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Introduction

The Balinese, a people known for their
richly decorated artifacts, respond when
asked by Westerners, that they have no
art, they simply make everything as
beautiful as they can. By contrast, in
American society aesthetics have come
to be regarded as a specialist’s concern.
There is also, all too often, a view of
aesthetics as a frill which can only re-
ceive attention after all the important
“*functional”* requirements have been
met and which can always be added on
afterwards like a coat of paint.

Aesthetics, art and design are concerned
with beauty, defined by Webster as ‘‘a
quality that delights the senses or exalts
the mind."" Some transportation facilities
have accomplished this. Soaring bridges
and sweeping curves of freeway struc-
tures are among the most striking fea-
tures of the American landscape. The
view of a large city from an airplane at
dusk is unforgettable. Vehicles have
been designed as symbols of style and
personality for generations of Ameri-
cans. Unfortunately, however, these ex-
amples of aesthetic quality are more the
exception than the rule.

The public environment in the United
States seldom *‘delights”™” or *‘exalts.”
Many transportation fatilities are un-
sightly. Parking lots are frequently
bleak, highways overwhelming and divi-
Stve, arterial roads cluttered and bland,
buses ill-smelling and noisy, and sub-
ways desolate and disorienting. This lack
of aesthetic quality has a deep and per-
Vvasive effect on our collective lives, on
the sense we have of ourselves and on
the way we are seen by the rest of the
world. Visitors from abroad are often
genuinely puzzled that a country with
the wealth, power and accomplishments

4
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of the United States can allow many of
its public places to be so unattractive.

While the aesthetic design of transporta-
tion facilities is important in the open
countryside, it is particularly critical for
the urban areas of the United States.
Negative experiences with transportation
are concentrated in the cities in the form
of congested roads and streets and ne-
glected public transit and pedestrian en-
vironments. Cities must be made more
attractive if they are to be successfully
revitalized. Since transportation facilities
are the dominant elements in the public
urban environment, making them more
attractive is an essential component of
attracting people back into the cities.

The daily journey through the city could
be changed from what is now often
viewed as a necessary ordeal into an ex-
citing experience. Design and artworks
can transform transportation facilities
into focal points which can help to revi-
talize the cities. Streets and pedestrian
ways, well integrated highways, and
transit systems can be designed for the
pleasure of the user. A positive image is
necessary for attracting retail business,
real estate development and a variety of
cultural and social activities. Whether
we choose to emphasize aesthetics in the
design of transportation facilities is criti-
cal to the health and vitality of cities.

The cost of aesthetic quality is not al-
ways higher than the cost of poor de-
sign. In any event, attractive projects
bring much greater long-term benefits to

vii

Street scene, lower Manhattan |887.




Stockholm subway tunnel has been designed 1o retain its cavelike walls, with artistic interpretations st cach station
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the public by increasing the development
potential of communities. If additional
funds are required for aesthetic design
and art, they can usually be justified in
terms of identifiable, long-range eco-
nomic benefits.

Aesthetics in transportation are not lim-
ited to a spectrum from *“‘good™’ to
“‘bad.”” A design solution or artwork can
respond to opportunities in a variety of
creative ways. Artistic expression may
vary from minimal abstractions to repre-
sentational and experimental works.
Many architects and designers are shed-
ding the functionalist, austere style of
the modern movement in favor of **Post
Modem,"" an evolving potpourri of ec-
lectic decoration, historic reference and
formal shaping of public spaces. This re-
port does not attempt to critically evalu-
ate these competing styles. It focuses
instead on identifying opportunities for
aesthetic design and art in transportation
facilities.

However we choose to bring aesthetic
quality into transportation facilitics, we
must take into account the way the facil-
ities are now planned, built and man-
aged. Most of the decisions affecting
aesthetic quality are made by the many
local transportation agencies and their
consultants; the best designs and art-
works are produced in response to a spe-
cific situation. Standardized formulas
and rigid guidelines would not improve
the current situation and could easily
make it worse. The most practical and
useful guidance can be gained by illus-
trating the aesthetic opportunitics, exam-
ining successful examples, and
describing procedures that may bring the
right people and resources together at the
right time.



Integrated design is an important element
for insuring aesthetic quality. This
means considering all aspects of the en-
vironment, including the transportation
facility and its surroundings. Visual inte-
gration and compatibility between these
elements will create a sense of order and
well-being for the facility’s users. A
continuity of pedestrian paths, shops,
and activities will enhance the ecology
of cities. Joint development of transpor-
tation facilities and private ventures can
bring benefits to both. Thus, administra-
tive innovations are required to insure
that the designers of a transportation
project have the mandate to integrate it
with other uses.

Artists and designers are the initiators of
aesthetic concepts. At times, they may
have to act as energetic advocates for
these concepts. The public or responsible
official may have to be convinced by il-
lustrated presentations before a paying
client can be found. This type of advo-
cacy has been a source of many of the
more original ideas illustrated in this re-
port.

Community leadership is also an impor-
tant ingredient in design and art pro-
grams. The community at large
(including transportation officials) needs
to understand, value, and support aes-
thetic design and art in order to insure
that these concerns are pursued effec-
tively.

b.  The Montreal Metro offers a comfortable and quiet ride



A unique sculptural bench was created by the community for Grant's

Tomb, New York,

The U.S. Department of Transportation
has begun to exercise some national
leadership on this issue. In January
1977, a Task Force on Design, Art and
Architecture in Transportation was cre-
ated to study how the Department should
encourage the conscientious use of the
design arts in planning, construction and
operating transportation systems. The
work of the Task Force resulted in the
promulgation by the Secretary of a pol-
icy statement on design quality in trans-
portation, and his approval (on
September 1, 1977) of a series of initia-
tives to encourage improved aesthetic
design, art, and architecture in transpor-
tation. Most of these have been, or are
being, implemented.

This report contains few generalized dis-
cussions or theoretical statements and
puts forward no fixed standards, guide-
lines or formulas for aesthetics. Rather,
it is based on observations of the aes-
thetic problems and opportunities in dif-
ferent transportation-related situations.
The report relies heavily on built exam-
ples and lessons that can be drawn from
them.



The five chapters form the major divi-
sions in the book. Chapter 1 addresses
all the issues related to the use of art-
works in transportation facilities, includ-
ing procedural issues and examples.
Chapter 2 deals with the design of facili-
ties by mode. Chapter 3 presents a selec-
tion of critical issues in integrating
transportation facilities with the built en-
vironment. Chapter 4 identifies proce-
dural problems related to administration,
funding, consultant selection or manage-
ment that may now impede aesthetic de-
sign, and recommends improvements.
Finally, Chapter 5 provides references,
sources, legal issues, a bibliography and
case study contacts.

Each chapter is divided into sections, the
structure of which varies somewhat from
chapter to chapter. Each section is gen-
erally self-contained with a summary
paragraph and list of contents at its be-
ginning. The structure was developed so
that readers will be able to focus their
interest on particular sections without
needing to review others.

Case studies are used in Chapters |
through 4. Most of the case study dis-
cussions are based on direct site visits
and analysis, but a few were excerpted
from published literature. At the conclu-
sion of each case study a list of “‘les-
sons’’ is provided to highlight some of
the transferable successful aspects of the
projects. The Case Study Reference in
Chapter 5 lists all of the case studies and
provides the name and address of a per-
son to contact for more information.

Though the case studies and the exam-
ples represent successful works or proj-
ects, this is not to say that transportation
projects are usually successful in their
aesthetic design. Missed opportunities
are much more common than those fully
realized. Persistent problems are dis-
cussed in the report to some extent. It is
clear, however, that the most promising
way to promote aesthetic design and art
in transportation is to show what has
worked well and discuss the practical
benefits for sponsors.

a.

b

Art nouveau rail by Hector Guimard was a gift 10 Montreal from the City of Paris
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3 — ART IN TRANSPORTATION

Introduction Chapter One

Art challenges our imagination and nour-
ishes our spirit whether it is found in
museums, in galleries, on the streets, or
in transportation facilities. But art has
done even more than that; it has also
brought credit and recognition to its
sponsors, and in the case of some trans-
portation systems, increased patronage
and expanded community acceptance.

This chapter covers ways in which art
can be brought into transportation facili-
ties, those often visually impoverished
places where much of our waking lives
are spent. It is intended as a stimulus
and a guide for the transportation and
arts communities to bring art’s inspira-
tion into transportation.

There is an apparent paradox at work
here. Art thrives in freedom—much of
its excitement lies in the inventive and
unpredictable ways artists respond to the
environment—but transportation agencies
need an established framework in order
to function.

That paradox, as this chapter will show,
is easily resolved. Agencies, by concen-
trating their efforts on shaping proce-
dures rather than on deciding the shape
of artwork, can give artists their required
freedom and still manage a modern
transportation system.

This chapter is organized in sections
which follow chronologically the deci-
sions an agency will make at each stage
of establishing an art program. It can be
read in order, or used as a reference to

answer specific questions. In any case,
the major questions the chapter answers
are these:

* What are the benefits of sponsoring
art? (Section 1.1)

* Which transportation sites are suited
for artwork? (Section 1.2)

* What type of art will be most appro-
priate for the site? (Section 1.3)

* What administrative and funding pro-
grams need to be set up in order to ob-
tain the artworks? (Section 1.4)

* How do you work with artists and care
for their art once it is installed? (Sec-
tion 1.5)

The chapter provides guidance for these
and other issues involved in setting up
an art program. The case studies are
brief examples intended to illustrate the
main points of each section. Procedures
are further addressed in Section 1.6,
which presents some procedural models
used in successful art programs.

Keep in mind, when using this chapter,
that the guidelines are general ones. Art
has a way of constantly creating innova-
tions. Any guidelines or procedures used
should nurture artistic expression, not
starve it.




Section 1.1

Benefits of Sponsoring Art

Public art in transportation facilities does
more than please the eye or provide a
few moments of respite from the worka-
day world. It holds benefits that the
transportation agency, as well as the aes-
thete or rider, can appreciate. Public art
can improve the image of transportation
facilities, bind communities together,
and reduce vandalism. In this brief sec-
tion, the benefits of public support for
the arts in general are discussed with a
particular focus on art in transportation
facilities.

Contents

Art and Public Benefits
WRA The Calder” in Grand Rapids, Grand
(VFRP:  Rapids, Michigan: Case Study 1.1a
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Rolling Billboard, " Richard Fajans, 1979, produced by Mega Ans, San Francisco
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Art and Public
Benefits

The principal reason for increasing gov-
ernment involvement seems to be a deep
recognition that art and cultural devel-
opment are vital to the health of a na-
tion and the vitality of its towns and
cities.

A 1975 study, ‘Americans and the Arts
II' by National Research for the Arts,
Inc., measured people’s willingness to
pay taxes to support the arts. On a na-
tional level it was discovered that 58%
of those surveyed would be willing to
pay an additional $5 a year to support
arts and culture. 51% would pay $10,
46% would pay $15, and an amazing
41% would agree to contribute $25.
from % for Art (ref. 27)

5 — ART IN TRANSPORTATION

Since the establishment of the National
Endowment for the Arts (NEA) in 1965,
government support for the arts has ex-
panded considerably. The quote on the
left reflects the basic rationale and the
public interest that justify increased
spending for the arts. It has also been
found in a special study by the greater
Philadelphia Arts Alliance in 1974 that
public investment in the arts can gener-
ate even larger private contributions and
other economic benefits. Public dollars
spent on art, it appears, are a wise in-
vestment,

Transportation facilities provide a variety
of opportunities for enhancing the trav-
eler’s experience with art. From the
transportation authority’s point of view,
these added attractions are more than ex-
tra gestures. They are important for at-
tracting patronage, improving general
public image, strengthening the interface
with local communities and reducing op-
position to specific projects. Community
art projects have even succeeded in re-
ducing the level of vandalism directed
against transportation and other facilities.

Different types of art programs bring
somewhat different types of benefits to
their sponsors. Participatory, community
art projects are likely to make an imme-
diate change in community relations.
Festivals and other major “‘happenings’’
may directly increase ridership. Monu-
mental pieces have become symbols for
the sponsoring agency.

Truly great works of art can accomplish
all of the above and more. They can
bring government officials, business peo-
ple and other members of the public to-
gether in cooperation and enjoyment. In
this regard, a September, 1977 New
York Times editorial commented as fol-
lows on a public sculpture installation in
Chicago:

Statue of Liberty, New York Harbor.

Wi

. . any government that has the wit
and spirit to put up Claes Oldenburg's
Bat Column . . . can’t be all bad.
Administrations and city councils come
and go but the arts go on forever . . ."”




CASE STUDY 1.1a also is thought to have had a positive in- wise might be discouraged by a large

“The Calder’’ in Grand Rapids fluence on federal support for the arts barren space.

A Piece of Art Becomes A City’s during the mid-1970’s. » This sculpture has become the focus of
Symbeol positive cooperation among govern-

Grand Rapids, Michigan Costs ment, business and the public.

The sculpture “‘La Grande Vitesse™ (a méggsﬂ&o““lpmz;%“ f’qlégmod

pun on ‘*Grand Rapids™’) by Alexander ;SIS 000 fro pravs o v ! N ‘lanal

Calder was installed in 1969. It is lo- -000 from private funds. No local tax

cated on the central plaza of the down- ~ ™Omies were used.

town and forms the centerpiece of a

large urban renewal project. Fifty-five Lessons

feet long, forty-three feet high, and * The sculpture attracts pedestrian move-

weighing forty-two tons, it was fabri- ment across the plaza where it other-

cated in steel and painted bright orange/
red. People using the plaza can walk
around, under, and through it as they
walk among the government buildings
surrounding the plaza.

The artistic strength of the sculpture
stems from its command of the scale of
a major urban space. It creates a visual
focus and interest in this otherwise rou-
tine architectural setting. But the most
relevant aspect of this project as a case
study is the favorable public response
and the benefits brought to the sponsor-
ing agencies.

**La Grande Vitesse'" was the first
sculpture sponsored by a matching grant
from the National Endowment for the
Arts (NEA) under the Art in Public
Places Program. It was greeted with
skepticism, bafflement and criticism at
first. However, seeing it every day on its
prominent site and repeatedly experienc-
Ing its inviting and energetic shapes,
charmed, disarmed, and eventually con-
verted the people of Grand Rapids. This
conversion was so complete that the
Calder became “‘our Calder’’, a symbol
of the city. It is now featured as a logo
on the city’s official letterhead, on the
trucks of the Public Works Department
and on the cover of the Chamber of
Commerce promotional brochure. The
success of this piece benefited the local
arts by paving the way for a major exhi- 3 ; J
bition of outdoor sculpture in the down- B R | g ) : R
town streets and plazas in 1973-74. It Jes a cit

BENEFITS OF SPONSORING ART — 6
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Section 1.2

Sites and Opportunities

Transportation facilities, because of their
varied and complex natures, contain a
great many sites and opportunities for
the placement of artwork. This section
inventories some of the more common
sites suitable for artwork, and evaluates
the kinds of art fitted for those sites. The
section also examines some unigue op-
portunities that the facilities hold for the
creation of art. This listing of potential
art sites cannot be complete since artists
are likely to discover new sites, but it
will still aid agencies making decisions
about art and art programs (see Sections
1.3 and 1.4).

Contents

Cityscape
Art for Fast Motion
Gateways
Passageways
**Grey Portal in an Afternoon
Garden,”” Oakland, California:
Case Study 1.2a
Waiting Places
Stockholm Subway Art, Stockholm,
Sweden: Case Study 1.2b
Streets and Plazas
Chelsea Square, Chelsea,
Massachusetts: Case Study 1.2¢
Renovating Old Civic Art
Mechanics Monument, San Francisco,
California: Case Study 1.2d
Recycling Obsolete Machinery
Gasworks Park, Seattle,
Washington: Case Study 1.2
Large Scale Art in the Landscape
Earthworks, King County
Washington: Case Study 1.2f
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Cityscape

The plane landing in New York ap-
proached in an arc around lower Man-
hattan. It was early evening on a clear
fall day. The sky was still full of light
but the electric lights throughout the city
had already been turned on. The island
was like a shiny, intricate jewel; one
could make out familiar streets and
buildings in great detail. From the sky,
Manhattan seemed to have a clear and
beautiful order, in sharp contrast to
being overwhelmed by chaotic activity
while walking some of those same
streets.

9 — ART IN TRANSPORTATION

Transportation facilities often provide the
only vantage points that can make an
American city comprehensible. They are
also some of the most prominent physi-
cal elements in the cityscape that can be-
come either landmarks or eye-sores. The
overall images they provide greatly in-
fluence people’s feelings for, and under-
standing of, the city.

The shaping of such large scale elements
of the environment is influenced by a
great number of conditions which cannot
be manipulated for the sake of art. Still,
there are some precedents and a number
of opportunities for benefiting from the
artist’s sensibilities in shaping and inter-
preting transportation facilities and over-
all city space.

Opportunities

* When large new facilities (such as air-
port expansions) are developed, artists
could act as consultants in shaping
their overall image. The influential art-
ist, Robert Smithson, served as con-
sultant to the design team for the
Dallas-Fort Worth Airport. The possi-
bilities for earthworks designed to be
seen from the air, which this collabo-
ration suggested, have been largely
unexplored since Smithson’s untimely
death.

Photographers and painters have often
responded to views both of and from
transportation facilities. The mural of
the Brooklyn Bridge by Richard Haas
shows the mystery and power of that
structure and its surroundings. Trans-
portation agencies could logically
sponsor art competitions and exhibi-
tions with their facilities, and the
views from them, as subject matter.
Large scale ‘‘photo murals’* are now
sometimes used in air terminals and
could be displayed on highway bill-
boards

* Again, thinking of overall views, erec-
tion of new monumental works of art

South Street Scaport Wall Painting, Richard Haas, 1971, New York City.

(or the protection of existing ones)
comparable in scale to the Gateway
Arch in St. Louis may be co-sponsored
by a transportation agency. Its patrons
may be the primary beneficiaries of
viewing such monuments, which may
in turn convey something about trans-
portation (in this case, a sense of hav-
ing arrived).
The lighting of such monuments and
monumental transportation structures
can greatly enhance the perception of
the city at night.
Several artists work with light and
laser beams as a sculptural medium
that can be scaled to large areas of a
whole city (e.g., Lowry Burgess,
Gyorgy Kepes, and Otto Piene) and
heighten the views for the transporta-
tion user.
* Special events, particularly those using
light, can temporarily transform the

whole city space into a magical visual
event. Citylights, a project sponsored
by the Amenican Institute of Architects
in Philadelphia had all the downtown
buildings in the city tum on their lights
at a given moment and accompanied
this with fireworks set off from the
three tallest buildings in Center City.



Art For Fast
Motion

Driving through the plains of Nebraska,
the gas station signs appear on the hori-
zon like giant totems. They seem impos-
sibly tall, hovering in the distance over
the cornfields. Even driving at high
speed, it takes a long time to reach

them. When one finally arrives, the signs

seem ordinary, somehow not so tall after
all.

Fast motion creates special effects for
visual perception. Repeating elements
can blend into ribbon-like or rhythmic
patterns. The size and scale of objects
can appear to change dramatically with
the tilt of the road. Normally unrelated
objects can momentarily appear together
as dramatic compositions. Objects quite
far apart can be recalled and seen as a
continuity. Moving lights at night can
trace intricate linear patterns.

Only a few finished works of art have
taken advantage of special qualities of
motion, although there have been many
experimental proposals. The Leicester
sculpture erected by the roadside at Art
Park, shown here, is a modest, com-
pleted example. It consists of a collec-
tion of apparently scattered elements that
coalesce into a single sculptural form
from one point along the road.

Some art works have taken their cue
from commercial advertising that has
long understood the pﬂtcnual for captur-
ing “the attention of passing motorists.
The billboard art in Los Angeles (shown
at right in photo) as well as Kent
Twitchell’s ““The Old Woman of the
Freeway'’ (p. 7) have the bold poster-
like quality that is often required for im-
ages seen from the highway. These
works can be seen from a distance and
quickly recognized, yet have a lingering,
haunting quality that make repeated en-
counters interesting.

& “Flamingo Hilton,"" Foster and Kleiser, 1973, Sunset Strip, Los Angeles

Light, in relation to motion, is a particu-
larly appropriate sculptural medium. A
mile-long laser light sculpture by Rockne
Krebs over Philadelphia’s Parkway was
best experienced by moving rapidly un-
der it (p. 27). Dan Flavin, another artist
working with light, has executed a work
on the platforms in New York's Grand
Central Station which relates to arriving
in, and departing from, a vast dark space
on various tracks.

Provocative visual images located along
highways must be considered from a
safety standpoint. Generally, if the im-
ages can be seen well in advance and are
within the normal cone of vision of the
driver, they are not a hazard. However,
particular conditions of road alignment,
traffic flow, etc., must be considered
when siting art along the highway.

'.-— o L

“‘Diamond.” Andrew Leicesicr, ‘3 %, Lewiston. NY
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Gateways

A boatload of Hungarian immigrants ap-
proached New York. Even before land-
fall everyone was on deck expecting to
see the Statue of Liberty appear on the
horizon. Evervone knew the statue as the
marker of the entrance to New York. So
it was a linle disappointing to discover
that Long Island and Brooklyn came into
view before the great statue. Only when
it finally appeared, even though it was
somewhat dwarfed by the downtown sky-
line, did the travelers really feel that
they had arrived.

Traditionally, gateways marked the dis-
tinct place where one entered a more pri-
vate and more special place, generally
on foot. The art and ornament lavished
on a gate were intended to symbolize the
owner’s image of him/herself. Expres-
sions varied from homely house door
decorations and stylized Japanese garden
gates to the overpowering portals of
gothic cathedrals.

As mechanized travel expanded, new
gateway functions appeared. These in-
cluded entrances, points of transition be-
tween different modes of travel, and
markers for places along the path of ve-
hicular movement. Some traditional
gateway vocabulary was adapted to these
new functions. The triumphal arch fa-
cades of 19th century railroad stations
and the bridge portals ornamented with
sculpture are examples.

However, much of modern arrival is no
longer marked in this way. Arrival oc-
curs in parking lots, garages, or under-
ground subway stations, completely
utilitarian environments lacking in sym-
bolic forms and embellishments. One
passes through in a hurry, losing the cer-
emony and dignity that should be part of
an arrival.

11 — ART IN TRANSPORTATION

Opportunities

* In many gateways that pedestrians pass
through on their way to and from var-
ious modes of transportation, the tradi-
tional forms of gateway art could be
reinterpreted and applied.

Gates that are passed by rapidly mov-
ing vehicles can be successful if they
are simple and bold, such as the wulp
ture forming an entrance to an indus-
trial park shown below.

« Subway stations can be made memora-

ble by art at ground level or on the
concourse or platforms below. The Art
Nouveau gates for the Panis Metro are
famous for the graceful way they ac-
complish this. The monumental
Clothespin by Claes Oldenburg in Phil-
adelphia serves as a landmark on the
surface and as a surprise when emerg-
ing from below.

» Parking lots and garages are now

largely neglected but could often profit
from art and decoration at both their
auto and pedestrian access points.

- &
— e

a2 Bndge portal, New York

b. Galeway \Lulpture Peter ka.l- 1976, Allanta




*Clothespin,

Clacs Oldenburg. 1976, Phaladeipiia

Passageways

Transportation facilities often include
long, unrelieved pedestrian passageways
such as corridors and escalators at air-
ports and subways, and walkways within
parking lots and garages. Those passing
through are usually in a hurry. Thus, the
potential for art is in relatively simple,
continuous elements or pieces that con-
sist of a series of fast impressions, each
easily grasped, and fitted into a
sequence.

Opportunities

* The special nature of these spaces, and
the movement and direction of pedes-
trians, should call for new approaches
by artists. Since traditional gallery
conditions cannot be provided, at-
tempts to *‘exhibit’’ or “*display”’
works in a conventional manner often
fail. These spaces present opportunities

Neon scuipture in subway passage, Samuel Lebowitz, 1971, New York

for work which relates to their proces-
sional character. Lucas Samaras’s mir-
rored corridors, Dan Flavin's
passageway light installations, and
Charles Ross’s artificial light and
prism installations are prototypical of
environmental approaches to such
spaces.

+ Supergraphics are perhaps the most

common response to these situations.
Unfortunately, they have been over-
used so that seeing colored stripes on
the wall is no longer a notable event.
More imaginative linear treatments
such as light sculptures or painterly
compositions can still have a striking
impact.

* The walls of long escalators in the

London Underground have been used
for displaying collections of small
works of graphics and photography.

* Brick or tile walls can be dramatically

changed through the subtle sculpting of
these materials.

SITES AND OPPORTUNITIES — 12
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Case sTUDY 1.2a
**Grey Portal in an Afternoon

Garden™

Enhancing a Subway Entrance with
Art

Qakland, California

The concourse of the subway station
opens onto a courtyard which catches the
emerging passenger by surprise. It is a
rich collection of unexpected elements: a
waterfall, pools, bridges. plantings and
soft brown pavement. Even though it is
traversed by thousands each day. it feels
like an intimate and quiet place. The
strongest presence in the courtyard is
created by the multiple elements of a
sculpture. The variety of abstract bronze
shapes appear like a set of distinct, al-
most human characters. One becomes
aware of oneself in relation to them in
the space and has the curious feeling of
having joined their party. The portal
structure aligned with the stairs creates a
feeling of ceremonial arrival.

The sculpture shown in the photos con-
sists of eight forms, all but one smaller
than a man, made of polished bronze.
The exception is a twelve foot grey con-
crete portal. The piece encompasses an
area of 50 by 50 feet and is set in a
sunken courtyard leading to the con-
course of a subway station.

The strength of this piece is in its careful
human scale and subtle evocative rela-
tionships. It has created a space in which
pedestrian paths are part of the sculp-
ture. The small bronze elements can be
sat or leaned upon. The forms are play-
ful. The shiny sensuous surfaces invite
touch. Yet, in spite of this approachable,
playful quality, the ensemble commands
the whole courtyard.

The Bay Area Rapid Transit (BART) Art
Council invited twenty-six artists to
compete for a commission for a major
sculpture to be placed adjacent to the
new entrance at the 12th Street Station.
Eighteen artists responded, sixteen of

them San Francisco Bay Area residents.
Five finalists were selected on the basis
of slides. These finalists were each given
a $1000 honorarium to develop a model.
The BART Ant Council ultimately sub-
mitted three finalists, listed in order of
preference, to BART Board of Directors.
The recommended first choice was ac-
cepted.

The sculptor, Harold Paris. worked di-
rectly with the Oakland Redevelopment
Agency (ORA) and the landscape archi-
tects. The courtyard was already planned
but modifications were made in the posi-
tions of the waterfall and trees and in the
color of the back wall. Originally. Paris
wished for a contoured brick ground but
adapted his pieces to a flat plaza surface.

Though not specified in the contract,
maintenance was understood to be the
responsibility of the ORA. The artist
submitted directions for maintenance;
however, he felt the need to perform
some of the tasks himself. When Harold
Paris died unexpectedly in 1979, full re-
sponsibility for maintenance was left
with the ORA.

Credits
Sculpture by Harold Paris, 1976.

Costs

$55.000—provided by 50/50 matched
funds from the Oakland Redevelopment
Agency and the National Endowment for
the Arts (NEA).

Lessons

* This sculpture is one of the most suc-
cessful works of art in a transportation
facility.

« The “‘staged competition™" selection
process and close cooperation between
the designers and the artist can pro-
duce excellent results.

* The sculpture shows that art. in combi-
nation with sensitive public space de-
sign, can make a new environment
memorable and intimate.

SITES AND OPPORTUNITIES — 14



Waiting Places

For the past twenty years, the main
thing to look at while waiting for the
subway in Harvard Square has been the
advertising posters for two competing fu-
neral parlors. Many regular passengers
learned the words of those posters by
heart out of sheer boredom. A while
ago, one of the funeral parlors produced
a new poster with a large reproduction
of a Corot painting. It is a poor quality,
monochrome reproduction, but it proba-
bly gets more viewing time than any
other painting in the Boston area.

Waiting places such as subway plat-
forms, bus stops and airport lounges are
ideal for the display of art. They have a
captive public of bored, restless people.
They tend to be less dramatic than the
other transportation sites but they pro-
vide the opportunity for extended and re-
peated exposure and intimate
observation. Highway rest stops and the
interior of transit vehicles provide set-
tings for similar involvement.

Poctry on the Bes posicrs ave boen mstalled m many Citics

SPRING

Today two struck
from the sky
deep into my woods

Above
the barn
they wheel,

ot Roger Bawsr
rt Niwiry Dunihe 197

talons empty,
and winter
lies dying on the hillside.
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Hawks
killed winter
this year.

Opportunities

» Many kinds of art normally viewed in
galleries could be accommodated in
waiting areas with proper lighting and
security. Rotating and permanent art
exhibits can be placed in these areas.
Airport waiting lounges such as those
at Seattle-Tacoma Airport (Case Study
1.4b) can be designed to provide a liv-
ingroom type of environment where art
can be displayed with minimal protec-
tion. Subway platforms and bus stops
generally are more exposed to wear
and vandalism and require security
measures.

« Decorative arts such as the mosaic tiles
used on New York City subway plat-
forms are particularly appropriate for
adding interest to waiting areas.

» Bus stops can become the focus of
modest, community-based art pro-
grams.

» Poetry and word images often are ef-
fective on platforms and in vehicles. In
the “*Poetry on the Buses™ program,
funded by the Urban Mass Transporta-

3

tion Administration, NEA, and the
Pennsylvania Council on the Arts, 11"
by 28" placards combining poetry and
poster art are available for purchase
and display in the standard bus adver-

tising panels. Atlanta, Boston, Detroit,

Philadelphia, Pittsburgh. San Fran-
cisco, and Washington transit systems

have displayed these on an experimen-
tal basis with favorable community re-

sponse.
Performers such as musicians. mimes,
or magicians have been very popular

in Boston's subway stations. The Mas-

sachusetts Bay Transportation Author-
ity sponsored the **Music Under
Boston'” program for an experimental
period. The reconstructed Harvard
Square subway station will provide an
informal amphitheater on the surface
for the kind of impromptu perform-
ances that are already very popular in
the area.

Highway rest stops have been the fo-
cus of at least two major art programs:
one on Nebraska’s [-80 and the other

on Vermont's [-89 (see Case Study
1.4a for the latter).

Public waiting areas, including their
wall and floor surfaces, can be made
memorable by craftspeople. Stained
glass windows, mosaic floors, orna-
mented doors and omamented furniture
were common in older buildings, and
the practice of many of these crafts is
currently reviving.




CASE sTUDY 1.2b

Stockholm Subway Art
Providing Memorable Waiting Places
Stockholm, Sweden

Stockholm’s T-Line, in operation since
1957, is a good example of integrating
artwork with facility design. Descrip-
tions of the stations themselves are in-
cluded in Section 2.5, p. 123.

Since the late 1950’s, new stations have
incorporated works by outstanding
Swedish artists in order to individualize
the stations, and *‘to compensate for the
loss of contact with the (above ground)
landscape’”. As a result, the system has
been compared to “‘a medieval cathedral
in different stages of construction and
embellished by several generations of
artists.”” (ref. 29)

Artists” contributions have ranged from
color selection to the creation of whole,
fantastic environments. Early pieces
were mostly paintings on tile or enamel,
and wall coverings of prisms, mosaics,
and ceramics. In the twenty-one stations
formed as caves, however, artistic
expressions reached a new plateau. Each
cave was decorated by one or two art-
ists, who usually were involved from the
beginning of the design process.

Each station is unique. Some emphasize
the mystery of caves, with primitive de-
signs or magical arrangements. Others
attempt to balance these effects with
painted allusions to natural landscapes
and the sky. Some deny the cave-like
form by whitewashing the walls and
covering them with realistic murals. In
others, objects are displayed in glass
boxes, or are sited to contrast to the
technology, the rough cement walls, and
the shadowy forms.

Artistic collaboration is planned well in
advance, since many years may elapse
between the two phases of construction:
blasting and cement work, and interior
layouts. Special details concerning the
sprayed cement, ceramics or steel must

Kungstradgarden Station, Stockholm

be synchronized with artists’ plans in or-
der to integrate the artworks and con-
struction fully.

Artists are selected by the Traffic Art
Committee of the Stockholm County
Council, in cooperation with the Greater
Stockholm Public Transport Company
and the Swedish Artists’ Union. Repre-
sentatives of these organizations form
working groups for one or more stations,
and choose three or four possible artists
for each. The artists then present sketch
ideas to the working group, which rec-
ommends one to the Art Committee.
They must approve the concept for fur-
ther development.

Credits

The Stockholm County Council has re-
sponsibility for overall coordination of
the subway system. Operations, includ-
ing station interiors; are under jurisdic-
tion of the greater Stockholm Public
Transport Company.

Lessons

* A richly conceived and evocative envi-
ronment (i.e., the caves) can stimulate
a strong artistic reaction.

* Although daring, the subterranean and
often surrealistic theme is a success,

largely because of the consistently high

quality of the artworks and their fabri-
cation.

* This system, especially the cave sta-
tions, shows that a true collaboration
between artists, architects, and engi-
neers is possible in the design and con-
struction of transportation facilities.
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Streets and Plazas

The streets in the Chicago Loop are
broad, straightforward spaces full of
busy, business-like life. Unexpectedly
around a corner, one encounters an
enormous red/orange object perched like
a creature over a small plaza, Alexander
Calder’s sculpture **Flamingo'’. It is
startling, beawtiful, funnv and outra-
geously invites one to plav in the middle
of hard-working downtown Chicago.

Streets and plazas are our public living
spaces and accommodate a whole range
of movement. Driving, hurried walking,
leisurely shopping or relaxing on a
bench provide a variety of perspectives
for experiencing art.

Opportunities

* Art on the streets can range in scale
from an intimate, ad hoc display of
small paintings to a mile-long laser
beam sculpture (p. 27). The character
of the art can be anything from digni-
fied civic monuments to temporary fes-
tivals. Expressions have varied from
minimal abstract sculptures to architec-
tural decorations and commercial
signs.

Murals have been a particularly suc-
cessful form of street art. Large blank
side walls of buildings visible from
many blocks down the street are very
common in American cities. Such
walls have often served as large can-
vases for sophisticated abstract works,
ambitious and innovative paintings
chronicling neighborhood events or
bold protests against political or social
ills. (Case Study 1.3d)

Functional and fanciful street furniture,
such as the George Sugarman sculpture
in Baltimore (right) can be created by
artists. Artists and community mem-
bers have collaborated in making street
furniture and pavement that can give a
public space a special identity, such as
the mosaic-covered forms at Grant's
Tomb (p. 42).

Fountains are a traditional form of
street art that have always delighted
the public. The Halprin Fountains in
Portland and in Seattle’s Freeway Park
(Case Study 3.2a) and numerous foun-
tains designed by other contemporary
artists attest to their continuing rele-
vance to the streetscape.

Street festivals can turn otherwise drab
streets into magical places and cele
brate visual arts, ethnic holidays or

.

**Flamingn

Alexander Calder, 1974, Chucago

other special events (p. 43). 5

Baltimore Federal ™ George Sugarman, 1978, Baltimore
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CASE sTUDY 1.2¢

Chelsea Square
Art for the Community
Chelsea, Massachusetts

In Chelsea a lot of people stand on street
corners. One of the stories they tell
about this sculpture concerns a man who
stepped up to the figure of the former
schoolmaster in the group and slapped it,
saying: ‘I have waited thirty years to do
this.”” The men on the corner laugh
when they tell this story and reminisce
about the ways of the old schoolmaster.

The sculpture consists of three life-sized
bronze figures, standing in a casual, con-
versational group on a newly renovated
public square. Two of the figures were
modeled after well-known townspeople,
the third after the artist’s daughter.

The sculpture is set in Chelsea Square,
which had been very run-down and un-
der-used before the streetscape program.
The landscaping, the renovation of the

fountain, and new street furniture, along
with the sculpture, were intended to re-
vitalize the square.

Chelsea is a working people’s commu-
nity with many longtime older residents.
The sculpture, memorializing known lo-
cal characters, has proved to be very

popular,

The project was developed with federal
Economic Development Administration
(EDA) funds for local public works, a
program designed to generate local em-
ployment. One percent of the original $3
million budget was set aside for art, an
amount later increased by another one
percent for a total art budget of $60,000,
which included commissioned works by
three other artists, in addition to the
sculptor, Penelope Jencks.

The artist was selected by the designers
through an informal review of local
sculptors” work. The designers had con-
ceived the idea of a realistic, informal
group of figures and found an artist who
was interested in doing it. The artist,
Jencks, prepared a scale model which
was approved by the mayor. She then
selected the people who modelled for her
piece through an advertisement in the lo-
cal paper and recommendations by com-
munity members.

Credits
Sculpture: Penelope Jencks.

Costs

$20,000, in 1978, excluding footings
and installation.

Lessons

+» This is a very literal piece that is eas-
ily accessible to, and well-liked by,
the local public. The artist has re-
marked that it could have become a
stronger piece if more time had been
available to translate the subject into a
more personal sculptural statement.

* Many towns the size of Chelsea have
no arts councils or other active art or-
ganizations, so advocacy for, and se-
lection of, art often falls to the
designers of new projects.

* In this example, the artist was given

the narrow mandate to represent mem-
bers of the community. This restrictive
approach, while often used by clients
and designers, may limit the artist’s
contribution to site design and restrain
the development of new ideas.
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Renovating Old
Civic Art

A symbolic group of sculpted figures on
top of Grand Central Station was de-
voted to the glory of the railroads and
the Vanderbilts who built them. The fig-
ures, now dark with dirt and seen
against the facade of a large office build-
ing instead of the sky, are still impres-
sive as a focus for Park Avenue. The
current conditions of railroads and the
fall from grace of grandiose symbolic
expression make this sculpture an anach-
ronism. Yet as a piece of history and of
grand urban art, it deserves to be care-
fully preserved.

Nineteenth century transportation facili-
ties were often richly embellished with
sculpture and decorative arts. Many ave-
nues and plazas of the period were fo-
cused on grand fountains and
monuments. The aesthetic of the **Mod-
emn Movement'’ in the arts has turned
away from these traditional art works,
and their defacement or destruction has
occurred without outcry from the arts
community. Preserving and restoring his-
toric art works has now become a major
concern.

Opportunities

* Traffic management and streetscape
improvement programs should include
the respectful renovation of civic art.
Successful examples include the resto-
ration of a monumental fountain as the
centerpiece of a renovation of Fountain
Square in Cincinnati and a similar
project in Chelsea, Massachusetts (ad-
jacent to the Jencks piece, Case

Study 1.2c¢).

Remodeling of railroad stations and
safety improvements on historic
bridges should include careful restora-
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tion of their decorative artworks (see
Section 2.6).

Older subway stations, in spite of their
overall bleak appearance, often include
small gems of decorative art that
should be restored as part of moderni-
zation programs.

Jules-Alexis Coutan, Grand C entral 'il:unm New Yurk



CASE STUDY 1.2d

“‘Dedicated to Mechanics”’

Renovating a Piece of Historic
Sculpture

San Francisco, California

This monument was renovated and given
new prominerce as the focal point of a
public plaza at Bush and Market Streets
near the Montgomery Street BART Sta-
tion. The location is in the busiest part
of the financial district. The Plaza was
designed as part of a series of city-spon-
sored improvements that occurred simul-
taneously with the BART construction
under Market Street.

The design was sensitive to the strength
of the monument and avoided any new
architectural elements that would com-
pete with this historic sculpture. Simple
seating, pavement, and a few trees were
sufficient to create a pleasant plaza. The
seats face the sun and focus toward the
monument. The Plaza is an excellent lo-
cation for lunch, sunbathing, or watch-
ing people and is heavily used. A study
published in Landscape Architecture
magazine by Nancy Lindsay (November
1978) concluded that Mechanics Plaza is
a more successful place for attracting
people than several of the more elabo-
rately designed plazas along Market
Street.

Credits

Plaza design: Market Street Joint Ven-
ture Architects (Ciampi, Wamecke and
Halprin)

Monument sculpture: Douglas Tilden

Lessons

* Older artworks and monuments can be
successfully used as focal points for
streetscape improvements.

= The historic associations and fine qual-
ity of such works can often create a
richer place than modern design can.

» The subject of the piece—a celebration
of workers and their tools, rather than
of some now-forgotten personality—
makes it particularly appropriate for
revival.
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Recycling Obsolete
Machinery

After almost all of the old Waterfront
Freeway was demolished, a group of cir-
izens including artists and members of
the Historic Preservation Society suc-
ceeded in preserving a short section of
viaduct and part of a curving concrete
access ramp. They had argued that the
Freeway was an important cultural mon-
ument to the automobile era and that it
had outstanding sculptural qualities. The
Museum of 20th Century Art has re-
ceived sufficient private donations to in-
sure the upkeep of this piece of the
Freeway after its expected landmark
designation.

An early 21st century news report.

Transportation facilities have had strong
cultural associations and dramatic sculp-
tural forms throughout our history.
American images were dominated by
wagon trains, railroads and harbors in
the 19th century, and by highways and
airplanes in the 20th. Giving new mean-
ing to these powerful objects has a
strong impact on the consciousness and
perception of the viewer and can justifia-
bly be discussed in the realm of art.

2 “Limes of the West Side Highway,™ Stephen Koms, 1970, New York
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Opportunities

= Some prominent American art has al-

ready been based on transportation ma-

chinery, such as the crushed car
sculptures of Cesar and Chamberlain.

While these works are in museums and

galleries, their concepts could be ex-

panded and applied to transportation
sites, as was done for the “‘Cadillac

Ranch’’ sculpture.

A kind of folk art has been achieved

by turning parts of buses into kiosks,

railroad cars into restaurants, and jet
planes into playground equipment.

* Turmning a now-useless fragment of a
San Francisco Freeway into a monu-
ment by sculptural modification of a
ramp was recently proposed by artist
Robert Irwin.

b. “‘Cadillac Ranch.”" Ant Farm, 1974, Amarillo. TX




CASE sTUDY 1.2¢

Gasworks Park

Recycling Giant Machinery into a
Park

Seattle, Washington

An obsolete gas manufacturing plant lo-
cated on a 20.5 acre promontory on the
north shore of Lake Union was con-
verted into an active public park. The
park design reused many elements of the
old plant. The boiler house became a
picnic shelter and the exhauster. a chil-
dren’s playbamn. Some of the older ma-
chinery was removed. The rest was
cleaned, painted in bright colors, and
now serves as sculpture, play equipment
and an interpretive exhibit. Six generator
towers and the pre-cooler towers were
made safe by removing stairs and other
hazards and were left standing as giant
sculptures on the waterfront

The site was purchased in 1962 with city
bonds. Richard Haag, retained by the
city in 1970, conducted an extensive

analysis of the gas plant. He eventually
proposed selective preservation of the
plant, and development of an active, un-
conventional park. The biologically ster-
ile soil and the sculptural qualities of the
artifacts became the main determinants
of the design. Highly skeptical mitial
public reactions were overcome in
1971-72 by an educational campaign
which included the recycling of one of
the structures for the designer’s office as
a pilot project.

The client, the Seattle Park Commission,
provided strong support for the project
throughout. Initial stages of the project
were completed in 1976 and further de-
velopments are still planned.

Following its controversial start, the park
became well loved and well used. Active
play, concerts, and spectacular day and
night views of the Seattle skyline are the
primary attractions.

A “‘great mound’’ was created acciden-
tally when the city allowed a contractor

to dump excavated material there. Now
planted, the mound has become a spec-
tacular overlook. A beautiful bas-relief
sundial of bronze and cast stone by artist
Chuck Greening (see detail. right) is lo-
cated on top of the mound. It was fi-
nanced by a private donation.

Credits
Landscape Architects: Richard

Haag & Associates
Artwork: Chuck Greening

Costs

Park and structures: $900,000 in 1975
Sundial; $20,000

Lessons

* The project shows that apparently use-
less, but sculpturally powerful, ma
chinery can be turned into
environmental art. It is easy to imagine
similar treatment of a great deal of ob-
solete transportation-related machinery:

harbor structures, railroad bridges.
highways, etc.

» The tenacity of a designer over seven
years, and a supportive client agency,
were critical ingredients of success.

¢. Sundial, detal
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Large Scale Art in
the Landscape

The physical scale and speed of move-
ment associated with transportation facil-
ities can create sites and a viewing
public for large scale works of art in the
landscape. Examples include Christo’s
“Valley Curtain™’ and ‘‘Running
Fence’’, and *‘Spiral Jetty’’ by Robert
Smithson.

As the following case study illustrates,
artists and public agencies are beginning
to plan projects together for the reclama-
tion of large, up to now wasted, land
areas. Such areas are particularly com-
mon at airports and highway inter-
changes. Artworks can help to turn
cumbersome solutions to environmental
impact problems into exciting visual im-
ages. Thus, when a noise barrier must
be constructed, it can also be treated as
a piece of sculpture. When land must be
vacated because of airport noise, it can
be turned into earthwork art, visible
from the air.

23 — ART IN TRANSPORTATION

“*Valley Curtain,” Christo, 1971-2, Grand Hoback, Rifle, CO; Span: 1200 feet, Height: 185-365 feet: 200,000 squarc feet of nylon
polyamide, 110,000 pounds of steel cables; Project Dircctor: Jan van der Marck




Case sTupy 1.2f

Earthworks

Land Reclamation as Sculpture
King County, Washington

This land reclamation program sponsored
by the King County Arts Commission
(KCAC) addresses artistic possibilities
and public policy issues involved in land
reclamation. Aspects of this case study
have potential applicability to transporta-
bon projects

Project 1 includes two commissions for
earthworks currently in execution: the re-
shaping of a 3.69 acre surplus county
gravel pit by Robert Morris, and the
redesign of an eroded park area in the
City of Kent by Herbert Bayer

Project 2 covered a second phase where
SIX artists were involved in a design
symposium. They participated in a series
of public forums. panel discussions and
slide lectures to acquaint the public with
the issues related to land reclamation
They also prepared designs for six addi-
tional sites. Two of these are related to
airports. One proposal. by Dennis Op-
penheim, covers an obsolete Naval Air
Station. The other, proposed by Mary
Miss, covers the free-zone at Seattle’s
airport, an arca where single family resi-
dences have been purchased and re-
moved due to noise impact. The other
sites involve gravel pits, mining areas
and refuse-landfill. They range in size up
to several hundred acres.

