 

democratic entitlement to the facilities of progressive culture and technology such as 

mobility. 

In relation to the principles outlined above, the cultural expression of the T.N. would be 

challenged by arguments to enrich its references. The implications suggest rooting these 

references in local identity, by referring to the history, topology, environmental features, or 

ideology of the place. The architecture of the T.N. could do more than relate technological 

features; it could ground its connotations in particular landscape, climatic, or historic 

features of the larger ambience. Other resources in anchoring design could refer to 

contemporary cultural values, such as environmental awareness (by involving natural 

elements, or being transparent to the passage of time and season) or the complexity of 
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today's lifestyles, scientific knowledge and beliefs (through esthetic expression of multi

dimensional reality or relativity, by example). 

Particular design interest, in a cultural sense, could potentially stimulate direct experience 

and participation, through a more creative output, while still being transparently true to 

function. The facades or formal expression of the T.N. could still be true to its infrastructural 

role, while presenting a more playful and expressive interface that involves cognitive 

involvement. 

In terms of those main values that should or could stay at the center of any conceptual 

intent for T.N.s, the implication is to focus on the importance of public realm, and 

democratic access to mobility. It would be important to ground design and planning 

strategies on ideas of naturalness/organicity, as opposed to the formality and Cartesian 

functionalism of the past. 

Environmental integration - implications 

It was discussed in the previous sections that central to contemporary theories regarding 

urban form is the notion of holistic treatment of the urban landscape. The integration of 

environmental elements, resources and processes, particularly in the case of infrastructural 

or unused territories is central to theories related to New Urbanism, landscape urbanism, 

Hester's (2006) ecologically democratic model or other disparate critical observations (see 

Table 3.1). Adjacent to this principle is the suggestion for environmental sensitivity to 

climate, landform, ecology, and natural processes wherever full integration is not 

applicable. Hester (2006), in particular, believes transparency to the cycles and processes of 
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natural environment within the urban context ensures awareness and stewardship, besides 

a sense of basic comfort and connectivity with the larger context. 

The implications of these principles suggest an effort to integrate environmental features 

within the T.N. or its ancillary, mono-functional territories (parking, warehouses, rail lines, 

passageways, public platforms). This could be achieved through the integration of green 

spaces within available surfaces (platforms, roofs, public areas - open and enclosed, rail 

lines, utilitarian territories), water features, or natural topographic elements. In addition, 

the T.N. design could be made sensitive and transparent to environmental processes by 

taking advantage of local climate, landform, ecology and making them present and visible. 

The applications could be translated in architectural strategies for interior light, heat or 

ventilation, or appropriate location, or, perhaps just as important, visual connections to 

these natural elements. The T.N. does not need to be introverted; it could exist as integral 

part of the environmental context. 
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^ X THEORY 

CATEGORIES^ 

PHYSICAL 
INTEGRATION 

FUNCTIONAL 
PROFILE 

SIGNIFICANT PRINCIPLES IN THEORY 
AND CRITICISM OF GOOD URBAN 

FORM (from table 4.1) 

- good connectivity and access 
directly connected to good, vital, 
functional urban form (pedestrian, 
pedestrian-transit, transit-transit) 
(all); 

- built form as expression and 
accommodation of movement - but 
pedestrian priority (history, 
landscape u.,); 

- holistic treatment of place: env., 
cultural, functional & cultural) 
(T.O.D., landscape u., Hester's, other 
critical obs.); 

- human scaled, compact 
environment (history, Hester's, 
T.O.D.); 

- use of interstitial territories 
(landscape u., other critical obs., 
values in role of transit); 

- structured legibility between urban 
elements (compositional effects of 
centeredness, complexity, ascent, 
etc.)(history, Hester's, Lynch's, other 
critical obs.) 

-multi-functionalism / hybridization -
optimal for self-sufficiency, cross-
dependent activity, vitality (history, 
T.O.D., Hester's, Lynch's, other 
critical obs., values in role of transit); 

- holistic treatment of place (env., 
cultural, functional & 
physical)(landscape u., Hester's, 
other critical obs.); 

- alternative opportunities for green 
space functions(other critical obs.); 
compatibility of functions with 
context (Lynch's); 

- flexibility (T.O.D., landscape u., 
Hester's, Lynch's); 

^ 

^ 

^ 

-> 

^ 

^ 

POTENTIAL IMPLICATIONS FOR THE T.N. 

- access to T.N. a continuation of the 
pedestrian network of streets, if T.N. in 
city, or facilitated by other means of public 
transit, if perimetral or external (ex. some 
train stations and airports); pedestrian 
passage through if possible, to connect the 
street networks on both sides. 

- the built form of the T.N. could express 
passage and movement through its 
architecture, through openness, rather 
than enclosure; 

- the intent behind the T.N. could consider 
achieving more programmatic intents at 
once (env., cultural, functional, 
infrastructural) or be part of such 
integrative larger plan. 

- human scaled environment and 
architecture of T.N., part of the compact 
urban fabric (also achieved above through 
connectivity); contribution to compactness 
through use of interstitial territories, by 
integrating the T.N. in them or 
rehabilitating those 'interstitial' areas 
belonging to T.N. (parking, or rail lines, or 
warehouses); 

- compositional effects in integrating the 
T.N. as an object, through participation in 
the larger urban narratives - as landmark, 
passageway, etc.... Landmark/center role 
could be assigned to T.N. 

- multi-functionalism / hybridization within 
T.N. Opportunities for integration of 
cultural, environmental and infrastructural 
functions. Functions could be flexible, 
serving multiple uses. Alternative functions 
to be compatible with local context. 

Table 5.1 Principles from theory concerned with urban form and their implications for the transit node 
integration in the urban context. 

110 



CULTURAL 
INTEGRATION 

ENVIRON
MENTAL 
INTEGRATION 

- need for local identity expressing 
history, local topology and 
ideology/context (history, T.O.D., 
other critical obs.); 

- honest expression of culture 
(central values of the time):, 
fundamental values, environmental 
processes, new economical & social 
conditions, complexity and flexibility 
(Hester's, other critical obs.); 

- invest expression with the 
'imaginary', transparency, 
significance, modes for direct 
experience and participation 
(landscape u., Hester's, Lynch's), 
other critical obs.); 

- central values: public realm, 
democratic access to mobility, 
naturalness/organicity (T.O.D., values 
in role of transit, Hester's); 

- integration of environmental 
elements, resources and processes, 
particularly in the case of 
infrastructural or unused territories 
(landscape u., Hester's, other critical 
obs., values in role of transit); 

- environmental sensitivity - to 
climate, landform, ecology, natural 
processes (T.O.D., landscape u., 
Hester's, Lynch's, other critical obs.) 

* 
1

s 

^ 

^ 

^ 

^ 

- rooting design expression in local identity 
(by referring to history, topology, 
environmental features, ideology or other 
elements genuine to the context. 

- design anchored in contemporary cultural 
values (fundamental values, environmental 
awareness, the complexity of the 
'hypertext society'). 

- design expression invested with creativity, 
stimulating direct experience and 
participation, formal expression true to 
function; 

- focus conceptual (and urbanistic) intent 
on the notions of public realm and 
democratic access to mobility, ground 
design and planning strategies on ideas of 
naturalness/organicity, as opposed to the 
formality and Cartesian functionalism of 
the past. 

- include environmental elements and 
resources within the T.N. and 
infrastructural territories(green spaces, 
water features, etc.); extend efficiency 
through sustainable features (natural light, 
ventilation); 

- T.N. design sensitive and transparent to 
environmental processes by taking 
advantage of local climate, landform, 
ecology and making them present and 
visible. 

Table 5.1 - continued. Principles from theory concerned with urban form and their implications for the 
transit node integration in the urban context. 