Aside from the artistic potential. a case
was made for the earthworks on the ba-
sis of cost effectiveness. The estimate
for the restoration of the first gravel

pit site to its original contours was
$190.000. The reclamation of the site by
the Morris sculpture was estimated at ap-
proximately $150,000, a possible sav-
ings of $40,000.

Selection was made by a three-member
Jury from a list of invited artists who
had submitted letters of interest. All the

artists had previously worked on large
scale pieces in the landscape. and most
were well known.

Funding came from a great variety of
sources. The County provided $140,000.,
and the present owners contributed the
sites. The National Endowment for the
Arts matched funds using both the Art in
Public Places and the Design Communi-
cation and Research Program, for a total
of $67.750. Sponsorship and contribu-
tions by the U.S. Burcau of Mines, the
Port of Seattle and the University of
Washington showed that these agencies
believed that this project had serious po-
tential for focusing attention on reclama-
tion programs. Other sponsors included
municipalities. public agencies, private
busmesses and individuals. The complex
program was organized by the KCAC.

Lessons

= Although the results are not complete.
the program is certain to give exciting
new insights into the potentals for
sculpture as reclamation, and help ad-
dress a major problem of the day.

* The possible applications to transporta-
tion include all of the opportunity
areas noted on the preceding page.

* While the cost effectiveness argument
was advanced to help sell the project.
there are also non-monetary benefits
for this use of art.

Earthwork Scu

otu

re by Robert Moms
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a. Dump truck kite, Cunt Asker, 1978, Stockholm.

b. *‘Four Trees,”” Dubuffet, 1972, New York.
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Section 1.3

Finding Suitable Art
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Since there is a tremendous range of art-
works and artists suitable for sites dis-
cussed in Section 1.2, a transportation
agency will need guidance, and some
professional assistance. before choosing
an art program. This section will help
agencies make decisions about the kind
of art wanted by explaining how to sur-
vey the range of artwork describing im-
portant qualities of art and briefly
detailing innovative, but underused,
ideas for public art.

Contents

The Need for an Overview
Expressions and Attitudes
Innovative and Underused Ideas
Physical Qualities and Site Constraints
Case Studies
Landscape of Time. Seattle.
Washington: 1.3a
Fountain, Seattle. Washington: 1.3b
Asaroton “76. Boston.

Massachusetts: 1.3¢
Mission Murals, San Francisco.
California: 1.3d
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The Need for an
Overview

When a transportation agency decides to
purchase an art work or establish an art

program, it faces many choices. Art to-
day encompasses such a wide range of

works that finding suitable artwork can

at first seem a difficult task.

The effort to obtain art will often be ini-
tiated by members of the administrative
and technical staff (possibly at the urg
ing of local arts agencies or artists). De-
cisions, therefore, will be made by an
interested group or formal committee,
not by an individual. To make intelligent
choices about art, the group will need to
get an overview of artwork available and
of types of sites that may be suitable for
artwork

There are several ways of obtaining this
overview. A review of art journals and
consultations with art professionals, pub-
lic art agencies, local artists and museum
professionals can be a great help, as can
examining the slide registries of arts
agencies and galleries. Inviting local art
ists to show slides of their work and of
other’s work can help as well. If art
professionals or public agencies in the
arca have conducted art programs, they
can aid in an overview. Visits to a few
selected sites may also be necessary to
get a clear sense of an artwork’s impact

I'he selection committee should keep in
mind that because commissions for pub-
lic art have been relatively scarce in re
cent years, there is a wider range of
choices available to them than they will
actually view. This argues for obtaining
the aid of a sensitive art professional,
who can aid in both the selection of an
artist and in the administration of a
program

The selection committee should also re-
member that the quality of an artwork
depends on the vision, skill, and energy
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of the artist. The selection of a particular
artist is ultimately more important to the
quality of work than the type of art se-
lected. While the group may make gen-
eral decisions about the direction the
artwork should take, it should be careful
not to prescribe its exact physical char
acteristics. As an artist and a client work
together, exciting and unpredictable de
velopments may take place. Both should
remain open to this possibility

Expressions and
Attitudes

In reviewing different types of art, the
client needs to consider aesthetic and
material issues that will determine
whether an artwork 1s a suitable one for
the site and the community. The review
should not lead to categorical pre-judg
ments. such as “*we don’t want abstract
art’” or “*it should be made of bronze™
but should culminate in a list of general
issues and concerns, given to the artist
selection panel or agent. The following
is a brief review of some of the aesthetic
and material issues that should be Kept
in mind when drawing up the list
» The works can be expressed in a range
from literal representation to abstract
form. In older art works the client
often explicitly defined the subject to
be represented. but only a few of the
good contemporary artists work this
way (Case Study 1.2¢). There i1s also a
variety of symbolic expression by allu-
sion and association. but insistence on
this can lead to cliches, as in the case
of some airport sculptures symbolizing
flight
* The work’s mood can range from con
templative. as in much of modern
sculpture. to fully participatory thea
ter, as in Halprin's fountains. Art
works can reflect the local community
in story-telling pieces. often with the
community participating. ¢xpress so-

cial concern or protest, or project tones
of humor or seriousness.

Art can blend with its environment,
contrast with it or stand on its own.
Architects and designers often prefer a
blending, while many artists would opt
for more independent expression

“Sky Pie," Rockne Krebs, 1976, Philadelphia




Innovative and
Underused Ideas

The majority of art now commissioned
for public places consists of large ab-
stract sculpture. However, for many
transportation sites such works are not
suitable. This suggests that the sponsor-
ship of art by transportation clients for
such conditions could be a major and ex-
citing challenge to the art community to
explore less established directions. A
number of exploratory works, though not
well known, are included here to show
that transportation facilities need not al-
ways repeat what is usually done by
public commissions for formal plazas
and building lobbies.

These alternatives include:

* Temporary events, festivals. or multi-
media events, such as the collection of
events sponsored by the Southwest
Ohio Regional Transit Authority (Case
Study 1.4c¢).

“*Nine Views of New Haven,”" Taplin and Wolff, 1978, New York
N .

» Short term art experiments at transpor-
tation sites, such as the Washington
WPA projects (p. 42).

* Changing exhibits of photos, graphics,
and poetry.

* Murals and other relatively inexpensive

installations which are not expected to

last forever (Case Study 1.3d).

A focus on the process of making art:

some public art programs such as the

Town Meeting Program for the State

of California (Case Study 1.6b) delib-

erately set out to emphasize commu-
nity involvement and education with
the understanding that the quality of
the art produced in this way may be
more uneven. Christo’s work (p. 23) is
as much about the drama of getting
people together as it is about the final
results. If the process is to be empha-
sized, it is extremely important that the
right artists are chosen. Some are natu-
ral showmen and enjoy this sort of ex-
posure while others would be acutely
uncomfortable working outside the pri-
vacy of their studio.

* Other examples of fresh responses are:
photographic, film and video works re-
lated to overall city space and fast mo-
tion; multiple pieces geared to various
speeds, from cars to the strolling pe-
destrian; reinterpretations of gates and
entrances; decorative arts and small
surprising pieces along passageways;
graphics, poetry, or other intimate
works in waiting areas and inside pub-
lic transport vehicles: fountains, light
sculptures, murals, decorative pave-
ment or special street furniture for
streets; art reflecting community life;
older monuments given new life; giant
works recycling transportation struc-
tures or using the landscape.

Physical Qualities
and Site Constraints

The size, shape and materials of the
work will help determine its suitability
for particular sites because of its effect
on the architecture and landscape. Also
to be considered are the potential im-
pacts of the surroundings on the art work
and a series of functional compatibility,
safety, and maintenance issues. The cus-
tomary style and materials of artists
should be reviewed with these factors in
mind during the selection process, al-
though with the proper technical assist-
ance many artists can solve such
problems.

One of the most common problems of
public art in the city is that the work is
overwhelmed by the complexity of the
surroundings. Few works of sculpture
can successfully stand up to the visual
scale of the city and of transportation fa-
cilities. This has destroyed the effect of
many otherwise good pieces. The scale
problem can be solved by artists in many
ways. Some examples include: working
on an exceptionally large scale with bold
forms; creating a special point of view
that avoids any competition for attention,
as in the Asaroton work (p. 31); choos-

ing sites that are controlled and secluded
to some extent as in the Grey Portal

(p. 14): or blending the work with the
architecture such as in Viewland (p. 48).

The work should not block passageways
and platforms, compete with essential
signage and information, or pose safety
hazards. The structural materials and fin-
ishes should be durable and able to with-
stand or preclude vandalism.

Although artists can adapt their work to
respond to such concerns, a predisposi-
tion on their part to this sort of accom-
modation is a reasonable selection
criterion,
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CASE sTUDY 1.3a

Landscape of Time

Integrating Sculpture with
Architecture

Seattle, Washington

This piece consists of five carved granite
boulders located on the upper entrance
plaza of the Federal Building in Seattle.
The two tall elements are slightly larger
in scale than human figures while the
lower pieces are on the scale of furni-
ture. The pieces create a strong presence
in the plaza, and by their attraction
change the entrance pathways to the
building. The surfaces of rough red
granite and the mysterious smooth
depressions give an ancient, ritualistic
quality to the scene.,

This work is a particularly successful ex-
ample of integrating sculpture with ar-
chitecture. While many such
collaborations take away significance
from the artwork, this one enhances its
effect. The colors and textures of the
granite reflect and subtly amplify the
materials of the building and the plaza.
The overall effect is of great visual unity
and quiet, but also of considerable
excitement,

The sculpture was installed in 1975. It
was commissioned through the General
Services Administration **Art-in-Archi-
tecture’’ program (ref. 39), which pro-
vides that one-half percent of
construction costs must be allocated for
fine arts (Case Study 1.6a).

Credits
Sculpture: Isamu Noguchi, 1975.

Lessons

* Some artists can create works that re-
spond to, and make use of, architec-
tural features to intensify the piece’s
overall effect. Selection of the right
artist and the artist’s rapport with the
architect are important factors in
achieving success.



CASE sTupy 1.3b

Fountain
Sculpture as Image and Logo
Seattle, Washington

This commissioned piece was installed
outside the entrance to the Seattle Water
Department Operations Control Center.
The sculpture consists of two large
chrome-plated pipes which start at oppo-
site ends of a small pool, contour over
the lip of the pool and rise into opposing
**S"" shapes. Seen frontally, they con-
nect to form a figure cight which is visu-
ally connected to the sides by water
jetting out of the top ends of the tubes.
The jets are adjustable by two control
gauges, which are part of the sculpture.
The piece is dramatically lit at night.

This commission just preceded the City's
One Percent for Art ordinance (Case
Study 1.6¢) and acted as a prototype for
many of the later procedures. In 1971,
the Water Department had initiated the
commission of a sculpture using water
and reflecting the functions of the
agency. It requested the assistance of the
Seattle Arts Commission in selecting the
artist. An open competition was con-
ducted in mid-1972. Artists submitted
sketches and models for the site, and
Ted Jonsson, a well-established and re-
spected Northwest artist, won the com-
mission. The piece was installed three
years later.

All seem to agree that the result was
worth waiting for. The Water Depart-
ment is very proud of the sculpture and
uses it as a signature image in its adver-
tising and brochures. The piece is often
photographed.

Credits

Sculpture: Ted Jonsson, 1972,

Costs

The Arts Commission budget was
$30.000 in 1972, provided by the Water
Department.

Lessons

« This piece is a happy combination of
directly satisfying a client’s expressed
need for literal artistic response and
creating a work of considerable artistic
merit in itself. The key for accom-
plishing this was the selection of-the
right artist.

» In later years, the Arts Commission
found invitational competitions or di-
rect artist selection more manageable
than open competitions. Open competi-
tions were used only on rare
occasions.
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CASE sTUDY 1.3¢

Asaroton 76
Innovative Art in a Complex Site
Boston, Massachusetts

The site is a busy, open-air produce
market that occupies Blackstone Street
during three days of the week. The
piece, which consists of bronze replicas
of everyday debris of the market embed-
ded in concrete, is situated in a segment
of the street forming a major crosswalk
(55 by 10 feet). Heavy traffic, and pe-
destrians using the *‘Freedom Trail™’,
which connects Boston historic sites,
cross here. The site could not be more in
the middle of transportation and urban
activities.

The sculpture succeeds by inducing peo-
ple to look down. This allows one to
view the piece in an intimate way rather
than in juxtaposition with the chaotic ur-
ban landscape. The scattered elements,
though each small, create a complete en-
vironment. The carefully crafted, realis-
tic detail provokes curiosity and close
observation. Constant buffing and wear-
ing of the brass by feet and tires is mak-
ing the piece more brilliantly polished,
abstract and mystifying over the years.

The piece uses time by its title’s allusion
to buried fossils. The title is taken from
a 2nd century Roman floor mosaic, de-
picting the left-overs of a banquet,
which has survived as a piece of fossil-
ized history.

Response to the work confirmed that it is
real “*public art”'. People discover it
without warning, often standing on it be-
fore they notice it. They are intrigued—
Why? Who? What does it mean? Their
spontaneous delight and responses can
be very different from the way they view
artworks in a formal setting.

The piece was the result of a two-stage,
juried competition for the Boston Bicen-
tennial Sculpture. A large number of re-
gional artists were invited to submit
slides and proposals. Eight finalists were
selected and were given $500 each to
develop drawings and models. The win-
ner was unanimously selected even

though none of the recommended sites
were used. The jurors agreed that the

artist had invented an original concept
that was better than any anticipated in
setting up the guidelines.

Due to the nature of the site chosen,
many agencies had jurisdiction: the
Pushcart Merchants’ Association, the
Boston Traffic and Public Works Depart-
ments, the local Little City Hall, and the
Landmarks Commission. The artist
worked directly with all of these groups
and through the use of scale models and
photo montages successfully persuaded
many skeptical parties.

Credits
Sculpture: Mags Harries

Costs

The commission was $10,000 in 1976,
from Boston 200. All site work and con-
crete was contributed free. The budget
turned out to be unrealistically low
(about what the city would have paid for
an ordinary cobble-stone crosswalk).

Lessons

* In commissioning a work of public art,
the client can benefit by being open to
proposals from the artist which chal-
lenge preconceptions about the site and
type of art.

Direct involvement of the artist in per-
suading administrators and community
representatives may be necessary, and
can be fruitful for all concerned.



CASE sTUDY 1.3d

Mission Murals

Expressing Community Sentiment
San Francisco, California

Qur interest as artists is to put art close
to where it needs to be. Close to the
children; close to the old people; close
1o everyone who has to walk or ride the
buses to get places. We want art either
out in the streets or in places where a
lot of people go each day: the hospitals,
health centers, clinics, restaurants and
other public places . . . we offer vou
colors we make.

Mujeres Muralistas, San Francisco

The colorful and complex murals of San
Francisco's Mission District are a form
of public art which is conceived for a
specific space and rooted in a particular
social context. Not merely protests or
simply large paintings on walls, they are
an art form in their own right. Painted in
an expressionistic figurative style, they
contain references to the Mexican mural-
ists, pre-Columbian designs, Chilean in-
fluence and commercial graphic art
techniques. Many works are collabora-
tive efforts by community-based groups
organized for the purpose of painting
murals for social communication. Their
content is usually focused on a central
theme depicting ideas of community
concern.

One group working in the Mission Dis-
trict is the Mujeres Muralists, comprised
of Hispanic women artists who work
collectively. **Latinoamerica’, pictured
here, was commissioned in 1974 by the
Mission Model Cities program for a wall
next to a parking lot. **Para El
Mercado™ depicts a market day in a typ-
ical town. Commissioned by the owner
of a taco stand for his parking lot, it cel-
chrates the Latin American cultural tradi-
tion. These murals are characterized by
their juxtaposed arcas of bright, unmixed
color (ref. 19).

BART’s impact on the neighborhood in-
spired a mural which forms the backdrop
to the subway’s entrance plaza at 20th
and Mission. It was created in 1975 by
artists M. Rios, T. Machado and

R. Montez, working for free with paint
donated by a local merchant. The BART
system approved of, but did not sponsor,
the project. The mural expresses a local
sentiment against the subway, depicting
a slick BART train running on rails
borne by human piers. Reflecting local
pride and identity, the painting provides
the station with both visual enhancement
and a community focus.

Neighborhoods murals of this sort can be
found in many cities. and are often the
work of artists from minority groups.
During the 1960°s they were part of a
general social and creative activism, and
were strongly related to national issues
and community organizing efforts. These
carly works formed the basis of the con-
temporary mural movement, which now
contains a variety of trends and motives
(ref. 19). Some programs. such as City
arts Workshop. (p. 42) attempt to in
volve alienated youth. Others. such as
the photo-realist murals of Venice. CA,
are personal aesthetic gestures. Large.
abstract supergraphics are popular cle-
ments in urban revitalization plans. Fi-
nancial support for murals 1s mostly
from local sources. Institutional funding,
when available. is usually in the form of
matching grants.

Lessons

* Due to their scale and dramatic im-
pact, murals are an appropriate form of
art for highways, streets and parking
lots.

Hispanic and other neighborhood mu-
ralists tend to be strongly rooted in
their communities, addressing local au-
diences and issues. Such artworks can
help integrate transportation facilities
with the community.

—_—

a, b, “Latinoamerica’ and detail of **Para El Mercado,”” Mujeres Muralistes. San Francisco

* These murals, which are often quite
beautiful, bring together a concern for
social communication, visual traditions
and artistic talent.

* Murals are an effective, but not perma-
nent, art form. In five to six years they
will likely need repainting. Some re-
cently developed paints may give a
longer life, but they require testing.
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o
[




33 — ART IN TRANSPORTATION




Section 1.4

Choosing A Program
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Joan Mondale and Ted Lutz, UMTA Administrator, introducing the Arts-Un-Ihe-Line cxtubit, Cambndge, MA.

After a transportation agency has re-
viewed the kinds of art available, it will
choose an art program. Since public art
programs have ranged from the purchase
of a single piece to extensive commis-
sions covering many projects, that
choice may not be a simple one. This
section will help an agency choose a
program by examining a wide range of
art program models. It will also cover
artist selection and program administra-
tion. More specific information on se-
lected program procedures can be found
in Section 1.6.

Contents

Choosing the Program
Artist Selection
Funding
Administration
Highway Art Programs
Sculpture Symposia, Vermont:
Case Study 1.4a
Subway Art Programs
Airport Art Programs
SEA-TAC Airport, Seattle,
Washington: Case Study 1.4b
Community Art
Temporary Art
Angry Reactions
Festivals
Case Studies
Queen City Metro. Cincinnati,

Ohio: 1.4¢
Driftwood Sculptures, Emeryville,
California: 1.4d

CHOOSING A PROGRAM — 34

. . e E 8 g a1




Choosing the
Program

The key to getting an art program going
is the establishment of a process—cover-
ing program alternatives and artist selec-
tion techniques—that administrators and
interested partics can follow.

The first step in this process should be a
clarification of the agency’s goals (sec
“Art and Public Benefits™). For exam-
ple, if it wishes to increase ridership on
existing systems, transitory events such
as festivals and performances may be the
answer (Case Study 1.4¢). If the agency
is involved in major new facility design
and wants to improve the environment
and give the system a better public im-
age, commissioning permanent works to
be integrated with the design could be
the best approach. Problems with van-
dalism or negative community reactions
suggest the possibility of involving the
community in the creation of works of
art, which could be displayed in chang-
ing exhibitions. These kinds of program
alternatives are discussed below.,

Each program alternative will also be
combined with various administrative
methods and resources, including tech-
niques for selecting artists and funding
arrangements: these are also addressed in
this section.

In any art program, the carly involve-
ment of artists is critical in establishing
tone. and focusing on priorities. While
an artist well experienced in public art
programs may be able to sustain a pro-
gram alone, few have sufficient experi-
ence, or the desire to become involved
in the burcaucratic and admimstrative
tasks necessary to the job. Arts agencices
and arts administrators can be helpful in
bridging the gap between the artist and
client. particularly where complex pro-
grams and combinations of sponsors arc
involved.
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Commissioning Works
Integrated With Design

This option permits the fullest response
to local conditions. It provides the most
exciting opportunities for creating site-
specific work. Examples range from the
artist creating a picce for a pre-selected
site (Case Studies 1.2a, 1.2b, 1.2c¢,
1.3a, 1.3b) to working as a consultant
to, or member of, the design team and
influencing the whole environment (Case
Study 1.5a). The demands on the artists
vary along this spectrum, and this fact
should be considered in selection. The
structure of design teams and the way
the artist’s role is specified contractually
will set the boundaries for the artist's
contribution. If artists are used as con-
sultants, they need to be paid for this
separately from any final commission,
and this payment should be budgeted as
part of the design fee. The type of pro-
gram described here entails greater ad-
ministrative efforts and expenses than do
other types of programs (Case Study
1.6d).

Purchased Works

Already completed artworks can be pur-
chased outright from an artist or gallery
at any point during construction of a fa-
cility (or for an already completed facil-
ity). Costs involve only the price of the
artwork, plus its transportation and in-
stallation. Administrative tasks are
greatly reduced by this method, but so
also is the integration of the artwork
with the site (Case Study 1.4b),

Changing Exhibitions
A program of changing exhibitions may

require that an arca be designed into a
facility for this use. A system must also

be established for selecting and installing

ongoing exhibitions. This Kind of pro-
gram requires administrative and finan-
cial commitments which continue after

the completion of the facility. It has the
advantage of being able to address
changing tastes and values. Such pro-
grams arc often conducted in conjunction
with an established institution. Examples
include the Louvre for the nearby Paris
Metro Station. and the Burke Museum
for SEA-TAC (Case Study 1.4b).

Transitory Events

Like changing exhibitions, a continuing
program of transitory events (festivals,
performances. experimental work) would
require ongoing commitments. Such an
approach can be particularly effective in
fostering the sort of dramatic increase in
public activity that can help revitalize
city centers. These events are often re-
lated to a regular calendar cycle and re-
quire the periodic commitment of
considerable funding and administrative
energy (Case Study |.4¢).

Artist Oriented Programs

Some special programs sponsored by the
arts community have produced both sig-
nificant advances in the arts and exciting
works for the public. The symposia de-
scribed in Case Studies 1.2 and | .4a are
examples. Transportation agencies can
co-sponsor such events with the advan-
tage that the major initiative and the ad-
ministrative energy are already provided
by the arts community.

Artist Selection

For commissioned works, which make
up the major part of most public art pro-
grams, the single most important deci-
sion is the selection of the artist. Since
public monies are being spent, these pro-
grams must be conducted in an open
manner—one that can be justified in the
face of possible challenge and political
scrutiny. The choices must be supporta-
ble on the basis of artistic excellence and
appropriateness of site. There is a range
of options available to the client for art-
ist selection which are summarized in
the chart.

Curators are professionals with creden-
tials in the arts. Some art programs have
been conducted by asking a single
professional to make sclections for the
client. The quality and type of art se-
lected depends on the judgement of this
individual, Museum and gallery shows
are often done this way. sometimes with
striking results, reflecting a strong, per-
sonal point of view. Public agencies,
however, generally favor the panel ap-
proach where it is casier to publicly jus-
tify the choices made.

Architects or other designers of facilities
have often acted as the agents for artist
selection. This was true for the Atlanta
and Montreal subways and for the carly
stages of the BART Art Program. The
municipal one percent ordinances of Bal-
timore and Philadelphia left the choice
of artists to the designers and their
clients, subject to approval of the Arts
Commissions. This type of selection has
often resulted in art that served to deco-
rate or fill up space left unresolved by
the design. Recent trends in transporta-
tion as well as municipal art programs
have been toward selection involving art
professionals (see Case Studies.

Scction 1.6).

Professional Art Panels are usually
constituted as a jury that can deliberate




and vote on potential choices. An arts
agency or consultant is often involved in
selecting the panclists, who may be
practicing artists; museum, academic or
gallery-based professionals; or independ-
ent consultants, A selection panel com-
monly has three or five members.

Community Committees may be consti-
tuted from the community where the art
is to be placed. Case Study 1.6b de-
scribes a process that relies largely on
such committees for artist selection,
While this approach is the most demo-
cratic and possibly the most immune to
community criticism, it runs the risk of
excluding many of the artists and art
styles that are not so immediately salable
to lay people, and yet have lasting merit.

Panels combining community members
and professionals have sometimes suc-
ceeded in providing both artistic quality
and democratic representation, The main
caution here is against making the jury
panel too large. for it is often true that
the larger the committee. the grayer the
decision. The solution to this problem
applied in the “*Arts on the Line'" pro-
gram (Case Study 1.6d) was to have a
professional jury of three voting mem-
bers supplemented by community mem-
bers and a representative of the designer.
The community members and designer’s
representatives could participate in all re-
views and discussion, and advise the ju-
rors. but could not vote.

Any of these individuals or jury panels
can employ any of the procedures listed
on the chart:

Open competitions are conducted
through widely advertising the size and
requirements for the work and inviting
proposals from any artist who chooses to
submit. Selection is made by a jury. No
compensation is paid for the initial en-
trics. Sometimes a set of finalists is se-
lected and then paid to further develop
proposals for a second stage final selec-
tion. The advantage of this system is
that it encourages a wide range of artists

to generate new ideas for the specific
sites. The disadvantage is that for the in-
itial entry a substantial amount of work
is required from the artist for no pay-
ment. This, combined with a small
chance of winning, makes many artists,
particularly the more established ones,
unwilling to compete. The current trend
is to rely more on limited competitions
and pre-selection based on qualifications.
Nevertheless, periodically holding open
competitions is a useful device for find-
ing new talent that may be missed in the
other procedures. SEA-TAC Airport
(Case Study 1.4b) is a good example of
using open competition for part of an art
program and balancing it against other
selection methods.

Limited competition involves a smaller
number (three to five) of artists who are
selected by the jury on the basis of
slides and other qualifications, and are
invited to submit proposals for a site.
The artists are paid to develop drawings
and scale models of their idea, and one
is selected as the winner. Harold Paris’s
“Grey Portal™” (Case Study 1.2a) and
many of the other works described here
have been selected in this way.

Pre-selected Invitation is the choosing
by the jury of a single artist to develop
one or more proposils for the site. The
artist is paid for his or her work and onc
of the proposals is selected to be com-
missioned. Both this and the previous
option rely on the jury to review the art-
ist's qualifications before pre-selection,
To insure access to this review for all
qualified artists, a comprehensive slide
registry and qualifications file must be
maintained by the admimistrator of the
art program. This registry must be con-
tinually updated, and artists must be en-
couraged through the press. artists,
organizations, and art agencies to submit
and update their materials.

Community involvement in artist sclec-
tion raises several issues, Whatever se-
lection method is chosen. it is important

to clearly publicize how the process will
work, who will make the decisions and
why it is set up that way. Public criti-
cism often arises simply from percep-
tions that decisions are being made
secretly, Community desires about the
artwork should be communicated to the
jury through representatives on the
panel.

A more complex problem arises because
good art often challenges established val-
ues and perceptions and can raise initial
hostility in the community. There are
many examples, some described here
(Case Study 1.1a, Case Study 1.3c, etc.)
where picces received with initial hostil-
ity have in a short time become the pride
of the community. While it is reasonable
to expect the artist to meet with the
community and explain the work. the
agency and the selection panel should be
prepared to back up the artist in case of
controversy. The examples cited here of
later acceptance of intially controversial
projects may help in persuading skeptical
community members,

Some artists” style of work includes a
great deal of involvement on the part of
local communities, even to the point of
creating the work collectively. If this
type of involvement and the type of art
it can produce is deemed desirable, art-
ists who can and want to work this way
should be selected (Case Study 1.3d).

PROCEDURES FOR INVITING AND R

SELECTION MADE BY:

1. Curator

2. Architect or Designer
3. Professional Art Panel
4. Community Committee
5. Combination Profes-
sional and Community
Panel

Il

VIEWING ARTISTS AND THEIR WORK!

a. Open Competition
b. Limited Competition
¢. Pre-selected Invitation
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Funding possible by the initial grant from the community. An established local arts Ideally, this procedure assures a close

FAA. ageney generally has more direct access  integration of the art and architecture. In
Monies for the artwork can come from . !_’rivalc ISuurccs‘—(.‘n.ntrihutiuns from to the city agencies and community li‘lc worst silu:_lliuns. professional Jealou-
several sources (see Chapter Five for foundations or individuals can often be  groups than a stalf member of a trans- sies and conflicts between the artist and
more complete references): h)un# o miuch_ ])lllhlllt‘ l.;!([ltél’l’lélll.)ll;;.‘)ﬁll(\l' portation agency would have. the nrc\lr\\/:llccl as creative individuals may
« A percentage of the agencics’ con- art. Examp cs include the u e o i ardhitect or i arise hen the artist is treated as an
struction renovation budget—e.g.. one private funds for “*La Grande Vitesse Contract with architect or landscape equal party on the design team, this pro-
. LY TR ‘e . S L L inie . H 2
percent figure of bricks and mortar (Case Study 1.1a). and business and architect, who acts as administrator. cedure is most likely o work well.
’ - : i al ¢ s to the Earth-
budget (or one halt percent of the m.dlﬁugjgu-d,] u::[\?:ni‘(!n::\ l§lll||l|:*; '1,?,;
overall station budget) was used for Ef’.r_. ‘)' 15:}[ il A }‘1 = 4 I'lt 1 ;"I"“ s
the Massachusetts Bay Transportation ‘d'b!"f{ p'"‘ » L‘ ';:“):. .In% ‘l]“ff\,l ‘h‘l f’ﬂ-‘ g
Authority’s Red Line Extension North- !‘:illﬂ_ll‘tf-‘-ll ‘tL)m KROF A0 SEERESSIVE aNS N
west. This resulted in an art budget of Ao 2
$680.000 for new subway stations. an
amount which was allocated to approx- A 1M1 1
imately twenty-five commissions. dmlnlStratlon
= Percent for Art ordinances (refs. 27. In the 16th century. when the Medici e
33 and Case Study 1.6¢). In cities family commissioned Michelangelo to do -
where these exist. their jurisdiction works of art throughout the city of Flor- =
normally covers city-built and city- ence. the patron and artist negotiated di- =% "?. .
funded transportation facilities. Where rectly with one another. While this may ‘
such ordinances are absent, the percent g1l be the ideal situation. many of to-
concept can still be used as a model day’s patrons are large government bur-
for similar arrangements. such as in caucracies, and most artists cannot
the MBTA case listed above. afford to take time to deal with the regu- o
* Program funds within the agency, such  |ations required by such clients. For any o
as the public relations budget—e.g.. large public art program. it is important
funds from the annual budget allocated 4 hire a professional administrator, ex- ‘
by the Southwest Ohio Regional perienced in working with artists. A %
Transit ’\“”"j'_'”)‘. for a performing arts — uo0d administrator will assure that the [ ;‘
program on Cincinnati buses. Over client’s needs are met, and that the artist  * + ¢
160 professional performing and visual 5 allowed to work creatively, without
artists were hired for a one-year pro- unnecessary bureaucratic hindrances.
gram (Case Study 1.4¢).
* Public Art Funding Sources (National Administrators can be involved as
Endowment for the Arts, state and lo- follows:
£ sl comnei| ORiEs}—¢, 8., The Hired by the agency. This allows the
National Endowment for the Arts pro- el - f f
i . Lo administrator to work in-house and to .
vided $50.000 to the Bureau of Cul- e M A3 . :
tural Affairs in Atlanta for the Atlanta h‘!“. ROy BOCEIA.FO al dtpdrm.m!h
et Kl by ndip within the agency for accomplishing the
International Airport art program. The P e . i
: : program. As a staff member of the /
Burcau's total budget of $450.,000 (for T THE R tars o ; ,
an expected sixieen commissions) agency. the administrator may not be :
i prg= & ‘ able to leverage as much influence as in ¢
breaks down as follows: $200,000 othr situntions
from the Federal Aviation Administra- pie" . ‘.
tion. $100,000 from the airline compa- Contract with local arts agency. This ;
nies, $100,000 from the city of Atlanta  usually offers broader expertise in arts
and 550.000 from the NEA. This im- management, the involvement of more
pressive package of mixed public/pri- professionals, and an established rela-
vate, federal/local funding was made tionship with. and respect from, the arts

Yamo Mizui during the Vermont Sculpture Symposium. 1971
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Highway Art
Programs

Artworks directed towards drivers have
been created by a variety of means: spe-
cific works placed by artists or donors
on property adjacent to the highway: in-
dividual sculptures, monuments or paint-
ings commissioned for the highway
right-of-way by public agencies or pri-
vate parties; and special programs aimed
at creating a whole series of works along
a route to be experienced in sequence,

Simple monumental works in the high-
way right-of-way have great potential as
gateway and marker structures. A partic-
ularly beautiful example of this is the
monument at the Spanish border by the
Barcelona team of Taller de Arquitec-
tura. U.S, examples include gateway
sculptures by Peter Forakis in Atlanta
(photo 11b) and by Robert Irwin in Dal-
las. U.S. highway agencies have usually
only provided the sites, with other insti-
tutions or private sponsors supporting the
major portion of the cost.

When a series of artworks is to be in-
stalled, the administrative and program-
matic elements become more important.
The Eyes and Ears Foundation of Cali-
fornia sponsored an exhibit of nine
paintings on billboards donated by three
outdoor advertising companies (photo
10a). In Nebraska, ten well-known
American sculptors were commissioned
to create monumental sculptures which
can be seen along Interstate 1-80. The
sculptors were artists-in-residence in the
communities abutting the highway while
they produced their work.

CASE sTUDY |.4a

Sculpture Symposia
Finding the Unexpected
Vermont Interstates 89 and 91

Eighteen sculptures in marble and con-
crete were designed and fabricated by
sculptors from nine countries during the
two symposia which culminated in Ver-
mont’s **Sculpture on the Highway"’
program. In most cases the works were
sited in rest arcas, out of the passing
motorists’ direct view. The sites chosen
for the sculptures were intended to en-
courage people to approach the work on
foot for a closer, more leisurely look.
Although the pieces may seem large to a
pedestrian, they are far smaller when
seen from the road. Marble sculptures
from the first symposium were not made
with the highway in mind, but were
sited there nearly three years later. The
second series, in concrete, was made de-
liberately for the highway location, and
in some cases in response to specific rest
areas.

Paul Aschenbach, a sculptor and faculty
member of the University of Vermont's
Art Department, initiated and coordi-
nated both symposia, with help from the
Vermont Council on the Arts. In 1968,
the Vermont Marble Company hosted
the project and matched grants totalling
$10,000 from the National Endowment
for the Arts (NEA) and $5.200 from the
Vermont Council on the Arts, with
goods and services. The symposia were
completed in three months, but-it was
not until 1971 that state and federal
agencies, the marble company and the
artists finally decided to site the sculp-
turcs in the rest arcas which were then
being built along Interstates 89 and 91,

As these installations were being com-
pleted by the State Highway Depart-
ment, the second symposium was
organized to create works for specific
rest arcas. S.T. Griswold and Co. was
the host and matched grants totalling
$7.500 from NEA and $3,940 from the

Concrete sculpture by Paul Aschenbach, Waterbury, VT, 1978

Council on the Arts. In both symposia,
artists received only room and board and
a small stipend. Sculptures were created
at the industrial worksites, during inten-
sive eight-week work periods.

Sculptors were selected on the basis of
their previous work and their desire to
work in the symposium setting. Resumés
and portfolios were evaluated by a jury
which included members of the sympos-
ium, the Council on the Arts, and the
University’s Art Department. The works
are owned by the sculptors but are on
loan to the state. Most of the sculptors
feel that the work was done for the state
of Vermont, and have not sold the works
despite offers.

Lessons

* Symposia are process oriented, placing
more emphasis on the artists” experi-
ences than on their finished works.
The quality of the work has sometimes
been uneven, but this can be controlled

in the artist selection process. The en-
thusiasm generated by such a program,
however, can be instrumental in pav-
ing the way for future public art
programs.

» Symposia can provide opportunities for

sculptors to work together and to cre-
ate large scale pieces they may not
otherwise be able to afford or to man-
age technically. The community be-
comes involved since the process is
public, local matenals are used, and
local craftsmen and tradesmen often
provide assistance.

* Funding and implementation of this, at

the time unprecedented, program was
made possible through the ingenuity
and perseverance of its coordinator,
and the commitment and cooperation
of key personnel in the associated
institutions.
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Subway Art
Programs

San Francisco Area—The Bay Area
Rapid Transit art program has gone
through two distinct phases. Prior to
1975, artworks were selected by the sta-
tion architects. With the establishment of
the BART Art Council, a more formal
selection process was used. Generally,
the allocation for art has been less than
one percent of stations’ construction
budgets.

The BART Art Council has nine mem-
bers (three from each county in the Dis-
trict), each appointed for a two-year
term by the BART Board ot Directors.
Members include art critics, museum cu-
rators, arts administrators and artists. A
BART employee serves as Exccutive
Secretary, The Council reviews both art-
ists and sites and makes recommenda-
tions to the Board of Directors. The
Council also evaluates proposed modifi-
cations to advertising, graphics, and
other visual clements. Final decisions
rest with the Board.

All artists are eligible for commissions.
Generally, residents of the BART Dis-
trict area have been favored. The Art
Council selected the highly successful
“‘Grey Portal™" piece (Case Study 1.2a)
and two other major works at the Em-
barcadero station in San Francisco.

New York—Artworks are being planned
for subway and rapid transit stations
through the **Adopt A Station™ pro-
gram, run jointly by the Metropolitan-
Transit Authority (MTA) and the Munic-
ipal Arts Society (MAS), a quasi-public
agency. In 1975, the Exxon Corporation
gave $25,000 to the Public Arts Council
(an arm of the MAS), through the Arts
and Business Council, to administer

the Platforms for Design demonstration
project. Four design firms were given
$5,000 each to redesign parts of four
stations.
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The success of this initial project led to
a special Urban Mass Transportation
Administration Section 3 grant of $500,-
000 available on a project basis to
match, dollar for dollar, private contri-
butions for subway beautification. Grants
may total up to $500,000. In order to
maintain a smaller scale, community-
based component to the program, the
MTA made available $25,000 to match
funds raised by local groups for neigh-
borhood station projects.

An arts administrator hired as a consult-
ant to the MTA oversees the entire pro-
gram. Projects are coordinated by the
MAS, which has hired its own designer,
and approves all plans submitted by both
private and public sponsors. A wide
range of projects have been produced,
including commissioned artworks, light-
ing installations, environmental designs,
and restoration of historic facilities in an
artful and educational way,

Cleveland—Rapid Recovery is a pri-
vate, non-profit organization which is
spearheading a massive clean-up and
beautification effort along the Rapid
Transit Authority’s (RTA) 30-mile long
right-of-way. Funding for the program is
from local foundations (the Cleveland
Foundation and the Gund Foundation),
the Ohio Arts Council, National Endow-
ment for the Arts (NEA), and corporate
contributions of both time and money.

Artists are being sought locally, state-
wide, and nationally. Since the system is
entirely above ground, sites are generally
in areas between stations. Some sites
may be seen from the open air platforms
as well. Opportunities for artworks in-
clude retaining walls, abutments and
sites for large sculptures.

A twelve member Graphics Committee
meets four times a year to review all
projects (which are developed by the art-
ists for specific sites) with the assistance
of the Art Coordinator, who is also an
artist and arts administrator, So far three

““Plymouth Church of the Pilgrims,”" Johan Sellenraad, painter. Joe Stallone, ceramist. 1980, Clark Street Station. Brooklyn, NY.

selection procedures have been used:
open invitation, direct commissions of
four well-known regional artists, and a
county-wide competition sponsored by
the Cuyahoga County Board of
Commissioners.

The RTA cooperates, but is not other-
wise involved, with the program admin-
istratively. Whenever possible, local
businesses are involved either directly as
sponsors, or as coordinators of projects
in their neighborhoods (as in New
York’s “*Adopt a Station™ program.)

Projects are aimed at revitalizing the sur-
rounding community as well. A large
sculpture by Robert Morris is being
planned as part of the development of an
18-acre recreational park along the river-
bank, downtown. This site is one of the
most visually prominent along the route.



Atlanta—Station architects were given
primary responsibility for choosing art
work, and asked to design their station
with art as an integral part of it. Each
station architect prepared a total con-
struction budget, including an appropri-
ate amount for art. Artists were treated
as subcontractors. Few general guide-
lines were established to direct the selec-
tion of locations or types of art.
However, it was strongly urged that the
art work be fabricated by construction
contractors, to simplify administration
and production, a practice which would
have constrained the artist. The practice
generally was not followed.

Baltimore—In order to select art for six
of the new subway stations, the Metro-
politan Transportation Authority decided
to use the same Advisory Panel used by
the City of Baltimore in its *‘One Per-
cent for At program. The panel, com-
posed of critics, collectors, artists, and
arts professionals. selected locations
within the stations, set general guidelines

**Basren Ground Caribou™" quilt, Joyce Wicland, 1979, Spadina Station, Toronto

for art works, and made recommenda-
tions on artist selection to the MTA. The
panel also established its own formula
for allocation of spending levels for each
station, principally based on its size.

The panel selected five artists, but the
decision-making process took on an un-
intended appearance of secrecy which
led to criticism of this program.

Montreal—At the urging of the mayor,
the original Metro stations were deco-
rated with artworks financed by the Mas-
sey Foundation, a private business
organization which donated the pieces to
the city, Local artists were selected by
the architect after the station had been
completed.

Architects for later Metro extensions
have been encouraged to work with art-
ists during the design stage. These col-
laborations take place at the architect’s
discretion. Decorative finish treatments
may be considered in the deliberations as
well. Approximately one percent of the

architectural construction costs are allo-
cated for art, but this is not a
requirement,

Today, artists are still selected by the
station architect, who also approves the
detailed budget. Responsibilities of art-
ist, architect, fabricator and contractor
are spelled out in the construction speci-
fications under **special work™. As sub-
contractors, artists arc paid by the
contractor.

Projects have included decorative floor
and wall tiles, ceramic bas reliefs,
painted glass and enameled steel murals
with historic and sculptural themes,
stained glass, sculptured concrete sur-
faces, metal and wood sculptures, and
an art nouveau entry by Hector Gui-
mard, a gift from the city of Paris.

Toronto—Nine artists were commis-
sioned to embellish cight new stations of
Toronto’s Spadina line. Porcelain enamel
murals, glass mosaics, painted skylights,
neon lights and a quilt were produced.

A capital grant of $500,000 was avail-
able for art, based on one percent of the
total station costs. These funds were
matched by one-third corporate contribu-
tions and one-third from a provincial lot-
tery. Funding per station ranged from
$25,000 to $100,000 and was deter-
mined at the discretion of an advisory
committee.

The advisory committee, which con-
sisted of a museum curator, two arts
council members, an art consultant, and
the station architect, selected locations in
each station and developed guidelines for
maintenance, safety, durability and other
technical matters. Artists were allowed
some leeway in their interpretation of
these guidelines.

Four hundred artists submitted examples
of their work. Thirty-five were chosen
and paid $500 each to develop propos-
als. Twelve finalists were given $1,500
to detail their ideas further. Nine were
selected. The entire process took nine
months.

Summary

When art programs are coordinated by
the station architects, as in Montreal and
Atlanta, the tendency is towards decora-
tive pieces which can be most casily in-
tegrated with the basic station design and
construction. Juried programs, as in To-
ronto, are well suited for commissioning
more artistically significant works which
explore new ideas. Programs aimed at
involving local business and community
groups can generate local enthusiasm
which may substantially support revitali-
zation cfforts, as in Cleveland and New
York City.

For subway art programs in the Boston
area and Stockholm, see Case Studies
1.2b and 1.6d.
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Airport Art
Programs

Airports have acquired, commissioned
and used works of sculpture, painting
and decorative arts in various ways. Ma-
jor commissioned sculptures are dis-
played at the Allentown, Bozeman,
Cleveland, Miami, Seattle, and Tampa
airports. The airport at Portland, Oregon
has created an environment of silk-
screened banners that hang overhead or
enclose seating. The Cincinnati and
Tampa airports have relocated 1930's
murals salvaged from now demolished
transportation buildings. The St. Louis
and Seattle airports display, in special
cases, exhibits sponsored by local mu-
seums. The JFK International Terminal
in New York allocated one percent of its
construction cost (approximately $250,-
000) for the purchase of art and crafts,
supervised by a **Committee on the
Arts’’ representing the Airport Author

ity. the architect and local art profession-

als. In the San Francisco Airport
expansion, one and one-half percent of
construction costs, or $1,707,000, will
be available for acquiring art.

Not all the work at airports is top quality

art. Some pieces have difficulty compet-
ing against the drama of airplanes and
airport structures. When symbolism, a
desire for regional identity, or other
themes outweigh artistic considerations,
the work can become weak and predict-
able. Where curators or professional
committees are involved in art/artist se-
lection, the quality of the work
ImMproves.

For further information on airport art
programs, see ref. 7.
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CASE sTUDY 1.4b

SEA-TAC Airport Art

Integrating Art with Terminal
Expansion

Seattle, Washington

This airport has a collection of more
than a dozen high-quality major works
of art installed in the terminal. The pi-
oneering decision to set aside $300,000
for an art program was made in 1969 at
the suggestion of The Richardson Asso-
ciates, airport architects.

Site and artist selection was turned over
to a nine-member committee in order to
avoid criticism of the selection and to
benefit from expert, balanced decisions.
The committee membership included art
collectors, arts professionals and two
members of the architectural firm. The
client’s staff informally attended
meetings.

Sites were all within the waiting areas of
the terminal, in order to bring art to
where people spent the most time, con-

centrate the art’s impact, and give the
waiting areas individual identities.

Different selection procedures were
combined:
* One lounge was set aside for an open
competition of Washington State art-
ists. Over 100 artists entered with
sketches, scale models and samples.
The three winners were a 9 by 46 foot-
ing painting by Francis Celetano, a §
by 5 by 9 foot sculpture by John
Wharton, and a series of paintings by
Christopher English.
A limited competition was held for a
monumental sculpture for the central
interior plaza site. Four sculptors were
invited and paid $2000 each to develop
models and sketches. Robert Maki was
selected.