Re-framing the place of the transit node typology within theory related to the public 
realm 

Similar to the selection of important principles regarding urban form, the selection 

concerning the public realm had an extensive array. Based on semantic similarities or 

complementarities, the principles were narrowed down to the aspects relevant for the 

categories of interest: 'place identity', 'appropriate public space design', and 'non-
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commodifiability of public space'. In the manner described by the procedural review in a 

previous section, the principles were then considered for their potential implications for the 

T.N. concept. Table 5.2, at the end of this section, is synthesizing this discussion in a 

schematic form. 

Place identity - implications for the transit node concept 

Historic aspects of public realm development suggest that positive place identity is 

connected to human-scaled architecture. Other critical observations (see Table 4.2, in 

Chapter 4) recommend synchronizing the scale and programme of new public spaces to the 

scale and type of public life present in the context, whether 'parochial' or public. 

A number of principles focus on the design vocabulary to be employed in the programmatic 

and design expression of public space. One of them is concerned with finding new 

expressions, particularly in the case of what are considered to be non-traditional forms of 

public space such as the T.N. Traditional forms have already established a format that is 

readily recognized by city dwellers as designated to accommodate social life and public 

behavior. Non-traditional types of public spaces would have to find patterns of expression 

that identify the place as public. 

In terms of locale 'personality' or identity, the suggestion is similar to that for urban object 

cultural integration: rooting architectural or aesthetic expression in the regional context. 

The context could be referenced through historic or cultural elements. Another principle 

invested in creating identity is the presence of particular elements, architectural expression 

or space configuration. It is argued that any of these efforts directed to creating a sense of 
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place should be subordinated to an effort for authentic forms of expression, as opposed to 

historical pastiche. 

Based on these main principles concerned with the notion of place identity, the T.N.'s public 

interface would have to be invested with a stronger sense that it is a public place, first. The 

global, generic markers in architecture and design of the interior and exterior public spaces 

would have to be reconsidered. The theory implies that a new conceptual and design 

vocabulary would have to identify these territories as public; although it is not specified 

what precise new formats would achieve that. Priority to access and accommodation of the 

public may be a generic but essential strategy, which could be further interpreted. 

Another implication of these principles would mean a more focused concern for positive 

identity and place-making qualities. These are believed to be sourced by references in the 

design expression to historic or cultural elements, to particular identifiers (prominent or 

unusual elements), particular space configurations or/and particular architectural 

expression. Positive identity is related in theory to human-scaled architecture and 

environment. Another aspect of positive identity, quite important, is implied by the proper 

reflection of the scale of context ('parochial' or public) in the programme and scale of the 

T.N. This would mean that a T.N. 's public interface in a medium density community should 

be considered differently in terms of programme and scale, compared to one in the city. The 

type of social life in a small community may be better served by a different, smaller 

configuration of functions and design, while the city public life may be more complex, 

relevant for a richer programme. 
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It appears to be important, for any of these potential changes, to maintain authenticity. The 

generic, placeless public spaces within T.N.s, as became evident in the literature review, are 

often the result of pastiche and globalized forms of expression. 

Appropriate public space design - implications 

Principles in this category are more fine-grained, referring to more specific gestures related 

to the design of public spaces. A varied and versatile public space (multi-functional) is 

connected by theory to a capability to accommodate intense use by the public at any 

moment, as well as extensive use in time. An undefined platform could be a fresh-market on 

Saturdays, a performance stage on particular occasions, or an outdoor cafe at any other 

time. Allowing for visibility to the larger workings of the city or the natural processes 

occurring throughout is believed to be an essential part of the public realm (see Table 4.2 

for references and further detail). If transparency in this case is related to a sort of visual 

connectivity to the public drama of the city, permeable enclosure is considered to ensure 

physical connectivity and encourage fluidity in the public realm. In terms of connectivity, 

configuration of space sequences is further recommended to be done in a compositional 

manner, as part of the narrative of the street network. 

Another principle looks in further detail to the necessity of furnishing the territory, for 

better quality of space. Paving, seating, ornamental objects or art have been markers of 

greater attention to the public space in history. 

Finally, at a more precise and particular level of interest, a framework of principles and 

design elements for detailed public space design have been synthesized in the previous 

chapter (and schematically rendered in Table 4.1) from relevant theory and literature. They 
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are comprised of design principles responding to criteria such as functionality, safety, 

comfort, spatial configuration, contextual integration, uses and activities, perceptual 

complexity, and cognitive/cultural complexity. This framework is mentioned here, however 

it is too detailed to discuss in depth at this level of research. Furthermore, it refers to 

universal public space design, not appearing to need adjustments or translation in what it 

would imply for T.N. public space design. 

The implications of these principles in the T.N. concept suggest a multi-functional 

programme at the level of the public interface, allowing for a versatile use of the space. In 

comparison, the T.N.'s public interface is often fixed (literally, as seating areas are nailed in 

their floor locations) and rudimentary (seating only, or retail and seating). Introducing 

segments of space with different functions, such as small informal art-galleries, or gardens, 

would provide destinations and interest and a more varied experience for travelers and 

passerby. 

Another implication is derived from the suggestion for transparency and permeability. 

Public spaces within T.N.S could be oriented visually towards the city's comings and goings, 

or allow the exterior (light, air, environmental features) to be perceived in. The concept of 

enclosure could potentially be re-discussed, become more flexible, if necessary at all, to 

allow for linkage between the various public spots in the city. This linkage of outside-inside, 

as well as the linkage of spaces within, would be better served if compositional effects 

would provide a subtle sense of narrative to them, adding another dimension to the public 

experience. Such compositional effects are often present in the city and applied in larger 

urban design projects: ascent, curvilinear passage, opening, framing views. 
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A more particular consideration of the public realm within T.N.s would also involve a more 

refined, accommodating design, including careful furnishings of territory in terms of paving 

and surface materials, seating, ornamental objects or art. 

Ultimately, for detailed design suggestions, Table 5.1 offers a structured framework of 

principles and elements of design for public spaces, which could be applied in the public 

interface of T.N.s for more thoughtful representations of shared space. 

Non-commodifiability of public space - implications 

A number of suggestions from theory outlined the importance of limited integration of retail 

functions and private interest in public spaces, to better represent the public and its needs. 

For the same reason, limitation of commodifiability of public space is recommended in 

order to deflect a perceived depersonalization of the public realm (see Table 4.2 for 

references and further detail). Another principle related to this scope refers to planning and 

design of public space with public interests in mind, and not necessarily for profit. The 

collaboration between public institutions and private enterprises is believed to dismiss 

public priorities that may not be financially efficient, but are important for the social life of 

the city. This could very well refer to T.N.s, as they are meant to serve an infrastructural 

service - mobility - and may not be provided for as public spaces, but as shopping malls. 

The implications in this category are quite clear, as the principles suggest a more limited 

allotment of retail within the public realm of T.N.s. This could be done, perhaps, through a 

separate provision of space which does not dominate the main public spaces of the T.N. 
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Another potential implication suggests a formal re-consideration of the T.N. as component 

of the larger public realm, rather than an enterprise. 

^^THEORY 

CATEGORIES^ 
PLACE 

IDENTITY 
(as opposed to 
placelessness) 

APPROPRIATE 
PUBLIC SPACE 

DESIGN 
(as opposed to 

utilitarian 
treatment of 

space) 

SIGNIFICANT PRINCIPLES FOR GOOD 
PUBLIC REALM - DRAWN FROM 
THEORY (references in table5.2) 

- positive place identity connected to 
human scaled architecture (history); 
scale & programme based on the scale 
of context - 'parochial' or public 
(public life def.); 

- non-traditional types of public spaces 
(such as T.N.) may need new 
vocabulary to find an 
expression/identity (public realm def.); 

- identifier elements suggested by 
regional context such as history & 
culture (public life def., values from 
critical obs.); presence of prominent 
elements and architectural expression, 
particular space form (history); 

- authentic form of expression (values 
from critical obs.). 
- multi-functional space -varied and 
versatile (history, public life def.,); 

- allow the exterior - city processes, 
natural elements- in, visually ( public 
life def.); 

- permeable enclosure - t o encourage 
fluidity/ linkage in public realm (public 
realm def.); 

- compositional effects in space 
sequences (public realm def.); 

- better quality of space: furnishing of 
territory - paving, seating, ornamental 
objects/art (history); 

+ see table 4.1 for more detailed 
criteria and design principles for public 
spaces 

• > 

-> 

-> 

^ 

-> 

-> 

^ 

^ 

-> 

^ 

POTENTIAL IMPLICATIONS FOR THE 
T.N. 