* Other commissions were made by di-
rect selection and included nationally
known artists Louise Nevelson, Frank
Stella and Robert Rauschenberg, as
well as a computer driven, *‘kinetic
clectronic environment.”” Additional

Electronic environment, James Seawright and Peter Philips, 1974, SEA-TAC Airport

local artists were commissioned. and
special exhibit cases were installed for
Northwest Indian artifacts from the
Burke Muscum.

The installation of the art works was
completed in 1974, The response has
been good. The art collection is indeed
of ““museum quality’” as intended. One
measure of the program’s success is that
the art, originally worth $300.000, is
now valued at a million dollars.

Lessons

* The SEA-TAC experience illustrates
that a well-considered, professionaily
conducted art program 1S a major asset
to an airport.

* The architects felt that although the se-
lection process was successful, one or
more artists should have been included
on the committee.
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Community Art

These programs have often emerged in
response to some artists’ desires to inte-
grate their social and political beliefs
with their artistic skills, and to create
artwork which is relevant to the (often
lower income) community. Potentially,
community groups themselves might de-
sign and produce the work, with the sup-
port of an artist-organizer. Other
possibilities include collaboration be-
tween the group and a workshop artist,
or community involvement in the assem-
blage of a piece which has already been
partially fabricated by the artist. Funding
sources may include foundations, corpo-
rations, state arts councils, and local cul-
tural affairs departments.

The Cityarts Workshop is a community
art program which has begun in New
York’s Lower East Side, by organizing
neighborhood teenagers to produce mu-
rals reflecting their ethnic identity. hopes
and despairs. The program evolved to

New York

a Bench mosaic detall, Grant's Tomb

include artists who planned collaborative
projects dealing with broader issues of
aesthetics and community development.

In 1976, the National Park Service in-
vited Cityarts to co-sponsor a beautifica-
tion project for the plaza surrounding
Grant’s Tomb, where local artists had al-
ready begun to add their own brand of
graffiti. Project director Pedro Silva, a
sculptor, designed a 450-foot long ce-
ment bench which flowed around the
plaza. Neighborhood residents were
trained in the art of mosaics in the style
of Gaudi, and encouraged to decorate
the bench. Funding came from the Na-
tional Park Service, the City Parks, Rec-
reation and Cultural Affairs
Administration and the Canada Dry Cor-
poration, as well as from the National
Endowment for the Arts and the New
York State Council on the Arts.

(ref. 36).

b. "Cowboy Boots.”” Bob Wade. 1979. Washington D.C

Temporary Art

Temporary installations can introduce the
public to avant-garde or experimental art
which might otherwise create contro-
versy. Such programs have been initiated
by both arts councils and independent
arts groups, using available public space
such as vacant lots, streets, waterfronts,
construction fences, and transit stations.
Transportation agencies can facilitate
these projects by providing sites, secu-
rity or matching funding.

The Washington Project for the Arts
(WPA) is sponsoring the Washington
(D.C.) Art Park. This program will
place three major pieces ol outdoor
sculpture in downtown Washington in a
vacant lot across from the entry to the
Metro Center Station. The lot is on loan
from the city’s Department of Housing
and Community Development. These
sculptures will be constructed on site.

and displayed onc at a time for two
months each. The program is intended to
generate publicity for the art activity in
the downtown area, and to build an au-
dience for future public art projects,
which offer an alternative to Washing-
ton’s staid statuary. The picces include a
large set of cowboy boots by Bob Wade.
an architectonic fantasy by Alice Ay
cock. and a laser sculpture by Rockne
Krebs. Also included in the project i1s a
video installation about the Metro by Pe
ter D'Agostino on view in one of the
stations.

Funding is from the National Endow-
ment for the Arts Workshops/Alternative
Spaces Program, and donated materials
are from local companics. The artists re-
ceive a commission, and construct their
own sculptures. Additional labor is pro-
vided by the Summer Youth Program
and student apprentices
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a. Murals under freeway. San Diego

Angry Reactions

The construction of transportation facili-
ties has sometimes been painful for
neighborhoods and has provoked angry
reactions. These feelings have been ex-
pressed by some groups in the form of
cloguent protest murals. Although the
transportation agency may not enjoy
seeing the explicit message of such mu-
rals, it might wish to support these
expressions as a potential alternative to
more destructive reactions such as van-
dalism. In some instances, these murals
can help restore neighborhood pride after
the scarring of the local environment,
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Examples include the mural at the
BART Station Plaza at 24th and Mission
in San Francisco (page 32). This paint-
ing expresses some anger at the impact
of BART construction on the community
but is also the most memorable visual
feature of this station arca. The commu-
nity murals on the freeway columns in
San Diego express a similar sentiment.
The graffiti on the outside of New York
subway cars is the somewhat frightening
assertion of teenage groups against more
than just the subway, but is, on occa-
sion, striking graphic art.

b.  River Festival, Cambridge MA 1979

Festivals

Streets, parking lots, and large lobby
spaces could often become good stages
for performing arts events. At bus stops
and in airports and subway stations, au-
diences are captive. for minutes or
hours. Individual performers or small
troupes of musicians or mimes can enter-
tain waiting crowds and alleviate anxiety
and boredom. Whole cities can partici-
pate in large urban festivals, like the an-
nual Cambridge, MA River Festival,
where residents parade from neighbor-
hood streets from the four corners of the
city to the major celebration along Me-
morial Drive (which is closed to traffic
for the day).

Such programs are usually best adminis-
tered by contracting with local arts agen-
cies who know the artists and can plan
and supervise the events. For Music Un-
der Boston, a program which provided
music in the subways, a small adminis-
trative fee was paid to a local agency to
organize the program. Artists were sub-
sidized by being allowed to *‘pass the
hat'’. For larger festivals, transportation
agencies may wish to co-sponsor the
event with other agencies or may simply
wish to cooperate by advising and assist-
ing in the necessary adjustments in
traffic patterns. The following case study
is an example of sponsorship of such
major events by a transportation agency.




CAsE STUDY |.4¢

Queen City Metro

Temporary Art Works for the System
Cincinnati, Ohio

**At high noon the Queen City Metro
bus pulled up to Cincinnati’s City Hall,
and a man, attired in white tie and tails,
stepped out, strode over to the Steinway
piano on the sidewalk, and began to play
for lunch-time crowds . . . Ten minutes
later, another bus dispatched Judith
Claire, a soprano with the Cincinnati op-
era. Wearing a full length evening gown
and tiara and carrying two shopping
bags, she began to sing **Musctta’s
Waltz’', from La Boheme (appropriately
enough a song that takes place on a city
street). Arias from other operas, all in
English, and popular songs, followed for
the next hour-and-a-half.”

from ‘‘Bach on the Bus'', George Clack:
reprinted from The Cultural Post,
July-August, 1976 (a National Endow-
ment for the Arts publication).

In 1974, the publicly owned Queen City
Metro, serving Southwest Ohio, began
collaboration with Boris Goldmund, the
country’s first artist-in-residence em-
ployed by a bus company. A year-long
public art project emerged after a series

a.  The enthusiasm was infectious

of small events, such as parking a bus
downtown for holiday shoppers, with a
harpist and carolers inside. The project
was called **People, Metro and the Bi-
centennial™” and took place from March
1976 through February 1977. The suc-
cess of the first year's program led to its
continuation for a second year.

The object of Metro’s project ‘was to
“*provide artists with increased opportun-
ities for public exposure as well as to
provide the public with opportunities to
view a great variety of arts’’ (ref. 35).
Metro’s visibility was increased as well.
Activities included live performances in
the coaches as well as visual displays in
the advertising spaces, redesigned time-
tables noting significant sites and archi-
tecture along routes, and a traveling
historic exhibit in a coach remodelled by
two artists. One hundred and sixty re-
gional performers and artists were em-
ployed. One hundred and nineteen
performances took place and 5,000 art-
works were displayed. Sixty percent of
these were created by area residents; the
rest were commissioned artworks by
jury-selected regional artists and photo-
documentaries on artists and their work.

Prior to implementation, the project was
advertised on the buses and through lo-
cal media. Want ads solicited written
proposals from performing and visual
artists. Since many people were inter-
ested but did not know how to fit into
the project, individualized counscling
sessions were held with artists to help
them explore ideas and develop propos-
als. To avoid this time-consuming proc-
ess for the second year’s program,
guidelines for proposals were developed.

Artists for the first year were selected by
the artist-in-residence who was advised
by the Program Panels, consisting of
community and arts leaders. For the sec-
ond year, the selection process was
placed entirely in the hands of the
panels. Once selected, artists underwent
a formal orientation procedure which in-
troduced them to supplies and acquainted

b, Performances ok place on buses.

them with the paperwork required for re-
ceiving payment.

Performances took place inside the
coaches during off-peak hours, and at
bus stops during rush hours. Perform-
ance buses were identified by flags and
in the bus schedule, so people could
choose whether to see or avoid a given
cvent.

Public response was enthusiastic. A mid-
year survey revealed a 72% favorable re-
action, and showed that *‘people wel-
comed exposure to new art mediums and
that this exposure encouraged their use
of other arts facilities in the City of Cin-
cinnati.”” (ref. 35)

Financial support was provided by the
National Endowment for the Arts Special
Projects program, the Ohio Arts Coun-
cil, the Ohio Bicentennial Commission,
the Kentucky Arts Commission and pri-
vate donors. Funding for the first year
broke down as follows: local share,
about $46,000; grants, $34,000; and pri-
vate contributions, $30,000. The Metro
provided publicity and paid the artist-in-
residence’s salary, when federal funds
(CETA) ran out.

Lessons

* Implementation of this imaginative
concept depended on the enlightened
attitude of the transit company, which
perceived its public responsibility in
broad terms.

The arts project required the help of all
of the Metro's departments, and thus
involved a large number of people
with a variety of skills. One immediate
benefit to the bus company was an im-
provement in its internal
communications.

* Arts activities were an effective mar-

keting device, as well as a means of
involving the community. The success
of these efforts was evidenced by con-
tinually increasing ridership and the
public’s enthusiastic participation in
the project.
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CASE sTUDY 1.4d

Driftwood Sculpture
Spontaneous Art by the Highway
Emeryville, California

The mudflats between Interstate 80 and
the San Francisco Bay at Emeryville,
near Berkeley, California have been the
site of a half-mile long, changing display
of sculpture since the 1960's. These
anonymous works are assembled from
large driftwood and other debris contin-
ually washed ashore by the winds and
tides from the Bay. The sculptures are
oriented to the highway, which provides
their only viewing public. Discovering
the sculptures from the road has a won-
derful, mysterious effect. The rich vari-
ety and continual change of the work has
made avid observers out of many regular
drivers of the freeway.

Throughout its history, artistic activity at
the site has gone through different cycles
but never stopped. The artists receive no
support or personal recognition, and
their identities are not generally known.

Lessons

» Artists can work with a surprising va-
riety of raw materials and sometimes
create on a grand scale without elabo-
rate sponsorship.

The tolerance of highway agencies,
property owners, and others with juris-
diction seems to have been just the
right thing to do. When art is happen-
ing by itself. leave it alone!
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Section 1.5

Working with Artists and Artwork

YWCA wall j g, Richard A kiewicz, 1972, New York

Once an art program has been chosen
and artists selected, a transportation
agency will begin to work with artists
and their art. This relationship can vary
from the simple, as in the case of a
straightforward commission, to the com-
plex, as in the case of a complicated col-
laboration between artist and designer.
This section will review the various
methods in which artists and an agency
can work together. Since the sponsoring
agency will be managing the artwork as
well as working with the artist, various
relevant technical issues will be covered.
Examples of pertinent management pro-
cedures are presented in Section 1.6

Contents

Artist and Client
Artist and Community
Artist and Design
Viewland-Hoffman Substation, North
Seattle, Washington: Case Study 1.5a
Contractual Arrangements
Technical Issues
Structural Durability
Vandalism
Lighting
Insurance
Performance Bonds
Unions
Ownership and Maintenance
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Artist and Client

As was pointed out in the previous sec
tion, most transportation agencies under
taking a major art program are likely to
deal with the artists primarily through a
special administrator. The administrator
will assist in formulating the client's
goals at the outset and will revise them
through a series of reviews of the evolv-
ing art works

If the client has chosen to administer the
program in-house. its involvement will
be much more substantial than if a local
arts agency or the project architect are
responsible for the supervision of the art
ists” work. The quality of the final art-
work should be kept in mind as the
ultimate goal, and the client should re-
member—as we have stated before—that
the artist will need to work with a par-
ticular kind of freedom not normally as-
sociated with the daily workings of a
transportation agency.

Artist and
Community

If the client has decided that it wants to
involve the community in a major way,
it will also want to be certain that the
artist selected is one who has had experi-
ence working with community groups
There will also be a need to provide for
easy access o these groups. Even if not
stated as an agency goal, many artists
will want to design work which has a
particular connection and reference to lo-
cal cultures and traditions. It is impor-
tant that these necessary resources be
made available to such artists.

Artists are often much more convincing
in presenting their own work and ideas
than any intermediary can be. They can
often bring their spirit and the freshness
of their ideas to a community group and
get an excited positive response, where a
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more formal presentation might be re-
ceived with suspicion (Case Study 1.3c).
If the artists are willing to engage in
such give and take, the agency and its
arts administrator should monitor the
process for potential problems, but as a
general matter should not interpose
themselves.

Artist and Design

Depending, among other things, on the
chosen program and the administrative
structure selected, the artist’s role and
relationship with the client will vary
greatly. At one extreme: if a work of art

is purchased for the agency by a curator,

the artist may not be involved at all, or
may only make suggestions about final
siting. At the other extreme: if a major
work is commissioned for a particular
site, the artist could be involved from
the earliest phase of the design process.

Good siting is a critical factor in the
success of any public work of art. The
artist must be allowed to have a promi-
nent role in determining how his/her
work will be positioned within the facil-
ity. If the artist is part of a design team,
these issues will be worked out as part
of the design. If the artist is working as
a separate subcontractor, or a completed
work is purchased, the artist or his rep-
resentative should still carefully review
the architectural development of the pro-
spective site. There is the possibility of
conflict between the artist and architect,
and it is best to make sure that these is-
sues are discussed and resolved as carly
as possible in the design process.

Artists can do more than produce spe-
cific artworks; they can also aid the de-
sign team in designing transportation
facilities. This relationship. while rare
today, was much more common in ear-
lier periods of architecture. Case Study
1.5a provides a successful recent exam-
ple of such an artist/designer
collaboration.

Today, the artist commonly only has re-
sponsibility for insuring that the artwork
1s integrated with the site. To do this,
the artist should review, with designers.
the elements that alfect artwork. such as
supporting structures, lighting, compati
bility of ncarby materials, colors and
other visual clements.

In this case, artists should be invited to
develop their proposals based on the
completed schematic design drawings

Installing *

Yellow Ascending

and models. and should work out neces-
sary adjustments with the architects dur-
ing design development. During
preparation of working drawings and
specifications, the artists should consult
with the designers and engineers to see
that technical problems are taken care
of. It is to the client’s advantage to in
corporate all necessary elements for art
prior to bidding for construction, since
later changes are likely to cost more and
result in unsatisfactory compromises

George Sugarman, 1978, New York



CASE STUDY 1.5a
Viewland-Hoffman Receiving
Substation

Artists and Designers Collaborate
North Seattle, Washington

The substation is the usual, slightly sin-
ister collection of high tension wires,
transformers and relays protected behind
high fences and walls. But, past a high
concrete wall at a corner, it becomes
clear that the place has been invaded by
an unusual, playful spirit. The substation
is opened up to the street like a stage. A
high concrete wall emphasized by a mu-
ral acts as the backdrop. The machinery
and wires are coded in colors. The trans-
parent chain link enclosure itsell is play-
fully shaped and at one end creates an
arched, semicircular viewing gallery
cloistering a separate area—an area pop-
ulated by fantastic, constantly moving
windmill creations that seem to be the
original source of all the colors.

This was a fully collaborative project be-
tween the artists and the architects. The
artists contributed the mural, the cloister
and viewing gallery. the posters and
funky signs, and selected the **whirli-
gigs'". The “*whirligigs"*, fabricated
from a wide variety of found objects, are
the creations of an old couple in rural
Washington State and were discovered
by the artists. The artists also worked
with and influenced the designers in
ways that included:
* The stage-like opening to allow the
mechanics of the plant to be viewed.
* The rearrangement of the transformers
and circuit breakers, and color-coding
to encourage visual participation.

The site is in a blue collar residential
neighborhood of small, one-family
houses. The relationship of the station to
the houses is carefully considered: in the
front, across a landscaped area: in the
back. across a pleasant alley created by
the wall.

Artist selection was conducted by the
staff of the Seattle Arts Commission.
Letters of interest were sought, cighty
artists responded. nine were short-listed,
and finally three were chosen. The com-
mission was only open to local artists
with no previous experience on architec-
tural work. It was a deliberate experi-
ment in devising a fresh approach to the
artist/designer collaboration.

The overall reaction has, on balance,
been positive. The project has already
won three awards. Architects and artists
both feel good about the experience and

acknowledge that they learned a lot from

each other. The artists’ previous inexpe-
rience with this type of project caused
some minor problems in meeting dead-
lines and production schedules. Commu-
nity reactions were mixed, however,
since the project didn’t meet people’s
preconceived idea of either functional
design or art. Several area residents al-
ready have wind-toys and other similar
decorative elements in their yard which
complement the Viewland design, and

the project will probably be accepted and

loved more widely in time.
Credits

Artists: Andrew Keating, Sherry Mar-
kowitz and Lewis (Buster) Simpson
Architects: Hobbs/Fukui Associates
“*Whirligig"* Creators: Emil and Veva
Gehrke

Costs

Overall construction cost for the station
was $5,000,000, funded by Seattle City
Light. One percent of construction costs
($50,000) was budgeted for the pur-
chase, making and installation of the art.

This included salaries for the artists. The

fees included consultation time with the
architects over the three years of design
and construction.

Lessons

* The fully integrated artist/designer
team created interesting, lively results.
Legitimate debates as to whether this
is "*high art’® may continue, but the
experiment is a success and could be
repeated in many different situations.
Though this is not a transportation fa-
cility, the organization, operating
style, and demanding technical require-
ments of a public utility company are
sufficiently analogous to show that a
similar approach could be applied in
transportation.
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Contractual
Arrangements

Whether or not the artist is part of a de-
sign team, he/she will be contracted to
work for a particular agency. Options
depend, in large part, on how the pro-
gram is to be administered. In all cases
detailed contracts should be used to clar-
ify issues which are outlined later in this
chapter (see p. 58, sample contract).
Artists may be contracted or subcon-
tracted as follows:

Artist Contract With Client Agency
This relationship allows the client to
have direct control over the artist and
can often prove useful in surmounting
problems which might arise between art-
ist and contractor. It means, however,
that the agency must be willing to make
a major administrative commitment to
arts programming which is not a normal
function of a transportation agency.

Artist Contract With Arts Agency
This relationship assures that artists will
be dealing with professionals who under-
stand the artists’ perspective and the
workings of bureaucracies. It requires
detailed subcontracting procedures, but
relieves the client agency of much ad-
ministrative detail.

Artist Contract With Facility
Architect

Having the artist be a member of the ar-
chitect’s design team makes administra-

tive sense. A close relationship between

artist and architect is desirable in assur-
ing the close integration of all aspects of
design. Administratively. however. ar-
chitects are not necessarily used to work-
ing with artists, and contractual issues
defining the artists’ responsibility and
compensation must be clearly defined.
This arrangement enables the architect

to overrule the artist in case of disagree-
ment. The client may want to submit
such disagreements to a professional jury
or arbitrator to insurc objectivity.

Artist Contract With General
Contractor

This method can only be used if the art-
ist’s entire involvement is to be com-
pleted during the construction or
renovation of a facility—when the gen-
eral contractor is working. It still re-
quires some form of administration from
the client or outside arts agency to han-
dle artist selection and to assist the artist
during fabrication phases. Frequently the
contractor will require a percentage off
the top of the art budget for overhead.

Compensation For
Commissioned Works

It is traditional in public art commissions
that artists be paid for their proposals, as
well as for the finished work of art. Al-
though there are no universal standards,
the proposal fee should be enough to
cover the costs of preparing models and
drawings.

When an artist is selected, the proposal
fee already paid is normally subtracted
from the total commission fee. This,
however, should not be done for fees
paid to the artist as consultant during
design.

Setting the amount for fees is a difficult
problem. All too frequently, fees are so
insufficient that artists do not break
even. spending vast sums towards mate-
rials, fabrication, transportation and in-
stallation costs. These costs should be

carcfully itemized before the artist’s con-

tract is signed, and the artist should be
treated as any other major contractor on
the job, and paid for his/her services at
appropriate rates, in addition to his/her
expenses. The artist should carefully cs-
timate all costs including materials, stu-
dio expenses, labor and assistants to
insure that the size of the commission is
commensurate with the scope of the

work. Costs of architectural accommoda-

tion and site installation such as founda-
tions, lighting, rails, ete. should

normally be covered separately in the
construction budget.

Artists can almost never work on a reim-
bursement basis—as most other subcon-
tractors can. It is critical to give advance
monies (ten percent to twenty percent) to
allow for initial purchase of materials.
Further payments can be made on a
stage-completion basis. A small retainer
fee (five percent) might be kept until the
work is completed and installed.

Compensation For Purchased
Works

Generally, a purchased work is simply
one purchased for a fee established by
the artist. In some cases, an agency
might want to hire the artist as a con-
sultant to oversee installation and make
recommendations on siting. A consulting
fee should be agreed upon for this.



Technical Issues

Structural Durability After an artist
has developed a proposal, it should be
reviewed by an engincer to determine its
structural integrity. The average life span
of a transportation facility is between 20
and 60 years, and the artwork, if in-
tended as permanent, must be designed
and built to last at least that long.

Vandalism is a major consideration in
planning any permanent art program.
Siting a piece out of reach of pedestrians
can be a solution. Selecting artists who
work in durable materials (i.e., bronze,
granite, steel. concrete, tile, ctc.) can be
another. Often, if a piece of art is well-
liked by the community it can discour-
age littering and vandalism, since the
community may develop a protective and
proud attitude towards the artwork and
its surroundings.

Lighting of an artwork is almost as im-
portant as its siting. Usually. a piece re-
quires more intense and direct lighting
than a facility’s general light level. A
few well-placed spotlights can turn a
shadowy corner into a prominent and
visible place for an artwork. The artist
should have direct control over the light-
ing of his/her piece. Any special lighting
should be determined in consultation be
tween the artist and the electrical engi
neer and included in the construction
contract

Insurance Once funds are committed
to an artist for the creation of an art-
work. the agency will want insurance to
cover theft. loss and damage. Liability
insurance for the artists working at the
site 1s also important, since artists may
find it impossible to get such insurance.
The agency or contractor should consider
including the artist in its company policy
il that is at all possible.

Performance Bonds  Most agencies re-
quire performance bonds of their subcon-
tractors. The majority of artists would

not be able to get a performance bond.
If the artist is paid on a stage completion
basis, the agency can be assured that the
work is being done before compensation.
If possible, the performance bond re-
quirement should be waived for all art-
ists.

Unions Few artists belong to unions,
and most construction workers do. This
can create difficult problems if the artist
is going to be working directly on a
union construction site. Discussion in
advance with the union by the agency is
recommended. If the artist is viewed as
a “‘principal”” or an “‘independent con-
tractor,”” the unions usually have no le-
gal claim and there are seldom
problems. Problems do arise, however,
if the artist hires non-union laborers. If
the artist’s work is so specialized that
only his’/her employees can perform it, it
may be best to work after the construc-
tion site is closed. Negotiations are pos-
sible in individual cases. Unions usually
demand (a) that laborers be paid union
wage and (b) that their union workers be
given the work.

Ownership and
Maintenance

The ownership of the work usually rests
with the purchasing/commissioning
agency. Copyright, however, can rest
either with the artist or the client. This
can be negotiated at the time the artist is
hired.

Maintenance is an extremely important
issue and one that is all too often over-
looked. Some cities set aside escrow
funds at the time of the commission to
assure proper maintenance. Scattle is
considering adding one-fourth percent to
its One Percent for Art Program to fund
an arts maintenance program.

The King County Arts Commission in
Washington has developed a sophisti-

Art Carmival Wall, 1589th Street, New Yok Lty

cated maintenance and evaluation public
art program. At least once in every five
year period, the entire art collection is
evaluated and if a work 1s considered
lacking on any one of scveral conditions
(aesthetic or structural quality, severe
maintenance problems, or sustained lack
of community acceptance) it can be re
moved following an established process
which includes several safeguards to the
artist’s rights (ref. 30).

With appropriate policy directives, the
transportation agency’s maintenance staff
can be used to maintain art work. For
example, the Massachusetts Bay Trans
portation Authority’s maintenance crew
in Boston's Park Street Station became
very fond of the ceramic mural there and
took extra care to keep it clean.

It is crucial, however, that a mainte

nance plan be developed with the artist
at the beginning. In some cases, it 1s

most appropriate that repair work be
done by the artist directly. In all cases,
however, the artist should be consulted
before repair work or unanticipated
maintenance is done. These arrange-
ments should be made with the artist in
the mitial contract (see Artist’'s Contract
in Case Study 1.6¢). The client should
keep on file detailed structural plans of
the artwork as well as the artist’s speci
fications for special paints, finishes or
parts.

There is nothing more frustrating than to
see a non-functioning fountain or a
rusted/scratched/graffitied sculpture.
Once an artwork 1s allowed to become
shabby., vandalism will increase and the
work’s lifespan will rapidly diminish
With good maintenance, a permanent
artwork can last for many decades or
even centuries, marking our aesthetic
expression for future generations

WORKING WITH ARTISTS AND ARTWORKS 0
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Section 1.6

Sample Procedures
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To succeed, a transportation agency’s art
program will need clearly defined man-
agement procedures. Through the case
studies, this section describes four model
programs which have used successful
procedures. The case studies are pre-
sented, for the most part, in the words
of the responsible agencies. The *‘Les-
sons’" at the close of each case study are
based on the authors’ judgements.

Three of the four case studies do not fo-
cus on transportation. They were se-
lected because transportation agencies’
experience with public art is still rela-
tively limited, while other agencies have
developed workable models over several
years of practice. By covering federal,
state and city sponsored programs and
presenting a range of goals and attitudes,
these case studies can provide valuable
lessons for future art-in-transportation
projects.

Contents

Case Studies
The Art-in-Architecture Program,
General Services

Administration: 1.6a
*“Town Meetings,"” 1.6b
Seattle 1% for Art, Seattle,

Washington: 1.6¢
MBTA Art Programs, Boston Area,

Massachusetts: 1.6d

‘Bat Column,”* Claes Oldenburg, 1976, Chicago
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CASE sTUDY |.6a

The Art-in-Architecture Program
Sponsoring Art in Federal Buildings
General Services Administration

The General Services Administration is
the federal agency with the longest rec-
ord of sponsoring public art as a regular
part of construction programs. The fol-
lowing program description is quoted di-
rectly from the agency’s March, 1979
publication (ref. 39).
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“The General Services Administration
(GSA). the agency that oversees the de-
sign and construction of federal build-
ings across the country, is also one of
the government’s most active patrons of
the visual arts,

Proudly and enthusiastically through its
Art-in-Architecture program. GSA has
commissioned many of America’s finest
artists, both emerging and established. to
create works for federal buildings
nationwide.

These examples of the art of today are
diverse in style and media and include
murals, sculptures and craftworks. They
arc conceived and executed by artists
with established reputations, those just
beginning to be recognized, by artists
with traditional approaches, and those
experimenting with new styles. Any art-
ist in the United States is eligible, and
artists in the area of ecach project arc
given full consideration.

Public art reflects the conscience and
ideals of each generation. It records the
spirit of an era. It leaves us a legacy that
is unique and irreplaceable.

The United States has a long-standing
tradition of government support for the
arts. As early as 1855, the U.S. Con-
gress commissioned Constantino Brumidi
to paint frescoes for the House of Repre-
sentatives committee rooms.

During the Depression Era, under the
New Deal art programs, thousands of
artists were commissioned to create mu-
rals. paintings and sculptures for federal
buildings, post offices and courthouses.
Those works of art are historically sig-
nificant as the country’s first body of
public American art.

The 1960’s ushered in an era of renewed
interest in government support of the
arts. At the request of President Ken-
nedy, the President’s Ad Hoc Committee
on Federal Office Space issued a report
entitled, *Guiding Principles for Federal
Architecture.” The report contained a

strong message and a catalytic charge:

‘Where appropriate. fine arts should
be incorporated in the designs of new
Federal Buildings with emphasis on
the work by living American artists.’

In 1963, the Administrator of the Gen-
eral Services Administration responded
with a direct policy order establishing an
allowance for the fine arts of one-hall of
one percent of the estimated cost of con-
struction of each new federal building.
This order initiated a new program, Art-
in-Architecture, to carry out the policy
and to develop the procedures for its
implementation.

From 1963 to 1966, the Art-in-Architec-
ture program commissioned 44 works of
art, including sculpture, murals and
stained glass panels designed as an inte-
gral part of federal buildings. In 1966,
an unprecedented and unanticipated in-
crease in inflation in the construction in-
dustry—sometimes as much as one
percent per month—temporarily sus-
pended the commissioning of artworks,
which were funded from the construction
budget.

The Art-in-Architecture program was
reactivated in 1972, with a revised pro-
cedure for selecting artists. Whereas for-
merly the choice had been based on the
design architect’s recommendations, the
new procedure included the active partic-
ipation of the National Endowment for
the Arts (NEA) as well as the project
architect.

The nomination and selection process is

as follows:

* When the architect-engineer contract
negotiations take place, the architect is
informed that one-half of one percent
of the estimated construction costs will
be allocated for fine arts. He is encour-
aged to submit an Art-in-Architecture
proposal as part of his overall design
concept. This proposal must include a
description of the location and nature
of the artwork(s) to be commissioned.

« Shortly after the award of the construc
tion contract, GSA requests NEA to
appoint a panel of qualified art profes-
sionals to meet with the project for the
purpose of nominating three to five art-
ists for cach proposed artwork. At
least one of the panelists is to be from
the arca of the project.

+ The artist-nomination panelists. who

are appointed on an ad hoc basis for

specific projects, and the architect,
meet at the project site with represen-
tatives of GSA and NEA to review
visual materials ol artists whose work
would be appropriate for the proposed
commission(s).

The nominations are forwarded to

GSA by the NEA. After evaluation of

the nominated artists’ works by a de-

sign review panel in GSA's Public

Buildings Service (PBS). the GSA Ad-

ministrator sclects the artist(s) for the

particular project. GSA and the
artist(s) then negotiate a fixed price
contract for the design, execution, and
installation of the artwork. Artists’
concepts are reviewed and approved by

PBS’s design review panel.

Today GSA’'s emphasis on the Art-in-
Architecture program reflects the philoso-
phy of the (former) Administrator, Jay
Solomon, who . . . (wanted) to *human-
ize’ federal buildings.

Plans for the future of the Art-in-Archi-
tecture program move beyond the ac-
complishments of the past. The program
is expanding its activities to provide art-
works for existing buildings for which
fine arts had been planned but never im-
plemented, as well as those buildings
undergoing significant repair and altera-
tion, and it is embracing a greater vari-
ety of artworks, such as earthworks,
crafts, the building arts and
photography.



The Administrator (Solomon) announced
that the program ‘will accelerate efforts
to start art projects at an earlier point in
building design:” and that “initial build-
ing concepts will include provisions for
works of art . . . bringing art and archi-
tecture together at the very beginning.’

Artists wishing to receive GSA consider-
ation for Art-in-Architecture projects
should send a resume and 35mm slides
ol their work to:

Art-in-Architecture Program

General Services Administration
Washington, D.C. 20405™

L.essons

* The GSA’s longstanding record and
numerous high quality art projects il-
lustrate that a formula funding ap-
proach can achieve good results.

The use of an art agency—in this case
the National Endowment for the
Arts—to help conduct the artist selec-
tion (a shift from sclection by the ar-
chitect alone) has led to the
introduction of more exciting and ex-
ploratory works of art. The switch 1o
an outside professional selection panel
has also helped to shift controversy
about the artworks away from the
GSA.

broadened from static monumental ob-
jects to include more dynamic works,

which use light, neon, prisms, multiple

picces, participatory sculpture and a
variety of imagery. In response to the
dramatic site opportunities provided by
transportation facilities (see Section
1.2), such a range of artworks could
be broadened even further by the re-
sponsible agencies.

In recent years, GSA-sponsored art has

*“The Restaurant,”™ George Segal, 1976, Buifalo. NY
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CASE sTupy |.6b

“Town Meetings”’

A Democratic Art Selection Process
The State of California

The Office of the State Architect (OSA)
of California administers the Program for
Art in Public Buildings. The budget for
the program is set in an annual appropri-
ation by the Legislature ($700,000 for
the state in 1977-78). This Case Study
focuses on the state’s uniquely demo-
cratic art selection process referred to as
“The Town Meeting.” The process is de-
scribed in the following excerpt from the
July 1978 OSA report (ref. 37):
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“The Art in Public Buildings Town
Meetings were designed to ensure that
artwork selected for the Program be of
the highest possible quality: that the
community in which the artwork is to be
located not feel that the artwork selected
was imposed on it from outside; and 1o
engage artists and members of the gen-
eral public in a practical dialogue about
the nature of art, its function in a com-
munity and more specifically, “what art
would be good in our community,” for
the purpose of ‘expanding public experi-
ence with art.” as required by the ena-
bling legislation.

All Town Meetings followed that same
general format. which is described
below.

Program staff first arranged with local
contact or contacts to sponsor the Town
Meeting in each city. Given the number
of meetings to be held (46 in two
months) and the staff limitations of the
program (one and a half full time posi-
tions, one half-time student intern), it
was necessary to enlist as much local co-
operation as possible: this necessity was
also a virtue in that it ensured local par-
ticipation. The local contact, with assist-
ance from program stafl, arranged for a
site for the meeting, generally at the
building chosen to receive artwork: pub-
licized the meetings through personal
contact. letters of invitation, phone
chains, and the media: and co-hosted the
meeting with OSA staff. Local contacts
included legislators™ field representatives,
arts and cultural organizations, recreation
and park departments, community
groups, muscums, ete. Each local con-
tact was provided with a kit containing
sample press releases, letters of invita-
tion, and other materials to minimize the
amount of extra work it had to do. The
local contact was asked to coordinate
planning and publicity efforts with the
Building Manager at the local project
site. The Building Manager was respon-
sible for talking to applicant artists who
had questions about the site and for gen-

erating Town Meeting participation from
among the building employee and user
population.

The Town Meetings were staffed by
professional facilitators under contract to
OSA. whose job was to make sure that
the discussion among those present kept
to the agenda and arrived at some con-
clusions. Facilitators did not attempt to
influence the content of discussions.
They were assisted by OSA Program
Stall and staff from other state agencies
who had attended an OSA Training
Workshop on facilitation techniques.

Each Town Meeting was two sessions
long. The first session was devoted to
achieving three goals:

1. Explaining the program. describing
the “take part’ process of Town Mecet-
ings, answering questions, and helping
participants become familiar with the po-
tentials and problems of the site for art-
work. (This last was done by showing a
10-minute long, two projector slide-show
produced by the Program and designed
to familiarize those who were not art
professionals with possible media and
ways of treating different spaces in pub-
lic art; and by having the Building Man-
ager take the group on a tour of the
building.)

2. Having participants—usually in
small groups—develop their own percep-
tions and ideas about public art at the
site into a set of criteria to guide a deci-
sion-making Task Force in sclecting art-
ists who could create art for the site.

3. Having participants decide the ap-
propriate composition for a decision-
making Task Force to review artists and
proposals in accord with the guidelines
established carlier in the evening; and
then selecting the members of that Task
Force from those present.

At the second session of the Town Meet-
ing, the Task Force met, to review artist
applications for their building. The meet-
ing was open to observers who were

often invited to make comments during
the Task Force deliberations. Artist ap-
plicants were invited to observe but not
allowed to speak in behalfl of their own
application,

For projects under $20.000, the Task
Force reviewed slides, photos, other sup-
porting visual materials, vitac, and ac-
tual proposals—drawings. models. or
statements describing the artwork pro-
posed for the building. For commissions
of $60,000 and $100.000, the Task
Force reviewed slides, photos, vitac, and
other supporting materials that were sub-
mitted as evidence of past work: after
the field was narrowed to three finalists
approved by the State Pancl. those three
artists were asked to produce detailed
visual proposals which were displayed in
the community. The local Task Force
was asked to consider the detailed pro-
posals and send any comments, ques-
tions, or recommendations to the State
Panel to assist them in making the final
decision. Support material submitted by
the 714 applicant artists included over
130 carousel trays of 35mm slides.

The size of Task Forces chosen ranged
from five to twenty-nine; the composi-
tion specified by the Town Meeting par-
ticipants usually included a combination
of artists and arts professionals. employ-
ees of the building. and members of the
general public.

Applicant artists, their relatives, agents
or employees were forbidden to serve on
the Task Force. Each Task Force was
also asked to select one of its members
to serve on the Regional Panel and as a
liaison to the OSA Program Staff.””



Lessons

* Results of the program available at this
writing are insufficient for judging the
artistic merits of the works produced.
It is likely that some artists would be
turned off by the participatory nature
of the process, while others may find it
stimulating. Thus, the process will fa-

“The Power of the Sun." Stellar Arts Collective, 1979, San Francisco

vor artists comfortable with a great
deal of public communication.

A heavily democratic process of this
type might be most appropriate for
transportation facilities that are ori-
ented to a clearly defined community
group (e.g., neighborhood bus stops
and local streets).

CASE sTUDY 1.6¢C

Seattle 1% for Art

A Successfully Innovative Art
Program

Seattle, Washington

The program managed by the Scattle
Arts Commission is one of the most suc-
cessful and innovative public art pro-
grams in the country. It deals with
transportation facilities to the extent that
they come under city jurisdiction, i.e.,
street improvements and special projects
such as Hillelimb (see p. 168). Beyond
specific transportation applications, this
program contains many elements that
have become models for art programs
around the country. Model elements in-
clude the Municipal Art Plan, the Regis-
try of Northwest Artists, the selection
process and a contract between the city
and an artist.

The edited excerpts that follow are from
the publication /% for Art published by
the Seattle Arts Commission. The publi-
cation also contains brief descriptions of
all of the Arts Commission’s projects
and a list of the artworks executed under
the program. Case Studies 1.3b and 1.5a
describe two of these projects in detail.

“Profile of the Seattle Arts
Commission

‘to promote and encourage public
programs to further the development
and public awareness of and interest
in the fine and performing arts in
Seattle

~from Establishing Ordinance, 1971

This objective and $35,000 in city funds
started the Seattle Arts Commission on
its way in 1971. From that time, with a
single program supporting a handful of
independent cultural projects, the Com-
mission has grown into a city agency
with an array of programs (funded from
local and national sources at more than
51,500,000 in 1978) which in some way
touch almost every person in Seattle,

The Seattle Arts Commission is a group
of fifteen citizens appointed by the
Mayor, subject to City Council approval,
who serve two-year terms as volunteers.
They come from many walks of life,
Meetings are open to the public.

The Art in Public Places Program (1%
for Art), however, is a full-fledged pro-
gram which the Commission plans and
administers. Each year the Commission
prepares and oversees the implementa-
tion of a Municipal Art Plan for select-
ing, purchasing and placing works of art
in public places through the 1% for Art
funds. The 1% for Art ordinance was
passed in 1973 with the express purposes
of expanding the City’s experience of
the visual arts and encouraging artists
capable of creating works of art for pub-
lic places.

A City Becomes an Art Collector

Interest in a publicly funded arts pro-
gram in Seattle was stimulated by the
World's Fair in 1962, and a major con-
ference on public art held here in 1971,
Through the efforts of a number of indi-
viduals and groups including Mayor Wes
Uhlman, the City Council, Allied Arts
of Seattle, The Artists’ Group, the
American Institute of Architects and oth-
ers, the concept of *1% for Art’ was de-
veloped and expanded to fit the needs
and personality of the City of Seattle. It
is based on the assumption that the de-
velopment of the visual and aesthetic en-
vironment is a fundamental responsibility
of civic government.

Scattle’s ordinance provides that one
percent of funds appropriated for munici-
pal construction projects in the City’s
Capital Improvement Program be set
aside for the selection, acquisition and
installation of artworks in public places.
The law does not attempt to define
‘works of art,” but establishes the Seattle
Arts Commission as the agency responsi-
ble for carrying out the intent of the
ordinance.
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Municipal Art Plan

Funds for artwork are generated by con-
struction projects undertaken by City de-
partments, and come from a variety of
sources: city taxes and fees, bond issuces,
state and federal revenues. The eligibil-
ity of projects must be determined case
by case.

Yearly. a memorandum of understanding
between the Arts Commission and cach
department identifies cligible projects.
Once the ehigibility of a project is deter-
mined, the department and the Ans
Commission have two options: the art
funds may be spent on artwork for that
project. or set aside for artworks at an-
other site at some later time. The Art in
Public Places Committee must recom-
mend where and how the funds will be
spent in the annual Municipal Ant Plan,

Through public meetings each year, sug-
gestions from artists and interested citi-
zens are heard. and priorities identified.
The Committee then develops a plan to
allocate each department’s 1% funds for
works of art at specific sites. Once the
Arts Commission has reviewed the plan,
it is presented to the Mayor for
approval.

Projects undertaken in the program’s first
years were evaluated, and procedures for
artist selection, jury selection, artists’
participation and administration were re-
vised. Long-range goals to guide the
planning process were adopted, relating
the Municipal Art Plan 1o the City's
overall planning effort. Increasingly, the
Municipal Art Plan is becoming a long-
range art plan for the City which identi-
fies needs and priorities for the future,
and considers gifts and donations as well
as publicly-funded works of art.

Artists’ Registry
Discussion with artists and arts groups

has led to the creation of the Registry of
Northwest Artists located at the Henry

Gallery of the University of Washington.
This Registry maintains current files of
artists” biographies and photographs or
slides of their work for use in selecting
artwork. It is required that juries making
selections for 1% purchases and most
commissions consult the Registry. This
allows for fair representation of any art-
i1st who wishes to be considered for a
commission or purchase through the
program.

The purchase of artworks by the City
has also led to the development of the
Arts Commission’s artist contract. This
contract is considered a landmark step in
protecting artists” rights in the sale of
their work. It calls for the City to main-
tain the works in a professional manner,
to share the appreciated value of the
works with the artist in the event of their
being resold. and to protect the artist’s
rights related to reproduction and display
of the work.

Selection Process

The selection process and jury composi-
tion for cach 1% for Art project in the
annual Municipal Art Plan is related to
the scope and complexity of the project,
the construction timetable matching grant
guidelines, and whether it involves a
commission or purchase,

The three methods used for selection are

described below:

* A prospectus describing the site,
budget and nature of the artwork to be
commissioned is published, calling for
proposals from artists. Artists are not
paid for proposals, which are returned
following jury review. The jury recom-
mends the artist for the commission,

* An announcement of the project and
commission is published; artists are re-
quested to place slides on file at the
Registry of Northwest Artists and re-
turn a letter of interest in the project to
the Scattle Arts Commission. The jury
reviews slides and material at the Reg-
istry, although they are not limited to

artists registered in their consideration.
Three 1o five artists are selected by the
jury o prepare proposals, Artists are
paid for submission ol proposals,
which are retained by the City. The
jury then reviews the proposals and
recommends an artist o be
commuissioned.

* This is handled in the same way as a
limited entry, except that the jury
chooses only one artist, who then sub-
mits a proposal prior to final award of
the Commission,

The Art in Public Places Committee

names an ad hoc jury. usually of from

three to five people. for cach project.

Over the years more than 50 people of

diverse backgrounds, including artists.

architects, community representatives,
city employees, collectors and art histo-
nans have participated in the selection
process. Because of the unique character
of each project, jury selection is a key to

a successful result. Jurors are chosen for

the special skills, knowledge or concerns

which they can bring to the complex de-
cision making,

Each jury receives background informa-
tion on the project. including site plans
or a site visit, and a review of the spon-
soring department’s special concerns.
Serving as a juror requires patience and
dedication, and the level of professional-
1sm required is recognized with compen-
sation to jurors not employed by the
City.




A Contract Between the City and
an Artist

This contract, developed by Anne
Focke, former Arts Commission staff
member, and the Commission, has been
adopted by other commissions through-
out the United States as a model.

AN AGREEMENT BETWEEN
THECITYAND . ..........

‘WHEREAS, the City is now imple-
menting a public art program allocating
certain funds for the establishment of
artworks in public places and authonizing
the Seattle Arts Commission to make
payments for design, execution and
placement of works; and WHEREAS,
the Artist has created the following work
of art

Title? .

Dimensions?

Hereinafter the above described work of
art shall be referred to as the *“Work" and
WHEREAS, the Work was selected for
purchase by the City through procedures
duly adopted by the City, and the Artist
is willing to sell the Work. and both par-
ties with the integrity and clarity of the
Artist’s 1deas and statements in the Work
to be maintained:

NOW THEREAFTER, the parties mu-
tually agree as follows:

1. The Antist shall sell the Work to the
City. subject to the conditions herein,
for the price of . . dollars, receipt
of which is hereby acknowledged.

2. A public notice including the
Artist’s name and mention of the City's
ownership shall be publicly displayed
and identified with the Work, and shall
be paid for by the City

3. The Work shall be installed and dis-
played by the City at . . . . . which is a
facility frequented by and open to the
general public.

4. The City agrees that it will not in-
tentionally destroy or alter the Work in
any way whatsoever, without the artist’s
written consent. If any alteration of any
kind occurs to the Work after it has been
finally completed and installed, whether
such change is intentional or accidental
and whether done by the City or others,
then the Work will no longer be repre-
sented to be the Work of the Artist with-
out his written consent. The City agrees
to see that the work is properly main-
tained and protected.

5. To the extent feasible, all repairs
and restorations which are made during
the lifetime of the Artist shall have his
approval. To the extent practical, the
Artist shall be given the opportunity to
accomplish said repairs and restoration at
a reasonable fee.

6. While recognizing that the City does
not currently have the legal mechanism
permitting the sale of works of art. the
City agrees that if in the future the City
does sell the Work, the City shall pay
the Artist a sum equal to Fifteen Percent
(15%) of the increase in the value of the
Work.

7. The Artist agrees to notify the City
of changes in his address and failure to
do so shall be deemed a waiver to the
Artist’s rights in Paragraphs five and six
above.

8. The City agrees to maintain on per-
manent file a record of this Agreement
and of the location, condition and dispo-
sition of the Work,

9. The Artist hereby reserves all rights
to copy or reproduce the Work, but shall
not unrcasonably refuse the City permis-
sion to reproduce the Work for non-com-
mercial purposes. The Artist also
reserves all rights under any copyright
laws to which the Work may be subject.
10.  All Changes in this agreement shall
require written agreement signed by both
parties.”

Lessons

With energy and information a local
arts agency can create a public art pro-
gram and could assist a transportation
agency 1n establishing an art program
(see following Case Study).

Seattle’s procedures for overall plan-
ning and artist selection have been
very effective in encouraging lively art
activity and public participation. as
well as in obtaining high quality art
work. These procedures have already
been used as models in many other
cases.

The artist contract remedies many of
the problems that have occurred with
public art works in the past, and pro-
vides a useful checklist. There are
other technical, legal and contractual
issues that often have to be considered.
A more complete example is the con-
tract used by the King County Art
Commission (ref. 30).

Black Son.”" Isamu Noguchi. 1972 Seantle
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CASE sTUDY 1.6d
Massachusetts Bay
Transportation Authority
(MBTA) Art

Successful Procedures
Boston, Massachusetts
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Initial Art Programs (1969-1978)

The MBTA has been acquiring artworks
in a variety of ways since 1969 when
two local metal sculptors donated works
which were installed in two stations. In
1971, the Institute of Contemporary Art
sponsored an open competition with
funds from the Rockefeller Foundation
to create an environmental piece for a
400-foot pedestrian tunnel at the State
Street station.

The director of the MBTA's station
modemization program was very inter-
ested in public art and felt that if added
to subway design, it would create sta-
tions with strong individual identities. At
that time. art had not appeared as a le-
gitimate. separate item for MBTA budg-
ets, so it was listed as **wall graphics™
and ““special features.”” Six different art-
ists (three painters, a sculptor, a photog-
rapher and a ceramicist) were contracted
to create work for four stations.

All of the works are installed and. with

one exception. have experienced no van-
dalism and have generally been well re-
ceived by the public.

In this initial stage, the MBTA took
precedent-setting steps in bringing art
into transit stations. However, because
there was no formal **art program’” or
administrative structure, several prob-
lems arose:

* in several cases the artwork was sited
in dark and little used sections of the
station platform;

« local artists were resentful of the pro-
gram because no public announcement
or solicitation of work was made:

« the artists who were commissioned
often ran into severe difficulties in get-
ting paid. and had problems with con-
tractors and contracts.

Arts on the Line

Arts on the Line is presently conducting
the art program for the Red Line Exten-
sion Northwest, which will include 3.2
miles of new subway line and four sta-
tions: Harvard Square, Porter Square and
Alewife in Cambridge and Davis Square
in Somerville (ref. 38).

The Cambridge Arts Council. the official
arts agency for the City of Cambridge.
has as its mandate ““to enhance the qual-
ity of life in Cambridge.”” Having been
involved with several public art projects,
it was natural that their sights turned to
the subways. The Arts Council applied
for and was given a $45.000 demonstra-
tion grant from the Urban Mass Trans-
portation Administration. administered
through the MBTA. to establish and im-
plement guidelines for incorporating art-
work into the Red Line Extension. On
September 18, 1978, Ants On The Line,
an official program of the Cambridge
Arts Council. also became a consultant
to the MBTA for the Red Line Art Pro-
gram. A full-time administrator with a
half-time assistant were hired for a one-
year period. Program decisions were re-
scarched and developed by this staff and
then approved by the MBTA.

An art allowance of one percent of the
bricks and mortar budget (or one half
percent of the station’s entire construc-
tion budget) for each subway station was
established. This resulted in a total art
budget of $680,000 allocated among
four stations:

Harvard Square $230.000
Porter Square $125,000
Davis Square $125.,000
Alewife $200.000

Artist Selection

In order to ensure that a broad range of
artwork was considered for selection, an
Artbank was established. Four thousand
fiyers were distributed nationwide, an-
nouncing the program and the Artbank.
Within three months, slides and resumés
from almost 400,artists were collected
and filed. This slide registry was to be
used as a resource for the selection
panels. The art panel may also recom-
mend artists who are not in the Artbank,
but those artists must be reviewed by the
entire panel.

Before the selection process was de-

vised, a brief survey of other public art

programs around the country was made.

Arts On The Line tried to combine the

best elements of several processes:

» early community involvement to en-
sure that the art reflected a sense of
place and also to help with the public’s
ultimate reception of the art:

« assurance that all artists (local, non-
local, known and unknown) have an
equal chance before a panel:

* decisions made by art experts to ensure
highest quality of art.

Since the art allowance for each station
was fairly substantial and since each sta-
tion was located in dramatically differing
neighborhoods. it was decided that there
be a separate art committee for each sta-
tion. The process moves as described by
the chart.

The panels were instructed to select art-

ists and their pieces based on the follow-

ing criteria:

» artistic excellence:

* appropriatencess for site:

* durability of design and materials
(50-75 years):

* lack of need for maintcnance,




Artist Selection Procedure
ART COMMITTEE (selected by Arts On The Line administrator for each subway station.)

PANEL
3 arts professionals representing differing artis-
tic viewpoints: all qualifications listed below
must be covered:

artist

resident of station’s community

ADVISORY GROUP

* business community representative

* residential community representative

* MBTA representative

* station’s architect

* City’s Community Development Office

+ Historical Commission representative

Advisory Group

1

Describes station and
its social and physi-
cal context.

Makes suggestions to
Panel.

MBTA approves de-
cision.
Assists with public

presentation of com-
missioned artists.

non-resident of station’s community

Panel

2

Adjourns separately
to review Artbank
and to add artists to
Artbank (MBTA and
architect advise as
non-voting
members).

Selects artists by one
of the following
methods:

1. Open Competition
(no proposal fee
paid).

2. Limited Competi-
tion.

3. Invitation.

4. Direct Purchase.

Develops proposal
working with

panel, administrator,
architect

and in some cases.
the community.

Convenes separately
to make final deci-
s1ons.

MBTA approves de-
cision.

Assists with public
presentation of com-
missioned artists.

Artist

Makes presentation to
entire committee.

Confers with contrac-
tor and MBTA to
confirm budget and
schedule.

MBTA approves de-
cision.

Receives assistance
from Arts On The
Line administrator in
design, fabrication.
and installation of art
work.

a

Model for proposed Alewife Station bench. William Keyser

Joan Mondale admiring Park Strect Station mural with artist Lilli Annc Roscnberg
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a Proposed wall sculpture for Davis Square Station. Sam Gilliam.

Harvard Square

Two meetings with the advisory group
and a walking tour of the future sites ini-
tiated the art panel for Harvard Square.
Several meetings followed to review the
Artbank. A list of three sites and six art-
ists resulted. A $35,000 budget was set
aside for each site; the artists were paid
$831 to develop proposals for either site.
Before the Art Committee had been se-
lected, the architects asked Gyorgy
Kepes, a Cambridge artist, to work in
the station’s central mezzanine. His
work was also reviewed by the panel
who made recommendations.

An additional $30,000 was raised from
the National Endowment for the Arts
(Art in Public Places) for the Gyorgy
Kepes piece. A fund of $20,000 was
kept in reserve for funding any cost
overruns by the four artists.

Porter Square

Before Arts On The Line was started.
the architects hired seven artists as de-
sign consultants to develop proposals for
the station. The architects wanted to
work in close collaboration with the art-
ists. Some artists were asked to work in
particular sites. others were given carte
blanche. No budgets were suggested. to
see what each artist might do if the “*sky
was the limit.”" Each artist was paid
$2,500 for a four-month period. They
developed proposals which if funded in
full would have cost $200.000. The art-
ists and architects negotiated the location
and extent of each piece until the final
budget of $125,000 was reached.

A committee of arts professionals and
community residents was convened by
Arts On The Line to review the propos-
als and to make recommendations for the
final negotiations. For the most part,
those recommendations were followed.

Davis Square

The City of Somerville requested that
Arts On The Line coordinate the artist
selection process for the Davis Square
station. The selection process was com-
pleted in January, 1980. The community
representatives felt that more connection
between artist and the community was
necessary within the Art Committee.
Two additional stéps were then added to
the process:

1. Photographs of the artists’ proposals
will be displayed in a store front. People
will be asked to submit their comments
to the community representative who
will make them known to the art panel
before final decisions are reached.

2. The selected artist(s) will be asked
to make presentations to Davis Square
community groups.

b.  Model of granite and bronze msiallation for Porter Square Station. David Phillips
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Alewife

All seven artists were selected by ““invi-
tation.”” Each artist was asked to de-
velop a proposal for a different site in
this large station. This station’s art will
represent the most ““environmental™* ap-
proach, and also strongly reflects the sta-
tion’s setting which is a wildlife resource
area. Two artists have been asked to
make comprehensive statements: Richard
Fleischner will not only create a piece in
the landscape, but will design placement
of trees. gravel. paths, lights. etc. Ste-
phen Antonakos, who works in neon.
has been asked to work in the trainroom
on a 200-foot long wall as well as up a
stairway, into the large mezzanine and
up the escalator.

An unusual element in this station is the
involvement of William Keyser, a wood-
worker. Part of the funds for his project
come from the station’s bench budget.
This is supplemented with funds from
the art allowance. The result will be a
series of beautiful handcrafted benches
supplying the required amount of seating
and made of the same material usually
employed by the MBTA.

Lessons

* The complicated artist selection proce-
dure was necessary for both political
and aesthetic reasons. The resulting
proposals show a great deal of promise
for enhancing the new subway envi-
ronment. To repeat the process, other
projects would have to have available
comparable resources of administrative
and professional talent and community
interest.

= The process resulted in the selection of
a broad range of artists and did not
seem to favor any particular type of
art.

= Integration with the architectural de-
sign could have been improved if the
program had started earlier in the de-
Sign process.

Proposed painting for Alewife Stavon. Jocl Janow iz
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2

Facility Design




This chapter examines the aesthetic is-
sues and design opportunities for a wide
range of travel modes—from the bicycle
to the jet plane. It focuses on the experi-
ence of the traveler: what he or she sees,
hears, smells and feels during the trip
and how this shapes his or her overall
reaction to the experience.

The aesthetic conditions of a transporta-
tion facility will either attract people to a
mode of travel or repel them from it.
This is particularly important for public
transportation agencies that are investing
large sums of public funds in efforts to
attract people away from their automo-
biles. This chapter discusses the relation-
ship between the aesthetic attractiveness
of facilities and the attraction of clien-
tele. Important concepts relating to aes-
thetics are discussed not as abstract
qualities but as concrete elements which
affect the quality of the traveler's
experience.

Some transportation modes are accom-
modated in elaborate, special-purpose fa-
cilities, such as airports and subway
stations. When these are constructed,
complex design teams are retained which
usually represent several design profes-
sions and a host of technical experts.
The designers on such teams address the
relationship between technical require-
ments and aesthetic design in great
detail.

This book is too generalized to act as a
complete guiding document for facility
designers. However, for those embarking
on major facility design, this chapter
points out the important aesthetic issues
involved, and illustrates good design ex-
amples. Specific lessons from these proj-
ects are provided in lieu of guidelines.
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Introduction Chapter Two

Facilities such as streets, off street park-
ing, and bus stops rarely receive lavish
attention from design teams. They are
often not even recognized as problems
for aesthetic design, thus diminishing
their attraction to the public. These types
of structures are less distinct from the
surrounding community than the more
elaborate facilities. They are embedded
within the urban fabric and lack clear
boundaries. For this reason, their decline
strongly affects the city as a whole and
poses a serious problem, not only for the
traveler, but for the whole community.
Thus the design issues and case studies
consider **facility design’” and *‘integra-
tion with the built environment'”.




Section 2.1

Streets, Pedestrians and Traffic

e e e T v W e e

This section focuses on the problems and
opportunities for pedestrians on urban
streets. Since automobile use in dense
urban areas causes basic aesthetic prob-
lems for other uses in the city. the aes-
thetic qualities of driving on city streets
are only considered here in a limited
way.

Contents:

Decline of Streets
Aesthetic Problems
Fragmented Responsibilities
Public Values and Political Decisions
Streets for People
Diverting Traffic
Pedestrian Malls
Transit Malls
Improvements Within Existing Traffic
Patterns
Incentives for Improving Building
Frontage
Maintenance and Space Management
Design Elements
Implementation
Case Studies
Downtown Crossing, Boston,

=
Massachusetts: 2.1a
Chelsea City Center, Chelsea,
Massachusetts: 2.1b
Old City, Munich. Germany: 2.1c
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Decline of Streets

If you go into the city, regardless of how

you travel, at some point you end up
walking on the streets. While going to
work or out 1o lunch, the sidewalks are
crowded, people are jostling, squeezing
together at the crosswalks. But if you
are ever around downtown after six in
the evening vou will see the streets de-
serted. The traffic and the crowds are
gone. It is an eery, desolate feeling.
Looking around, you will notice the
cracked sidewalks spotted with chewing
gum, litter slowly drifting as the wind
sweeps around corners. You may also
notice how much the asphalt has come
to dominate the streetscape: the narrow
sidewalks and buildings are like islands
in the continuous sea of asphall.
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Aesthetic Problems

City streets have traditionally been the
vital focus of urban activity. The quality
of their environment strongly affects the
functions of the city and defines its pub-
lic image. In the United States most city
streets have serious aesthetic problems:

= Noise, fumes and visual intrusion of

traffic on major pedestrian activities

such as shopping or lunchtime
recreation.

Conflict and confusion between auto

and pedestrian movement.

Pedestrian flow congestion during peak

hours, physical obstacles such as signs

and traffic signals, and lack of suffi-
cient sidewalk space.

Lack of activity and a desolate, unsafe

feeling during evenings and weekends.

Lack of space for pedestrian related

street activities: such as vendors and

places for sitting and conversation.

» Poor upkeep and maintenance of
streets and sidewalks.

» Unsympathetic frontages of adjacent
buildings: blank walls, inactive lobbies
or parking lots.

* Lack of protection from extremes of

climate (wind, rain, excessive cold or

hot sun).

Overscaled streets: excessive overall

width and lack of physical articulation

which discourage pedestrian use, espe-
cially in cities with low levels of street
activity.

Fragmented
Responsibilities

In most cities no single agency takes re-
sponsibility for the quality of street envi-
ronments. Departments of Public Works
are in charge of day-to-day reconstruc-
tion and maintenance, but their mandate,
budget and style of operation tend to
deal only with limited technical issues,
not with design or activity management.
Traffic Departments tend to have a simi-
larly narrow scope. Redevelopment and
Community Development Agencies can
sometimes coordinate the various opera-
tions within a limited area but cannot ex-
tend these concerns city-wide. State and
regional authorities can provide re-
sources but cannot effectively coordinate
the local bodies. Zoning and other regu-
lations governing the design of private
buildings adjacent to the street are rarely
written or administered in a way to in-
sure lively and attractive streets. No one
agency can effectively design or manage
the street environment or can insure suf-
ficient funding for these tasks.

Successful scale for pedestrian and bicvele waffic

Public Values and
Political Decisions

The underlying causes of such neglect
are found in the way people value the
urban public environment and in the way
political decision-makers respond to
these values. In most U.S. cities, people
have had so little experience with an at-
tractive street environment that they do
not regard it as either an essential need
or a realistic possibility. By contrast, in
European cities strongly-held traditions
force public bodies to care for public
places. The few successful examples of
revived street environment in this coun-
try have had strong impacts on the atti-
tude to public places in those cities. This
points to the critical importance of estab-
lishing working prototypes of attractive
streets in every city as an environmental
teaching device.




b, Weckend view of downtown street ¢ Vacant Iots uscd for parking erode the urban streetscape

STREETS. PEDESTRIANS AND TRAFFIC — 68




ers. These interest groups must be

involved early in project planning and
shown the potential aesthetic and com-
mercial benefits (ref. 117).

Diverting Traffic

Many cities have re-routed auto traffic
away from streets with the greatest pe-

Streets for People

Walking on a streer is very different

from driving 1o work. While walking,
you are exposed to possibilities, to con-
tact. meeting, seeing something unex-
pected. You may also be exposed to
dangers or challenges. You have to de-
cide whether 1o approach or avoid situa-
tions moment-by-moment. You receive a
great deal of stimulation, and make a lot
of judgments and observations in a few
minutes. You are on the edge between
relaxed pleasure and anxious discomfort.
The aesthetics and the ambience of the
street will help decide if the walk is an
anxious or a relaxed one

destrian activity. This has been accom-
plished as part of overall traffic
management schemes that rationalize cir-
culation patterns and still provide auto
access to all essential parking, dropoff
and delivery points. Aesthetic benefits
can be immediate even without any
physical improvement by simply elimi-
nating conflicts, noise and fumes, and
allowing pedestrians to relax and re-
claim the street.

Many European city centers have estab-
lished major Auto Restricted Zones

(ARZ). These include planned “‘traffic wnaATN ¥ %
cell” systems eliminating through traffic =
in Bremen, Gothenberg and Nottingham, ~[SSRRRURESEE
and more incremental approaches to pe-
destrianization of streets such as was
done in Copenhagen and Munich. U.S. :

b ralix ce Yl

examples include: the diversions created
for pedestrian and transit malls; central
area traffic management (Case Study
2.1a): the classification by official policy
of downtown streets for distinct uses in
Portland, Oregon; traffic diversions from
residential areas in San Francisco,
Berkeley and Seattle (ref. 122); and tem-
porary street closings such as Nassau St,
in New York City.

Traffic diversion schemes can cause
some extra congestion at the periphery
of the pedestrianized zone, although in
most cases this can be relieved through
il improvements in signal timing, intersec-
[ tion geometry and channelization,
. Traffic diversion is most appropriate for
areas of already existing pedestrian ac-
tivity but can also be used in setting up
the framework for future development
and 1in creating new ‘‘intense activity
zones.”’ Implementation is likely to be
complex, involving protracted negotia-
tions with merchants and property own-

iy

i

[ 4§l

¢, Market Sureet, ltaly
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Pedestrian Malls

Some American cities have turned their
main shopping streets into exclusive pe-
destrian areas. These streets are closed
to all but emergency traffic (sometimes
deliveries are exempted), and are land-
scaped and furnished for walking. The
experience of shoppers walking along
the street clearly improved in most
cases. The most successful malls are
those with high levels of varied activity.
These have become both very attractive
social centers and highly profitable busi-
ness areas.

Some examples of these are Quincy
Market and Downtown Crossing, Bos-
ton; Powell Street at Market, San Fran-
cisco; and Yonge Street, Toronto (in
addition to the many successful Euro-
pean examples).

Malls with lower levels of intrinsic ac-
tivity have succeeded through program-
ming events: Mid-America Mall.

Memphis and River City Mall, Louis-
ville, and others. Those where physical
street improvements were not combined
with strong related private development
and activity management have been gen-
erally less successful.

Mall planning must involve all affected
merchants and property owners and can
take as long as two to five years. Con-
struction budgets must account for sub-
grade utilities and vaults. Simple, flexi-
ble surface designs with a rich blend of
activities are generally the most success-
ul. If the street is wide and activity
level relatively low, some public space
can be turned over to activity-generating
private uses.

Transit Malls

Pedestrian improvements can be success-
fully combined with improvements for
downtown bus movement and bus pas-
sengers. This works well on streets with

medium levels of pedestrian activity that
are too wide for successful pedestrian
malls. The aesthetic benefits, in addition
to those of pedestrian malls, include im-
proving the experience of bus riders and
the image of the transit system. The lat-
ter can lead to ridership increases and
better marketability of bus systems (see
also Section 2.4). Examples include
Nicollet Mall, Minneapolis; Chestnut
Street, Philadelphia: Fifth and Sixth Av-

enues, Portland; State Street in Madison:

and Granville Mall in Vancouver. Many
others are in the planning stage.
Excessive bus volumes (over 60 or 80
per hour) can cause conflicts with the
pedestrian environment due to noise,
smell of diesel and the bulk of the
buses. Electric vehicles such as the
trackless trolleys in Vancouver or light
rail trams can avoid this problem. Other
implementation issues are similar to
those for pedestrian malls (refs. 109,
112, 117).
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Improvements Within
Existing Traffic Patterns

When traffic diversion and street closing
are either not feasible or not appropriate,
many environmental improvements can
be made while maintaining the existing
traffic patterns. These include minor
sidewalk widening and repaving. new
planting, lights. street furniture, coordi-
nated signing and signals. accentuating
crosswalks and the introduction of art
works. Such improvements by them-
selves are unlikely to cause major
changes in the area, but in concert with
improvements in the adjacent buildings
(see below) can help bring about com-
mercial revival.

Examples include Market St.. San Fran-
cisco: Fifth Avenue, Seattle: and City

Center projects in Chelsea and Newbury-

port, Massachusetts. Such improvements
have often been successfully applied
area-wide in historic town centers and
districts. Caution may be required. how-

a Paving detail, Market Soeet. San Francrco
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ever, to avoid monotony of a “"preserva-
tion style”” resulting from uniformly
applying historically derived design
standards to diverse commercial areas.

Implementation is relatively simple and
can be done incrementally as funds be-
come available. Many such projects
were sponsored by the Economic Devel-
opment Administration (EDA) to assist -
local job creation.

Incentives for Improving
Building Frontages

Attractive, lively streets cannot exist
without active and attractive buildings
fronting on them. Programs for streets
should therefore include incentives for
adjacent building owners to improve the
way their buildings relate to the street.
The type of use is important: shops and
community facilities can contribute ac-
tivity while blank walls, empty lobbies
or parking lots deaden the street. Physi-
cal improvements might include set-

backs, treatment of entrances, displays
and signs, as well as the massing and ar-
chitectural treatment of new construction
in relation to existing buildings. Cities
can influence the design of new build-
ings through redevelopment regulations
and zoning and tax laws, and can pro-
vide incentives for rehabilitation through
grant, loan and tax abatement programs.

Examples include incentive zoning in
downtown Manbhattan, redevelopment
project controls in Boston that are usu-
ally linked with tax agreements, the zon-

b.  Varied storelront architccture, Boston

ing program for housing in San
Francisco and the use of tax rebates for
storefront improvement in Newton.
Massachusetts.




Maintenance and Space
Management

Many costly strect improvements be-
come run-down, underused and thus un-
attractive due to inadequate maintenance
and management. Trash collection, re-
placement and repair of broken or womn
items, painting, and maintenance of
landscaping are as essential as the initial
design. Programmed community events
and entertainment are often required to
draw new people to the city center. It is
essential to maintain a mutually reinforc-
ing mix of uses and market the whole
urban area with a skill equal to that now
used for the better suburban shopping
centers.

There are only a few exceptional exam-
ples of public space management in the
United States. These include downtown
Minneapolis and the Mid-America Mall
office, Memphis. The Providence Ken-
nedy Plaza earmarked $1 million of
Urban Mass Transportation Administra-
tion demonstration funds for operation
and management to complement a $3
million capital investment during the first
three years. A similar ratio of manage-
ment-to-capital budget would be neces-
sary for most urban street improvement
projects in order to insure lasting envi-
ronmental quality.
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Design Elements

A Stage for Activities

The successful pedestrian-oniented street
is a theater of daily actuvity. People per
form while walking. meeting. talking.
shopping. greeting. watching each other.
eating lunch or making business deals. A
successful street design 1s analogous to a
successful stage set: 1t supports the ac-
tion and scts the atmosphere, but does
not constantly remind one of the props.
European pedestrian streets have gener-
ally achieved this with simple treat-
ments, often using movable seats and
planters, allowing vendors to bring their
colorful carts and umbrellas and encour-
aging cafes to extend their seating into
the public space. By contrast, many
U.S. pedestrian malls appear overde-
signed with heavy, permanent architec-
tural elements while they are

a Programmed activities take piace along the Mid-Amenca Mal

underpopulated by people. This imbal-
ance is a result of inexperience with ur-
ban pedestrian environments and undue
emphasis in budgets on capital improve-
ments Over ongoing management.

Pedestrian Pavement

Pedestrian pavement should provide con-
tinuity for people walking around the
city. It can mark major paths and pro-
vide texture and visual interest. It can
continue through sidewalks, crosswalks
and plazas. The surface should be safe
and comfortable to walk on and present
no barriers to the elderly and handi-
capped.

Many of the successful examples copy
historic precedents of stone or brick pav-
ing in European or older U.S. cities.
The Munich example (Case Study 2.1c)
successfully combines the traditional
cobblestones with the less expensive
contemporary precast pavers.

Memphss

Weathering Materials

Street environments are subject to a
great deal of wear and abuse and gener-
ally receive only minimal maintenance
Materials should not only survive this
but continue to look well. Since the
problems vary with local climate. cul-
tural styles and maintenance practices,
material selection should be based on the
careful observation of what has worked
in the past in the particular type of envi-
ronment.

Signs, Lights and Information

On most streets these elements have
been added indiscriminately over time to
produce near-illegible confusion. Signs
and information (including advertising)
should be arranged in a hierarchical
scale to allow the viewer to read the
most important messages first. In pedes-
trian areas the lighting should be scaled

Planters provide spatial definition along Mumich pedesinan sireet

down and differentiated from standard
road lighting. Some special commercial
environments. such as Las Vegas or
Times Square, can gain their unique
character from the proliferating over-
scaled signs, but in most cases informa-
tion and hghting structures should be
blended with the architectural character
of the street (ref. 56).

Plant Materials

Plants can provide a major softening or
contrast to areas that may otherwise have
inadequate variations of color, scale or
texture. Planting can also add consider-
ably to the physical comfort of the pe-
destrians by providing shade, reducing
surface temperatures, and buffering
windy areas. Visually, planting may be
used to focus attention or to screen
views or activities.
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The materials chosen must be appropri-
ate for the conditions of light, water,
soil and temperature available in the
area. Just as important in choosing
plants is the amount of maintenance that
can be expected, because poor or un-
healthy plants will be regarded as more
of a nuisance than an amenity.

Planting for seasonal accent and the
placement of seasonal flowers has long
been an effective means of reinforcing
other marketing tools for retail activities.
Plants used in this manner may be valua-
ble for only a period of three to six
weeks, but require little care or atten-
tion. Members of the community, local
merchants, or garden clubs may be will-
ing to take responsibility for seasonal
planting. Private funds can also be raised
for this purpose.

Good examples are the removable
planter inserts with changing seasonal
plants supplied by a greenhouse in
Munich (Case Study 2.1c) and the

flower gardens of Freeway Park (Case
Study 3.2a).

Arcades and Shelters

The arcades throughout cites like Beme
and Bologna give these cities a fine, uni-
fied quality and provide a protected
walking environment. American cities
have pieces of interesting arcades and
shelters such as historic Pioneer Square.
Seattle (see photo below): the recent
Washington Street canopies in Boston:
and arcades in Eugene, Oregon. None of
these have yet been developed far
enough to tie together a whole district.
Arcades and shelters can be of particular
value in cities with excessive sun or rain
and where the existing architecture is not
strong enough to provide continuity.

Unique Local Features

Traditional elements such as statues and
fountains. activities like street fairs or

festivals, or special features of local in-
dustry and commerce can be emphasized
to insure that a special place is created
Refurbishing an old fountain and a clock
in Chelsea, Massachusetts, the sculpted
centerpiece of Fountain Square in Cin-
cinnati, and the continuing pushcart ven-
dors in Boston’s Haymarket serve this
essential function.

Implementation

Resources for street improvements usu-
ally come from a combination of federal
and local programs. On occasion. the
U.S. Departments of Transportation,
Housing and Urban Development, and
Commerce have been able to provide
major resources for aspects of such proj-
ects. See Chapter 5 for a full listing of
such funding programs.

Critical actions for implementation in-
clude:

Integrating street and pedestrian plans
with transportation policies, traffic
management. and transit improvement
programs.

Setting up participatory mechanisms
for continuous review with merchants.
property owners and other community
groups.

Selecting the first phase of improve-
ments at a critical location which has a
high probability of success and can
gain further public support.
Coordinating with private development
plans and schedules to insure that proj-
ects can reinforce each other.

Setting up management, organization
and funding for operations prior to
completion of capital improvements.
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CASE sTUDY 2.1a

Downtown Crossing
Restoring Busy Streets to People
Boston, Massachusetts *

Shopping in Boston's downtown retail
district used to be a frustrating chore:
congested. nearly impassable sidewalks
and streets often forced pedestrians and
drivers into a contest for the little free
space left in the area.

Today the district has almost a leisurely
air of elegance. You can stroll down
Washington Street, the heart of the dis-
trict, turning your attention to the ornate.
historic facades of the buildings. You
can sit on a convenient bench to watch
the slowly passing parade of city life.

The change has been made by Down-
town Crossing. a “*Streets for People™
project in the center of Boston's Down-
town Retail District. The project consists
of the closing of streets to traffic within
a six-block area, rationalizing auto and
service delivery circulation throughout
the district, extending bus routes into the
area, and a phased improving of the
streets with brick paving and pedestrian
amenities.

This project was initiated in response to
the congestion, conflict and confusion
that had made the heart of the retail dis-
trict lose its attraction. Other parts of
downtown Boston have either retained
their historic attractiveness or created
new attractions such as the Fanueil Hall
Markets and the Waterfront. The grow-
ing competition made the merchants
realize the need for aesthetic improve-
ments. The restoration of the Markets
proved that an attractive environment
would draw new clientele and convinced
the retailers of the benefits of this
project.

The closing of Washington Street has
been debated by the city for the last 15
years. Traffic engineers argued that it
could not be done without the building
of a major relief road at considerable
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cost and disruption. Finally, a compre-
hensive study was conducted on re-bal-
ancing the circulation elements within
the existing street pattern. The analysis
concluded that the impacts would be ac-
ceptable and the project could proceed.
At present. Winter Street and portions of
Washington, Summer and Franklin
Streets have been closed to traffic and
turned over to pedestrians.

The new framework would actually per-
mit the development of a complete pe-
destrian system from Government Center
to the Theater District and from Boston
Common to South Station. However, it
was decided to phase the plan and limit
the initial two phases to a six block sec-
tion in the heart of the shopping district.
This was more practical with funds im-
mediately available and allowed the
downtown community to sample the
benefits.

The aesthetic effects are striking. On a
summer afternoon crowds of shoppers
stroll, where pushing and crowding had
been the rule. The traffic impacts are
lighter than predicted; people scem
happy to avoid these previously con-
gested streets. Delivery vehicles are still
allowed at limited hours. Shops on Win-
ter and Washington Streets are doing
better. Repaving and other street im-
provements are proceeding gradually.
The construction creates a few problems
but people are able to work around
them. Buses were originally routed down
Washington Street but have now been
moved to the next parallel street to leave
Washington Street free for the large
number of pedestrians. The project has
had a good press and no serious critics.

Element plans for traffic management.




a

b

Washington Strect. returned to pedestrians

Washingion Streetl. before

Costs

Funds committed to the project through

1979 include:

Phase I (completed):
Construction
—UMTA Section 3
with 20% local match
—FHWA Urban
Systems $1 million
Operation including
transit subsidy, traffic
enforcement,
mounted police, pro-
motion and project
administration for 1
year
—UMTA Section 6,

100% demonstration
funds $1.5 million

Total Phase | $3.3 million

Phase Il (under

construction)

City funds for
construction
Amendment to dem-
onstration grant for

.8 million

$1.2 million

operation .7 million
Total Phase II $1.9 million
Credits

Downtown Crossing was planned and
sponsored under the U.S. DOT-UMTA
Service and Methods Demonstration Pro-
gram. The local lead agency was the
Mayor’s Office of Transportation with
staff from the Boston Redevelopment
Authority. The Massachusetts Bay
Transportation Authority and the State
Department of Public Works acted as
implementing agencies for parts of the
project. UMTA's consultants for the
original planning were A.M. Voorhees,
Cambridge Systematics Inc., and Moore-
Héder Urban Designers (ref. 117).

Vendors add life to the street scene

Lessons

» If a street has strong pedestrian activi-
ties and architectural character, re-
moval of traffic alone can be a major
improvement. This has been proven in
many European cities but would not
apply to all U.S. downtowns.

» Conventional assumptions about traffic

and business needs can be challenged

by careful study.

Leadership from the office of a long-

time mayor was critical in insuring the

implementation of a project that could
have bogged down among the many
agencies and interests.

» If the activity base of the city is rela-
tively healthy, an incremental approach
to improvements seems workable.

» Examples were required to convince
merchants and building owners. The
success of Boston’s Fanueil Hall Mar-
kets and the Chestnut Street Transit
Mall in Philadelphia were major fac-
tors.

* The unusually high ratio of operational
to capital funds (about two 1o three) is
a result of major operational changes
with only a modest construction pro-
gram. The demonstration funds for
non-capital improvements were very
much instrumental in the success of
the project.
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CASE sTUDY 2.1b

Chelsea City Center
Aiding Economic Development
Chelsea, Massachusetts

A three-quarter mile section of Broad-
way (Chelsea’s main street) and two of
its main squares were re-landscaped as
part of this program, which was com-
pleted in 1979. The project included new
brick sidewalks and cross-walks, tree
planting, street furniture, improvement
to parking lots and store fronts, a group
of shelter structures in Bellingham
Square and several public art projects. It
involved no major change of traffic pat-
terns or street rnight-of-way use.

Chelsea is an old town near Boston with
a largely working class population. Its
town center has some handsome build-
ings but has experienced severe eco-
nomic decline. This project was
sponsored by the U.S. Department of
Commerce, Economic Development
Administration (EDA) in order to aid
economic development both by provid-
ing construction jobs to locals and by at-
tracting business into a more pleasing
environment.

The interesting aspect of this area, espe-
cially of Bellingham Square, is that peo-
ple use it a great deal. There are many
older people as well as unemployed
younger ones who seem to spend their
lives in those streets.

The construction process itself (lasting
two years) was a major event in these
people’s lives. Using the completed
structures quickly became part of
people’s daily activity. The structures
are generally liked. Vandalism has so far
been modest considering some of the
problems facing the city. The more at-
tractive image of this previously forgot-
ten area is beginning to receive attention
from the media and from housing devel-
opers. So far the shops have not been
appreciably helped by the change.
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The use of brick pavement with granite
curbs and accent strips, shade trees, cast
iron and wood benches, and black-
painted steel structures for tree guards,
trash receptacles and the shelter struc-
tures created an elegant, traditional New
England town center image. This might
be somewhat incongruous with the local
culture but was desired by the city.

Credits

Client: City of Chelsea

Landscape Architects: Carol R. Johnson
and Associates

Architects: Moore-Heder

Storefronts: Vision, Inc.

Costs

Total project cost was just over $3 mil-
lion funded 100% by EDA.

Lessons

* Improvements carried out within the
existing rights-of-way and traffic pat-
terns can have an impact on the image
of the city center.

Using local labor for such construction
projects can aid in the economic re-
vival of the city.

Without complementary development
efforts and a strong maintenance pro-
gram, physical improvements can have
only marginal economic benefits.

Improved shopping street.




CASE sTUDY 2. 1c

Munich—Old City
Pedestrianization With a New Subway
Munich, Germany

The Old City of Munich is one of the
most attractive and comprehensive
**Streets for People’” programs any-
where. There is a total experience of
freedom, visual charm and varied street
life throughout the district, an area three-
fourths of a mile across.

The major portion of this project was
completed just before the 1972 Olympic
Games. The overall framework was set
by three decisions:

« In the post-war reconstruction,
Munich, unlike most German cities,
opted to rebuild its Old City according
to the historic, narrow and irregular
building and street pattern.

» The improvements to the Ring Road
around the Old City were designed so
it could carry all through traffic.

* The new subway lines crossing the Old
City both North-South and East-West,
already under construction on the main
streets, were completely integrated
with the pedestrian streets above them.

Besides this framework, the quality of
the experience is provided by the street
life and the carcful detail throughout: the
cafes and vendors occupying the space.
the granite and concrete pavers, the
planters with fresh flowers, the movable
chairs. the arcades and fountains. and
the practical public services on the sub-
way mezzanines. The place is considered
by citizens as the **parloar of the
city"—for staying. playing and walking
through.

b

Sareet life s vaned

Credits

Client: The City Government of
Munich Architects: B. Winkler and
S. Meschedemn

Costs

Total cost for the pedestrian improve-
ments was 13.46 million DM, the equiv-
alent of about $4 million at the time
(1969-72).

Lessons

The conditions in Munich were consider-
ably different from U.S. cities, and ma-
jor plan elements could not be
transferred directly. However, there are
useful lessons in three areas:

= The overall attitude of treating major
downtown streets as the “*parlour of
the city"’ and the resulting commercial
and civic benefits (pedestrian volumes
nearly doubled after the project to
120,000 people per day on the street).
Integration of pedestrianized streets
with transit stations, shops and other
public services.

Details of street construction and street
life: encouraging the use of the street
by cafes and vendors, careful treatment
of paving, planters, lights, etc., and
intensive on-going management. in-
cluding provision of movable chairs
and fresh flowers.

Public spaces are the city’s ~parlour
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Section 2.2

Off Street Parking

Memphis,

This section concentrates on the aesthetic
issues of parking lots and parking ga-
rages in central city areas. Many of
these facilities are not publicly con-
structed. They do, however, have a ma-
jor impact on the public environment
and can be influenced by public regula-
tions and incentives. These impacts and
public measures are the main subjects of
this section.

Contents:

Parking Lots
Opportunities: High Density
Opportunities: Lower Density
Parking Garages
Planning and Implementation
Integrated Garage Examples
Smaller Cars
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Parking Lots

... Don't it always seem to go
That you don’t know what you got
Till it's gone—

They paved Paradise

And put up a parking lot.

“Big Yellow Taxi’’, Joni Mitchell

One of the most pervasive changes in
the centers of many U.S. cities has been
the increase in surface parking lots
which have replaced demolished older
buildings. This creates some of the most
serious aesthetic problems for these
places:

« Interrupting the active street frontage
discourages pedestrian activity and
hurts the remaining functions that are
dependent on foot traffic.
Disintegrating the compact, continuous
texture of buildings and activities that
is essential for providing a kind of crit-
ical mass of attraction for the city cen-
ter.

Destroying the collective form,
rhythms, scale and continuity of the
visual streetscape.

Displacing older buildings that had
irreplaceable architectural qualities and
had provided visual richness and mem-
orable detail.

-

This phenomemon is of course not acci-
dental. It is triggered by the combination
of increasing demand for auto access and
decreasing demand by the traditional
users of some of the older buildings. It
is greatly aggravated by the lack of ef-
fective parking policies and alternative
access plans, by overly permissive atti-
tudes toward parking operations, and by
local real estate tax structures penalizing
the owners of older commercial build-
ings. While some improvement in the
appearance of parking lots can be
brought about by design trcatment, the
root of the problem needs to be ad-
dressed through basic planning deci-
sions.
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Opportunities: High
Density

Parking lots are a basically inefficient
and aesthetically inappropriate use of
land in the dense centers of large cities.
Aesthetic improvement can be obtained
by limiting this type of use.

Possible techniques for restricting park-
ing developments include:

» A freeze on new permits for surface
parking lots imposed by the city. This
is easier politically for the local gov-
ernment when mandated as a compul-
sory parking freeze responding to the
Clean Air Act, as occurred in Boston.
Providing alternative patterns of access
to reduce overall demand: intercept
parking at transit terminals for com-
muters, and local shuttle circulators
from garages at the periphery of the
district for shopping and other trips.
Examples include the parking garage at
the MBTA Quincy terminal (Case
Study 3.3b) and the shuttle bus oper-
ated by the Boston Common Parking
Garage. If parking is added in the
downtown, it should be geared to short
term trips rather than commuting and
should be in multi-level structures and
combined with other uses. (See discus-
sion of parking garages below.)

Implementation mechanisms:

* The establishment of Downtown Park-
ing Authorities that have enough con-
trol over the parking supply to set rates
and control the amount and location of
new parking.

» Negotiated joint development agree-
ments that include public provisions
for parking and circulation in exchange
for contributions by building owners
and developers.

» Reducing demand with employer-spon-

sored programs for substituting transit
passes for parking, and using intensive
publicity to promote alternate modes of
access.

Parking lots displace other downtown activities,



* Tax and other incentives for the reuse
of older buildings that will discourage
their demolition and will indirectly
limit the spread of parking lots.

Opportunities: Lower
Density

The lesser densities in smaller cities and
towns make them heavily reliant on au-
tomobiles and discourage shifts to alter-
nate modes of access. Those town center
arcas that can generate rich urban type
activity tend to be small enough to be
easily walkable. Opportunities for limit-
ing parking lots can be created by re-
stricting parking to the periphery of high
activity zones:
= Parking areas should be provided just
off the main street with clear signage
and attractive pedestrian connections
leading to them. Sometimes the rear
entrance of stores can open directly
onto these lots and provide for package
pick-up.
« If parking is provided as part of a
large new commercial development, it
is important that easy pedestrian access
from it to the whole commercial arca
is provided. Otherwise, as has hap-
pened in many towns. the new devel-
opment may function in a self-
contained pattern and actually ruin the
existing street-oriented shops.
Keeping the scale of parking lots rela-
tively small and integrating them with
the street by landscaping can make
them into a pleasant part of the envi-
ronment of smaller towns.

Implementation mechanisms:

= Public parking construction has at
times been funded as part of federal
highway safety (TOPICS) programs
when parking was removed from arte-
rial streets.

» Federal Community Development
Block Grants have been used to fund

combined storefront improvement,
tommema and markine proerame

Landscaping improves the appearance of parking lots

OFF STREET PARKING



Parking Garages

The outside of parking garages can pres-

ent problems for city streets because:

« Parking and ramps adjacent to the
sidewalk create dead frontage for
pedestrians.

* The overall bulk and design of garage
facades is often out of scale and char-
acter with the architecture of the street.

The internal environment of most large
multi-story garages can discourage users
due to:

» Confusing access patterns for cars and
difficulty in identifying where to find a
convenient vacant space.

Lack of pedestrian accommodations in-
cluding clearly designated walkways,
identifiable views or landmarks for ori-
entation. weather protection, lighting
and an overall sense of a safe, well
tended environment.

The internal problems may be resolved
by:

 Creating a direct, well signed access
ramp from major auto circulator streets
and a simple traffic pattern to cach ga-
rage floor (see ramps on right hand
side. model photo).

Using a clearly identified pedestrian
circulation system consistently
throughout the garage. The mecha-
nisms for leading pedestrians in and
out of the garage should be addressed
as carefully as the traffic engineering
requirements for cars.

Integration with the city fabric can be
accomplished by mixed use development
such as zoning strect frontage and other
prominent parts of the site for non-ga-
rage use. This can range from the inclu-
sion of a few shops to the incorporation
of garages in major mixed use develop-
ments such as Ostra Nordstan in Gothen-
berg, Sweden.
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Planning and
Implementation

An overall urban design plan must iden-
tify those street frontages and elements
of each city block that should be pedes-
trian-oriented and those faces that are
appropriate for auto access. The best cir-
culation pattern, such as the one used for
Ostra Nordstan. will get the cars in from
the periphery of the downtown and bring
the pedestrians out through the lively
parts of the complex directly into the
downtown pedestrian network. Besides
being aesthetically preferable, this type
of arrangement creates the greatest po-
tential for retail business.

To provide appropriately designed pedes-
trian facilities within a garage may in-
crease the cost of the garage by 10% to
20%. If this cannot be financed from
revenues it might be justified as a public
subsidy contributing to the overall attrac-
tion of downtown. U.S. Department of
Housing and Urban Development
(HUD). Urban Development Action
Grants (UDAG) and Community Devel-
opment funds have been used for this

purpose.

by

Mixed use garage. Philadelphia

Garage under park, Boston Common.




Integrated Garage
Examples

Few major urban parking garages in the
U.S. have successfully integrated activi-
ties and solved architectural relationships
to the urban fabric. The model shown
below is a proposal for Providence, R.I1.
This scheme uses the ground level for
retail, creates a network of pedestrian
paths which extends an existing pedes-
trian system, puts 1,000 easily accessible
parking spaces on the upper floors, and
fits in office and recreational develop-
ments at key street frontages and above
the parking.

8. Weybossel Gateway model, Providence

The photo of Nottingham, in the United
Kingdom, illustrates the extensive sys-
tem of peripheral garages around the
core of that city. These garages are ar-
ranged along the major trafficways ring-
ing the core. Cars enter directly from
these. Bus and railroad terminals are in-
tegrated with these garages. Pedestrian
bridges and shops span over to the core
and tie into its extensive system of pe-
destrianized shopping streefs.

b. Garage as conncctor, Nottingham, England

—

Small cars are casy to integrate with strect design

irland Hall

wlrarars
< }l’l %

Smaller Cars

The continuing shortage of energy and
high cost of gasoline, along with govern-
ment regulation, will increasingly pro-
mote the use of smaller cars. As the
percentage of compact and sub-compact
cars increases, significant portions of on
and off street parking spaces and garages
could be specifically designed for these.

For example, designing 7.5 by 15 foot
spaces and 18 foot aisles instead of the
current full size spaces would reduce
space requirements by 35%. Simple mar-
ket studies could reveal the percentage
of compacts that can be expected in a
given situation. Price reduction for park-
ing could favor smaller cars. Besides the
cconomic advantages, aesthetic benefits
would result from reduced parking lot
areas and garage bulk.
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Section 2.3

“The view from the road™” and roadside
development are two aspects of highway
design discussed in this section. These
two elements are not always compatible:
often the conditions which create excep-
tional driving experiences (i.c. clevated
perspective) scar the surrounding envi-
ronment or create barriers within neigh-
borhoods. (The problems of fitting roads
into developed areas are discussed in
section 3.2.) The integration of the high-
way with its fural environment is consid-
cred here among other criteria for
aesthetic design,
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Highways—A Love-
Hate Relationship

“I'd been poring over maps of the
United States in Paterson for months,
even reading books about the pioneers
and savoring names like Platte and Ci-
marron and so on, and on the road-map
was one long red line Route 6 that led
from the tip of Cape Cod clear 10 Elv,
Nevada, and then dropped down to Loy
Angeles. I'll just stay on 6 all the way to
Ely, I said ro myself and confidently
started.”’