- instill positive identity through human 
scaled architecture; reflect scale of 
context in the programme and scale of 
the T.N. - ex. a T. N. in a medium density 
community should be considered 
differently in terms of programme and 
scale, compared to one in the city. 

- consider new expressions for public 
space, to relate its accommodation of 
social life, considering that T.N. is not 
considered traditionally a 'shared place'. 

- involve referential historic or cultural 
elements, particular prominent-
identifier elements, particular space 
configurations or/and particular 
architectural expression 

- maintain authenticity (as opposed to 
pastiche) in all of the above intentions. 

-multi-functional programme at the 
level of public space design. 

- visually include the exterior in the 
interior, perhaps through orientation of 
viewing fields towards the city or natural 
elements. 

- allow more permeability in enclosure, 
by re-thinking the T.N. space as 
physically open, or semi-open, 
whenever possible. 

- involve compositional effects in spatial 
sequence design within T.N.s 

- design for a more refined, 
accommodating public space through 
careful furnishing of territory: paving, 
seating, ornamental objects or art. 

+ apply detailed criteria and design 
principles at the level of finer grained 
design, for a more thoughtful public 
space 

Table 5.2 Principles from theory concerned with the public realm and their implications for the transit 
node's public interface. 117 



NON-
COM MODIFIAB 

ILITYOF 
PUBLIC SPACE 
(as opposed to 
commodifica-

tion) 

- limited integration of retail functions 
and private interest, to better 
represent public interest as well as 
deflect depersonalization of public 
space (history, public realm def., other 
critical obs.); 

- planning and design of public realm 
managed with public interests in mind 
- not necessarily for profit (other 
critical obs.) 

-> 

• > 

- a more limited allotment of retail, 
perhaps through separate provision of 
space which does not dominate the 
main public spaces of the T.N. 

- finding resources in the position of the 
T.N. as a component of the larger public 
realm, rather than an instrument for 
private interest. 

Table 5.2 - continued. Principles from theory concerned with the public realm and their implications for 
the transit node's public interface. 

Synergetic relationships between concepts 

The discussion about city form theory outlined the significance of integrative thinking, in 

terms of urban elements, functions, culture, and environmental concerns. It became evident 

that connectivity of all orders - physical, cultural, functional, and environmental - was 

important in establishing an efficient, energetic, socially significant urban environment. The 

general theory concerned with good urban form, from the historic remarks of Mumford 

(1989) to the most recent observations related to new development patterns (such as 

T.O.D., landscape urbanism, discussed in Chapter 3), emphasized the importance of this 

multilayered synchronization between the components of the city. 

For the particular case of the transit node, a mindful integration in the larger context of the 

city would consist of better pedestrian accessibility and linkage, a harmonious functional 

and physical integration in the urban fabric, meaningful architectonic expressivity 

grounded in the regional context and culture, and an effort to merge in the larger trend for 

environmental sensitivity. These implications are just summarizing the array of potential 

attributes that could be associated with the T.N. typology, as integral part of the city. 

118 



The participation of the transit node in the synergetic dynamic of the city is further 

emphasized by its position as nodal collector and discharger of mobility flows. It becomes 

even more important that the basic implications of physical and functional connectivity and 

accessibility are met. As for its representational qualities, it is interesting that contemporary 

urban development models are often mentioning the need for centers or foci of interest. 