Jack Kerouac
On The Road
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One of the freedoms felt by many Amer-
icans is mobility; the ability to move
from where you are to where you want
to be, or just moving on for its own
sake. The pioneers felt it, and formal-
ized the great cross-country routes.
Workers and families and poets and
hoboes and truckers and romantics of all
ages have been taking to our roads ever
since. The need to build roads has been
so pressing that little concern has been
given to what they are like to drive on,
or the effects they have on the land we
so much want to see.

The first highway builders gained their
experience from the building of rail-
roads. The land was seen by these men
as an obstacle to be moved and con-
quered. Engineering criteria determined
the form and appearance of the roadway.
To some degrec, we have inherited these
attitudes and this style of roadbuilding.

Viewing roads as traffic carriers alone
resulted in the neglect of their potential
as form givers and for revealing the
landscape by providing a unique. mov-
ing perspective. Too often the driver’s
view is filled with the chaos of uncon-
trolled roadside signs and developments,
and haphazardly designed and placed
structures. Too often the roads we build
have no relation to the surrounding land
or buildings. and ultimately contribute to
their destruction.

Our love affair with the automobile and
the excitement of movement it provides
on our highways persists, despite these
and other problems. More than simply a
means of transportation, highway driving
can be an intense and sensual adventure,
epitomizing the state of mobility valued
so highly by our culture. Color, form,
and shape in rapid motion reveal our
world in a way not seen at slower
speeds.

Highways, often triumphs of engineer-
ing, arc among the most graceful and
awe-inspiring structures this age has pro-
duced. These vast roads mold the struc-

Americans value the freedom of the road

ture of the communities through which
they pass. as well as link them.

An increasing number of highway plan-
ners and engineers have recognized the
aesthetic potentials of highway projects
to help preserve the landscape. aid in re-
building the cities, and become *'sculp-
tures for motion.”” Aesthetic design of
highways and roadside beautification
have economic benefits as well, includ-
ing stabilization of real cstate values, in-
creased tourism, and a reduction in
certain maintenance costs. This new em-
phasis on the aesthetic potentials of
highways has been made possible by the
development of new study techniques,
and by a shift of Federal Highway
Administration priorities away from sim-
ply the construction of new roads. and
more towards safety, maintenance, beau-
tification, and environmental integration.
We now have the time and the expertise
to produce designs which benefit high-
way users and neighboring communities
alike.
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Design Elements

Highway travel is experienced entirely
through motion, so its aesthetics are
shaped by the design, placement and re-
lationships of the roadway. nearby de-
tails and structures, and roadside
landscaping, developments and views.
The road’s alignment and lines of sight,
its relationship to fixed and moving ob-
jects, and the characteristics of the
road’s visual edge all affect the
traveller’s aesthetic experience.

These different elements of the
highway’s environment may be con-
trolled and coordinated by the designer
to varying degrees. While the ultimate
opportunity for designers would be to
choreograph the driving experience,
more commonly their role is limited to
designing specific aspects or sequences
of the road. Even without affecting basic
route and alignment decisions, however,
many visual and architectural elements
may be influenced through design. In or-
der to accomplish this, the spatial char-
acteristics of routes and the
environments created by abutting struc-
tures need to be approached with careful
consideration for their aesthetic as well
as engineering aspects. This means de-
signing roads and structures as one
would a building, by studying plans,
sections, elevations and perspectives, as
well as by using scale models.
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Route Selection

Consideration of aesthetic objectives in
highway design should begin with the

selection of the corridor and location of
the route. However, the type and loca-
tion of highway is often determined by

political and economic factors. The func-

tion of the highway is affected by the
land uses adjacent to the road, and a
broader perspective is needed, especially
with the pressures of increasing popula-
tion and land use density.

Route studies should include a careful
inventory of the regional landscape. in-
cluding an analysis of visual resources.
Assessment information should then be
used to help make alternative route se-
lections and to develop design concepts.
along with other environmental, econom-
ic and functional factors. Even when
the route has been predetermined, the
designer has many resources within the
roadway itself to create a pleasurable
and safe driving experience.

Road Alignment

Road alignment establishes the view of
the road in perspective, a dominant vis-
ual element in the driver’s landscape,
and projects his future movement.

A general rule for designers is to achieve
a “‘flowing™" line, with a smooth and
natural appearance in the land, and a
sensuous, rhythmic continuity for the
driver. This effect results from following
the natural contours of the land, using
graceful and gradual horizontal and ver-
tical transitions, and relating the align-
ment to permanent features such as
TIVErs or mountains.

Occasional exceptions from a smooth
continuity may produce special effects.
A long straight run, a series of small
hills, or a long dipping curve will be re-
membered as dramatic departures from
the norm, and can even heighten a sense
of the continuity through contrast.

AFrEe
g Hig iy e 1 R e

Road improvements preserved scenic drive through central Oregon

In addition to affecting the traveler’s
sense of motion, alignment characteris-
tics affect the traveler’s perceptions of
the motion of objects. By tilting and
pointing the road, the focus of attention
is aimed, and views can be presented as
deliberately planned sequences. An ex-
ample is how a city’s skyline first seen
in the distance at the end of a long,
straight descent seems to rise on the ho-
rizon with forward motion. Another ex-
ample is the apparent rotation of
landmarks or other details in relation to
each other.



Visual Edge

Landscaping and roadside detail largely
determine the content of the traveler’s
view, by establishing the characteristics
of the visual edge. Components of the
edge may include plantings. earth forms,
walls, rails, overhead structures,
lights and the road surface itself. By
controlling lines of sight. the basic focus
established by the alignment is refined
Coordination of the ensemble of ele-
ments within the right-of-way will result
not only in a visual harmony and con
sistency, but should also reinforce the
visual and spatial compositions estab
lished by the gecometry of the roadbed.

S1gns.

Speed, and therefore time, are sensed in-

directly through the apparent motion of
fixed objects and the passage of roadside
detail. These sensations are expanded by
a closer proximity and greater frequency
of such details. The absence of visual
references in such wide open spaces as
superhighways and featureless land

scapes produces boredom, excessive
speed and sometimes sleep. Designers
may dehiberately place objects along the
roadside to add interest. provide a reas-
suring reference for speed. and supply
some way of marking forward progress.

Road Surface

Although the highway driver sees mostly
sky and pavement, little or no aesthetic
consideration is given to the appearance
of the road surface. Color is 4 function
of materials and tints.

Selection of materials depends on cost,
accessibility, and the experience of local
industry. Tinted concrete may help fit a
road into its surroundings and so justify
an added cxpense. For example, two-
toned asphalt was an attractive way to
identify an improved section of road
through an historic district in Middle-
bury. Vermont as a two-lane highway
with two parking lanes.
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Landscaping

Selective planting and thinning directs
views by framing, emphasizing, or filter-
ing the visual field. Plants can serve
functional requirements as well, such as
diminishing the effects of on-coming
headlights when used in medians and at
interchanges. or providing optical guid-
ance to direct forward motion or clarify
changes in speed or direction. At exit
ramps or unexpected curves, for in-
stance, the road’s turming can be defined
by a clump of trees or a grouping of col-
orful shrubs. In rural areas. wide median
strips planted with native vegetation can
help maintain the natural features of the
route.

A wide and well landscaped right-of-way
will likewise preserve the quality of the
countryside and prevent the encroach-
ment of objectionable land uses. Green
belts of this sort also act as buffer zones
protecting the community from the im-
pact of the automobile. Planting in rural
arcas has often been done to maintain or
encourage diversity in wildlife environ-
ments, and to naturalize arcas where
construction has left massive, unnatural
scars. The planting of steep slopes helps
avoid erosion and sedimentation of local
water bodies. Grading can fit the road to
the land with both aesthetic and func-
tional benefits. Gradual slopes on cuts
and banks, and rounded instead of angu-
lar tops of cuts, appear more natural and
graceful, and prevent landslides and
erosion. '

a. Landscaping tics the Garden State Parkway mito s rural surmoundings

b. Wildllowers add color along 1-64 ncar Charloticsville. VA
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Walls

Retaining walls and noise barriers can be
significant elements in the highway envi-
ronment. Standardized designs are often
used haphazardly without regard for their
visual impact. These walls appear as in-
trusions relating neither to other ele-
ments in the roadway, nor to those in
the neighborhood.

Two dominant features of walls are line
and form. Long straight lines accentuate
length, are monotonous, and create an
enclosed, tunnel-like cffect. High walls
close to the road can make motorists feel
anxious, and form a prison-like enclo-
sure on the community’s side. The fol-
lowing examples illustrate some
successful techniques for reducing these
visual impacts.

San Francisco’s Potrero Wall reduces its
apparent height through sculptured, set-
back tiers. When the top of a high wall
recedes from view, the constricting sense
of enclosure is minimized. This wall’s
sculptured form adds visual interest with
the constant play of light and shadow on
its surface, the resulting patterns balanc-
ing the wall’s otherwise overwhelming
horizontal and vertical qualities,

In Seattle, plant materials were used to
soften the hard, straight lines of the con-
tinuous retaining walls shown here. Nat-
ural color, texture, and variety are added
by the use of evergreen and deciduous
trees. flowering shrubs, and vines. The
region’s moist climate makes a luxuriant
growth possible, suggesting easy mainte-
nance.

Castellated or serpentine walls such as
the one shown here in Minneapolis re-
duce the visual impact of seemingly un-
ending straight lines characteristic of
noise barriers. By varying the line in
plan, a sense of space and movement is
created. Areas for planting are provided.
Earth berms and the use of wood further
minimize the impact on the surrounding
residential community as well as on the
motorist.

C

Greenery enhances relaining walls, Seatle.

b. Castellated sound barrier fits into residential neighborhood
setting, Minneapolis.

Textures on walls function differently for
motorists and for pedestrians. Effective
textures for high speed viewing are bold
and visible at a glance. Pedestrians will
prefer detail and subtlety. Public accept-
ance of barriers may be improved by
adding visual interest through texture,
Opportunities include using plant mate-
rials: building materials with inherent
textures, i.e. wood, stone: and building
methods which add texture to the surface
of structures, i.e. form liners for poured
concrete (ref. 69).
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Tunnels

Often long and boring architecturally,
tunnels share many of the spatial charac-
teristics of high walls close to the road-
way. Tunnels are valuable for urban use
nevertheless, since they prevent visual
and physical wnﬂ|u~. between the high-
way and the city’s strectlife, open space
and other features. To counteract their
negative qualitics. many of the tech-
niques learned from the design of sub-
ways and other underground facilities
can be applied (ref. 59). These include
varying spatial quality, bringing in natu-
ral light, and incorporating artworks
meant to be viewed in motion. Portals
are also dominant elements in the urban
context and can benefit from aesthetic
consideration. Sculptural, architectural
and decorative treatments help to cele-
brate both their form and function.

b. Mit. Rainier National Park, Seattle.
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a. “Monumental” tunnel architecture, Alameda, CA.

Autohahn, Wassen, Switzerland.

Bridges and Elevated
Structures

Among the highway traveler’s most
memorable experiences are those formed
by bridges. They create singular or re-
peated enclosures, open up wide vistas
and frame views through their structures.
They may appear as monumental land-
marks, the identifying image of the city,
like the Golden Gate. or may be simple,
understated and elegant testimonials to
good design and engineering.

Some visual problems caused by high-
way bridges are the distractions caused
by random and disorderly placement pat-
terns, dominance of massive forms out
of scale with the surrounding environ-
ment, and the inappropriate use of stand-
ard materials and designs. To some
extent, standardization has been encour-
aged by strict state and federal safety
criteria. The rigidity of regulations and
the complexity of review procedures can
lead to a reliance on tried and true func-
tional solutions. which do not relate to
particular conditions.

Bridge engineers in California have de-
veloped exceptionally beautiful systems
for the design of overhead structures and
elevated interchanges. Flowing concrete
forms cantilever and perch on narrow
columns as if “‘floating.”” They appcar
to be both graceful and strong.

Highway funds may be used to repair
and restore bridges of historic and cul-
tural significance. The designs of the
past often reveal an exceptional sensitiv-
ity to human scale and to their natural
settings. Today they are also rich in
symbolic and educational meaning. In
order to take advantage of historic pres
ervation funds, bridges may need to be
officially registered as historic structures
or to be within historic districts. In other
cases, rehabilitation may take place as
part of Federal-aid highway programs




b Understated engincering. Piscatagua R Bridge, NI and ME . The Golden Gate Brid a landmark of the San Francisco arca




Signs and Lights

Highway signs and lights function as en
vironmental information systems, al-
though in reality they are not
systematized. Uncoordinated equipment
for public signing and lighting creates a
cluttered and disorganized appearance,
particularly along urban roads. At com-
plex intersections and interchanges, di-
rectional signs are difficult to read at fast
speeds, especially where drivers are con
fronted with large billboards competing
for their attention. At night this visual
problem is worsened when these signs
are brightly lit. This is not only an issue
of aesthetics, but of safety as well. The
public’s right to privacy and need for in
formation, and the quality of the envi-
ronment, are also at stake

Sign Control

Actions to correct this state of affairs are
of two basic types: controls for private
signs, and coordination of public sign
systems.

Coordinating public programs-
Achieving visual order would not require
new hardware, but better planning and
cooperation among the many agencies
who share responsibility for road signs
and lights. This is especially needed in
urban areas where procedures for plan-
ning. design, construction and mainte-
nance are fragmentary and agencies
operate on city, metropolitan and state-
wide levels. The need also applies to
state highways and countics outside of
metropolitan arcas where authority is
split among different agencies and de-
partments.

Control of private signs—Onc goal of
the Highway Beautification Act of 1965
was to protect the public’s investment in
the Interstate System and the natural en-
vironment by controlling outdoor adver
tising. Techniques for controlling
roadside development can be found later
in this section
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u, Light fixeures can have their own sculprural beauty

The Vermont State Legislature has au-
thorized and enforced a statewide ban on
billboards along the Interstate System.
This law was based on findings that the
proliferation of billboards was dangerous
for highway users, detrimental to the
preservation of scenic values and there
fore the economic base of the state. and
an ineffective means of providing tourist
information.

The law 1s administered by the Vermont
Travel Information Council. which has
the authority to regulate size, shape,
color, lighting, and location of business
and directional signs.

Maine recently passed a similar law,
which survived a challenge in the courts
by the Outdoor Advertisers’ Association
Oregon has an information plaza pro-
gram similar to one in Vermont where
all signs are collected in one area, out of
view from the roadway. Hawaii also

b, Muminated siens command attention,

prohibits billboards but has no alternate
system.

Lighting Design

Aesthetic factors in the selection and
placement of highway lighting systems
include maintaining an overall consist-
ency with the design of other elements;
proportions, scale and form of the fix-
tures; color of the lights: and the patterns
created by the pole spacings. Fixtures
can be graceful sculptural objects which
add up to a strong rhythmical structure
along the roadside. Color can be used to
reduce glare, to emphasize changes in
the flow of traffic. or to highlight seg-
ments of the road. such as the approach
to downtown. Controls of private signs
and lights could enable special effects
for enlivening portions of urban roads.

In general, lighting reveals the form and
meaning of the road at night. Lighting
design will reinforce good highway de-
sign but cannot replace it (ref. 56).



Rest Areas

The Highway Beautification Program en-
courages states to provide more rest
areas for the *‘safety, convenience, re-
laxation and recreation’” of highway
travelers. Federal-aid programs may be
used to help provide these facilities
along interstate, primary and urban sys-
tems. Land may be acquired as part of
the right-of-way, for the specific purpose
of roadside rests, under the general au-
thority to acquire land for highway pur-
poses. Land for roadside parks and other
more elaborate facilities may be acquired
by many states. In Oregon. for example,
acquisition is authorized by purchase,
agreement, donation, the right of emi-
nent domain, or whatever means neces-
sary for the:

Development and maintenance of public
parking places, auto camps, camp sites,
roadside development, recreational
grounds or resorts, forest or timber
areas or other places of attraction or
scenic value which in the judgment of
the commission are necessary for the
convenience of the public, and which
will contribute to the general welfare
and pleasure of the motoring public or
road user (ref. 62).

Development of rest areas can become a
focal point for projects aimed at enhanc-
ing the highway user’s experience. By
offering a quiet oasis apart from the con-
stant rush and demands of the road,
these areas improve saf'ety as well.

As target areas for landscaping pro-
grams, special attention can be given
to pedestrian oriented details such as
plantings, walls, walks and benches.
Installation of sculptures in rest stops
has been successful in Vermont.
Massachusetts and Nebraska (Case
Study 1.4a),

* Information regarding scenic, historic,
cultural, recreational or religious sites
enhances the usefulness of the road.

Pedestrian scale and views mark Alexandria MM, rest arca.

Sites may be developed as recreation
facilities, i.e. for overnight camping,
nature walks, or as staging grounds for
bicycle, biking, riding or skiing trails.

Controlling
Roadside
Development

Techniques for controlling roadside de-
velopment may include the acquisition of
scenic easements, development and en-
largement of the right-of-way to provide
rest areas and overlooks, regulation of
billboards and junkyards, and subdivi-
sion and zoning regulations to define
land uses. Such management of the
roadside can help to integrate the high-
way with its environment more effec-
tively.

[mplementation of roadside develop-
ment, beautification, and aesthetic design
programs for federally assisted highways
raises some pertinent issues:

« Although federal law requires the
states to maintain effective control
over the erection and maintenance of
outdoor advertising signs and junk-
yards along our interstate and federal
aid primary highways, implementation
is necessarily at the state and local
level. Legislative powers and authority
must be present to enforce control over
billboards and junkyards, and to ac-
quire the necessary easements in the
scenic enhancement program.

At the local level, a means of cstab-
lishing regional priorities is needed. In
order to protect the public interest
along the roadside, legislators and the
courts must include a consideration of
the need for beauty in their definition

of the public welfare,

Federal funds authorized for junkyard
and outdoor advertising control are out
of the general treasury and thus ear-
marked for that purpose. Federal funds
are no longer authorized separately for
scenic enhancement and landscaping
under Section 319 of Title 23 so this
program must compete with construc-
tion projects for funds out of the high-
way trust fund. In recent years, federal
allocations for highway beautification
programs have been minimal.
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CASE sTUDY 2.3a
Vermont Interstate 89
Aesthetic Design of a Major Highway

Interstate 89 runs from the Connecticut
River at an eastern point of the state, to
the Canadian border near Lake Cham-
plain on the western side. Construction
was completed in 1973, It passes
through the state capitol of Montpelier as
well as the largest city, Burlington, and
links these cities with Boston, Montreal,
and via Interstate 91, New York City.

Whether next to whitewashed New Eng-
land towns nestled in steep valleys,
along ancient rock bottomed rivers, or
clinging to ridges as they traverse the
mountain ranges. the highway sits com-
fortably, as if a part of the natural order.

I-89 satisfies the aesthetic criteria of both
travelers and surrounding communities.
The road appears in perspective like a
part of the natural landscape, gently fol-
lowing contours and leaving rural arcas
relatively undisturbed. All along the
way. views reflect the changing topogra-
phy, land uses. and vegetation. A strong
sense of the region. its history and
meaning. is conveyed through these
views and the sequences they form. The
driving experience is pleasurable, all ele-
ments contributing to a feeling of conti-
nuity and harmony. Although all
highways create barriers to some extent,
-89 manages to take its place in the
overall structure of its surroundings with
a minimum of adverse effects. The road-
way seems to blend into its setting. and
even add to it, by its graceful appear-
ance and landscaped roadside.

Design elements and examples include:

» Alignments followed natural contours
and provided smooth transitions. Medi-
ans were allowed to vary, horizontally
and vertically, and plants were pre-
served in them where possible. In
some sections the separate roadways
were treated independently during de-
sign. The result was less disturbance
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of the surrounding environments.
lower construction costs, and a more
natural appearance of and from the
road.

Occasional contrasts add interest to the
generally flowing lines. An example 1s
a pass through a rock cut heading west
from Montpelier. The road winds up
towards the cut which frames the crest
of the hill like a gateway. A sense of
expectation is increased as the rock
wall encloses the previously wide open
space of the roadway. On the other
side. the wide vista of the Winooski
River Valley opens up below. with
Camelback Mountain distinctively
marking the distance. Such cuts are
more expensive and alternative align-
ments were possible. With Federal
Highway Administration (FHWA) c¢n-
couragement this exceptional sequence
was constructed primarily for its aes-
thetic impact.

Views of distinctive and characteristic
scenery were considered during align-
ment studies and incorporated into de-
sign. Portions of the trip from White
River Junction to Canada may be re-
membered because of their distinet vis-
ual quality. The leg between
Burlington and the border is through
agrarian plains. Between Burlington
and Montpelier the image is expressive
of Vermont life: farms, railroads, the
river and distant mountains. From
Montpelier to Royalton the road is
through undisturbed mountains, align-
ments and views underscoring the iso-
lated beauty of this setting.

Safety rest areas are exceptionally well
maintained. and provide travel infor-
mation as well as amenities such as
public telephones and toilets. Site se-
lection was based on opportunitics for
viewing and for introducing the trav-
cler to the local environment, as well
as for traveler convenience and safety.
Picnic areas and foot-paths provide ac-
cess to the right-of-way and adjacent
public lands. Landscaping buffers the

45

1-89 fits into the rural landscape

pedestrian arcas from the road. Sculp-
tures have been installed away from
the roadway. to further encourage pe-
destrian enjoyment of the rest areas.
(Case Study 1.4a}.
As one Vermont highway engincer put
it, **It’s hard to go wrong with this sce-
nery!’” Starting out with a spectacular
site and relying on natural instincts and
common sense seems to have been a part
of the reason for the Vermont Agency of
Transportation’s success. Rural interstatc
highways have been designed which
combine functionalism with natural
beauty and blend with the environment.




Rock cul accents panoramic view of Winooski River Valley

Formalized procedures for evaluating
aesthetic effects in design and planning
considerations did not exist until 1974,
after completion of 1-89. During the
1960’s when this road was being built, it
was nevertheless the policy of the (then)
Department of Highways to encourage
and promote good design and aesthetics.,
This was the policy of the funding
agency and the FHWA as well. Con-
struction funds were available through
the Federal-aid highway program to fi-
nance the extra costs of scenic road-

ways, expand rest area facilities, and
control roadside developments. Vermont
took advantage of all of these bonuses.
Efforts to incorporate scenic design were
encouraged and supported by FHWA ad-
visors.

All work was done in-house by the state,
Aesthetic factors were considered at
every stage of the project development
process, beginning with identification of
alignment alternatives and carried
through to engineering design. Alterna-

Credits

State of Vermont, Agency of Transporta-
tion, Division of Engineering and Con-
struction.

Costs

The estimated cost for the construction
of Interstate 89 was approximately
$181,000.000.00, in 1971.

Lessons

» This project was a success largely be-
cause of the state’s exceptional sce-
nery. Not every highway project
benefits from such raw material.
Nevertheless, in-house engineers and
designers were sensitive to this beauty,
and did not need guidelines to lead
them towards a distinguished product.

* The FHWA Awards program was a
real stimulus for quality. Competition
for recognition of their work and their
state was a healthy motivational factor
in the Highway Department’s work.

tives were based on inventories of scenic
features and were made to take advan-
tage of natural opportunities for high-
lights. Passage of the state anti-billboard
law further enabled control of the road-
side and protected the investment in de-
sign.

HIGHWAYS — 98



CASE STUDY 2.3b

Bridge Preservation
Changing Federal Criteria
Woodstock, Vermont

Approaching Woodstock, Vermont from
the north, the state highway passes
around the base of Mt. Tom and takes a
90° turn onto the Elm Street Bridge,
crossing the Ottauquechee River. This
wrought iron bridge. 109 years old, is
only I8 feet wide, and during peak tour-
ist seasons as many as 20 cars may be
backed up on either side waiting to
Cross.

Deteriorating now due to age and nc-
glect. the bridge, although not beautiful,
still clearly fits into the scale and setting
of this picturesque place. It remains a
symbol of the spread of iron bridge tech-
nology from railroads to highways, and
still expresses a sense of what life may
have been like a century ago, when
Woodstock was in the midst of the

Elm Swreet besdpe. May 1979
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sweeping changes of the Industrial Revo-
lution.

This case study illustrates how one small
town succeeded in changing federal
highway design standards to respond to
their historic preservation concemns. de-
spite the reluctance of state and federal
highway departments to be flexible in
applying their own rules.

The Elm Street Bridge, constructed in
1869, is a wrought iron **Parker-Patent™
pony truss— “‘an iron bowstring truss
bridge with brace framework above the
roadway for lateral support resting on
stone abutments’’(ref. 76) (sce photo be-
low). It is one of the few surviving
bridges of its type in New England, the
only one in Vermont, and is listed in the
Historic American Engineering Record.
Woodstock Village itself is an historic
district.

The bridge serves as a gateway from the
north to the village center and slows

traffic to a speed compatible with the pe-
destrian-oriented scale and feeling of a
nineteenth century New England village.

By 1977 structural deterioration had be-
come so severe that the bridge was a se-
rious hazard. Unable to afford the costs
of repairs. the town declared the bridge
unsafe and appealed to the state for aid.
The state agreed that the Elm Street
Bridge was one of the most critical
bridges in the state, and drew up propos-
als for replacing it. Funds were available
under the Special Bridge Replacement
Program in which the federal govern-
ment pays 75%. the state 20%. and the
local government 5% of the cost. The
condition was that the bridge be torn
down and replaced with a modern, wider
bridge, which met FHWA safety specifi-
cations and geometric standards.

The town reacted strongly against this
restriction. Their interpretation of the de-
sign standards was that they could be
used as guidelines. made to conform to
local needs. They felt that using Special
Bridge Replacement Program funds for
restoration of the bridge should have
been allowed.

Both the State Historic Preservation Of-
ficer and the Ottauquechee Regional
Planning and Development Commission
became involved through the typical
**A-95"" review (for projects using fed-
eral funds). and worked to assure that
the necessary procedures under the Na-
tional Historic Preservation Act of 1966
would be used *“to resolve matters in-
volving federal funds being spent in a
way that could have adverse effects on
an historic site’” (ref. 73).

The citizen's movement became even
morc organized in the face of the State
Agency of Transportation’s refusal to ad-
just its standards. A year was spent in
gathering information and having discus-
sions and public meetings. The case for
flexibility in applying the federal regula-
tions was ultimately brought before the
Secretary of Transportation. His re-

sponse was that Special Bridge Replace-
ment Program funds could not be used
for maintenance or restoration, but only
for replacement.

The town and its supporters, however,
firmly believed that their position was
correct, and that other bridges were also
at stake. Provisions in the National His-
toric Preservation Act of 1966, the Na-
tional Environmental Policy Act of
1969. and the Department of Transporta-
tion Act of 1966 provide support for re-
direction of specific programs when
special circumstances are involved. All
of these statutes contained policies and
provisions to protect and enhance the en-
vironment, including preservation of
unique settings and structures. The Town
of Woodstock undertook to review the
town manager’s application for Bridge
Replacement Funds, under Section 106
of the Historic Preservation Act. The
Advisory Council on Historic Preserva-
tion was called in to review the dispute.
A compromise was finally reached. The
restored bridge would be 24 feet wide. a
minimum for traffic safety and a maxi-
mum for preserving the aesthetic charac-
ter and setting.




Design details were specified to mitigate
the negative impacts of dismantling and
restoring the bridge. The trusses will be
restored and incorporated into the new
bridge. Abutments will be reused if
structurally sound, or reconstructed to
have an appearance similar to the origi-
nal. Timber sidewalks will be rebuilt on
the outside of the trusses, and the exist-
ing decorative wrought iron railing will
be restored. Guardrails will be simple
box beams and all railings, guardrails
and steel superstructures will be painted
black.

Costs

The cost of this bridge was estimated n
January 1979 to be $663,000.

Lessons

» Federal regulations need to be applied
with reasonable flexibility regarding
standards and allowable operations, as
this case study shows. Broad. nation-
wide programs often cannot respond to
exceptional cases individually. When
the initiative for fexibility must come
from the local level, however. the
tendency will be to reinforce the status
quo.

Persistent advocacy by concerned
groups in Woodstock was an essential
clement in changing normally rigid
procedures. Local resources and exper-
tise perhaps were exceptional in this
case, but nevertheless provide a model
for other communities.

Elm Street bridge. ca. 1900
HIGHWAYS — 100



CASE STUDY 2.3¢

Vail Pass
Fitting a Highway to the Land
[-70, Colorado

Information for this case study is based
on the booklet, I-70 in a Mountain Envi-
ronment, Vail Pass, CO. (ref. 71).

Interstate Highway 70 crosses the Rocky
Mountains over the Vail Pass (el.
10,603"), one of the highest elevations
for an interstate highway in the United
States. The main objective of the Vail
Pass Project was to construct an inter-
state highway compatible with this deli-
cate mountain environment, where the
soils are highly erodable and spectacular
scenery attracts thousands of visitors an-
nually. The highway was successfully
fitted to the land, protecting fragile eco-
systems, preserving visual and natural
resources, and improving the public’s
enjoyment of the area by increased ac-
cess and sensitive design. These prob-
lems were resolved effectively as a result
of interagency cooperation throughout
the project.

Following the decision to extend 1-70
across the Rockies, heated controversies
developed over the selection of the corri-
dor. In 1959, after a thorough study of
alternative routes, it was recommended
to follow the existing U.S. 6 over the
Vail Pass.

The Vail Pass route was controversial,
however. Subsequent to the National En-
vironment Policy Act (NEPA) in 1969, a
series of environmental impact State-
ments, studies, reports and clearances on
the full project began, and continued
through 1975, Construction began in
1973, involved 22 individual projects,
and was not completed by 1979.

From the beginning, every effort was
made to minimize or eliminate adverse
environmental impacts. Scenic quality
was considered a key value as well. De-
sign criteria for highway alignment and
structures were prepared. Federal, state.
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Diswrhances of the [ragile mountan environment were minmmized

and local agencies provided data for the
design studies. The U.S. Forest Service
was active in the development of the
road through the White River National
Forest. Memoranda of understanding
were prepared between the local Ranger
Districts of the Forest Service and the
Colorado Highway Department. specify-
ing construction techniques and contrac-
tor requirements. The Colorado Division
of Wildlife consulted on game crossings,
habitat criteria and channel changes. Lo-
cal agencies aided with information on
water quality and revegetation tech-
niques.

Alignment and design concept stages
were used to fit the highway to the land
with the least ecological and visual dis-
turbance. It became clear, as studies pro-
gressed, that unforeseen circumstances
would arise during construction, requir-
ing adjustments to standard contract doc-
uments. As a result, special accounts

were set up to finance unforeseen envi-
ronmental protection expenses, During
construction, personnel were assigned to
help solve erosion control, landscape and
revegetation problems. New techniques
proved to be so successful that they were
incorporated into standard contract docu-
ments, improving cost effectiveness and
design.

Special structures were required to sat-
isfy environmental, engineering and aes-
thetic constraints. The complex problems
presented by the mountainous terrain re-
quired special procedures and materials
not often used on interstate projects. Ar-
chitectural and engineering consultants
developed design concepts once criteria
were set.

Stepped walls were preferred to vertical
walls. Walls had to be modular and pre-
fabricated to facilitate construction. A
parabolic panel was chosen for its
strength and appearance. Iron oxide was

added to the cement to produce a red-
dish-tan tint, which matched the natural
colors of the area. The spaces between
the panels were filled with topsoil and
planted to minimize the massive appear-
ance.

Precast construction methods minimized
disturbance of vegetation. Disturbed land
was regraded and replanted. Landforms
were blended with bridge abutments to
maintain visual continuity for motorists.
Structures were designed to complement
the color of the natural landscape.
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a. Tiered, reinforced canth retaining walls before planting with grass

Landscape techniques were used to stabi-
lize highway slopes and to blend with
the surrounding forested mountain-sides.
Methods of erosion control, slope stabili-
zation and revegetation resulted in treat-
ments which were successful in terms of
scenic quality as well. In areas of heavy
traffic, landscape treatments reflected
and extended existing landforms. vegeta-
tive patterns and featyres. In pedestrian
areas or areas of slower traffic, more at-
tention was given to details.

Rock cuts were sculptured by blasting
techniques, to match existing fcatures,
Where possible, water features were ac-
cented and designed into the rock cut.
Pockets were left for future replanting of
shrubs and trees. which help reduce the
scale of the rock cuts. Top soil was
spread on rock benches to encourage
grass growth and minimize the visual
scar.

Sclective thinning of vegetation left a
natural forest edge. Where possible, ex-
isting vegetation was cleared to frame
scenic overlooks. Vegetation was rees-
tablished on slopes for stabilization, ap-
pearance, and as cover and food for
wildlife. Plant groupings were located in
areas most visible to the motorist, and
designed to visually extend to the vege-
tation above the up-slope.

Selective placement of boulders, stumps
and old logs was designed to reflect the
existing conditions of the area, Trees
were arranged within the groupings, add-
ing to the natural appearance.

A full service rest area is being planned
to serve motorists and to serve as a focal
point for outdoor enthusiasts, The site is
in a sub-alpine meadow which is a fa-
vorite area for hikers, cross-country
skiers, and snowmabiles, and the origin
of a dirt road into the mountains.

Costs

Total cost of building the Interstate over
Vail Pass, including 22 separate proj-
ects, has been estimated at approxi-
mately $67 million, spread over several
years. However, special environmental
treatments may have added 20-60% to
the cost of the highway. Ninety percent
of the funding was provided by the Fed-
eral Highway Administration,

Credits

Client: State of Colorado,
Department of Highways.

Land Management Agency: U.S. Depart-
ment of Agriculture, Forest Service.

Planning & Design: Project team from
the agencies involved with many special-
1ized consultants.

b

Lessons

* Both the expertise and the methods
used to integrate the Interstate with the
sensitive environment at Vail Pass are
transferable to other highway projects.
They would be most useful, however,
when applied in similar settings.
Collaborative approaches to identifying
the issues and the spirit of cooperation
among the various agencies and
professionals resulted from the collec-
tive awareness of the area’s irreplacea-
ble value, and the initiation of the
effort during early project development
stages.
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Section 2.4

Buses and Streetcars
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This section addresses the need to in-
crease the attraction of bus systems by
increasing their attractiveness. The cur-
rent problems. opportunities, and some
successful examples are discussed. Since
there are relatively few successful exist-
ing examples responding to the major
acsthetic problems of bus systems, some
planning and urban design proposals are
included to illustrate important concepts.
Streetcars and trolleys are discussed
briefly as alternatives to buses.

Contents

The Neglected Bus Rider
Aesthetic Issues

Planning and Operation

Urban Design

Shelter Design

Information Systems

Bus Design

Streetcars and Electric Trolleys
Bustop Shelters, New York, New
York: Case Study 2.4a

Painted bus promoted the King Tul exhibit in Los Angeles,
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The Neglected Bus
Rider

On a weekday afternoon in the center of
almost any city in the United States you
will see groups of people from 8 or 10
up to 60 or 70, standing on the side-
walk. The groups tend to consist of the
poorer people in town. Many are elderly
or high school age. A high proportion
are women. They are often mostly black
or Spanish speaking.

These groups may occupy a narrow  side-
walk in front of a store or bank. Some-
times there is a small shelter with a
bench or two that could only hold a
fraction of the group only. People lean
against the buildings and sometimes sit
on the curbstones. The older people gen-
erally move away from the teenagers,
who sometimes get a little rowdy from
boredom. Young children may have 1o
go fto the bathroom and at worst have no
other choice but to use the nearest door-
way (which doesn’t please local mer-
chants). Passershy have some difficulty
using the sidewalk comfortably. It may
become very hot, very cold, windy or
rainy, depending on the city. Sometimes
there are signs in the adjacent shop win-
dow such as, ‘'Please do not ask us for

change."’

These people on the sidewalk are wait-
ing for the bus.
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In 1976, 4.2 of the 5.7 billion transit
rides made in the United States were on
buses (ref. 87). For the vast majority of
American cities, buses are the only form
of public transportation, and this is un-
likely to change in the near future. But
bus service has a generally less than at-
tractive image, and few people who have
other transportation options will take the
bus. This situation has evolved over a
thirty-year period during which dropping
ridership led to cuts in service and in-
vestment. Major federal subsidies for
new equipment and operations have re-
cently begun to reverse these trends in
some cities. But much of the image of
badly deteriorated systems lingers on and
can keep riders away even after costly
improvements have been made. This
persistent image problem is related, in
significant part, to the aesthetic qualitics
of the rider’s experience.

Aesthetic Issues

Observing the experience of typical bus
riders will reveal the more specific as-
pects of the problem:

Waiting for the bus is often mentioned
as the worst part of the trip. Travel de-
mand analyses account for it by multi-
plying the waiting time by two or more.
What makes this time so particularly ag-
gravating to people are the uncertaintics
caused by lack of arrival information and
usually poor physical conditions of the
waiting area.

Lack of information affects the quality
of the passenger’s experience because it
makes him feel out of control of his
time, anxious or angry. If he knew the
bus would not arrive for 15 minutes he
could choose to walk, go shopping, or
have a cup of coffee. Without this infor-
mation, he must stay at the stop or risk
missing the next bus.

Poor physical conditions at the bus
stops make waiting unpleasant. Inade-
quate space, seating and shelter from the

Waiting passcngers often block the sidewalk

clements are basic functional failings
that create aesthetic problems as well.
Prefabricated, mass-produced shelters are
often located at stops without regard to
the number of people waiting, the local
climate, or the design of the sidewalk
and other buildings. Shelters are often
exposed to a great deal of vandalism and
are inadequately maintained. The result
can be more of a new aesthetic problem
than an asset to waiting passengers.

Vehicle design and maintenance have
contributed to aesthetic problems for
both the passengers and people on the
street. For the passenger, parts of this
problem are crowding while getting on
and off, crowding in the aisles, seating
configurations, windows cutting off
views, overall bleakness of vehicle inte-
riors and the rough rides of aging buses.
Many transit authorities are now replac-
ing their fleets with new buses which
solve most of these problems. The diesel
fumes, noise and bulk of buses that can
hurt the street environment have also
been somewhat improved with new
equipment. However, as long as full-

sized diesel buses are used, they will
continue to be somewhat incompatible
with pedestrian activity.



Impacts on Transit

The aesthetic unattractiveness of bus
transit translates into lack of attraction
for riders. Many bus systems are effec-
tively being relegated to serving only
those without access to a car. Yet it is
essential, in view of the continuing en-
ergy shortage and for other reasons, to
attract more people away from their cars
and also to generate more off-peak rider-
ship, both of which depend on people
choosing to take the bus. Obviously, to
do this, they generally have to be at-
tracred.

Impacts on the City

The environmental effects of conven-
tional buses on the city streets were de-
scribed above. The consequence is that
often those concerned with downtown
revitalization, such as merchants and
building owners, do not see the bus sys-
tem as an asset. Walls of buses emitting
noise and fumes, and crowds of passen-
gers blocking sidewalks and stores con-
tribute to this feeling. However. bringing
increased numbers of cars downtown can
create even more serious problems, and
since other means of public transporta-
tion are too expensive for most cities to
build, there is no reasonable alternative
to developing more attractive surface
transportation, i.e. buses, trolleys, or
streetears.

The opportunities for this exist in the
planning and operation of the system. in
urban design integration with the city
streets and buildings, and in the design
of shelters, information systems and
vehicles,

O

a.  Shejter unsuited 1o a hot climate

Wl TFFy

b. Waiting for the bus can be sggravating
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Planning and
Operation

A number of distinct measures that can
contribute to the quality of bus transit
and the downtown environment were re-
cently applied in several cities as part of
a U.S. Department of Transportation Ur-
ban Mass Transportation Administration
demonstration program (refs. 117, 120).
The plan now being implemented in
Providence is typical of these and can
serve as an illustrative example. The
plan contains the following elements:

Through routing of bus lines is a major
change from the current pattern which
has all routes heading into downtown.
By linking routes from one side of the
city to the other, the need for many
transfers is eliminated. This saves the
passengers the inconvenience of shuf-
fling from one bus stop to the other
(sometimes several blocks away) and
waiting an extra time, Additional bene-
fits include providing previously non-
existent transit service across the
downtown, and reducing the number of
buses parked on the downtown streets at
any one time. The latter in turn reduces
the aesthetic impact of the buses on the
downtown streets.

A mid-day free fare zone will be estab-
lished covering the whole downtown and
operated from 10 a.m. to 3 p.m. on
weekdays. In combination with the
through routing this will provide dn easy
way to get around downtown during the
day, encourage an extended range of
lunchtime activities, including eating out
and shopping, and discourage some auto
use. The aesthetic benefit is increased
street life, a richer ambience for down-
town, and the ability of previously iso-
lated employees to partake in downtown
activity.

Transit preference streets or lanes
have been designated throughout the
downtown area (see plan). These will in-
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Urban Design

The following examples of some propos-
als for Tucson illustrate the types of op-
portunities for integrating buses and bus
passengers into the downtown street en-
vironment through urban design:

Studying the arrival and departure
patterns of the buses and passengers can
lead to a design concept which solves
both aesthetic and functional problems.
In the proposed concept, outgoing buses
would load along a transit mall on a
wide, now declining shopping street.
Here sufficient space and amenities
could be provided for waiting passen-
gers. They could animate the now inac-
tive streets and bring some business to

the stores. Incoming buses would unload
along the next street which is closer to
most work destinations, but would be in-
appropriate for waiting, and then loop
around to the loading street.

Using left-over street space as the ma-
jor bus terminal could turn this barrier
into a connector among three critical
components of downtown: the Govern-
ment Center, the older downtown area
and the new Civic Center redevelop-
ment. This link would be particularly
important since all three parts now have
serious problems caused by the separa-
tion.

Bus shelters developed as shopping ar-
cades would insure a pleasant environ-
ment for the passengers and could turn

4. Proposed bus terminal, Tucson.

the bus route into an asset rather than a
liability for the shops. The design of
such arcades must be adapted to the dic-
tates of the local climate, but the con-
cept is widely applicable.

1
|

Cafes and restaurants, if planned cor-
rectly, can also help accommodate wait-
ing passengers and benefit from their
business.

ng é;angress Street, Tucson,
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Shelter Design

Most of the criteria for designing good
bus shelters are ones that should be ap-
plied to any architectural problem. But
they are so universally neglected that
they bear repeating here:

Design capacity should be geared to the
number of people who accumulate at a
stop. Some downtown StoOps serve as
many as 70 or 80 passengers at peak
times and they are best accommodated in
arcade type structures that help to inte-
grate them with other pedestrian activi-
ties on the street.

Integration with the sidewalk may
mean covering the whole sidewalk, as in
Chelsea (photo a) or creating special
widened areas for shelters.

Appropriate shelter for the climate. In
northern climates, roofs should shed rain
and snow away from pedestrians. In ex-
tremely cold cities (Burlington, Vit.,
Minneapolis, etc.) wind baffies and ra-
diant heating are necessary. In hot desert
climates (such as Tucson) open lattice
shading, maximum air movement and
evaporative cooling are appropriate.

Seating should be geared to the design
capacity of the shelter and the amount of
time people spend waiting there. Seating
is especially important at stops used by
predominantly elderly passengers. Where
other seating is provided on the street,
passenger scating should be integrated
with it to allow waiting passengers to
partake in the general social life of the
street.

Visibility and security surveillance can
be provided by leaving a transparent side
of the shelter facing the approaching
buses.

Response to vandalism problems must
not be made simply by fortifying and
stripping down the shelters. Structures
can be designed that are relatively van-
dal-resistant and still look good, such as

the steel structure in the photo at right.
However, only continued surveillance
and immediate repair can fully counter-
act these problems.

Existing buildings can provide shelter
opportunities under overhangs or arcades
or by the use of vacant storefronts. The
availability of these should be used as
one of the criteria for determining bus
stop locations.

Privately constructed shelters that sell
advertising space provide the opportunity
to obtain attractive, well maintained
shelters at no public cost. For many cit-
ies this is the only way to accomplish
this. Pioneered in Paris. the concept was
adapted for New York City by Bustop
Shelters, Inc. (Case Study 2.4a).

b
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Information Community information boards pro-

vided as part of a bus stop are particu-

Systems larly appropriate in neighborhood centers
and can turn into a more positive feature
Supplying bus-related information, dis- of the streetscape.

cussed earlier, does not replace service
improvements, but it does provide peo-
ple with an option to plan their time and
avoid the unpleasantness due to uncer-
tainty while waiting. The information
system can have aesthetic benefits both
by making the overall experience more
pleasant and by providing visually attrac-
tive elements, Several components make
up an effective information system:

System logo and bus stop signing—the
former establishes the presence of the
bus systems; the latter, by signing the
name of the stop on a shelter. can rein-
force the sense of place in the city.

Route and district maps are used only
in a few systems and then only at major
transfer points. These are particularly
useful in orienting the occasional rider
and make his/her experience less confus-
ing. For example, the downtown stops in
Burlington. Vit. (photo b) give very com-
plete information of this type in an at-
tractive format.

b Bur

Passive schedule information is dis-
played in many bus systems. The effec-
tiveness is dependent on an ability to
meet schedules and update the display
cards. These factors vary greatly among
systems.

. _— Live information giving predicted time
sl i ot e of arrival for the next bus is a major
benefit to the passenger especially on
systems that have difficulties in running
on schedule. An experimental system of
this type was installed in downtown
Portland, Oregon (see photo, left). Sev-
eral related ideas are currently in the ex-
perimental phase and will probably
become feasible with a simpler technol-
ogy at a lower cost.
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Bus Design

As was discussed earlier, the noise,
fumes and bulk of the conventional
transit buses create many aesthetic prob-
lems. These are compounded by the his-
tory of negative associations that many
people have with buses. Thus. attracting
new ridership often requires not only
solving the problems but creating a fresh
image that can be somewhat free of
these associations.

Some successful examples demonstrate
that new equipment and specialized serv-
ice can create a new image. Downtown
circulator buses have been attracting a
great deal of lunch time ridership in
Denver, Madison, Los Angeles and
Rochester, New York. Suburban express
buses have reached the more affluent
commuters by offering more attractive
vehicles and greater comfort. Provi-
dence. Rhode Island, has always used
shorter (34 ft.) buses and it recently be-
gan operating a new fleet of advanced
design buses of this size which are more
compatible with the street environment
than full-sized (40 ft.) buses. Double-
decked London-type buses which give a
panoramic view of the street to passen-
gers on the upper level proved to be
very popular on New York's Fifth Ave-
nue.

There is some resistance among transit
authorities to introducing such special-
ized buses. Some of the minibuses on
the market have had more breakdowns
and maintenance problems than standard
buses. A smaller bus cannot haul as
much of the peak-hour loads and thus
more buses are needed, resulting in
higher labor costs. Stocking parts and
conducting maintenance on a more di-
verse fleet of buses is administratively
somewhat more difficult. Yet the wide-
spread use of a variety of bus types in
most other countries, and the successful
U.S. examples cited above, suggest that
these problems can be solved.

Streetcars and
Electric Trolleys

These systems were once widespread
throughout U.S. cities but were gener-
ally eliminated as ridership dropped and
planners concentrated on turning streets
over to auto traffic. The major aesthetic
advantage of these vehicles is their
quiet, non-polluting operation. Their dis-
advantages are the required overhead
wires and traffic conflicts with automo-
biles.

Streetcars have survived in the Boston
area as well as in several of the other
older cities. Newly designed, high tech-
nology Light Rail Vehicles (LRV) have
been put into operation in Boston. These
vehicles are attractive both inside and
outside, but so far technical difficulties
have prevented their full operation as
well as their planned introduction in San
Francisco.

d Trolley in Amsicrdam does not disturb the street environment

Once considered unattractive, streetcars
are now enjoying a definite revival in
many communities for nostalgic reasons
and because of their service advantages.
In addition, people may be reacting
against the ephemeral quality of bus
routes that can disappear overnight at the
shake of a pen and prefer to see the rails
as more solid evidence of a commitment
to continued transit service.

Electric trolley buses still operate in
Cambridge, Massachusetts and San Fran-
ciso and these lines recently received
some new equipment. These are much
more like buses than streetcars and the
aesthetic trade-off with buses is clear
cut: overhead wires vs. the noise and
fumes of diesel engines. The advantages
of this trade vary with the character of
the streets and adjacent uses and the
amount of other traffic. The Cambridge
community likes the trolleys and fought
hard to retain them.




CASE STUDY 2.4a

Bustop Shelters, Inc.
Private Venture Meets a Public Need
New York, New York

In 1970, Bustop Shelters, Inc. imported
an idea to New York City: to provide a
large number of bus shelters around the
city and support them through the sale of
advertising. The shelters are built and
maintained by the company at no cost to
the city or the transit authority. The
company, in fact, pays a modest rent to
the city for the right to the sidewalk
space. The shelters are of a standard de-
sign and include a two-sided back-lit ad-
vertising panel which is leased out to
clients on a monthly basis. A large num-
ber of shelters have been erected
throughout Manhattan on sites ranging
from midtown to Harlem, where no shel-
ters existed before.

Aesthetic impacts include:

» The design of the shelters is light and
elegant. They fit well into any environ-
ment with a minimum of visual or
physical obstruction of the sidewalk,
yet provide adequate shelter.

The shelters are very well maintained.
On many of the sidewalks they look
like the only spot that is cared for.

No seats are provided. This makes
waiting uncomfortable at off-hours, al-
though in New York, headways. and
thus waiting time, are generally short.

The striking feature of this arrangement
is that everyone involved reaps major
benefits at no public cost, a truly un-
usual condition in public transportation
and urban design. The advertising brings
in enough revenuc to make the operation
highly profitable for Bustop Shelters,
Inc, The advertisers receive the captive
attention of waiting passengers and the
large number of passengers on the side-
walk. The waiting passengers receive an
attractive, well lit, well kept shelter,
where the colorful advertising adds fur-
ther color and light to often drab side-

walks. The public agencies receive a
small revenue and pay nothing.

Unfortunately, Bustop Shelters is falling
victim to its own success. The operation
is so profitable that many other entrepre-
neurs are now scrambling to get into the
act and a political controversy developed
around the renewal of their franchise.

Design elements are:

« The shelters are about 5 by 16 feet.
The roof is a prefabricated. light-
weight, sandwich panel, supported on
four columns.

Tempered glass panels at the back of

the shelter serve as wind screens.

Lighting is provided by a fluorescent

fixture in the roof panel and by the lit

advertising sign.

» The advertising panel is two-sided with
internal lighting, about 4 by 6 feet,
and uses bold, strikingly designed pos-
ters.

The structure is painted dark brown. The
underside of the roof is white
fiberglass.

Costs

The manufacturing and erection of a
shelter was priced at just under $5,000
in 1978. The gross revenue from the ad-
vertising was reported to exceed this at
each shelter in one year in most New
York locations.

Credits

The original concept in Paris was devel-
oped by the DeCaux Company. Bustop
Shelters, Inc. adapted, built, and man-

aged the New York shelters.

Lessons

* The combination of a clear and unmet
public need and a profitable private
venture provide a very promising pro-
totype. Besides a wider application to
bus shelters, it is easy to envision pe-
destrian arcades, benches and other
amenities provided the same way.

The planning and design of advertising

on public facilities must keep this ele-

ment in careful balance with the rest of
the environment. The shelters look ap-
propriate on a Manhattan sidewalk, but
the large, bold graphics may be offen-

sive on a suburban residential street.

The regular maintenance of the shelters

is probably the most critical aspect of

their aesthetic success.

* The lack of seats and local place signs
is a disadvantage in some locations.
These could be easily added if the city
required them as part of the contract.

* Unfortunately, this successful program
became bogged down in a political
controversy. Many other cities have

LS lI'S ﬂ‘ I

been considering similar programs but
have spent several years trying to re-
solve political concerns and/or admin-
istrative procedures. It is essential for
both cities and transportation agencies
to develop the managerial flexibility to
casily take advantage of such oppor-
tunities for joint public/private action.
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Section 2

Rapld Transn

BART irain

This section considers rapid transit and
commuter rail systems from the nider’s
perspective. Commuter rail and subway
stations serve symbolic and functional
roles in the life of the citv. Good design,
as this section will show, can accentuate
both roles. The process of changing
from suburban to urban environments,
from above to below ground or from
walking to rapid mechanized travel can
be stimulatipg or taxing. This section ex-
amines ways In which aesthetics can be
used to make these transitions stimulat-
ing ones. To the extent that commuter
rail is integrated with other railroad op-
erations, its aesthetic design will also be
addressed in Section 2.6.

Contents:

A Slighted Priority

Overall System Design
Individualized Stations
Unified Design

Circulation and Orientation
Entries
Vertical Circulation
Formal Elements
Signage

Waiting Areas

Case Studies
Montreal’'s Metro,

Montreal, Canada: 2.5a
BART, San Francisco

Bay Area, California: 2.5b
Washington D.C. Metro: 2.5¢c
MBTA Modernization,

Boston, Massachusetts: 2.5d
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A Slighted Priority

As the subway from Cambridge emerges
from the tunnel and rises up onto the
Longfellow Bridge, the beauty of the
Charles River and the Boston skyline un-
fold to the rider. Morning commuters
are Ireated to a panoramic view of sky,
water, boats, and a long line of frus-
rated drivers stuck in the daily traffic
botileneck on the bridge into the city.

Station entrance, New York ca. 1910

Rapid transit is an efficient way of mov-
ing people into and around a large city,
with a minimum disruption of street life.
Without vertical separation of traffic, cit-
ies would eventually be choked with sur-
face vehicles competing for limited street
space. However, emphasis on the func-
tional role of rapid transit systems. ne-
glecting aesthetic considerations, has led
to a deterioration of the quality of their
environments. Ridership is discouraged
also by a general lack of maintenance
and security.

A series of aesthetic problems are com-
mon to the older rapid transit systems in
the U.S. Entrances often are inconspic-
uous, lack identity, and are crowded into
narrow slots in the sidewalk. The under-
ground subway is sealed off visually and
physically from street life, natural light
and fresh air. Confusing, underlit pas-
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sages impede movement and orientation.
Crime is more likely in some of these
mazelike places when underpopulated,
particularly in the off-peak hours. Riders
are often deprived of waiting amenities.
including pleasant sensory stimulation,
telephones or toilets. Dirt. noise and
stale air will often be characteristic of
the environment. Aerial stations have
often been built as platforms exposed to
the weather. Disassociated from other
activities, they can be lonely and unsafe
places during off-peak hours.

By contrast, turn of the century French
and German architects designed subway
stations in the grand, symbolic manner
of traditional train stations. The build-
ings were carefully styled and detailed,
and conceived of coherently as architec-
ture. These facilities celebrated their role
as gateways to the city while enabling
efficient movement,

Today, architects face more complex
challenges, yet subways fulfill essentially
the same purpose as their predecessors.
Reliance on efficiency alone as the main
design criterion produces barren places.
Simply constructing stations. and keep-
ing them clean. is not a solution to the
aesthetic problems. Decision makers
must take advantage of the fact that,
rapid transit stations, as gateways and
points of transition, offer many oppor-
tunities to create aesthetic experiences
which may add meaning to. and enrich.
otherwise routine trips. The following
discussion of aesthetic design opportuni-
ties includes commuter rail stations as
well as rapid transit facilities, since both
modes share many formal and functional
characteristics. For simplicity, the term
“transit’” will be used for all types of
stations.

Aesthetic opportunities in general in-

clude:

» Embodying the expressive function of
a symbolic gateway, where the transi-
tion from “*solid earth™ to an aerial or
subterranean condition occurs.

* Sensory stimulation during waits.
* Celebration of daily activities.
* Heightened awareness of movement.
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Overall System
Design

The overall design concept used in a
transit system should reflect the physical.
cultural and political environment of the
city it serves. This expression of civic
aims through system design may take a
variety of forms with correspondingly
different aesthetic impacts on system
users. These impacts are the effect of
design decisions, and should be deliber-
ate, not unplanned.

Two major choices are available to de-
signers in their overall approach to sys-
tem design. Each station may have a
unique architectural treatment, within
functional constraints, or every station
may be designed as part of a unified
whole. Montreal's METRO illustrates
the former. and Washington D.C.’s
Metro the latter. The two approaches
have been applied to varying degrees in
most other systems, such as in San Fran-
cisco’s or Boston's transit systems.

Individualized Stations

With this approach, after the establish-
ment of systemwide operational criteria
and functional standards, each station re-
ceives its own architectural treatment.

Typically, platform area plans and sec-
tions remain constant, while spatial con-
cepts, circulation above ground,
structure, and finish materials are de-
signed individually for each station.
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Aesthetic Impacts

* Visual identity of stations enables ori-
entation without signs and provides
system landmarks.

Systemwide variety enhances public
awareness of architectural diversity and
style.

* Trips are highlighted by series of dis-
coveries, not routine impressions. Un-
derground travelers often crave such
visual stimulation.

Designs are responsive to changing
conditions, sites, designer’s philoso-
phies and cumulative experience in
construction.

Architects’ creative freedom can pro-
duce exceptionally beautiful and inno-
vative results.

There are certain drawbacks associated
with this approach. A considerable ad-
ministrative and creative role must be
played by the transit authority in the se-
lection, administration and supervision
of multiple design teams. This requires
the identification of system goals and ob-
Jectives for design, and clear-cut design
review procedures. Guidelines for com-
munity input must be defined as well.
Authority for deciding what is acceptable
should be established and asserted in a
manner which does not diminish the cre-
ative contribution and expertise of the
design professionals involved. To some
extent an uneven level of quality must
be expected, from station to station, as
every team cannot be equally talented.
Performance criteria for materials and
detailing can insure basic standards for
design.

d.

b

Design of BAK| Glen Park Station employs standard system elements in a distimctive way

Moscow’s Kosomolskaya Station is antistic as well as functional




Typical station. Washington METRO
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b.  Tvpical station. Vienna U-Bahn

Unified Design

With this choice, all stations are de-
signed to have a uniform appearance by
means of shape, use of materials, and
color. Basic configurations and a stand-
ardized architectural vocabulary are es-
tablished for the entire system.
Variations are only to meet specific local
conditions, i.e. side or central platforms,
route crossings, site geology. One design
team is responsible for working out the
essential features of the system. and for
overseeing the production of specific
construction documents by other subsidi-
ary firms. This greatly simplifies plan-
ning procedures and may reduce
administrative costs.

Aesthetic Impacts

« The system is perceived as a compre-
hensive architectural unity. leaving ri-
ders with a dramatic overall
impression.

Continuity of design elements clarifies

how to use the facility even in unfa-

miliar settings.

» Consistent and predictable environ-
ments can be psychologically reassur-
ing.

= People provide the “*color’”: the archi-
tecture is merely background.

An architecturally consistent environ-
ment is unsatisfactory to some users,
who may find it to be impersonal: and to
designers. who may feel constrained by
the uniform standard required. Orienta-
tion within the system and to nearby lo-
cations depends on reading signs, since
stations lack other distinguishing fea-
tures. Additional visual diversity may be
needed to provide landmarks. Above
ground structures may be difficult to rec-
oncile with particular neighborhood set-
tings, and a mass-produced or bland
appearance should be avoided. These
**costs’” might not justify the advantage
of simplified planning procedures and
quality control.

RAFID
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Circulation and
Orientation

Aesthetic concerns in the design of cir-
culation sequences include whether en-
tering or leaving is exciting or
thremmm", and whether the sequences
are easy to move through or are crowded
and confusing. It is also important that
these patterns are integrated with the
streetscape, reinforcing neighborhood fo-
cal points and patterns of activity.

Entries

Locating entries in the open, sheltering
them with covers, or placing them in
buildings are design choices with signifi-
cant aesthetic impacts. People’s images
of the system are partially associated
with their impression of the LT\U\—U[[LH
the actual interface between the *"nor-
mal’® world and the underground or aer-
ial world.

Open air entries may express dircct pub-
lic accessibility. unimpeded by physical
or visual barriers, in the form of doors.
walls. or gates. (However, they are in-
convenient to passengers in climates
with frequent rain or snow.) When suffi-
ciently wide. thesc openings can allow
fresh air and natural light into under-
ground and street level stations. Orienta-
tion and security are enhanced through
the visual connections provided with
streetlife and other activities. Often such
entries can casily blend with the existing
character of the site, needing minimal
articulation. When incorporated into al-
ready developed open spaces, the entry
itself can become a focus for activity.
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Covers and enclosures protect users
against extreme weather, and in some
climates are essential features. Beyond
being simply functional items, these
structures can enhance the visibility of
the entry (and the system) by signalling
its presence in a substantial, concrete
way. When well designed. kiosks and
shelters make a significant contribution
to the architectural character of the com-
munity, as in Montreal (Case Study
2.5a). An entry zone may be defined
which is not just a doorway. but a place
where a range of social interactions may
take place. Opportunities include rendez-
vous, performances and commercial ac-
tivities.

The design of subway entrances raises
the following additional 1ssues:
 Unobtrusive sidewalk entrances may
be toc inconspicuous. Adequate di-
mensions and signage can resolve this
problem and also help to avoid conges-
tion and conflicts among pedestrans.
Entrance structures must fit into the ar-
chitecture of existing neighborhoods.
» Accessibility for the handicapped must
be considered in any design scheme.
* Particular issues of access to mixed
use subway developments are dis-
cussed in Section 3.4.

b

air entrance, New York

Entrance to Paris Metro by Hector Guimard is outstanding public sculpture



1 andscaping along escalmor, Du Ponl Station,. Washngton

Vertical Circulation

The experience of changing levels can
be controlled by the design of the vol-
ume and levels through which stairs or
escalators pass.

Multi-level Public Plazas—Widened
vertical circulation spaces, such as
sunken plazas and open-air concourses,
can act as connecting and integrative ele-
ments when shallow stations are in-
volved. Levels change gradually and are
meshed with the surrounding outdoor ac-
tivities. Examples of this approach are
the entry plaza at New York City’s Citi-
corp Center, which uses private prop-
erty. and San Francisco’s Hallidie Plaza
(Case Study 2.5b).

This idea could be applied to aerial sys-
tems as well, especially in densely de-
veloped downtown areas. Plazas could
step up, bringing people and public ac-
tivity to both the transit station and up-
per floors of office buildings, which
might then be tied into an elevated pe-
destrian network, linking other build-
ings. (and safe from vehicular traffic).
This type of integration has been consid-
ered as part of several “‘Downtown Peco-
ple Mover'" plans.

Dramatic Spatial Experiences—When
stations are deep, access through steep
escalators can be designed to be espe-
cially dramatic. Whether the escalator
sits within a larger excavated portion, or
is enclosed in a narrow tube, obviously
has different effects on riders.

BART's Glen Park Station escalator sup-
plies a means of revealing monumental
aspects of the design. From the open
well in which it sits, the full height (60
feet) of the structure is visible. Daylight
comes streaming in over both the escala-
tor and platform, and through a skylight,
making the steep ride memorable and
breathtaking.

In Washington D.C.. the escalators are
housed in relatively narrow concrete
shafts with tight spatial qualities. Open

to the outdoors at the top, the contrast
between bright daylight and the station’s
dark, vaulted interior is heightened by
the long steep passage in between these
worlds. Views are aimed forward, and
emphasized by the rising motion (Case
Study 2.5¢).

Subduing the qualities of long escalator
rides may be preferred to dramatizing
them. A series of smaller scale elements
may serve this purpose.

Decorative treatments or artworks can
provide visual interest along the way and
help relieve the boredom or apprehen-
sion associated with long. inclined trips.
An example is the display of advertising
and small artworks on the wall along es-
calators in Piccadilly Station, London
Underground. Landscaping along escala-
tors is another innovative technique.
used in Washington D.C.’s Metro.
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Formal Elements

Well designed stations for any transport
mode can provide implicit directional in-
formation which can be *‘read’’ by
users. Special opportunities in rapid
transit stations arise as a result of their
usually compact size. Aesthetic and
functional meanings can be easily per
ceived as integrated in the overall form.
Design elements may identify pedestrian
flow while serving their own purposes
(i.e. seating, planters) and adding to the
users’ aesthetic experience.

The exposed concrete structure in Mon-
treal’s Raddison Station is a good exam-
ple of a sculptural form with an intuitive
directional quality. A dramatic escalator
core commands the control position in
the 50-foot high. vaulted space. While
descending, the view is impressive. One
feels a sensc of grandeur, as both a
viewer and a participant.

A bridge over the tracks at the foot of
the escalator provides a pause in the
sweeping movement and allows riders to
choose their direction while viewing the
platform level as a whole. Smooth and
shiny stainless handrails guide movement
tactilely and visually. Suspended over-
head lighting and indirect lighting in
coves along the walls are used to iden-
tify pedestrian movement, highlight the
form, and provide illumination. The ce-
ramic tile floor finish defines the station
platform area, and dclineates direction to
the platforms.
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form of Raddisson Stanon. Montreal

has an inmitive directional qualsty




Signage can have |

ts own acsthetic appeal
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as m Stockholm

Signage

The aesthetics of subway signs can cre-
ate a distinctive visual appearance and
bestow order on the system for the ri-
ders. Entrance signs can act as neighbor-
hood markers and decorative elements.
Visibility and clarity of the image are
the important criteria, and are a function
of size, color and illumination.

Pictorial symbols add a strong visual
presence, connoting direction or associa-
tions with station names of the neighbor-
hood. Station names in Mexico City, for
example, are reinforced with symbols
and used on signs and route maps (pho-
tos ¢, d). They show the meaning of the
station’s name or refer to a significant
neighborhood item. Personalized ver-
sions of these symbols have even been
observed on the signs of nearby shops

Color coding is a proven method of clar-
ifving route maps, and identifying the
corresponding stations and paths to reach
them. This has been especially well done
in London and Boston (Case Study
2.5a). Striking graphic designs. the maps
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.. Symbols are effective on signs and route maps
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have become strong visual components
of the system’s identity in Boston.

Where and how advertising is located
must be controlled as well. Competition
from commercial graphics, especially
when lit, can detract from the effective-
ness of system signage. When well
done, commercial artwork can add to the
overall visual interest.

M|
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Waiting Areas

Waiting for the train is often boring and
uncomfortable. Many American rapid
transit and commuter rail stations arc
stark places without adequate scating.

Design can enhance what people do
while waiting and how they feel about
it. Visual interest, the social environ-
ment and seating play a part.

Travelers underground may feel deprived
of stimulation, and unsettled by rapid
changes of environment and the mecha-
nization of movement. Designs sensitive
to these stresses will provide a welcome
pause from the disturbing aspects of
travelling underground.

Visual interest may be provided by de-
signs which use variety, texture, and
patterns. People become more lively
when they are comfortable in their sur-
roundings. Featurcless settings cause us
to withdraw. Bright, warm colors, ade-
quate light and seating, and attention to
detail make people feel good. The fol-
lowing examples illustrate how these cle-
ments have been used to create fine
public places. which are often the pride
of their cities.
Striking underground waiting environ-
ments were created for Stockholm, Swe-
den’s 11 *‘cave stations’” (Casc Study
1.2b). Teams of artists were invited to
decorate each station, to compensate to
some extent for the loss of direct contact
with the landscape. In one station, light
was used *‘to enhance the feeling of
space in the rock,”” and to introduce dra-
matic and poetic elements. At another,
the artist inserted rocks, picture boxes,
poems and *“‘splinters of human life"’
into the floors and walls of the grotto.
These arc **fairy tales from daily life

. something to stop beside. To make
association with.”" At a third, the artist
organized the architecture of the station
to evoke a memory of an imagined, an-
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cient forest, *‘something for everybody's
fantasy to develop further™ (ref. 29).

Toronto’s Spadina Line uses lighting de-
sign to enliven station interiors. At
Yorkdale, the platform is covered with a
700-foot long skylight. Within the sky-
light is an electronic neon sculpture,
“*Arc en Ciel,”" by Michael Hayden.
Colored lights pulsate when a train is in
the station. This one splash of magic
transforms an otherwise ordinary place.

New York’s stations are rich in historic
details. now being preserved as part of
station modernization through the Adopt-
a-Station Program. Decorative tiles and
mosaics dating from 1900 provide a tie
to the past and small-scale delights for
pedestrians. Pictures often characterize
the neighborhood or relate in some way
to how the station was named. At Fulton
Street there is a steamship, for instance,
and at Astor Place a beaver, representing
John Astor’s furrier business.

Rehabilitation of Brooklyn's once glam-
orous St. George Hotel includes the revi-
talization of the Clark St. subway station
located within it. A unique element is
the mosaic work at the platform which
depicts the spectacular harbor view seen
from the hotel’s upper floors.

Wall Street Station’s original token
booth and mosaics are being restored to
recreate one section of the station as it
was in 1907. Vintage light fixtures and
turnstiles will also be restored in the pre-
served area. An exhibit will add to this
unique piece of living history.

a

Kungstradgarden Station. Stockholm

Yorkdale Station. Toromo
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a.  Mexico City

Display of ant objects, Louvre Station. Pans.

Mexico City’s stations have been com-
pared to Aztec temples, with their carv-
ings, fine finishes, and traditionally
styled architecture. Artistic treatments
did not add significantly to the cost, ac-
cording to the builders, Ingenieros Civ-
eles Asociados. Historic and symbolic
motifs are the primary decorative
sources, along with archeological treas-
ures unearthed during tunnel excavation.
Such designs celebrate the aesthetic val-
ues of Mexico’s living past, while filling
a critical need in this city choked with
vehicles and smog. Making them beauti-

c. Ceiling mosaic. Moscow

ful was not an afterthought, but an inten-
tional gift to the public, providing
endless opportunities for viewing.

Qualities of the social environment are
implied through the comfort and beauty
of stations as well as through the availa-
bility of activities in which to partici-
pate, i.e. shopping, eating, watching
performances, even watching people.
How station design qualities have con-
verged to create relaxed and pleasant so-
cial situations is discussed in greater
detail in the following case studies.
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CASE STUDY 2.5a
Montreal’s Metro
Innovative Subway Design
Montreal, Canada

Montreal’s Metro stations have been de-
scribed by planner Vincent Ponti as
“*some of the city’s most stunning inte-
rior spaces.”” They reflect their signifi-
cance as parts of an overall circulation
and communication system, enabling the
integration of a variety of urban activi-
ties. As with many successful projects,
the Metro can be credited to the long-
standing commitment of one powerful
public figure—Mayor Jean Drapeau.
Work was begun on the first 10 miles of
the system in 1962, at an estimated cost
of $132 million. An extension to 15.5
miles was planned in 1963, bringing the
cost up to $213.7 million. Eventually the
system will include 44 miles of track,
contain 82 stations, and cost $1.6 bil-
lion. Currently 19 miles are completed
and 15 miles are under construction. Fi-
nal completion is set for the 1980’s.

The subway was originally a project of
the City of Montreal, managed by the
Metro Bureau, Department of Public
Works. In-house architects developed
plans for 11 stations and private firms
designed 15 others. The Metro was coor-
dinated with the bus system from the
very start. La Regic Autonome des
Transports Parisiens was a consultant at
the request of the Mayor.

When the 29 municipalities of the Island
of Montreal were incorporated as the
Montreal Urban Community (MUC) in
1970, responsibility for administration
and maintenance of the Metro was trans-
ferred to the MUC Transportation Com-
mission (MUCTC). A new department,
the Bureau de Transport Metropolitain
(BTM), was created to oversee designs
and studies concerning the Metro.

The BTM established guidelines which
include performance standards and the
basic structural layouts for the three
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types of stations used in the system.
Special equipment and some fixtures
were also specified. Each station archi-
tect develops his own design philosophy
and spatial concept, but uses these stand
ard guidelines.

Part of Mayor Drapeau’s vision for the
Metro was that it should contribute aes-
thetically to the urban environment. Sta-
tions were conceived of as important
public places. graced with artworks, and
contributing to the rejuvenation of the
city. Each station has a unique identity,
and can be easily recognized from the
train. For travelers’ convenience in this
harsh climate. all entries are in kiosks or
adjacent buildings. These entries often
are prominent pieces of architecture and
design in their own right. The Metro
stimulated the development of
Montreal’s *‘underground city'". This as-
pect of the system is discussed in Case
Study 3.4a.

The traveler experiences this totally un-
derground system as a series of discover-
ies, a visual potpourri. The ride is swift.
smooth and quiet. Trains are comfortable
and uncrowded. Not all stations are
equally beautiful, but most express a
warm cheerfulness and sensitivity to hu-
man scale. Some stand out as masterful
creations, dignifying function with an el-
egant simplicity.

The rubber tired Metro rolling stock and
its concrete tracks are key elements in
the success of the system, providing one
of the most comfortable rides anywhere.
The trains were designed to be simple
and lasting, in both functional and aes-
thetic terms. The only stylistic decora-
tion is a horizontal white stripe, part of
the system identification. The ride is
smoother and quieter than on conven-
tional steel wheels and rails. and trains
are able to negotiate steeper grades. As
result, a humped line profile has been
adopted, putting stations closer to the
surface and saving energy by naturally
regulating speeds.
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Warm colors. spaciousncss and natural light are key design elements

Large windows in the cars relieve a
sense of claustrophobia and open the
rich views of the station to the riders.
For many, the front view of the car with
its extra wide window has become the
symbol of the Metro. Interiors were de-
signed with warm, bright colors and
cushioned fiberglass seats.

All stations are standardized into three
types. They may be built in open cuts,
in large constructed interior volumes. or
in tunnels using concrete vaults. Mez-
zanine entries are standard and provide
travelers with an initial sense of the
whole station. Station gear, lighting fix-
tures, exterior decors, graphics and ad-
vertising are part of the standards
imposed by the BTM.

One outstanding charactenistic of the sys-
tem is the apparent evolution of stages
of aesthetic feeling and philosophy. Sta-
tion designs now reflect several distinct
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approaches. The first stations were gen-
erally designed around a large open
space with a mezzanine on each side
overlooking the track. The surfaces are
ceramic tiles and glazed brick.

The next phase produced strong sculp-
tural forms. Concrete. granite, stone,
brick and steel were used to create tac-
tile effects.

These stations proved to be visually too
cold. Recent designs have returned to
the use of warm colors and emphasize
spaciousness and natural light. Concrete
and other durable materials are still
used, but in a softer manner, set against
colorful industrial forms.

Completed stations become the property
of the MUCTC. The BTM continues to
participate in certain decisions, in order
to prevent maintenance services from
damaging the original architectural ideas.
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Angrignon

Angrignon is the terminal of the recently
completed western extension. Located on
the edge of beautiful Parc Angrignon, it
serves both a residential and an indus-
trial area. The complex is an intermodal
center serving buses, taxis, automobiles.
pedestrians and bicycles. A large (342
meters long) service garage for Metro
rolling stock is also included. The cost
of the entire development in 1976 was
$21 million.

The design takes full advantage of the
park location by providing views of the
landscape from all parts of the building.
The building’s skin is mostly glass,
making the place seem transparent.
Ground on either side of the station has
been excavated and regraded to reveal
the platform level which is lined with
nearly floor to ceiling windows. Large
fishbowl windows are used at the plat-
form level as well. bringing refreshing
views of earth and sky to the otherwise
underground Metro system.

Daylight floods the platform level from
above. The roof of the entire complex
consists of a series of long, plexiglass
arches which form a transparent indoor/
outdoor canopy.

The structure is elegantly simple and
straightforward, uses prefabricated parts,
and is designed to be an aesthetic ele-
ment. T-shaped concrete columns sup-
port concrete channels which act as
beams and conduits. The plexiglass
arches are attached to these channels,
creating a strong linearity suggestive of
the movement of people and trains.

The frames for the plexiglass, the ends
of the channels, rails, and the poured
concrete service rooms are all painted
bright orange. Ventilation stacks are in-
tegrated with the design as sculptural
elements and painted bold red and or-
ange. Bright colored, formed fiberglass
seats add to the visual gaiety. Platform-
level vents are also transformed into de-
sign elements through color.

The strength and clarity of the physical
forms, a visual closeness to nature, and
the play of light and shadows make this
station an exhilarating environment to
move through. Arrival by train is almost
startling—like coming outdoors from a
dark interior. The sky-filled view from
the platform inspires a mood of anticipa-
tion and excitement. Bright colors, natu-
ral materials and views of nature make
this a place for people as well as ma-
chines.

The most striking effects are the patterns
produced by the structure and canopy.
Sunlight shining through the ribbed
arches casts delicate scalloped patterns
across the ground. At times these resem-
ble the shadows made by waves on the
sand in shallow water. New imagery is
continually revealed as shadows shift or
the viewer proceeds through the space.
Standing among the branching columns
and web of shadows is almost like being
under the trees of Parc Angrignon.

The station’s self-identifying image is a
distinctive element in the landscape, yet
not a dominating one. The transparency
and lightness of the structure minimize
the impact of the overall volume and
mass. The additive nature of this large
form always refers the user back to the
smaller dimensions of the structural bay.
The irony of this design is that the sta-
tion’s presence is appreciated through
openness and light.

The surrounding community is linked to
the station by provisions for vehicular
and pedestrian access. The terminal itself
has become a sort of gateway to Parc
Angrignon.

Butfer elements were designed to miti-
gate the impact of the service garage on
the park. A corrugated metal fence was
painted in bright yellows and oranges in
a pattern designed to suggest movement.
The garage is further screened from sight
by a naturally landscaped earth berm.
Excavation of the tunnel from the termi-
nal to the garage produced the necessary

earth material. The tunnel cut was only
partially restored, and a small pond was
created in the parkland between the ter-
minal and the garage.

Credits for Angrignon Station

Station Design: Staff Architects from
BTM

Lessons from Montreal Metro

Although the culture and government of
Montreal are unlike that of United States
cities. there are some lessons which ap-
ply to our systems:

* Continuity over a long period of time

of the personnel responsible for the de-

sign of the Metro, from the Mayor (in
office since 1954), to the architectural
staff of the BTM, has helped ensure
the preservation of the original goals
and directives for quality. Under these
circumstances, the staff has had the
luxury of being able to learn from ex-
perience.

Guidelines can be developed which

specify basic functional requirements,

standard equipment, and minimum
standards, while still leaving the archi-
tect with significant creative freedom.

The success of the system lay in the

ability of the BTM architectural staff

to coordinate and monitor the efforts
of many individuals and firms.

* An cffective commitment to design
quality and maintenance are the most
important factors. This commitment is
continually being renewed by the
client. The results lead to frequent and
respectful use of the facilities and po-
litical support of the system.




b, Daylight is 2 key elemem
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CASE STUDY 2.5b

BART
A High Technology System
San Francisco Bay Area, California

a. San Francisco above ground.

I

1
11U
LT e

129 — FACILITY DESIGN

The Bay Area Rapid Transit (BART)
System serves three counties in the San
Francisco area. Its primary function is to
bring commuters to downtown San Fran-
cisco and Oakland. The 75 mile system
has 37 stations. Seventeen of these are
below grade, 20 are at grade or aerial.
The concept of BART is closer to a
commuter railroad than of a traditional
urban subway. Most of the distribution
within San Francisco is handled by the
city’s own transit system that operates a
streetcar and bus network. The four
main downtown BART stations include
an additional level for streetcars.

The BART District was formed by the
state legislature in 1957 to create alterna-
tives to the increasing auto traffic. The
plan for the three-county system and the
$792 million bond issue was approved
by the voters in 1962. Construction be-
gan in 1964 and was completed in
phases. Most construction was complete
by 1974. The opening of Embarcadero
Station and the addition of evening serv-
ice occurred in 1976.

BART was the first new U.S. rapid
transit system in many decades. and
many of its elements were prototypes.
Some of the more elaborate innovations
such as the central train control and the
automated ticketing system have led to
persistent operating difficulties. The lack
of previous experience, coupled with in-
flation, also caused many budget over-
runs which necessitated the reduction of
some amenities such as landscaping in
the later phases.

BART stated its goals in the early
1960°s: **. . . to provide a means of
transporting people more swiftly, more
conveniently, and more economically
than any other existing means of short-
haul transportation.”” Faith was placed in
technology to perform this feat. The his-
tory of BART spans the crucial era,
from the early *60’s to the mid-"70’s
which led many Americans to recognize
that technological progress had its limits.

BART has been remarkably successful in
mecting its objectives and has, to some
extent, also been a victim of the changed
attitudes.

Despite this, riding on BART has almost
a dreamlike quality. There are smooth,
soundless trains and stations with clean,
polished surfaces. You feel as if you
have just walked into an architectural
rendering for the city of the future. Im-
ages of automated technology dominate.

Besides the pervasive images of high
technology, there are individual architec-
tural design styles, made possible by the
freedom given to the 135 station archi-
tects. There are also some ambitious im-
provements at the entrances, such as
plazas and the whole surface treatment
of Market Street, but these affect the
subway environment only at a few
places, such as at Berkeley (photos c,
d).

There is no significant integration with
commercial activity in the stations as
there is in Montreal and Tokyo. Such in-
tegration was considered in the design of
the extensive concourse areas under
Market Street for the four downtown sta-
tions, but has not occurred. The opening
of the streetcar line, delayed by equip-
ment trouble, will more than double pas-
senger volumes through those
concourses, and may encourage some
new activity. The rather sterile design of
these spaces would not serve to encour-
age ad-hoc, expanded use.

Generally, the BART stations are aes-
thetically most comfortable in the subur-
ban landscape where the simple, open
designs are complemented by the views,
the light, and the pleasant California cli-
mate. The underground stations pro-
duced mixed results: successful
architectural drama with open wells and
skylights in Berkeley, Glen Park and
Balboa Park, weak attempts at color and
decorative treatment at the Mission sta-
tions, simple but striking color at two

Oakland stations, and impersonal ab-
stract environments at the four stations
downtown. These latter conform to the
rather bland office building develop-
ments which have proliferated around
Embarcadero and Montgomery stations,
but bear little relationship to the rich
complexity of the older parts of down-
town San Frdncisco (photo a).




Design elements include:

* The trains are memorable for their
quiet and smooth ride, spacious inte-
riors with large windows for viewing
the countryside, carpeting, and com-
fortable seats.

The handling of natural light stands

out in the dramatic skylight-wells of
Glen Park and Berkeley and in the
subtle dappled effect of screens at
Walnut Creek, Daly City and many
other suburban stations.

Sunken plazas providing an on-grade
exit from the mezzanine are delight-
fully surprising at Powell Street and
Oakland City Center (Case Study 1.2a)
and less successful at Lake Merritt,
The standard station elements consist
of industrialized-looking glass and/or
stainless steel and include ticket ma-
chines, turnstiles, attendant’s booths,
phones, trash receptacles and toilets.

Dappled effect of screens. Walnut Creck

(]

= Lighting is generally high-intensity

flourescent (35 footcandles) which
eliminates the subterranean feeling but
also lacks variety.

The platforms have insufficient seating
and do not provide enough visual in-
terest for waiting patrons, who now
may wait 15 or 20 minutes at off-peak
hours instead of the originally pro-
jected five-minute maximum.

System information graphics are sim-
ple but attractive, clear and efficient.
Station plans are generally simple and
clear enough to require only the mini-
mum of directional graphics. The elec-
tronic train destination signs on the
platform are particularly successful.
They can provide static displays of
train destination and arrival time as
well as moving light-bulb-type public
service announcements and advertis-
ing. Commercial advertising is allowed

b. Stations require a mimimum of directional graphscs

in a standard format on the train wall
of subway stations and on screens be-
tween the tracks at aerial stations.
Oversized backlit displays are placed
at Powell and Montgomery stations.
The overall effect of the graphics is re-
strained and subordinate to the aesthet-
ics of the stations.

Credits

Engineering and Design Coordination:
Parsons-Brinckerhoff-Tudor-Bechtel,
who retained a coordinating architect and
landscape architect on their staff.

Station Design: Fifteen architectural and
8 landscape architectural firms from the
Bay Area with a variety of specialized
consultants,

Costs

Total cost through 1976: $1.6 billion
Federal share: $315 million

Lessons of the BART System

* The reliance on high technology and
the earnest devotion to it in much of
the design aesthetics produced an over-
all smooth and comfortable system.
But it also created both functional
problems (such as a lack of seating)
for the station environment and an
overall level of humorless expectation
of efficiency. This has caused patrons
to respond with extraordinary intoler-
ance to any even small technical fail-
ures. This is in striking contrast to the
affection lavished on the slow but
charming cable car. The issue of pub-
lic response to inevitable technical fail-
ures is much better handled by the
Golden Gate Ferry System (Case Study
2.8a).

Specialists represented all aesthetic and
design issues but their inputs were not
coordinated sufficiently and translated
into practical trade-offs. This may ex-
plain why, when the budget crunch oc-
curred, these elements were often cut
in a seemingly arbitrary way.

These problems must be seen against
the extraordinary achievement of con-
structing such a system with 80% local
resources during a relatively turbulent
12 years.
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Powell Street Station/Hallidie
Plaza

Leaving the train at this stop, you find
yourself in a rectilinear box of a space.
The only way it differs from the pre-
vious stop at Montgomery is that the
stripe on the wall is red instead of blue.
The escalator ride is long—it takes you
through the still unoccupied streetcar
level to the large, mostly empty con-
course. There is a great deal of stainless
steel and glass, and a white, eggshell-
textured tile everywhere that is glossy
and smooth to the touch. After passing
through the turnstiles and past a vacant
vendor's booth, you can see large lit-up
panels of advertising, and beyond them a
wide opening to daylight.

Attracted to the light. you emerge at
Hallidie Plaza, a sunken courtyard filled
with trees and surrounded by hanging
gardens of vines. The courtyard is an ir-
regularly shaped space served by two
sets of escalators and stairs. It is bor-
dered by terraced planting and sitting

1)

4. The station consists of three levels
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areas on one side, with Market Street
above. and by the subway entrance be-
low on the other. As you leave the
courtyard and ride up the escalator to
Powell and Market Streets, the whole
wonderfully jumbled panorama of San
Francisco street life unfolds: tourists and
street vendors, cable cars and office
buildings, hippies, winos and busincss
men. It is messy but exciting.

The Powell Street Station is located
along Market Street. The station consists
of three levels: BART platforms at the
bottom, streetcar platforms at the middle
and the concourse on top, some three
feet below the adjoining sunken plaza.
The concourse is a vast horizontal
space—approximately 800 feet long by
65 to 100 feet wide. It has slick surfaces
and very little activity. The large adver-
tising panels provide the main visual em-
bellishments. Two department stores,
Woolworth's and the Emporium, open
directly onto the concourse with entry
doors but no display windows or cases.
Hallidie Plaza adjoins the main down-

town terminus of the cable car lines, a
very popular tourist attraction. There is a
major visitor’s information office within
the plaza. All of the city’s largest de-
partment stores are within two blocks.
On the other side of Market Street is an
arca of fringe commercial uses and low-
rent residential hotels.

This arca is very active. Older locals sit
and watch the plaza from the lower ter-
race area, along with an army of pi-
geons. A younger, more active crowd of
regulars gathers around the rails on the
street level. The tourists line up for the
cable car at the Powell Street turntable,
which is on a short pedestrian mall.
There are programmed concerts and in-
formal performances as well as vendors
everywhere, There is still sufficient
space for the passage of busy subway
riders.

This station and plaza complex creates a
very strong aesthetic impact by its con-
trasts. The technologically oriented
BART environment opens directly onto

b, Standard BART elements prevail underground

the visual and social complexity of the
San Francisco street scene. This was not
necessarily an intended effect and is per-
ceived by some as a serious problem.
Yet it has a genuine aesthetic value that
transcends that of many more harmoni-
ously integrated situations. It is a piece
of powerful urban theater, by virtue of
the impressions and lessons imparted by
its contrasts.

Most of the elements that create the ef-
fect are the standard parts of BART sta-
tions and the particulars of the Powell
Street location. But the design of the in-
terface between the courtyard and the
BART concourse contributes to the dra-
matic contrasts. The wall at the bound-
ary of these two worlds is wide open,
marked only by a slight level change.
Looking from the concourse, one can
see a part of the rough granite terrace
walls and hanging vines in bright sun-
light. From the courtyard side, the giant
eight foot square back-lit map panels of
the system attract the subway patron.




Credits

Client: BART was client for the stations
and administered the federal grant that
financed the plaza. The city's Market
Street Task Force administered the plaza
contract, along with the rest of the sur-
face improvements on Market Street.

Architects for Powell Street BART Sta-
tion: Skidmore, Owings and Merrill

Design Team for the Plaza: The Market
Street Joint Venture consisting of Law-
rence Halprin and Associates, Mano
Ciampi and John Carl Warnecke and As-
sociates.

Lessons of Hallidie Plaza

* The types of contrasts and conflicts be-
tween street life and transportation fa-
cilities that occur at this station are
common conditions of urban life in the
U.S. They can be considered as oppor-
tunities for aesthetic expression and
experience, and can be incorporated
into the design, rather than avoided.
When situations of such complexity
exist, designs must anticipate potential
difficulties, and management plans
may have to provide extra resources
for maintenance and securty.
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CASE STUDY 2.5¢
Washington D.C. Metro
Unified System Design

From the street, Metro station entries are
discrete and inconspicuous. A simple
bronze pylon, emblazoned with a
straightforward M. marks the escalator
which carries you underground. The de-
scent is a long one. At the beginning
there is no cover overhead. By the time
you enter the tube which encloses the
lower portion, you have already reached
the depth at which many other subway
systems run. Still you descend. Anticipa-
tion builds as the brown-colored tile first
appears at the tube's end, and cxpands
into a landing and the mezzanine of an
immense and elegant coffer-vaulted sta-
tion.

Fifty-three such underground stations. all
within the denser portions of the city,
are planned for the Washington Metro.
As the system'’s six lines radiate into
outlying residential areas, the guideways
and stations emerge above grade. their

isual ties w0 the wic
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platforms covered by large concrete
roofs with the shape of a gull’s wings in
flight.

The system is designed as a comprehen-
sive architectural entity—a *‘system-sys-
tem’". Those underground stations look
more or less similar. The above ground
look alike as well. A consistent system
of signs and graphics is used throughout.

The design of the Metro was strongly in-
fluenced by the Commission on Fine
Arts and its then Chairman, Gordon
Bunshaft. Harry Weese and Associates,
the architects for the whole system. orig-
inally intended to vary stations in re-
sponse to the location but the
Commission’s preference for a strongly
unified vocabulary prevailed.

The general aesthetic intent of Metro is
very clear and consistently executed: to
create a unified, monumental comple-
ment underground to Washington’s ar-
chitecture above. The following are
particulars of the aesthetic effect:

The spaces are successful in establish-

ing simple grandeur.

The floating platforms and indirect

lighting focus on the grand vault and

away from the people. This makes the
environments very dramatic, but some-
what impersonal.

* The mezzanine entrances enhance the
spatial drama by providing an uninter-
rupted view of the whole station and
making orientation easy.

* The colors are very subdued, and signs

and advertising are not permitted a ma-

jor visual role.

Since standard elements were used
throughout, each component plays a par-
ticularly important part.

Coffered concrete vaults are the unify-
ing elements of the Metro. They go
through subtle variations. They also con-
tain acoustically absorbent panels. Float-
ing platforms and mezzanines are
designed in such a way that they never
visually connect to the vault. This also
discourages graffiti which is virtually
non-existent.

Lighting is indirect. reflected onto the
vault both at the edges from behind plat-
form rails and from the sign pylons. The
fixtures are difficult to keep clean and
this has caused considerable (and unfor-
tunate) dimming of lighting levels.
Lights set in the pavement along the
platform’s edge flash to signal the arrival
of a train.

Signing is provided by wall-mounted
signs and free standing pylons and has
generally proved inadequate. Wall signs
are hard to see from the train and the
pylons may secem to give ambiguous di-
rection,

Floors are of a dark brown tile, increas-
ing the feeling of being underground.
Benches are too few and not comforta-
ble. Color is provided only by a few
backlit advertising signs. The dominant
effect is monochrome.,

Entrances make a minimal presence
above ground. They can be fitted into
any surface situation using standard ele-
ments, but are hard to find and add little
to the strectscape.

Costs

Through 1978, construction costs have
totalled just over 33 billion. Funding has
been a combination of federal-aid inter-
state highway transfer funds, other direct
congressional appropriations, and contri-
butions from the regions served.