Enhancing the role of the T.N. as urban landmark could provide that center of gravity, 

through the generated pedestrian traffic, while it would also benefit tremendously from 

same traffic. Cervero's (2003) studies have specifically underlined the direct connection 

between density and public transit ridership. It might be just a matter of creatively looking 

at all loose ends in the contemporary urban situation in order to invest this dependency 

with greater impact for both parts (Fig.5.2). 

PUBLIC 4 ' 

TRANSIT 

Figure 5.2 Reciprocal relationships between urban form, 
transit node, and the public transit 

Similarly, the discourse regarding public life and public space pointed to the importance of 

investing in public destinations. Gehl (2001) clearly outlined the direct relationship 

between quality of space and its vitality. The implications for the T.N. model suggested a 

potential for its public interface to become a part of the network of these public destinations 

within the city. Its transformation would consist of significant ambient improvements, such 
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as context sensitive design expression, varied and versatile functionality, integration in the 

larger public realm through permeability and exposure, accommodating design for the 

public, or limited commodification. The synergetic exchange expected between 

rehabilitated public locales and public life would, in the case of transit nodes, imply a higher 

influx of people - a positive in terms of public transit ridership. As a consequence, higher 

public transit ridership has a direct impact on the affluence of pedestrian traffic and 

ultimately on the vitality of the public life of the city (Fig. 5.3). 

URBAN 
FORM 

PUBLIC A 
TRANSIT ^> 

TRANSIT 
*«NODE 

PUBLIC 
REALM 

Figure 5.3 Reciprocal relationships between the public realm, transit 
node and public transit 

These inter-relationships, the one between T.N. typology and city form, as well as the one 

between the T.N. typology and the public realm, suggest extended correlations to a fourth 

concept - public transit. This concept, while it was not the focus of this research, was 

acknowledged throughout the paper as a related, perimetral concept and topic. It becomes 

apparent, in these conclusive remarks, that re-considering the transit node under its urban 
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and public aspects would re-energize public transit, as a consequence. High usage of public 

transit, in turn, would re-energize the urban and public realm (Fig. 5.4). 

To complete these conclusive remarks, we should also observe the positive transactions 

between the larger public realm and the urban context, through an integration of the transit 

node, simply as public interface and urban element. Adding another functional piece to the 

social realm has an evident positive effect to the larger urban context, by enhancing quality 

of life, mending devitalized gaps in the built fabric and creating new opportunities for 

development. In turn, judicious urban planning of this locale, through high pedestrian 

connectivity, or even integration of natural ambient in the transit node territory would add 

another venue, or artery, to the public space network (Fig. 5.5). 

URBAN 
FORM 

PUBLIC ^ 
TRANSIT ^ 

TRANSIT 
• »NODE 

PUBLIC 
REALM 

PUBLIC 4 
TRANSIT ^ 

Figure 5.4 Public transit as related concept Figure 5.5 Reciprocal relationships between the 
public realm, the transit node and the urban 
context 
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In conclusion, it appears that the transit node typology stands at the center of a significant 

field of reciprocal relationships. Its re-definition under the auspices of the larger principles 

and values regarding good city form and good public realm becomes further justified in the 

light of these synergetic inter-dependencies (Fig. 5.6). 

PUBLIC 

TRANSIT 

Figure 5.6 Synergetic relationships between all four 
concepts 
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Chapter 6 | Conclusion 

This research was prompted by the desire to weave a more comprehensive background to 

the issue of the transit node in particular and public transit in general. Arguments and 

observations regarding this topic were fragmented, impeding an applied proposal for better 

design, or other type of similarly focused development. It appeared to be necessary to 

understand what was the underlying picture framing the transit node concept. It also 

became relevant to understand what potential it had. What are those optimal parameters to 

consider, before building, before design, before concept, even? 

The subject of public transit brings forward aspects related to economic and technological 

efficiency, or to strategies of implementation of alternative means of transportation in the 

contemporary car-centered mobility patterns. Another aspect is the environmental cause, 

often brought up as an argument in efforts to redirect planning policies to more ecological 

means of transit. Closely related to this subject, the transit node concept engages 

discussions related to social, architectural or civic aspects. 