Credits

Client: Washington Metropolitan Area
Transit Authority (WMATA)
Architects: Harry Weese and Associates
Engineers: DeLeuw, Cather and Associ-
ates. The two firms were retained di-
rectly by the client and given equal
status on the design team,

Lessons

* The client and the powerful Commis-
sion on Fine Arts specifically wanted
the monumental, unified image and
successfully directed the designers to
obtain it. The overall effect is well
matched to the environment of monu-
mental Washington, although it might
be inappropriate elsewhere.
Some opportunities are lost by this
type of approach: the type of colorful
activity that animates the stations in
Montreal and the type of streetscape
improvements and integration of en-
trances that has occurred in BART.
= Giving the architects a status equiva-
lent to the engineering team was criti-
cal to attaining the high degree of
aesthetic design control.
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CASE STtupY 2.5D

MBTA Modernization

Design for Efficiency and Aesthetics
Boston, Massachusetts

Boston's subway system is one of the
nation’s oldest. It began operations in
1897 as a subterranean trolley line. To-
day, the combined subway and streetcar
system is 73 miles long, has 44 stations,
and carries 146 million passengers an-
nually.

The Massachusetts Bay Transportation
Agency's multi-million dollar Program
for Mass Transportation, begun in 1964,
includes the construction of new stations
and modernization of the existing sys-
tem. The purpose of the modernization
project was to improve the functional ef-
ficiency and visual impact of the stations
through good design. Facilities were to
reflect the rising standard of urban liv-
ing, make transit riding more convenient
and comfortable, and be comparable to
the new suburban stations. A description
of the Program says:

“'Dismal depressing austerity that drives
prospective customers—and revenues—
away will be avoided. Lavish ornateness
which serves no basic purpose, but
wastes funds as well as confuses the ri-
der, and adds to maintenance, will be
avoided, on the other hand.’" (ref. 95)

The architectural firm, Cambridge Seven
Associates, was hired to redesign the
system. They approached the problem
from the standpoint of urban design—
how to help make downtown Boston
function better. Their work, as described
by Peter Blake in Subways (ref. 88) is
summarized here.

Four techniques were used: identifying
the four lines with color, standardized
typography for essential information,
pictorial images to relate subway plat-
forms to above-ground scenes or land-
marks, and improved vehicle design.
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Lines are known as the Red, Blue,
Green and Orange. Station color
schemes often reflect this identity as
well. A color-keyed horizontal band with
the station name facilitates recognition
from the train. End walls are often
keyed to the color of the line.

Helvetica medium is the type face used
throughout the system. A logo was de-
veloped (a T in the circle), and used to
signify the location of a station. An ar-
row in the circle points to station entries.
Easily legible diagrammatic subway
maps were designed, and coded by color
and typography.

Photographic or painted wall images por-
tray above ground scenes or representa-
tive themes. At the Aquarium stop. for
instance, the graphic has a fish theme,
while at the Airport stop there are birds
in flight. These images are the only
“‘posters’” seen from the train. All other
advertising is restricted to the wall be-
hind the tracks, and cannot be readily
seen from inside the train.

Typically, stations modernized during
the first phase of work share an under-
stated aesthetic. Brick floors and walls,
wooden benches, fluorescent lighting,
and clear signage create an uncluttered
and efficient, yet warm appearance.
These stations provide underground trav-
elers with a relaxed reassuringly ‘“*nor-
mal’’ setting. Recent renovations
introduced new design elements.

b ~d. Exposed trusses and graphics are decorative clements
at State Strcet



a,

b. Park Street’s design cmphasizes color and detail

State Street, Orange and Blue
Lines

An all-white color scheme and straight-
forward detailing give this station an
austere, direct aesthetic. The only deco-
ration is a striking supergraphic star, in
the system colors, in a two story cham-
ber leading to the platform. The design
also serves to direct passengers to either
the Orange or Blue Line.

The interior volume has been opened up
to its two-story height in the platform
room, too. In the renovation process,
two old trusses were revealed and
painted white, heightening a sense of the
volume (photo b, to left). Above the
tracks and visible from the platform, a
window opens onto an upper level corri-
dor. This unusual feature adds to the sta-
tion’s spatial complexity, and gives
pedestrians a sense of their destination,
the platform below.

Architects for the station were Wallace,
Floyd, Ellenzweig and Moore.

,-1'..Aﬂ

PARK STREET

Park Street Station, Green and
Red Lines

Park Street Station is the centerpiece of
the system, the intersection of the Green
and Red Lines. It is the busiest and larg-
est station and the most complex in
terms of function. It is also the oldest
subway station in the country. The fairly
controversial renovation was the subject
of an extensive user involvement proc-
ess, funded by the Urban Mass Trans-
portation Administration.

Colored ceramic tiles are used in a lav-
ish way, creating a gaudy yet whimsical
environment. Patterns. colors and forms
add up to a richness which imbues other-
wise ordinary spaces with visual and tac-
tile interest. A non-conventional color
scheme of reds, greens, yellows and
blue is vivid, although not pleasing to
everyone.

Closely spaced suspended lighting fix-
tures form a composite overhead fabric.

éTiflqu

reinforcing a distinct interior quality.
Shades glow and sparkle, adding to the
dramatic quality of the setting. Green
and red lamps reinforce the system’s
color identification and provide orienta-
tion. The lights dominate the station’s
image and are its most controversial de-
sign clement.

Kiosks which incorporate benches are
permanent furniture, designed to house
flower and fruit stands. Carving shel-
tered spaces out of the path of circula-
tion, the kiosks provide a natural focus
for activity. Although these spaces are
not yet used for concessions, Park
Street’s famous *‘underground™ musi-
cians find them to be excellent sites for
performing.

Many small events attract the eye
lights. colors. textures. forms—and this
can be beguiling or confusing. The ef-

fect is festive, but may causc a tension if

there is too much going on. A warm
sense of humor has enchanted a previ-
ously drab place. But so many different

design elements seem to compound the
existing visual clutter.

The architect was Arrowstreet, Inc.

System Costs and Credits

The Massachusetts Bay Transportation
Authority (MBTA) owns the system, and
is responsible for its coordination, ex-
pansion, improvement and operation (in-
cluding funding). Over $15 million will
be spent on major work on |8 stations
and minor work on 22 others. The de-
sign department, under the direction of
John Williams, coordinates the work of
consultant architects, which is subject to
rgorous community reviews.

Lessons

* Graphics, colors and materials supply
an underlying visual uniformity which
enables station design to vary. Riders
receive an overall impression that the
MBTA is willing to explore new de-
sign ideas and encourage diversity, as
well as provide a consistent, easy to
use service.

» Upgrading the stations of an old sys-

tem can be an effective means of im-
proving the public’s image of rapid
transit. There is no substitute for serv-
ice, however. which remains the pr-
mary factor in consumers” choices.
Modernization will be perceived as a
mere face lift, and even resented by
some, if service improvements do not
follow.
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Section 2.6

Railroads

il

This section discusses the use of aes-
thetic design to further a railroad revital-
ization. Acsthetic design opportunities
include enhancing the travelling environ-
ment (the interior of the train), and de-
veloping the aesthetic potential of
stations as public buildings with signifi-
cant impacts on the traveler and on the
surrounding community. Railroad freight
service will not be considered here.

Portions of this section were taken from
research reports on this subject, in par-
ticular Recvcling Historic Railroad Sta-
tions (ref. 100); and Reusing Railroad
Starions (ref. 104).

Contents

Aesthetics and Railroad Revival
Decline of Rail Passenger Service
Potentials for Revival
Obstacles to Revival

Station Design Concepts
Renovation of Stations
New Stations with Mixed Uses

Circulation: Arrival and Departure

Vehicle Design

Recycling Stations for New Uses

Development Procedures

Grand Central Stution, New York
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Aesthetics and
Railroad Revival

“*The railroad station is the gateway of
the town, but a gateway through which
people are brought from the uttermost
parts or through which they set out on
unlimitable journeys. What structure in
the whole of our civilization should make
a finer appeal to the imagination?"’

Toronto World, Nov. 4, 1919

Union Station, Washington D.C

139 — FACILITY DESIGN

The history of the railroad in America is
the story of much of this country’s eco-
nomic, social and technological heritage.
The railroads helped to transform the
United States from an agricultural nation
to an industrial one. The mobility, com-
fort, and relative economy of the rail-
road made this land accessible to
industrialization and stimulated its urban-
ization. Cities were built and enriched
by the economic power of the railroad.
Innovative urban forms—tall buildings,
vertical transport, and multi-layered ac-
tivities, were all dependent on the popu-
lation densities made possible by the
railroad. Railroad-sponsored industriali-
zation also made dreary factory towns,
and encouraged the idea of separating
work places from living places. Rail
transport made commuting from suburbia
possible.

During the Victorian era, traveling by
rail reached unparalleled heights of lux-
ury and style. The railroad catered to
public taste, providing parlors, dining
cars, day coaches and sleeping cars.
Railroad structures were designed in a
mood of self-confidence. Many were
technological triumphs, expressing the
spirit of innovation which was so strong
in the middle of the nineteenth century.
New techniques for construction, engi-
neering and manufacturing enabled the
spanning of the rivers, the climbing of
high mountains, and the building of sta-
tions which enclosed huge open spaces.

In fact, stations were the culmination of
this mood, symbols of the railroad’s role
in history and in the life of the commu-
nity. Many are among our finest exam-
ples of 19th and early 20th century
architecture and are handsome civic
monuments. An estimated 20,000 pas-
senger stations remain out of the 40,000
which were probably built. About 500
continue to be used by intercity rail
transportation. although an additional
number are in use for commuter service.

Decline of Rail Passenger
Service

Passenger service has declined rapidly
over the past 50 years due to many fac-
tors. Railroads could not compete with
airplanes and cars in providing Ameri-
cans with the speed and convenience
they were taught to value by the rail-
roads themselves.

Rail passenger service is still strong in
major corridors such as the Northeast
corridor from Boston to Washington,
D.C. and the Los Angeles-San Diego
corridor; there is potential for increased
strength in other corridors. Rail passen-
ger service has declined substantially or
disappeared completely. however, in
many parts of the country, e.g., the
states of Maine, New Hampshire, Okla-
homa and South Dakota. Columbus and
Dayton, Ohio; Louisville, Kentucky: and
Nashville, Tennessce are among those
that have lost their long distance passen-
ger service.

During the decline of intercity passenger
service in the 1950's and 1960’s. rail-
roads lost money on passenger service
and. accordingly, did not invest in sta-
tions or rolling stock. As a result, these
facilities and equipment were deteriorat-
ing when Amtrak, a federally subsidized
corporation, was created in 1971 to as-
sume responsibility for passenger serv-
ice. Except in the Northeast Corridor,
Amtrak contracts with private railroad
companics to use stations and tracks. In
many cases these companies have de-
ferred track maintenance, with adverse

_effects on the speed and on-time per-

formance of passenger trains.

Although Amtrak has made substantial
improvements to railroad passenger
equipment and has improved ridership.
further improvements in present condi-
tions are needed to encourage increased
use. Although a number of old stations

are still in use, many of these see only a
few trains a day, and their once grand
interiors are vacant and uninviting, The
neighborhoods surrounding these stations
have often declined. although some are
part of current downtown revitalization
efforts. In other places replacement sta-
tions have been built. but these tend to
be unimaginative, lacking in aesthetic
amenities, and not centrally located.



a.

Newtonville, MA before,,

b.  Newtonville. MA after.

Potentials for Revival

Service improvements may lead to im-
portant increases in rail passenger traffic,
with sufficient activity in station areas to
make their redevelopment feasible and
attractive. If energy shortages persist,
the railroad could become important
again as a vital force in the life of large
cities.

* Railroad created city centers, and can
participate in their revitalization. Com-
muter and long distance passenger rail-
road service can affect the aesthetic
environment of the city by reducing
traffic congestion, encouraging the lay-
ering of multiple activities at stations,
and serving as a catalyst for new
downtown developments. This has oc-
curred at the Place Bonaventure, in
Montreal, and is being planned for
Boston’s South Station. (Joint use de-
velopments and air rights techniques
are discussed in Section 3.4.)

Historic stations are frequently signifi-
cant architectural and cultural re-
sources, adding character to their
settings and providing interior spaces
which could not be duplicated today.
These buildings are *‘national re-
sources’” and can be preserved by re-
habilitation for the old use or adaption
for a new one (which could involve a
different transportation mode).

Obstacles to Revival

Until very recently, federal support for
the passenger railroads has been limited,
compared with steadily increasing sup-
port given to highway and aviation sys-
tems.

At present, improvement in passenger
service is inhibited by legal obstacles to
public investment in private facilities
(i.e. privately owned railroads) and by
conflicts between publicly funded pas-
senger trains and privately operated
freight trains that share the track.

Large old stations are costly to maintain,
and the rehabilitation process can be
complex and difficult to finance, whether
the stations are to remain as part of the
rail system or not. Obstacles to station
rehabilitation include:

* Legal problems of multiple ownership
of stations.

¢ The difficulty of finding appropriate

tenants for the grand historic spaces,

which may no longer be able to sup-
port a reduced rail function.

A banking community which may be

reluctant to finance *‘high risk’ reuse

projects, or to reduce high interest
rates on available funds.

* Legal and financial complications
when stations are the assets of bank-
rupt companies.

* Real estate market forces encouraging
speculation in urban land. Railroad
companies find it more profitable to
demolish old stations on prime land, in
order to replace them with higher den-
sity developments, thus increasing the
land value.

* An absence of community or local
government support or recognition.
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Station Design
Concepts

Two approaches to station design are

considered here:

« Renovating existing historic stations to
enhance current, or serve proposed,
transportation needs by combining
them with compatible new uses, if
necessary.

« Design of new facilities which com-
bine transportation and other functions.
or which are integrated with adjacent
activities.

Small commuter rail stations would be

similar in form and function to rapid

transit stations (see Section 2.5), and are
not discussed here separately.

a. Hobokcn, NJ before
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Renovation of Stations

Historic stations in cities where passen-
ger rail service is in operation should be
considered for adaption to current and
proposed transportation needs. Space
that is no longer needed for passenger
service may be shared with a variety of
compatible commercial, cultural or edu-
cational uses. The resulting mix en-
hances and enlivens the passenger’s
experience. while supporting the new ac-
tivities.

Having been commercial ventures, the
larger stations were designed to attract
customers beyond those who used the
trains, and so can potentially be revived
for that purpose. The design approach
may be strictly preservationist or it may
invelve remodelling with contemporary
elements.

Despite changes in the physical fabric of
the city, these stations continue to affect

their surroundings with their command-
ing presence. Among the most promi-
nent and handsome buildings in a
community, railroad stations came to be
regarded as gateways to the city. Often
centrally located and perceived as civic
monuments, they provided a focal point
in the growing, changing metropolis.
Railroad stations are also distinguished
by the diversity and vitality of their ar-
chitectural styles. Some were master-
pieces by well-known architects. Others
were standard designs adapted to local
conditions by skilled craftsmen. using a
rich architectural vocabulary. As a re-
sult, each station has a unique commu-
nity identity.

In addition to the general problems of
renovation, the success of a rehabilitated
station may depend, in part, on efforts to
revitalize the surrounding community,
and should take place in the context of
broad revitalization plans, wherever pos-

b.  Hoboken, NJ afier remodelling

sible. In this way, stations have a greater
potential for recapturing their former role
as a focus for civic pride. Ideally, some
form of community ownership of the
building would be part of the reuse
scheme.

Hoboken-Erie Lackawanna
Terminal

Renovation of the historic Hoboken-Erie
Lackawanna Terminal will be the center-
piece of this city's waterfront revitaliza-
tion plan. This rail-ferry terminal,
designed in 1907 by Kenneth Murchi-
son, is one of the few of its kind still
having limited operations, and is listed
in the National Register of Historic
Places. The Hoboken Community Devel-
opment Agency is the project sponsor.

In addition to preserving the building,
rehabilitation is aimed at creating a
lively, intensely-used urban center. The
exterior will be restored, and the ornate
main waiting room will be converted to
a restaurant and public space. The two
story ferry terminal will house a variety
of markets, artists’ studios, and commu-
nity facilities, leaving space for a poten-
tial reactivated ferry service. The
passenger rail concourse and train sheds
will also be renovated.

The terminal is envisioned as a focus for
the revitalization of the southeastern part
of the city. Renovation plans include the
surrounding neighborhoods, where street
improvements and parks are intended to
open up the riverfront to the public and
provide open space. Access to the termi-
nal and the area will also be improved.

The cost of the total project is estimated
at $9 to $10 million. Both public and
private funds will be used, including
$3.8 million from the Economic Devel-
opment Administration’s Public Works
Program, for rehabilitating the roof and
skylights of the waiting room.
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The Northeast Corridor
Improvement Project (NECIP)

The Railroad Revitalization and Regula-
tory Reform Act of 1976 established the
NECIP to improve railroad passenger
service along the heavily traveled corri-
dor between Boston and Washington,
D.C. The Act made available $1.9 bil-
lion for 100% federally funded improve-
ments directly related to high-speed rail
passenger service, and 50/50 cost shar-
ing by the federal government and state,
regional or local government for related
projects. Three quarters of one percent
of station costs are being used to pur-
chase art work. Of the 15 or so stations
being improved, 9 are listed on the Na-
tional Register of Historic Places. These
stations will be renovated. where the re-
quirements of the corridor can be recon-
ciled with the structure’s historic signi-
ffcance. Non-transportation related uses
are included in some designs, and will
be funded separately. Some of the sta-

tion improvement projects include:

Boston’s South Station, originally de-
signed by Shepley Rutan Coolidge, will
combine historic restoration with new
structure, requiring federal, state and
city involvement. Only a portion of the
original station remains today. The pro-
posal includes rehabilitation of the inte-
riors, realignment of the tracks, and
construction of a new passenger center,

New Haven’s Union Station was de-
signed by Cass Gilbert and completed in
1920. By 1972, it had become so run
down it had to be closed. The improve-
ments will include restoring the facade
and great interior hall, reorganizing sta-
tion functions, and installing new graph-
ICS.

Wilmington Station was designed by
Frank Furness and is the last remaining
large railroad station of his design. Its
iron and glass canopy will be recon-
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structed, and the facade with its terra
cotta trim will be restored as part of the

overall program.

New Stations with Mixed
Uses

Where new stations are to be located in
an area with established commercial or
service uses, the benefits of having a
mixed-use station would be the same as
those described for renovated, mixed-use
stations. Integrating the new facilities
into the community is more valuable
than if the facilities were to be isolated
and surrounded by parking lots. Intermo-
dal connections suggest other formal and
functional requirements as well. New
railroad stations of this sort should per-
haps resemble meeting halls or markets,
instead of using the temple symbolism of
the Victorian era.

While no major mixed-use stations have
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been built in the U.S. recently, the new
Central Station in Montreal is a good ex-
ample. It has been integrated with a
hotel, as well as the downtown, by
means of the underground pedestrian
network that has made this a multi-level
city (Case Study 3.4a). In the complex
leading up to the station are a variety of
stylish bars, cafes and shops, as well as
an entry to the massive Place Ville
Marie. This forty-two story complex was
built on a seven-acre air rights site over
the railroad tracks, and includes 2.9 mil-
lion square feet of office space, 160,000
square feet of retail space, and 350,000
square feet of parking space. Also con-
nected to the station via the retail mall
are the six-acre Place Bonaventure, with
its hotel, rooftop swimming pool and ex-
hibition hall.
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Circulation: Arrival
and Departure

Trains are the most convenient and di-
rect way to travel from downtown to
downtown. Being central to the city
makes the station a potentially dramatic
place to arrive. Strengthening the link-
ages between the station and employ-
ment and activity centers further
integrates the railroad into the circulation
patterns of the city.

Arrival and departure sequences can be
structured and highlighted with sights,
sounds, tastes and even smells. In the
ideal case, passengers may arrive into a
Grand Hall, buzzing with life from bou-
tiques and cafes, or they may be ori-
ented outward by dramatic views of the
city streetscape, heightening the sense of
arrival. Pedestrian malls leading up to
stations can provide elegant approaches.
comparable in some situations to the
original boulevards, allowing viewers to
appreciate historic stations” architectural
beauty and detailing. Washington,
D.C.’s Union Station is an example of
how a park-like setting can make an im-
posing building seem even more impres-
sive.

The railroad station as a form developed
sophisticated ways of handling separa-
tions and interrelationships between pas-
sengers, functions and ground transport.
Grand Central Station represents the cul-
mination of this form, anticipating con-
temporary multi-use planning by using
multiple levels to handle complex circu-
lation problems.

[ncluded in the complex are two levels
of railroad trains, three subway lines,
shops, restaurants, offices and a theater.
Underground passages provide access to
adjoining buildings. Even without the
Grand Hotel called for in the original
plans, the terminal is really a city within
a city.
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New London, Connecticut’s Union Sta-
tion, originally designed by H.H. Rich-
ardson, is a good example of retained
and expanded transportation uses in a re-
cycled station. As part of the Northeast
Corridor Improvement Project, (NECIP)
Amtrak agreed to lease space to a devel-
oper who put together the renovation
package. Amtrak now shares the first
floor waiting room with a restaurant.
The basement was opened up to provide
additional waiting space, and a mezzan-
ine adds room in the restaurant section.
A sense of the original openness and
grand scale has been retained.

Intercity and local bus service are to be
located in the building, thanks to NECIP
planning funds. There is a taxi waiting
arca directly in front of the station, and
a 1.500-car garage, built with urban re-
newal funds, across the street.

Boats to Southern New England islands
depart from adjacent docks. The
station’s downtown location makes this
connection convenient to the restaurant
and the city as a whole.
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Vehicle Design

An important aspect of improving the
popularity of train travel is the design of
the train itself. The decline of passenger
service resulted in less money being
spent on the purchase and upkeep of
trains. As a result, much of the existing
rolling stock is over 20 years old. Re-
cently, public and private efforts have
been aimed at upgrading existing trains,
and designing more comfortable, attrac-
tive and efficient trains for the future.

The first new long-distance passenger
rail cars built in America in 20 years,
luxury bi-level superliners, were intro-
duced in October, 1979. These cars cost
nearly $1 million each. Among the fea-
tures offered are deluxe bedrooms, fam-
ily rooms, private baths, and full-size
kitchens which permit expanded meal
service.

In marketing rail service, comfort for
passengers should be emphasized. This
concept was important in new design
features selected by the Canadian gov-
ernment (now being implemented) as a
result of a limited competition for the
design of improved trains. Features of
the new interiors include warm brown-
toned decor, encased overhead luggage
racks, five-foot long tinted windows,
reading lights, food service at each seat,
and modern washrooms with provisions
for the handicapped. These designs will
be incorporated in new trains, and will
be adapted to existing trains as well.
Layouts can be modified to meet chang-
ing passenger requirecments, i.c., turning
coaches into club cars, which have al-
ways been welcomed by passengers.

European rail cars have long been fa-
mous for the quality of their dining cars,
day coaches and variety of sleeping ar-
rangements. The recently retired Orient
Express, for instance, provided an ex-

ceptional travel experience and rich ma-
terial for the imaginations of many who
rode on it. It was the setting for daily
dramas and romantic emotions in real
life as well as fiction.

A self-contained ‘‘hotel on wheels,”
known as the Tour Train, offers a varia-
tion on this experience for Amtrak and
Canadian passengers, carrying travelers
on weekend excursions to selected resort
areas. Operated by the Otter Valley Rail
Road in Procter, Vermont, the train pro-
vides 30 passengers with transportation,
sleeping accommodations and meals, as
well as ground transportation to local at-
tractions. Stopovers are planned near
sites of interest to tourists.
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i Oberlin. OH

Recycling Stations
for New Uses

In small communities outside metropoli-
tan arecas, or In cities where rail passen-
ger service has been discontinued, the
old station can continue to serve public
and private interests by being adapted
for new uses. As described above, these
historic buildings are usually worthy of
preservation. They often are sturdy
structures. Rehabilitation may be eco-
nomically feasible, and will stimulate the
local economy through the creation of
jobs.

Every city has potential uses for recycled
stations. In many communities, multi-
use spaces are needed by educational
and cultural institutions and by commer-
cial ventures. Government functions re-
quiring public access are also potential
users. Mass transit is a logical compo-
nent of reuse.
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Oberlin Station

This station, in Oberlin, Ohio, was pur-
chased by the Nordson Foundation be-
cause it could be converted easily for a
variety of civic activities. The Founda
tion decided to use the previously vacant
building as a Head Start School. The ex-
terior was restored and the interior re-
modeled to include classrooms, offices,
a toilet and modern kitchen.

The school leases the station from the
Foundation for one dollar per year. The
success of this effort has convinced the
Nordson Foundation to convert a station
in Amherst, Ohio, into a cultural center,
which will include the performing arts.

b, Duluth. MN

rectly behind the historic depot, making
the Arts Center an attraction for the pas-
sengers as well.

Duluth, Minnesota

This 80-year old station has been con-
verted into the St. Louis County Heri-
tage and Arts Center. This center is a
joint effort by eight city and regional
cultural groups. The facility includes
museumn and exhibition space in the
original depot, a transportation museum
in a new trainshed, and a new theater
for the Duluth Playhouse in an addition
to the depot. The building was pur-
chased by a non-profit organization for
$137,500. This group now administers
the facility. The cost of the completed
project was $3 million, 30% from gov-
emment grants, 35% from foundations
and 35% from private fund-raising. The
station reuse has had significant impact
on revitalizing the area and has helped
expand the city’s tourist industry. Am-
trak had ended service to Duluth, but
starting in March 1977, added one round
trip daily to Minneapolis-St. Paul. The
new passenger facilities were located di-
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Pennsylvania Swuation, New York

Development
Procedures

The initiative to renovate railroad sta-
tions may come from a transportation
agency, a city government or private
parties. In all cases a complex set of fac-
tors must be considered:

* Legal issues. The titles of railroad
property are often tied up in complex
bankruptcy procedures. These must be
cleared before any new entity can initi-
ate development.

* Transportation planning. This must

include assessing the needs of continu-
ing rail use and potential intermodal
adaptions prior to commitments of
space to non-transportation uses. Fed-
ecral technical assistance grants are
sometimes available for these studies.

* Architectural survey. The historic

and architectural value of the building,
its physical condition, and feasibility
of alternative reuse schemes should be
evaluated by professionals. Transporta-
tion planning grants may cover some
of this work if continuing transporta-
tion use is involved.

Market studies. These must estab-

lish the viability of commercial uses if | “N lll | | ! || !!
such are proposed in order to make the l“ I.!! !!!
case for financial backing. Both public oy

granting agencies and private financiers
are likely to require a demonstration of
demand for the rehabilitated space.
The larger stations are likely to be de-
veloped by public/private joint devel-
opment teams where transportation
agencies may play a part as either :
owners and co-developers or as prime S Elevated trucks. New York. 1880
tenants leasing from the developer. In

cither case, they can play a major role

in reviving the important resource rep-

resented by railroad stations.
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Dallas-Fort Wonh

Section 2.7

Airports
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Airports often serve as symbolic gate-
ways to cities, much as railroad stations
once did. Aesthetic problems inherent in
airport terminals are posed by their large
size and scale and their complexity. The
solutions addressed in this section are
aimed at creating human scale, adding
drama and personality to these environ-
ments, and providing a sense of orienta-
tion for the passenger.

Contents

The Growth of Airports
Aesthetic Problems
Opportunities
Design Concepts
Grand Gateways
The Terminal as Machine
Circulation
Designs to Limit Walking Distance
Landscape Design
Special Opportunities
Graphics and Orientation
Waiting and Related Amenities
Space Design
Ambience
Amenities
Case Studies
Dulles Airport, Virginia: 2.7a
SEA-TAC Airport,
Seattle, Washington: 2.7b
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The Growth of
Airports

“‘For me, aviation has value only to the

extent that it contributes to the quality of

the human life it serves.”
Charles A. Lindbergh, July 1972

Airports were once symbols of glamor
and excitement, places where vacations
to exotic places began, celebrities might
arrive, and adventure was in the air.
Flight provided the main ingredient of
this excitement: the airport only needed
to supply a backdrop to such an exhila-
rating event. Although airport terminals
were significantly large, they had not yet
become so massive as to require the in-
vention of new architectural forms. They
were directly modeled on those earlier
public buildings for mass circulation, the
great railroad stations. Railroad con-
courses directly influenced the planning
and design of early airport terminals, as
a comparison of Union Terminal in Cin-
cinnati and the Greater Pittsburgh Air-
port shows.

Aesthetic Problems

As air travel became more popular, it
eventually came to be regarded more as
a means of mass transit than a holiday
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outing. Larger planes were designed to
handle growing traffic demands and ter-
minals became congested, leading to
larger and more complex facilitics.

Standardization of terminal space was
seen as a solution. Aesthetics and pas-
senger’s needs would often take second
place to efficiency-oriented solutions to
logistic problems. In 1973 William B.
Foxhall described the consequences of
this growth:

+

*. . . bleak and confusing terminals:
exhausting delays in ticket lines, more
exhausting hikes on foot with luggage,
traveling unconscionable distances man-
dated by the convenience and configura-
tion of machines; demands upon the
traveler’s time and person, serving no
purpose but the proprietary image of the
airlines, shrinkage and withering of the
quality of life, subservient to the eco-
nomics of machines and to the mon-
strous conditions they create. . . . But
the airlines, not the travelers are the es-
sential client of the architect in this
arena. So the airports are for the air-
lines, not for travelers.” (ref. 9)

Terminal designs appear to encourage
people to spend time and money in the

concourse shops and bars, by making the

free public areas cold and unattractive.
Competition among concessions at least
ensures some personal attention to the
passenger and a pleasant atmosphere.
Even these enterprises, however, can
have a mass-produced look, and many
express their identity through gimmicky
designs.

Another cause for neglect in the design
of some terminals’ public areas was the
optimistic assumption that passengers
would not need to use them for any

length of time. This has proven not to be

the case, particularly for travelers on
long-distance or connecting flights and

charters. Some people spend days in ter-
minals due to their standby status or be-

cause of unforeseen circumstances such
as weather or technical difficulties. De-

lays in landing caused by increasingly
frequent air traffic jams also create long
and often anxious waits for family and
friends on the ground. Bleak waiting
areas may aggravate the physical and
psychological discomforts experienced
by many travelers in these
circumstances.

Opportunities

In recent years, a need for new facilities.
expansion and remodeling provided a
chance to correct these problems and
create a better image. The human ele-
ment has been given appropriate atten-
tion in many of these projects. Perhaps
passenger resistance in the face of rising
costs and shrinking amenities will be a
factor in making more airport terminals a
source of community pride again, by en-
couraging well designed terminals with
exceptional environments for passengers.
Some specific design approaches are de-
scribed in the following section.



Rapid expansion of O'Hare Airport, Chicago. caused problems for both air travelers and the surrounding community.

AIR TERMINALS — 150



Design Concepts

Passengers retain long-lasting impres-
sions of terminal design. These im-
pressions may influence whether a per-
son will travel to a city by air, and how
they relate to others while in the termi-
nal. Two types of design concepts de-
scribed here—<called *‘grand gateways™
and *““the terminal as machine’'—are
useful in looking at general aesthetic is-
sues involved with contemporary termi-
nal design problems.
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Grand Gateways

Terminal design can provide a coherent
visual image, a ‘‘gateway’’ which ex-
presses the large-scale civic commitment
to the airport. This sort of approach
often produces architectural forms which
are quite sculptural and unified. In some
cases, such as the Dulles and Newark
terminals and Kennedy's TWA terminal,
these forms are intended as dynamic
expressions of the movement and energy
of flight.

Terminals designed in this grand manner
are closest in form to their predecessors,
the sumptuous railroad concourses.
These kinds of terminals strive to em-
body symbolic power, ennobling the
transport companies and their passen-
gers, as well as the host community.

Commanding the scene with their domi-
nating presence, strong large-scale forms
are often well suited for the vast land-
scapes of huge airfields. Meant to be
perceived from afar, however, modern
monumental designs are often ineffective
up close, if they lack the detailing which
characterized railroad terminals.

Monumental forms also tend to be diffi-
cult to modify for changing needs. Ex-
pansions can dilute or destroy the
original intended effect. Programmatic
changes, such as retro-fitting for secu-
rity, may detract from the monumental
scale by creating inefficient uses of
space as a result of partitioning and clos-
ing off circulation areas. This issue more
fully illustrated in Case Study 2.7a,
Dulles Airport.
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.
b. Logan Airport, Volpe Terminal, **no-nonsense’” design

The Terminal as Machine

The rapid growth of airports during the
1950’s and 1960’s led to a need to reor-
ganize circulation and to integrate termi-
nals with ground transportation. Older
facilities were systematized during ex-
pansion. New construction emphasized a
rational, linear approach. As an airport
consultant stated in 1969: *‘an airport
terminal is a location where aircraft dis-
charge passengers and cargo and refuel.
It should function as a well-oiled ma-
chine . . .”" (ref. 12)

The functional aesthetic of this approach
(and of course most airports represent
neither one type or another but a mix of
ideas) differs from the “‘monumental™
mainly in the absence of conscious sym-
bolism and in its additive nature. Be-
yond these characteristics, either type of
structure may assume a variety of forms
and circulation patterns, i.e., centralized
entries with concourses or piers, satel-
lites, horseshoe arrangements, etc.

A product of expansion, these linear
buildings are often quite extensive and
designed with growth in mind. Articula-
tion of functional separations, terminal
units and circulation elements helps to
reduce the impact of such sprawling
forms. Structural and mechanical sys-
tems, when left exposed as part of the
terminal building’s interior and exterior
finish, are natural elements of these aes-
thetics. Standarized components provide
flexibility for programmatic changes.
These designs are business-like and effi-
cient, aimed at the frequent user who
has little interest in drama or ceremony.

With standardized superstructures, the
design of the interior spaces and se-
quences becomes critical. When success-
ful, such buildings can both well serve
and celebrate the daily activities of the
terminal. When purely utilitarian in de-
sign they can be very impersonal and
lack identity to the point of disorienting
passengers.

Logan Airport, Boston. Two terminals
at Boston’s Logan International Airport
which differ in size and style, illustrate
this functional aesthetic.

South Terminal was the first to utilize
the linear concept. The most important
aesthetic quality of this terminal is its
handling of scale, carefully fitting func-
tional components into economical lay-
ered vertical relationships and horizontal
sequences.

The precast concrete structure is linked
to the central garage and access drive by
pedestrian bridges that define comforta-
bly-sized outdoor courtyards. As a re-
sult, the passenger’s overall impression
is gained by moving through the build-
ing, not perceiving it as an overall ob-
ject. The rhythm of repeating signs
along the access drive is appropriate to
the speed of driving, while the passenger
spaces are scaled to access on foot. De-
sign of the interior is carried out in low-
keyed, neutral tones and smooth finishes
which reinforce the image of the well-or-
dered, functional, passenger-oriented air-
port.

The John A. Volpe Intemnational Termi-
nal is a subtle, understated building with
long, unbroken lines. These lines per-
fectly express the function of the termi-
nal as “‘an elongated transfer
mechanism’” with both a layered and a
linear plan. The austere design gives the
terminal a distinctive, refined identity to
greet international travelers.
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Circulation

Procedures for ticketing, holding,
screening and otherwise processing pas-
sengers have strongly affected the design
of airport terminals. Circulation planning
is generally aimed at providing smooth,
continuous and efficient motion, and
separating the flow of incoming and ar-
riving passengers, their families and
friends. However, long walking dis-
tances, and confusing passages and road-
ways can impose indignities and
discomfort on many users. Especially
vulnerable groups include the physically
handicapped, the elderly, families with
young children, travelers with heavy
baggage, and those preoccupied or dis-
tracted by their business or unfamiliar
surroundings—ijust about everybody at
one time or another. Design solutions

need to limit passenger walking distance,

avoid barriers, and improve the scale
and clarity of the pattern through
signage, architectural details, and land-
scaping techniques.

Designs to Limit Walking
Distance

“Drive to your gate'’, concepts are asso-
ciated with the lincar style of terminal
design described above. These are aimed
at the close coupling of land transporta-
tion and the airplanes by enabling curb-
side check-in or departure pick-up on the
same or separate levels. Parking is lo-
cated near the terminal, but cannot be
convenient for all; some long walks from
the lot are inevitable. Vertical layering
of component parts separates traffic and
minimizes walking distances within the
terminal. Decentralization of ticketing
and baggage claim is essential to the
system. Coordination of the operating
methods of the participating airlines is
also required; individual procedures must
fit within system guidelines. The need to
have elaborate approach roads, and secu-
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rity checkpoints compatible with open
plans, are other issues which may inter-
fere with the intended direct access to
the planes.

Dallas-Fort Worth Airport. Described
as the biggest and most automated air-
port with the shortest walking distances,
the Dallas-Fort Worth Airport (D/FW)
has elevated the linear, drive-to-your-
gate style of airport architecture to an art
form. The plan is a series of semi-circu-
lar terminals arranged on either side of a
high-speed expressway. Parking is in the
center of cach terminal and plane gates
are on the outside. An AIRTRANS peo-
ple-mover system is part of the road
spine. tying whole airport together.
D/FW is distinguished not just by its
size and its integration of multiple termi-
nal buildings, but by the different kinds
of perceptions it gives to arriving and
departing passengers.

Passengers arriving by ground transpor-
tation walk only 120 fect from the curb,
through the building to the departure
lounge. The connection is direct and un-
related to the total ensemble of identical
terminal buildings, which can not be
viewed clearly from the expressway.

From the air, however, the monumental
dimensions of D/FW become apparent,
The late sculptor. Robert Smithson, was
a consultant during design to enhance
this effect. During aerial arrival and de-
parture the traveler becomes aware of
the airport as a large scale carth form,
quite different from its closely knit ap-
pearance when seen from the ground.

The **satellite concept™ limits walking
distance by the functional separation of
airside/landside activities. A central
building provides passenger processing,
concessions, and access to ground trans-
portation. Satellite airside structures pro-
vide waiting facilities, and space for
servicing, loading and unloading of air-
craft. Various means of connection to
the main terminal include pedestrian

Dallas-Fon Worth. decentralized termunals

Elevated shutt




bridges, automated guideways, shuttle
buses and mobile lounges similar to
those at Dulles Airport. These shuttle
systems are critical elements of the sys-
tem and can represent a major invest-
ment. They can also form prominent
visual elements for passengers whose
main impression of the airport is experi-
enced while being transported from one
place to another. One important advan-
tage of this approach is that circulation
becomes clarified and direct, and
congestion is minimized.

Tampa International is an example of the
satellite concept in a new terminal using
an electric shuttle system on elevated
tracks. In Case Study 2.7b, Seattle’s
SEA-TAC Airport illustrates how satel-
lite facilities were used to expand a tra-
ditionally styled terminal, with the
linkage provided by an underground
transit system.

Airport Charles de Gaulle, Paris
Based on the satellite concept,
de Gaulle Airport in Paris provides sim-

ple, clear, and visually dramatic circula-
tion sequences. The terminal building is
shaped like a doughnut, with a glass-en-
closed atrium at its center. Separate ar-
rival and departure ramps lead vehicles
around the perimeter of the building un-
til the correct airline is found. These
ramps and the columns provide the ter-
minal with a highly textured image.
Parking is directly on top of the termi-
nal.

Movement proceeds through an auto-
mated check-in area towards the build-
ing’s center, where a two-story lobby
surrounds the atrium and departure infor-
mation is displayed. Passengers move on
escalators and moving walkways up
through clear plastic tubes across the
atrium to the gate level, which overlooks
the lobby. Orientation is always towards
the atrium, so that movement is easy,
clear and visible.

Coming off the ramps, movement to-
ward the gate is again circumferential,
and relatively short, since the gate is

a,b. Sculptural forms and a dramatic atrium create an exciting spatial enviromment, de Gaulle Airport

over the roadway, under the taxiways,
and finally up into glass boarding is-
lands.

near the center. At the desired gate, an-
other moving walkway brings passengers
radially outward through a concrete tube

c. Moving sidewalks feature overhead visual displays
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Landscape Design

Landscape development of airport sites
and approach roads improves their ap-
pearance while solving functional prob-
lems of circulation, orientation and
environmental impact. Designs can di-
rect traffic, screen views, accent decision
points and signage, and add changing
color, shade and texture. Plantings and
earth berms buffer noise and heat pro-
duced by planes and cars. Photosynthetic
processes help filter and cleanse the air.
Coordination of landscape treatments,
lighting, furniture, roadways and struc-
tures can clarify the functional elements
of the terminal. The following examples
illustrate some successful landscaping
techniques.

Controlling Views—D/FW: Here land-
scaping helps direct people to their desti-
nations and orient them within the
various areas of this massive airport
(larger than Manhattan island). Native
plant materials, extensively used, give
travelers their first impression of this
gateway to the Southwest. Large masses
of vegetation, several mile-long earth
berms, and wide areas of grasses give
form to this large, flat site, often viewed
from cars at high speeds. Broad swaths
of colorful wildflowers are planted along
the access road and between the run-
ways. Plant materials create a network
of screens, backgrounds, and focal
points. Berms are unifying aesthetic ele-
ments, used to integrate the buildings
with the site. Smaller groups of flowers
and flowering shrubs mark pedestrian
areas.

Emphasizing Function—Miami Air-
port: Landscape development of the ter-
minal parkway was intended to provide a
*‘tunnel of green’ for travelers in this
congested environment. Designed to give
many visitors their first glimpse of Flor-
ida, the lush tropical foliage is also func-
tional. Plantings relieve the heat and air
pollution associated with dense develop-
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ment and automobile use. Beautiful and
durable native species visually direct
traffic flow and form backdrops for
signage. Large palm trees mark intersec-
tions and decision points. Within the ter-
minal area, different tree varieties
distinguish different circulation paths.

Details contribute a great deal to the de-
sign’s success. Illumination and sprinkler
systems were installed as part of the
project. Plantings in pedestrian areas are
in separate pots, each with an automati-
cally monitored hose for easy mainte-
nance. Trellises, benches, flowers,
shrubs and walls create an enjoyable
scale and park-like setting, available for
outdoor waiting or simply resting.

Special Opportunities

Norfolk, VA International Airport Ter-
minal has a unique setting in the Norfolk
Botanical Gardens. Visitors may go to
the gardens from the airport through a
special pedestrian walkway. Landscaping
was designed to blend with the adjacent
pines, philodendrons, camellias and
azaleas.

The Portland, OR Airport has also re-
placed much of its asphalt and concrete
with greenery. It features English Ivy
ground cover, 744 trees, 2,653 shrubs
and 350,000 square feet of grass.

At Fresno LA Airport a sense of the re-
gion’s agricultural character can be seen
by passengers while still in the plane.
The areas between the runways have
been cultivated for over 30 years with
cotton, peanuts and grain. There has
been no apparent conflict between farm-
ing and airport operations.

a. Greenery replaces asphalt st Portland OR

b. Native specics wc both besntiful and wseful at Miami




Graphics and
Orientation

Some of the confusion and inconveni-
ence experienced in airport terminals can
be avoided through clear and unified sig-
nage. Systematized forms, colors and in-
stallations can eliminate clutter and even
give otherwise undistinguished buildings
a sense of visual organization. Signs can
be lit to enhance their aesthetic effect
and their legibility. Signage should, of
course, be coordinated with all other de-
tails, including street lighting, landscap-
ing, architecture and interior design.

The color coded graphics program for
Newark Airport, which is designed to
encompass the total airport environment
beginning with the roadways and extend-
ing into the terminal’s interiors, provi-
dies a continuous *‘thread’’ of visual
communication leading to the departure
gate. The key components for such a
system are consistency and continuity of
the elements.

In order to reduce travelers’ confusion at
Fresno Airport, strict controls have been
established for all concessions and lease
spaces. Letter styles and sizes have been
standardized, and carriers’ logos must be
placed only behind ticket counters and
check-in desks. These guidelines are part
of an overall design treatment aimed at
enhancing the visual unity of the interior
spaces.

Graphics can provide degoration and in-
formation about the region and can indi-
cate directions and locations. Qualities

of the Pacific Northwest are the theme of

Portland International Airport's graphic
displays. Four 55-foot long full color
photos depict Oregon outdoor scenes.
Hanging banners portraying major indus-
tries and silkscreened prints of Oregon
wildflowers are informative, decorative,

and useful as space dividers. The interior

finish materials continue to welcome and
orient passengers to the region. A warm

setting is created with Western red cedar
paneling and rich colors and materials.

Orientation within the airport can be pro-
vided through design of materials and il-
lumination. A common technique is the
use of patterns or colors on the floor to
guide pedestrian traffic and mark
changes in use, such as at queuing areas.
The color and intensity of lighting, and
the design of fixtures, may be used to
define pedestrian and vehicular routes
and highlight destinations.

Thematic local design elements can pro-
vide passengers with an important means
of orienting themselves. The inter-island
terminal of Ke-Ahole Airport has been
designed in the vernacular Hawaiian
style of hut-like clusters. Arriving pas-
sengers at McCarran Terminal in Las
Vegas are greeted by huge billboards
with flashing neon lights. Moving side-
walks approximately 750 feet long are
accompanied by taped recordings by ce-
lebrities instructing riders in their use.

The unique Las Vegas style permeates
the terminal’s environment.

b

Vemacular design oricnis passengers. Ke-Ahole, HA
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Waiting and
Related Amenities

Design can influence people’s experi-
ences In air terminals perhaps most sig-
nificantly in the public waiting arca. In
the past, the quality of these environ-
ments has been neglected, to the advan-
tage of private concessions to which
passengers and others flee for refuge.
The character of waiting areas is deter-
mined in part by the overall space de-
sign, the ambience created by seating
arrangements, decor, views, opportuni-
ties for social interaction, and the prox-
imity of amenities and concessions.

Space Design

Whether passengers wait in large central
holding rooms or in separate lounges at
the gate greatly affects the quality of the
experience. Central waiting rooms offer
spaciousness and the liveliness of a
crowd, heightened by the proximity of
concessions and the freedom to wander
and congregate. As crowds grow, how-
ever, and circulation and the display of
necessary information becomes more
complex, the advantages of central areas
decrease. During the 1950°s, gate
lounges were favored. These provide
smaller scale rooms, which may be more
reassuring than crowded, open spaces.
The opportunities for amenities and di-
version are necessarily limited, however,
by such decentralization. Security needs
and economics are now favoring a return
to a shared lounge approach, located be-
tween gate areas or at satellites, and per-
haps in conjunction with a central hold
room as well, as at SEA-TAC (Casc
Study 2.7b).

Miami’s satellite facility for international
travel illustrates the variety of conditions
possible with the shared lounge ap-
proach. Passengers with time may
choose to avoid the wide open main
area, with its comfortable yet formally
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arranged seating. Alternatives are niches
in which the furniture is arranged in
groupings convenient for conversation
and couches for quiet relaxation. Large
windows, plants, natural materials and
tables add the thoughtful touches which
create a more intimate setting within the
larger room.