It is this particular concept - the transit node - that became the focus of this research, while 

the adjacent subject of public transit was acknowledged throughout as a co-dependent 

concept. The introductory chapter outlined the perceived shortcomings of transit nodes, 

based on the experiential perspective of a passenger. In most cases, indifferent of the 

specific type of the station, the effort of reaching the locale is impeded or made difficult by 
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car-dominated environments. The expression of the station, from a civic point of view, 

suggests that it is meant to strictly serve infrastructural necessities, providing little in terms 

of civic presence, or public interface. In contrast, pertinent observations from critics remark 

on the potential held by this spatial typology to mend the mobility networks in the city 

(Edwards, 1997; Gehl and Gemzoe, 2001; Rambert, 2003; Sasaki, 2007; Delbene, 2009), to 

benefit the urban fabric as a representative landmark (Edwards, 1997,1998; Moffat, 2004; 

Brown, 2005), or to fully participate in the public realm of the city, lending some of its 

energy to the pedestrian flows (Edwards, 1997, Rambert, 2003; Sasaki, 2007). 

Consequently, the aspect related to the integration of the transit node in the urban context 

and the aspect of its adequacy as public space were considered central to the study and 

were explored in the literature review chapter. The concerns identified in the literature 

review related the issues of physical, cultural and environmental disconnection, as well as 

mono-functionalism to the aspect of urban context integration. Placelessness, utilitarian 

public interface design and exceeding commodification were concerns assigned to the 

public realm aspect of the transit node. 

It became evident that, in order to re-inform pertinently these aspects, it would be 

necessary to explore the larger concepts behind these aspects: urban form and the public 

realm. The exploration conducted in Chapters 4 and 5 aimed to look into critical 

observations and theories related to these two concepts. It outlined those significant 

principles which appeared to be important, in general, for what is believed to be good urban 

form, or good public realm (principles structured in Tables 3.1 and 4.2). 

Both the exploration and the selection of these principles were structured by the main 

categories of concerns expressed in the literature review, relative to each aspect. The 

intention was to create relevant references to support a re-definition of the transit node as 
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better urban component and public space. Chapter 5 provided a detailed analysis of the 

selected principles from theory, considering what potential implications they have towards 

this optimized transit node concept. This was, after all, the ultimate goal of the study - to 

outline potential new roles and opportunities for the transit node typology, synchronized to 

the larger context of the city and its social life. 

It became evident in the last chapter that a mindful integration of the transit node in the 

larger context of the city consists, among other things, in better pedestrian accessibility and 

linkage, and a harmonious functional and physical integration in the urban fabric. Other 

necessary changes would require meaningful architectonic expressivity grounded in the 

regional context and culture and an effort to merge in the larger trend for environmental 

sensitivity. Similarly, the implications emerging from theory concerned with public realm 

development make a strong case for the integration of the transit node in the network of 

public destinations within the city. Its transformation implies significant ambient 

improvements, such as context sensitive design expression, varied and versatile 

functionality, integration in the larger public realm through permeability and exposure, 

accommodating design for the public and limited commodification. 

Beyond these implications, the research discussed the synergetic effects that could emerge 

out of an improved transit node concept. This typology - the transit node - stands at the 

center of a significant field of reciprocal relationships. Urban form, the public realm and the 

adjacent concept of public transit are closely dependent on it. 

The changes suggested by the results of the research imply a significant shift in the way 

transit nodes are to be understood. They can be employed in re-energizing our urban 

mobility flows, mending derelict territories in the city, embody and reflect contemporary 
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culture, encourage social exchange and anchor our sense of belonging, among so many 

other potential roles. The present formats of the city and of its social life appear to be in 

stasis, challenged, however, by new formulas and models. It becomes apparent that, based 

on its significance as urban presence and public mobility facilitator, the transit node is one 

of the first urban typologies that need to embody a change, albeit informed by these new 

ideas. 

Limitations of study 

Since this research is exploratory, aiming to re-define a concept by searching and selecting 

significant principles from historic, theoretical and critical written material, it depends on 

secondary sources of data. These secondary sources come from the literature, suggesting a 

limitation to the study based on its reliance on second hand information. Furthermore, this 

type of data can be quite subjective, expressing personal opinions and suggestions, albeit 

argued and defended by other resources. Great care was taken, however, to obtain this 

secondary information from reliable sources, written materials that were considered 

relevant in the field. 

It is also important to note that the research outcome is based on the review, analysis and 

discussion of this information. Issues of reliability may emerge in considering whether the 

conclusions of the research would still be reached if additional, or different material would 

have been consulted and another researcher would analyze and discuss it. Still, efforts were 

made to outline and maintain a logical structure throughout the research, based on the 

criticism expressed in the literature review and the goals of the study. Discussing a concept, 

reflecting on the larger trends and convictions existent in literature and proposing changes 
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based on those stronger references is, after all, a subjective, pensive and imprecise 

endeavor. This research did not aim to do other than that. 

Efforts were made to focus the question of the research on a particular aspect (actually two 

aspects] of the transit node typology. Following this, the research tried to streamline those 

categories of interest within each aspect, through extensive literature review. Those two 

aspects and their afferent categories were maintained throughout the study, in order to 

sustain the focus of the research and re-inform with relevant findings, at the end. 

Another limitation may lie in a disconnection between the theoretical aspect of the research 

and the practical realities of the transit node typology. The research, however, was limited 

to an outline of potential new connotations for this central concept, supported by stronger 

arguments towards their implementation. 

Opportunities for further research 

If this research limited its scope to the theoretical 're-information' of the transit node 

typology, further research could continue building from this resource. As it was argued at 

the beginning of this chapter, much of the theoretical background of this typology was 

fragmented, making it difficult to place any relevant effort of re-formulating it in context. 

The research outlined those potential directions for design that would make the transit 

node relevant to the larger urban context and to the public it serves. It became apparent 

that these adjacent aspects are essential in supporting the public transit's viability. Further 

research could consider an applied study of those principles believed to support the 

synergetic dynamic between urban form, public realm, public transit and transit node, for 

efficiency. 
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Other aspects, not considered in this study, may be just as relevant in supporting the cause 

of the transit node. One such aspect could relate to informational linkage - the integration of 

the transit node's functional aspect (possible transit exchanges, locations, easy to find 

schedules, personalization of transit stops/ times) in the communication flows of the city. 

In addition, for the purpose of testing the possibilities of the theoretical model in design, it 

would be interesting to consider designing transit node modules. This type of research 

could consider applications based on type, size, or location, adjusting the principles to 

different contexts and note how or whether they can be integrated in design. 

Role of landscape architecture 

The professional description provided by the CSLA (Canadian Association of Landscape 

Architects) suggests that the work of landscape architects ranges from ensuring efficient 

land use and natural resource conservation practice, to designing urban places and afferent 

open or natural spaces, to planning cities, towns, communities and neighborhoods. 

Throughout this paper, many critics were cited for expressing their belief that any 

intervention in the urban context should be done in a holistic manner, through an 

interdisciplinary collaboration (Ascher, 2003; Secchi, 2007; Delbene, 2009). It is 

believed that the issue of urban environment should not be considered as one pertaining 

to civil engineering, or architecture, or landscape architecture, but it should be treated 

integrally, in its physical, cultural, functional and environmental aspects. While the transit 

node may be often considered only under its architectural or infrastructural connotation, it 

was debated in this paper that it has tremendous potential to integrate environmental 
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features, processes or resources in its territories. Landscape architecture appears to be 

situated at that disciplinary conjecture which can allow for this type of integration of 

infrastructural, architectural, cultural and environmental features. 

In addition, the transit node is a public space, and landscape architects can, perhaps, most 

creatively explore the reintegration of these isolated public locales in the larger public 

realm. They are also equipped, theoretically, to understand space as a continuum, and to 

treat those transitions between open and closed - typical for the transit node typology - in 

a fluid manner. 
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