Ambience

The comfort of seating and the decor of
waiting areas can play an important role
in determining how passengers perceive
air travel and their fellow passengers.
The comfort and privacy of seats, and
even the visual and tactile qualities of
materials used, often affect people’s
states of mind and responses.

As mentioned above, Portland Airport il-
lustrates how a careful interior design
creates an atmosphere of unhurried hos-
pitality. Silk-screened banners create pri-
vate, quiet sitting arcas in the midst of a
larger, busy space. There are also vak
furniture upholstered in warm-colored
woven plaids, writing tables and lamps
convenient for reading. These thoughtful
touches are refreshing to find in a public
facility, and they generate an ambience
which is more personal than institu-
tional. Other touches include patterned
carpeting which is coordinated with the
other textiles, and carts laden with flow-
ers. Lush plants in oak containers define
the more intimate scale of the sitting
areas and add to the aesthetic affects
with their textures, variety of forms, and
colors.

It has already been noted that Logan's
South Terminal expresses a more button-
down aesthetic, perhaps aimed more at
the tastes of the jet-age commuter. Sub-
dued colors and smooth surfaces create a
streamlined, low-key environment,
which may be described as either elegant
or sterile, depending on the eye of the
beholder. Window walls fill the space
with soft, natural light, and extend the
comfortably narrow dimensions with op-

b

Shared lounges offer a choice of seating arrangements. Mimi Intermational saellie




b

An stmosphere of unhurmied hospitality. Portland, OR

Cleveland-Hopkins' **

portunities for viewing, avoiding a sense
of crowding.

Amenities

Accommodations for rendezvous and
well-wishing at airports are often sorely
inadequate, being limited to already
crowded corridors in front of security
checkpoints and arrival gates. For inter-
national arrivals, being met can become
a trying experience, if sandwiched clum-
sily between customs and baggage
claim. Public gathering areas are now
being provided at some terminals to
make these social activities easier for
passengers, their families and friends.
Baltimore-Washington International
(BWI) has a centrally located meeting
place near the baggage claim, identified
by means of super-graphics and a red
tiled floor pattern. In the Cleveland-Hop-
Kins airport terminal a quiet area known
as the **Cleveland Space’” serves a simi-
lar function.

Entertainment centers where TV or mov-
ies may be viewed, or that provide var-
ious games such as checkers, chess, pool
or pinball, offer passengers something
more than eating and drinking as pas-
times. These facilities require additional
maintenance expenses, but also enliven
the general atmosphere and bring
strangers together.

A unique variation on this opportunity is
available at McCarran Terminal in Las
Vegas, where clusters of slot machines
are available for passengers.

Airports can also make space available
for displays of public interest. (For a
discussion of the possibilities offered by
public art, see Chapter 1). These can
provide a forum for social interaction as
well as heighten the traveler’s sense of
the larger community. Dallas-Fort
Worth’s display of a prehistoric dinosaur
found during preliminary excavations for
the airport reveals, for instance, the his-
tory of the site, and dramatizes the tre-
mendous changes which have taken
place in the area.
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CASE sTUDY 2.7a

Dulles Airport

A Grand Symbolic Entrance

Virginia

Dulles Airport, located in Northern Vir-
ginia, 26 miles from the White House, is
a ceremonial gateway to the Capital.
Highway access is restricted to a 13-mile
limited-access expressway through the
rolling countryside. Completed in 1962,
the airport currently handles about three
million passengers per year, a figure
considerably lower than most other large
commercial airports.

A unique feature of Dulles is that all of
its functions are contained in a single
compact terminal building 600 by 150
feet. This was made possible by the in-
troduction of mobile lounges, a new
concept for transporting passengers from
a. View from approach road

-
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the terminal to the aircraft, which park
on the jet ramp a half-mile away. The
terminal building was recently placed on
the National Register of Historic Places.
It is currently undergoing some expan-
sion to provide additional space for pas-
sengers and baggage handling.

The architect was very conscious of the
need to marry the static, classical tradi-
tions of federal architecture with a rec-
ognition of the movement, lightness and
excitement of jet travel. The overall
form of the building is a clear and very
successful response to this need.

An outstanding aesthetic quality of the
terminal is the unusually careful and
consistent consideration of each aspect
of the traveler’s experience. This master-
fully designed sequence is illustrated by
the photos on this and the next page:

.

After driving through the unspoiled
countryside, the passenger sees the
building’s shifting silhouette from the
sweep of the access road.

The vertically separated ramps—one
designed for arrivals and one for de-
partures—draw up alongside the grand
colonnade at the front of the terminal
building.

Inside, all of the airline functions and
concessions are arranged within one
large and dramatic light-filled space.
One can walk across the width of the
relatively narrow building to the res-
taurant or observation deck in one
minute and get a broad view of the air-
field and the movements of the planes.

Without walking much further, board-
ing passengers can enter the gates and
find seats in the mobile lounges parked
along the rear of the terminal.

The compression of all these activities
into a distance of less than 200 feet has
a wonderful effect not experienced at
any other major airport: all of the func-
tions are easily visible and comprehensi-
ble to the passenger, thus creating an
intimate, personal sense of the relation-
ship of the parts to the whole. Another,
very practical effect is, of course, the al-
most complete elimination of the tedi-
ous, ‘‘endless’’ ,walking so characteristic
of many airports.

In addition to its conceptual elegance,
the terminal building provides one of the
most beautiful spaces created by modern
architecture. The sweep of the columns
and the roof, the proportions, the views,
the quality of light and the bustling but
uncrowded activity all have an immedi-
ate, total effect on passengers and
visitors.

b. Colonnade at terminal entry.
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The building is relatively narrow

In addition to its overall concept and
unique exterior and interior beauty, the
Dulles Airport terminal introduced a se-
ries of other notable design features that
are illustrated by the photos on this
page:

* A public observation deck is easily ac-
cessible, providing a full view of the
terminal, mobile lounges and airfield.
Even though most seating is set in
straight rows, there are some interest-
ing variations, including writing desks
with chairs and lounge chairs around
tables with a view.

The mobile lounges were designed
with the spage and comfort of a real
lounge, not with the usually confining
dimensions of a passenger vehicle. The
second generation of lounges are
somewhat less satisfactory in this re-
gard, since the hydraulic jacks occupy
the center of the space.

Responses to Change

Since the Terminal opened, major
changes have occurred in air travel: the
need for security controls and the intro-
duction of wide-bodied jets carrying
three or four times as many passengers
as in the past. The latter situation has
created a need for a second generation of
mobile lounges capable of being hy-
draulically raised to the higher airplane
doors.

The expansion (now in construction, see
photo d) was carefully conceived to min-
imize any adverse effect on the
building’s profile. The new departure
area will permit moving the security
gates to the back gate edge of the con-
course area. Additional baggage space
will be located below. The aesthetic val-
ues of the building appear to be well
protected.

Costs

The original terminal cost $108.3 mil-
lion in 1962, including the 13-mile ac-
cess road. The addition is budgeted at
$7 million.

Credits

Dulles Airport is owned and adminis-
tered by the Federal Aviation Adminis-
tration (FAA) of the U.S. Department of
Transportation.

Architect: Eero Saarinen and Associates

Architect for the expansion: Helmouth,
Obata and Kassenbaum

Lessons:

* Many of the elements of Dulles includ-
ing its “‘ceremonial’’ function, its
semi-rural site, its federal ownership,
and relatively low air and auto traffic
volumes are atypical. This cautions
against direct adaptation of all the de-
sign features employed at Dulles to
other locales.
The beauty of the building is the result
of outstanding work by ane of the
great modern architects, and cannot be
transferred by a simple formula. A
building at Boston’s Logan Airport ap-
pears to borrow from it, but, as might
be expected, has fallen short of the el-
egance achieved at Dulles.
= The degree of concern for the experi-
ence of air travelers and the way their
needs were studied and addressed by
inventive design are relevant to every
airport. Such a perspective should be
carefully introduced into airport plan-
ning and design programs.
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CAasE sTUDY 2.7b

SEA-TAC Airport

Blending Efficiency and Aesthetics
Seattle, Washington

The Seattle-Tacoma International Airport
(SEA-TAC) completed a major phase of
its expansion and reorganization program
in 1973. The resulting terminal complex
has a capacity of 13 million passengers
per year, which is expected to be
reached by 1981. The complex consists
of a main terminal building, two satellite
terminals and a 4,300 car, eight-level
parking garage.

SEA-TAC derives its growing impor-
tance from its role as a gateway to the
Orient and Alaska. It has a *‘traditional’’
plan (i.e., central terminal instead of
drive-to-your-gate) but many innovative
features: an automatic *‘people mover”’
connecting the central building and the
satellites, and a completely automated
baggage handling system. Arrival by car

2. Garage s designed for monumental effect
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occurs on the upper level with baggage
checking, ticketing and departure gates
located on the same level in the adjacent
building. Baggage handling, pick-up and
departure by car are on the lower level.
The garage is centrally located and con-
nects by bridges to the terminal on a
mezzanine between the two main roads.
The maximum distance from parking to
gate is 600 feet.

The aesthetic of SEA-TAC is a blend of
functional and monumental. The ap-
proach side of the garage is deliberately
designed for a monumental effect. The
space of the arrival and departure decks
begins to scale down, articulated by
bridges and entrances. The main con-
course is functional and spacious, but a
bit barren, while the waiting areas are
sociably arranged, and comfortably fur-
nished. Anthropological displays related
to the Northwest Indians and works of
art (Case Study 1.4b) are used to accent
the waiting areas. The architectural

scheme as well as graphic signing make
orientation very easy.

The basic aesthetic was developed in re-

sponse to some social research by the ar-

chitects at the start of the project. The
research indicated that there are two
basic types of air traveler. The great ma-
jority are on routine trips and want to
travel as quickly as possible. The other
type is the occasional traveler or tourist
who is more interested in *‘getting into™’
the air travel experience. In response to
these findings, the aesthetic of the main
spaces was deliberately kept smooth
flowing and functional. More design de-
tail and stimulation were provided in the
slightly out-of-the-way waiting areas and
lounges.

Design elements include:

* Moulded, poured-in-place concrete
structural elements were used through-
out the roadways and garage to pro-
vide consistency of form.

b. Arrival space is scaled down for pedestnans.

* The interior of the concourse has a ter-
razzo floor, and plastic laminate and
steel surfaces in neutral tones that are
ideal for maintenance, though some-
what impersonal.

* To save energy, the intensity of light-

ing in the concourse and waiting areas

has been cut in half from the original
plan, thereby making these spaces
dimmer than intended.

The waiting lounges have carpeting,

comfortable chairs, some tables, dis-

play cases and art works. The color
schemes are subdued.

* The information system includes large
maps and clear signs.




Costs

Construction of all new facilities, includ-
ing garage, roads and terminal buildings,
cost $175 million in 1973.

Credits

Client: Port of Seattle
Architects: The Richardson Associates

Lessons

* The carefully considered functional
and aesthetic design elements make
SEA-TAC airport popular with passen-
gers and well-liked by the airport
managcmcm.

* The interior architecture of the termi-
nal building does not quite fulfill the
promise of architectural excitement
created by the outdoor approach
sequence.

* The conditions at this airport are suffi-
ciently typical that most of its parking/

i roadway/terminal layout and terminal

- L e gk g _ . design concepts could be applied to

' major expansions at other large, con-

ventionally planned airports.

b.  Waiting areas arc more inimate and comlonably turmished.
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Section 2.8

Harbors and Water Transportation

T T

Lower Manhatan, 1887
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Urban waterfronts in the U.S. are in the
midst of a revival after a long period of
decline. Actions by transportation agen-
cies can play a part in waterfront revival
in two major ways: by creating or rein-
forcing still viable water transportation,
such as commuter ferry services, and by
providing the necessary transportation
actions for multi-purpose waterfront re-
development. This section focuses on
these two areas of opportunity.

Contents:

Waterfront Decline and Revival
The Potential for Water Transport

Actions for Waterfront Redevelopment
Removing Transportation Barriers
Developing New Access to Water-

fronts
Disposition of Waterfront Land
Planning and Design Issues

The Golden Gate Ferry System,

San Francisco Bay,

California: Case Study 2.8a
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Waterfront Decline
and Revival

A few years ago you could work in
downtown Boston and except for the oc-
casional sea breeze flowing up State
Street, never know that the harbor was
there. That has changed now. Much of
the downtown’s daily life and special
events such as the July 4th fireworks
have moved back to the renovated
water’s edge. You can now take your
brown bag lunch, follow the sea breeze,
work your way under the Central Artery
and have your vista expand over the
Harbor from Waterfront Park. You can
even have your noon meal out in the
Harbor, aboard special luncheon cruise
boats.

Copenhagen Harbor.
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Most major American cities started by
the water and developed their earliest
centers in close contact with ocean or
riverports. In recent years the traditional
roles of water transportation have greatly
declined and waterfronts have become
underused.

This decline deprived the public of two
types of amenities: the excitement of
travelling by water and the aesthetic
value of having an active, accessible
waterfront next to the city center. The
potential for waterfront revival includes
a limited but important potential for re-
newed transportation uses and a great
many opportunities for waterfront rede-
velopment for a variety of uses in which
transportation actions play a major part.

The Potential for
Water Transport

A certain amount of passenger and
freight traffic by water continues to be
functionally and economically viable. In
several cities such as Seattle, New York
(Staten Island) and to a lesser extent
Boston, commuter ferries continue their
historic role of bringing workers into the
central city. In San Francisco, a new
high-technology ferry system was estab-
lished to serve Marin County and relieve
traffic congestion (Case Study 2.8a).
Special services such as boats to Na-
tional Park Service historic sites in Bos-
ton also serve to relieve traffic
congestion by inducing visitors to leave
their cars behind. In addition, there is a
growing amount of excursion cruising
and private pleasure boating in most ur-
ban harbors. Cargo service is also being
revived with container ports and other
technical innovations.

Commuter and other functional boat
services have a great deal of aesthetic
potential. Boats are generally slower

than other modes, but by travelling more

directly and without traffic, do not nec-
essarily take longer. In any case, they
have the potential for making the time
spent in commuting a great deal more
pleasant for their passengers than the ex-
perience of congested driving or transit-
riding. Combining the pleasure of boats
with the business of commuting attracts
riders, as illustrated by Case Study 2.8a.

Ongoing boat transportation along with
cargo terminals, boat yards, fishing piers
and other marine activity are important
in maintaining the authenticity of water-
fronts. The types of redevelopment dis-
cussed below that are now occurring on
many every urban waterfronts could,
without the existence of these activities,
create an unreal, *‘theme park’’ atmos-
phere. Heavy industrial uses must, to
some extent, be separated to avoid func-
tional conflict. But the aesthetics of a
waterfront environment should be true to
its lively, robust history and allow a va-
riety of functions to exist side by side.



Actions for
Waterfront
Redevelopment

In the last decade, the popular and com-
mercial success of waterfront redevelop-
ment projects in San Francisco and
Boston has prompted many cities and
developers to focus with interest on
waterfronts. Specialty shops, entertain-
ment, housing, hotels, marinas, aquari-
ums and museums are the most common
uses. The “*character’” of waterfronts is
generally emphasized as a theme. These
developments have been among the most
successful in bringing people back to the
cities and creating a *‘fun’’ image, in
contrast to some of the remaining city
environments. Because of these suc-
cesses, public incentives to waterfront
redevelopment are being provided in
many cities, including Baltimore; Seat-
tle; Portland, OR: Portland, ME; Minne-
apolis; Philadelphia; and many others.

The aesthetic benefits of waterfront rede-
velopment include: spatially opening up
the city center to and from the water, re-
capturing the love of the city’s water-ori-
ented history. developing new pecople-
oriented uses on the waterfront, and the
opportunity for recreation and a change
of pace for downtown employees.

Many of the steps needed to open up
waterfronts for redevelopment require
actions by transportation agencies. By
participating. transportation agencies can
help provide the publi¢ with the aesthetic
benefits of revived waterfronts. These
actions, which are discussed more fully
below, include:

* Removal of transportation structures
that now act as barriers (railroad
tracks, roads, highway ramps).

* Provision of new access to the new
uses (including feeder service for com-
muter boats).

* Disposition of waterfront land now in
the jurisdiction of transportation agen-
cies but no longer required for trans-
portation facilities.

Removing Transportation
Barriers

Railroads, highways and wide arterial
roads often meet along the waterfront to
form an almost impenetrable barrier to
pedestrians (see photo below). Opening
up the waterfront requires that new bar-
riers be prohibited and that old ones be
selectively removed, consolidated, or
redesigned to insure better access and
visual contact,

Such actions took place in the stopping
of the Embarcadero Freeway construc-
tion in San Francisco, the removal of
Central Artery ramps and relocation of
Atlantic Avenue in Boston the removal
of Harbor Drive in Portland, OR. and
the decking of a highway in Philadel-
phia.

In the past, many years of public pres-
sure and negotiations between the cities
and transportation agencies have been re-
quired to accomplish such changes. The
transportation agencies (including private
railroads) have often resisted due to the
expense and transportation compromises
involved. However, now that the value
of waterfronts has been firmly re-estab-
lished, the removal of these barriers
where necessary should be included
among high-priority policy objectives
and incorporated into city and transporta-
tion agency plans and budgets.

b

Memphus nverfront is cut-off from the city by road and rail

Exit ramp was removed 1o provade Boston's Walk

1o-the-S¢ca

HARBORS AND WATER TRANSPORT — 166



Developing New Access to
Waterfronts

One of the major attractions of urban
waterfronts is their proximity to down-
town areas. The development of walk-
ways with pedestrian amenities is the
most common transportation improve-
ment. Examples of this are Boston's
Walk-to-the-Sea and Baltimore’s walk-
way system from downtown to the Inner
Harbor.

Seattle’s “*Hillclimb™” project (see photo,

opposite) incorporates an inclined eleva-
tor, steps and special walkways to re-
move the barrier of a steep grade and to
connect the waterfront to the popular
Public Market at the upper end. This
project counteracts the physical and psy-
chological barriers created by the Alas-
kan Freeway between Seattle’s
downtown and its waterfront.

In addition to walkways, special rides
are being introduced in a number of cit-
ies. San Francisco’s historic cable cars
take masses of tourists to Fisherman's
Wharf. Memphis is building a monorail
to Volunteer Park on the Mississippi
River, and Seattle and Portland are both
considering antique electric trolleys to
run along their waterfronts. In New
York, a special aerial tramway was in-
troduced to aid in the redevelopment of
Roosevelt Island. These rides have in
common their combination of practical
transportation service and a “*fun’’ qual-
ity that appeals to tourists but is also ap-
preciated by everyday users.

The implementation of special rides can
be complicated by their mixed purpose.
Transit agencies are often reluctant to be
involved in this type of ‘‘non-serious’’
operation. Private entrepreneurs will run
harbor cruises and water taxis in peak
season, but usually cannot make more
regular and comprehensive service prof-
itable. In some cases, special nonprofit
operating entities that can combine pub-
lic funds and private contributions might
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need to be established. Many cities have
already established downtown develop-
ment corporations which can take on this
role. Private beneficiaries of the im-
provements are sometimes then assessed
for that portion of the operating expenses
that corresponds, in full or in part, to
their share of the benefits,

Roosevelt Island Tramway, New York

Disposition of Waterfront
Land

The piers, rail yards, roads and streets
on the waterfront are usually owned by
transportation agencies. Due to the
growing demand for waterfront land for
private development, these public and
private agencies have considerable lever-
age. They can attach provisions requir-
ing specified public aesthetic benefits to
the land disposition agreements. Exam-
ples of such benefits include leaving
open ‘‘view corridors’’, insuring contin-
uous public access to the water’s edge,
and standards requiring space and ameni-
ties for the public. These types of provi-
sions are usually worked out in
cooperation with a city’s planning or re-
development agency, which can fre-
quently provide the necessary
coordination and design staff support.

Harbor areas are likely to pose complex
legal and regulatory issues. Property
ownership or easements may be held by
the U.S. Coast Guard, local port authori-
ties, railroads, and state and city agen-
cies as well as by private industries and
businesses. Controls may be applied by
state agencies responsible for environ-
mental and/or coastal zone management.
The shaping of water channels, piers and
jetties may be under the jurisdiction of
the Army Corps of Engineers. Older
laws conferring special restrictions,
rights, or privileges for the use of the
waterfront may still be in effect. Thor-
ough legal research and coordination
with all parties having possible legal in-
volvement is a prerequisite to effective
waterfront planning.

Planning and Design
Issues

* Maintaining full public access to the
water’s edge is essential to make the
aesthetic experience of coming from
the city to the water complete. The de-
velopment of piers for private luxury
housing. as is occurring in Boston, can
inhibit this. Baltimore’s Inner Harbor
development proceeded under an ex-
plicit policy of keeping the whole
waterfront clearly accessible to the
public.

The balance between water-oriented
transportation and industrial functions,
and the displacement and exploitation
of these by tourist-oriented ventures,
must be understood and translated into
planning controls. The Seattle Water-
front, as an example (photo, opposite
right) has so far maintained this
balance.

Designs should recognize the special
qualities which affect the particular
body of water such as tides, seasonal
variations in the level of rivers and
patterns of wind. fog or temperature.
Traditional designs of piers, quays,
steps, anchoring devices and many
other details were developed in re-
sponse to these factors. and can be re-
emphasized.

* Exaggerated and non-functional ver-

sions of waterfront clichés, such as an-
chors, chains and bollards, should be
avoided.



Batiery Fark. New York
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CASE STUDY 2.8a

The Golden Gate Ferry System
Making Commuting Pleasurable
San Francisco Bay Area, California

The Golden Gate Bridge, Highway and
Transportation District provides com-
muter ferry service between Marin
County and downtown San Francisco.
Marin County terminals are located 1n
Sausalito and Larkspur, with a separate
line serving each. The Sausalito line is
more of a local service to the town while
the Larkspur Line serves as a collection
point further upcounty where people ar-
rive by car or feeder bus. The latter line
is the subject of this case study.

The Larkspur service is provided by
three new vessels and a new terminal
structure at each end. The design capac-
ity of the system is 750 passengers per
boat and it is projected that 3200 com-
muters per day can be carried on the
three vessels now operating. The ride
takes 40 minutes at peak hours and 50
minutes at off-peak when slightly slower
speeds are used. The boats spend 10
minutes at the terminals unloading and
loading.
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This system accomplishes a very unusual
feat: commuter transportation becomes
an enjoyable experience, one that people
can look forward to as a pleasant and/or
productive part of the day rather than as
the unpleasant price paid for their
choices of living and work locations.
This point bears emphasis, for it rarely
is given sufficient consideration, let
alone accomplished, in the design of
public transportation. Yet this Kind of
enjoyable travel could be a key factor in
convincing people to switch from their
cars.

The planners of the Golden Gate Ferry
System explicitly set out to accomplish
such a switch. The District had a direct
mandate to relieve the congestion on the
bridge which it also controls.

The exceptionally appealing travel expe-

rience created by the Larkspur Ferry is

attributable to three components, in or-

der of importance:

* The design of the boat and the quality
of the ride.

* Well-planned and developed access to
and from the terminals at both ends.

» The design of the terminals.

The design of the boat and the quality of
the ride are the most important factors,
since commuters spend 80 minutes per
day on the ride. The Larkspur Terminal
is well served by feeder buses and a
convenient parking lot close to the free-
way. The Downtown Terminal behind
the historic Ferry building is at the foot
of Market Street, within easy walking
distance of much downtown employment
and the subway station. The design of

both terminals is exceptionally light,
airy, colorful and festive. As a result,
the terminals are significant assets to the
system, even though the punctual service
means most passengers spend very little
time waiting.

There is an interesting aesthetic contrast
between Bay Area Rapid Transit
(BART) and the ferry system. Both in-
troduce impressive technology and the
latest machinery. But BART’s methods
are somewhat more humorless and ear-
nest, boasting only of performance and
efficiency, and therefore obtaining little
affection from the population. The ferry
system laces technology with whimsy
and delight, providing memorable trips
without any loss of efficiency. (Some of
these differences occur because the two
systems address different sets of prob-
lems on different scales.)

The gas turbine vessels are of a highly
sophisticated design, and can cruise at
speeds up to 25 knots. There are now
some regrets about the technology. The
engines have proven to be inefficient in
their use of fuel and too specialized to
allow easy maintenance and replacement
of parts. The high speeds have caused
some wave erosion, requiring lower
speeds along portions of the course.

From the point of view of the traveler’s
experience, the boats are completely suc-
cessful. The major aesthetic feature of
the trip is the changing view of San
Francisco Bay. But the physical design
and facilities provided on board greatly
contribute to this success. Special fea-
tures include the following:

* Snack bar, bar and several indoor and
outdoor lounges (commuters can regu-
larly have their breakfast and afternoon
cocktails on board).

Comfortable, colorful seating next to
large picture windows for views or
around tables for work, conversation
or games.

Photo and narrative displays of the his-
tory of Marin Cpunty throughout the
boat.

Special facilities for bicycle storage.

A profusion of color and light animat-
ing the spaces throughout the boat.

An overall atmosphere (created by
people as well as spaces and furnish-
ings) that promotes a choice between
privacy or socializing.

Commuting by ferry i5 an enjoyable experience
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a San Francisco Torminal b Boat design satisfies both functional and sesthetic critera
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Terminal Planning and Design

The Larkspur Terminal includes an elab-
orate feeder bus service connecting to
pickup points in the suburban communi-
ties and coordinated with the ferry
schedule. Access to the terminal is a
simple, efficient operation. The Down-
town Terminal, located within a few
minutes walk of Embarcadero subway
station, is very convenient for most com-
muters. Visual connections and paths to
this terminal are not, however, well de-
veloped and seem more remote than they
should. The main aesthetic virtues of the
terminal layouts are that they do not
cause uncertainties. delays or other bar-
riers on the trip.

The two terminals have a similar archi-
tectural vocabulary, despite very differ-
ent site conditions. The Downtown
Terminal is a small addition to the ex-
tensive older Ferry Building complex
and is somewhat dominated by the envi-
ronment that was already there. Lark-
spur, the more ambitious of the two
structures, was built on a previously un-
developed site. It was a catalyst to other
developments now beginning to grow up
around it.

The Larkspur Terminal is dominated by
a dramatic, white space frame structure
that is prominently visible from the ap-
proaching boat. It has a strong presence
in its otherwise nondescript surround-
ings. The waiting areas inside are richly
landscaped with orange trees, flowers
and shrubs and provide small, intimate
seating groups along the major path-
ways. The overall effect resembles a
light, spacious greenhouse. Dozens of
songbirds have taken up residence
among the space frame struts and pro-
vide continuous sound effects. The space
frame extends to form a canopy over the
bus drop-off points and an entrance to
the parking lot. The parking lot is
clearly organized with islands and divid-
ers, which are planted with trees and
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Tevmumal building visually commands its sitc
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flowering groundcover plants. The build-
ing and site are spotlessly maintained.

In spite of its attractiveness, this build-
ing provoked some controversy. Its
$13.6 million cost was greatly above es-
timated budget. On rainy, windy days
the open space frame does not provide
enough protection, and the addition of
screen walls now being considered is
made somewhat difficult by the architec-
tural design. Generally, however, the
terminal is a wonderful place at which to
arrive or wait.

Costs and Resources

3 Vessels $13.0 million

Downtown and

Larkspur Terminals $23.8 million

Total System $36.8 million
(in 1974)

US-DOT-Transit

funding: $26.9 million

Clients

The ferry system was developed and is
operated by the Golden Gate Bridge,
Highway and Transportation District.
This agency is also responsible for the
operation of the bridge and for providing
commuter bus service from Marin
County. As a result it is in a good posi-
tion to balance the three modes of com-
muting from the county to downtown
San Francisco.

Credits

Larkspur Terminal Architects: Braccia/
DeBier/Heglund

Downtown Terminal Architects: Envi-
ronmental Planning and Design
Associates

Lessons

The Golden Gate Ferry is unique be-
cause it shows that a boat system with
the latest technology can be very at-
tractive for commuter service.

* The responsible agency’s control over
several modes of transportation gave it
some flexibility in developing, operat-
ing and marketing the new system.
The diversity of on-board facilities is
one of the primary reasons why the
ride is such a pleasant experience.
Some of the design features would be
attractive only under the right climatic
conditions. In Northern cities, both
boats and terminals would need more
protection from inclement weather.

* The items that caused problems—inef-
ficient engines, excessive terminal
costs, and inadequate weather protec-
tion—could have been avoided without
reducing aesthetic benefits.
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Section 2.9

Bicycles

The use of bicycles as an alternative to
most other modes of urban transportation
has inherent aesthetic benefits for both
the rider and the rest of the community.
These are as (or more) important as the
aesthetic benefits of the specific physical
design of bikeways. Since relatively lit-
tle planning or implementation of bicycle
systems has occurred in this country so
far, this section discusses how this re-
cord can be improved and how the over-
all aesthetic benefits of increased bicycle
use have been realized. Specific physical
design issues are discussed secondarily.

Contents

Bicycles as Urban Transportation
Aesthetic Impacts
Problems Blocking Public Acceptance
Actions to Expand Bicycle Use
Planning Solutions
Construction of Bikeways
Parking, Storage and Transit Links
Funding Sources
The Paul Dudley White Bike Path,
Cambridge and Boston, Massachu-
setts:
Case Study 2.9a

\
Meet of the League of American Wheelmen. Washington D.C. 1884
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Bicycles as Urban
Transportation

With a sense of satisfaction, the morning
commuter guides her bike across the in-
tersection, choked with cars, trucks and
buses. Inside their vehicles drivers look
intent and harried. Peddling quickly past
the creeping traffic, the cvclist reaches
the bike path along the river. Smiling.
she breathes in the fresh morning air.
The surface of the river is calm. This is
her favorite time to be here and she is
aware of tharoughlv enjoving this ride 1o
work as a needed moment of solitude
and phyvsical exercise. Crossing the river
towards the downtown district where she
works is the best part of the ride. Here
the sky siretches widelv overhead and
every day the color and mood is slightly
different. The rest of the trip is more
hazardous; she must compete with cars
for limited street space. She confidently
navigates her way to the office, past the
rich architectural facades of nineteenth-
century townhouses and commercial
buildings, preferring the risk of riding in
traffic 1o a long and passive subway
ride.
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Bicycles run on the muscular efforts of
their riders. the most energy efficient
transportation device ever invented.
They were the first machine to be mass-
produced for transportation, and continue
to play a major transportation role in
many countries. Bicycle use is wide-
spread in Great Britain, China, India.
North Vietnam and Europe. In Amster-
dam. during rush hour, 60% of all jour-
neys to and from the city center are
made by bicyclists, only 10% are by car.
Bicyclists move faster in Bangkok and
Hong Kong than cars and buses move in
New York or Boston. European bicy-
clists outnumber motorists two to one,
and are ensured a place on the roads by
means of facilities and laws.

Although bicycles were popular in the
United States at the end of the nine-
teenth century (four million Americans
owned bikes then). there has been little
or no planning or implementation of bi-
cycle facilities for urban transportation in
this country since the advent of the auto-
mobile. During the past decade, how-
cver. this trend has begun to shift. In
1972, for the first time since the intro-
duction of Ford's Model T. more bikes
(12.000,000) were purchased by Ameri-
cans than cars. By 1975 there were over
100.000.000 American bicyclists. This
renewal of interest in bicycling has been
encouraged to some extent by an in-
crease in Americans’ leisure time and by
the ongoing energy crisis. For too long
considered by many as only a toy. the
bicycle must now be integrated into the
total transportation system.

Aesthetic Impacts

The appeal of the bicycle is based in
part on environmental and health consid-
erations. Bicycling is philosophically at-
tractive as well. Acsthetic impacts
(considering aesthetics in its wider
sense) can include:

Improved physical fitness and health.
Pleasures of bicycling as a sport or
recreation.

No addition to air or noise pollution;
reduction of existing pollution levels
when bicycles substitute for vehicles.
Reduction of traffic congestion and
parking problems. (Eighteen bicycles
can be parked in the space for one car.
Thirty bicycles can travel in space re-
quired by one moving car).

* Quick. flexible, and personalized trans-
portation.

Spiritual self-discovery. As William
Saroyan wrote, 'l was not yet sixteen
when 1 understood a great deal, from
having ridden bicycles for so long,
about style. speed, grace, purpose.
value, form, integrity. health. humor.
music, breathing. and finally and per-
haps best of all the relationship be-
tween the beginning and the end.”™”

-

Roadblocks to Public
Acceptance

Public acceptance of the bicycle as a

transportation mode has been restrained,

due to the problems associated with their

use. which include:

= Safety, primarily due to the inadequate
design of streets and highways and the
lack of both driver and bicyclist educa-
tion. e.g.. how to share the roadway.
Other common hazards are debris on
the street, storm grates and broken
pavement.

* Inconvenience of bicycles in inclement
weather.

* Theft of bicycles (mostly in urban
arcas).

« Limited carrying capacity.

* Lack of parking facilities in some
areas.

« Other legal or institutional restrictions
to their use (e.g. building regulations
prohibiting bicycles).
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Actions to Expand
Bicycle Use

Actions taken to improve safety condi-
tions and the viability of bicycling as a
transportation mode enhance the aes-
thetic benefits as well. These actions fall
into two categories: “‘no build”” planning
solutions, and the design and construc-
tion of bicycle facilities.

Planning Solutions

The bicycle problem is caused primarily
by a lack of planning for integrating bi-
cycles and cars in their common road-
ways. The solution often lies not in the
construction of new facilities, but in pro-
viding driver and bicyclist education,
and in planning for more effective use of
existing resources, such as local streets.

Motorists’ and bicyclists’ education
can make drivers aware of the safety
needs of bicyclists, and bicyclists more
aware of the hazards of riding on city
streets. Drivers in turn must learn to
watch out for bicyclists, avoid cutting
them off with sudden turns or by open-
ing the doors of parked cars, and gener-
ally respect bicyclists’ rights to road
space. Such educational programs have
long been established in European cities,
where cars and bikes freely intermingle
in the street. English drivers must pass a
bicycle handling test.

Local streets provide the most direct
and inexpensive bike route systems.
They are best suited for the experienced
bicycle commuter who is confident in
traffic and feels impeded by off-street
bike paths shared with pedestrians, jog-
gers and inexperienced bicyclists. Selec-
tion of routes is based on the most
common destinations, the volume of au-
tomobile traffic. speed limits, intersec-
tions and parking. Where traffic volume
is low, only a sign marking the route is
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necessary. Designated bike lanes may be
created by removing parking, or, if the
street is wide enough, by realigning
traffic lanes. When bicycle volume is
high and traffic volume low, an existing
traffic lane can become an exclusive bike
lane. Bike lanes can be accommodated
alongside roadways in parks, and adja-
cent to bus lanes within transit malls.
One problem in using less travelled local
streets, however, is that they often do
not provide the most direct route.

Among the problems of on-street bike
lanes is that cars frequently use these
lanes for turning. and as an access for
parking in dniveways. Physical barriers
or guard rails would prevent this use but
would also be a hazard to bicyclists

The authority for establishing bike lanes
on public streets or highways is often
not explicit in local municipal codes.
Traffic engineers may be able to estab-
lish bike lanes as traffic control devices,
but enforcement of street traffic regula-
tions usually rests with the police. Urban
bicycling maps enhance these systems by
indicating the safest routes, unique fea-
tures along the way, and intermodal
links. The maps also encourage a sense
of adventure and discovery of new
routes.

Pavement markings delmesle bicycle crossing
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Construction of Bikeways

Limited funding for bicycle systems has
been available primarily for the construc-
tion of off street bicycle facilities. It was
once considered always more desirable
to provide separate facilities than to
share the road. Bike paths also provide
excellent access to recreational facilities,
often following scenic routes. These
paths can be used morg readily by inex-
perienced bicyclists, and shared with pe-
destrians and joggers.

This solution creates problems of its
own, however. Intersections cannot be
eliminated, particularly if the bike path
serves an urban access function. More-
over, opportunities to build off street
bike paths in developed areas are lim-
ited. Bike paths are often built where
there is room for them, not necessarily
where the demand is highest. The cost
of construction is high (although not

compared to streets), since paths have
often been built with heavy highway
maintenance equipment in mind, and
many use petroleum-based surface mate-
rials i.e., asphalt. Using lighter equip-
ment specifically for maintenance of
bikeways and using new materials (i.e.
fuel ash or lime fly ash) would substan-
tially lower these costs. In some cases,
special lighting, guard rails, signage,
and painting may add significantly to the
total cost (ref. 43).

Off street bike paths may be built in the
medians of parkways or wide city streets
such as upper Broadway in New York.
Sidewalks have been used, but are not
recommended due to the cost of widen-
ing and curb cuts, and conflicts with pe-
destrians. Utility and abandoned railroad
rights-of-way can offer good routes with
few street crossings, but the purchase of
these easements may be expensive.
River banks, drainage gulches and canals

are potentially excellent routes, some-
times combining recreational and com-
muter paths with open space
improvements and flood control projects.

Cranford, New Jersey. Cranford, New
Jersey’s community bikeway system was
an outgrowth of the increased awareness
of bicycling which resulted from the
city’s successful bicycle safety program.
The 11.5-mile route was completed in
1978 at a cost of $158,000. It was de-
signed locally, from the point of view of
the community bicyclist and police
traffic safety officer. Construction was
by the New Jersey Department of Trans-
portation with 70% of the cost borne by
the Federal Highway Administration and
30% by the state.

Cranford’s bikeway consists mostly of
low-traffic streets, designated as *‘Bike
Routes’’ to form a continuous system
leading to schools, public transportation,
shopping and recreational areas. Paths
are eight feet wide, and provide access
over a river, under a railroad and
through parkland.

Use of the bikeway system is not man-
datory. The system is popular, however,
and many bicyclists choose to avoid high
traffic streets by following the bike route
signs.

Existing roads were used whenever pos-
sible to provide greater security at night.
Separate bicycle paths were built only
where necessary to avoid obstacles, and
were made as visible from the road as

possible, to facilitate observation by both

police and citizens. Safety is also en-
hanced by the frequent use by joggers
and pedestrians as well as by bicyclists.

In order to avoid traffic conflicts, bike
lane markings were not painted on the
streets. It was determined that lanes
would require a ban on street parking, a
disadvantage for homeowners and mer-
chants and not a clear safety advantage.
This community felt that the solution to
safety problems was in “‘teaching bicy-

clists and motorists how to share the
roads, not in trying to separate bikes
from other vehicles on the road™ (ref.
40).

A five-member Bicycle Board, funded
from the police budget, plans the city-
wide program of education and media
coverage, and directs police enforcement
actions. The enforcement effort is sup-
ported by an education and public infor-
mation campaign, involving as many as
fifty officers and citizens at a time. Ac-
cording to one reviewer of the program,
Cranford’s police/citizen team has suc-
ceeded without outside funding *‘because
of the involvement of the entire commu-
nity and the tenacious dedication of its
organizers’’ (ref. 40).
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Parking, Storage and
Transit Links

In order to encourage bicycling. safe
parking, storage facilities. and intermo-
dal connections with public transporta-
tion are often needed. These facilities
help address the problem of theft. and
commuter needs. Long-distance bicycle
travel to recreational areas can be en-
couraged by the same means.

Parking and storage facilities can be lo-
cated at major employment centers,
shopping malls. parks. garages. parking
lots, near building entries on sidewalks.
and at mass transit locations. When lo-
cated at transportation terminals or sta-
tions, bicyclists may park and ride to
destinations otherwise hard to reach due
to distance or physical barriers. The bike
racks currently available are inadequate,
because they generally do not protect the
entire bicycle. In response to this. Den-
ver residents. in cooperation with the
Denver planning office. designed more
secure racks. which are attractive urban
furniture as well. Similar actions are
being taken in many other citics. Bike
racks and locks can be financed by pub-
lic agencies. service clubs, businesses.
or franchise with a manufacturer. Fees
can be charged for supervised parking.
(or for storage in more expensive lock-
ers) but should be low enough to encour-
age bicycle use.

Denver’s urban bikeway plan includes a
bicycle-bus transfer system. Along the
six express routes which serve the city’s
outlying areas. public use facilities (i.e.
gas stations, libraries) will serve as loca-
tions for bicycle parking. Bike racks will
be provided at no cost to the adjacent fa-
cility, and bicycles will. in effect. be
under observation all day. The **pedal-
hopper™”. where the bicycle is carried
onto the bus and parked in a rack, is
also under consideration. Conventional
buses could carry sixteen bicyclists. This
dual system is currently in use in San
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Francisco on buses and BART. In San
Diego and Seattle. bike racks are pro-
vided on the outside of buses.

Several transit systems (San Francisco’s
BART, Washington D.C.’s Metro, New
York-New Jersey Path, Atlanta’s
MARTA) provide bike parking facilities
at their stations. In the BART system,
1,200 bike racks have been placed where
there is high station activity. and if pos-
sible, in sight of station agents. For safe
storage. 650 weatherproof bicycle lock-
ers have also been installed both in sub-
urban and downtown structures. These
lockers rent for five dollars a month.
The Bikes-on-BART policy allows bi-
cyclists to bring their vehicles on board
trains, with some restrictions. Bicycle
commuter and recreational trails have
been developed in coordination with
BART stations to provide better linkages
between bicycles and transit, and core
cities and recreation areas in the Bay
Area.

a. Well designed racks protect the entire bicycle

b

CALTRANS shuttle service

T

Bicycles may be brought omo BART trains



. Bicycle-related improvements can often
Fundlng Sources be included in general, high expenditure
Each state has various funding sources programs, such as park beautification,
which can be used for bicycle-related waterfront development, urban renewal,
projects. Often existing budgets would and bridge construction projects.
allow expenditures for such projects. and
efforts can thus be aimed at redirecting
current expenditures rather than seeking
additional funds or legislative authority.

Some federal funding sources include:
Safety. The Highway Safety Act of
1966 created the National Highway
Traffic Safety Administration
(NHTSA) to address highway safety
problems. Section 402 of this act pro-
vides funds to the states for highway
safety programs, including bicycle
safety projects.

Planning. The Federal Highway
Administration makes available plan-
ning funds from the Highway Trust
Fund. intended for the development
and implementation of highway proj-
ects, which include bicycle facilities.
These funds are only for projects in ur-
banized areas.

* Construction. The federal-aid high-
way program provides monies to states
which can be used to support construc-
tion of bicycle facilities and walkways.
Some states have earmarked highway
funds (gas/sales tax revenues) for bicy-
cle-related projects. Oregon has legis-
lation that requires one percent of its
highway funds to be spent on bike-
ways and footpaths.

* Other programs include the Depart-
ment of Interior’s Heritage Conserva-
tion and Recreation Service, for
recreational bike path construction;
General Revenue Sharing: funds from
the Development of Housing and Ur-
ban Development (HUD) for urban
bikeways: HUD’s Open Space Land
Program; and the Economic Develop-
ment Administration’s Public Works
Program for construction in areas with
high unemployment or low family in-
come levels.

- A y

Highway funds were used to construct this bikeway in West Salem. OR
'
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CASE sTUDY 2.9a
The Paul Dudley White Bike

Path

Building a Bike Path in an Urban
Area

Boston and Cambridge, Massachusetts

Construction of this 25-mile route along
the Charles River is now nearing com-
pletion. The bike path has been named
after the dedicated advocate of biking for
better health, Dr. Paul Dudley White. It
follows a panoramic route along both
sides of the niver from Watertown
Square to the Charles River Dam and
locks, which lead eventually to Boston
Harbor. Parallel to, but separate from,
the roadway, it is used for recreation and
commuting, and provides splendid
views. Bicyclists of all skills share the
path with pedestrians, joggers. and re-
cently. roller skaters, as well.

Land along the river is part of the Met-
ropolitan Parks System, which was es-
tablished in the 1890’s for the joint
operation of park services for the sur-
rounding Boston communities. The Met-
ropolitan District Commission (MDC)
maintains and governs these lands, and
over 170 miles of roadway. In addition
to the Paul Dudley White Bike Path, the
MDC has two other completed bike cir-
cuits, and long-range plans for extensive
paths along the Neponset and Mystic
Rivers nearby.

This route illustrates a number of typical
situations encountered when building a
bike path within older urban areas.

* One common problem is how to get
around physical bariers, i.e. bridges
and viaducts. Previously, when bicy-
clists reached the viaduct under the
Longfellow Bridge, for instance, it

was unclear where to go next. Only
one and one-half feet remained on the
side of the road for the bike path at
this point. The design solution was to
increase the sidewalk width by reduc-
ing the roadway, and installing two
foot high, smooth granite edge stones
as barriers. This resulted in a seven-
foot wide path, protected from traffic.
Similar solutions can be applied to
other highway viaduct bridges at very
little cost.

At the Boston University (BU) Bridge,

a dangerous intersection was avoided
by constructing a wood platform un-
demneath the bridge (see photo). The
new platform has the aesthetic benefit
of revealing the Boston skyline,
framed by the river and the bridge

overhead, to bicyclists and pedestrians.

Recently, renovations were completed
on the section of the route through

DR PAUL DUDLEY WHITE CHARLES RIVER BIKE PATH

HARVARD

- EXISTING BIKE PATH
= e=PLANNED BIKE PATH
ROADWAY

— RIVER
= RESERVATION

Bikeway follows the niver om both sides
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Boston's famed Esplanade, a riverside
park. Paths were made using a dense
mix of small stones, creating a smooth
new surface. Many thoughtful ameni-
ties were provided along the way, in-
cluding seven drinking fountains,
benches, picnic tables and 25 police
phones. This is a high crime area at
night, but is still frequently used by
joggers and bicyclists. Previously, the
closest phone was located several
blocks away.

* Plans to extend the bikeway include
recycling an unused railroad bridge
connecting that links Boston and Cam-
bridge into a bicycle and pedestrian
way. and developing the land at the
foot of the bridge into a park.

The first phases of this bikeway system

were funded from regular MDC recrea-

tion budgets. These were limited and
much in demand, thereby insuring that
the bikeway could be constructed only in
small increments. A recent ruling by the

State Administration and Finance Com-

mission, however, made highway funds

available for bike paths that parallel
highways. This has permitted the plan-
ning and execution of more ambitious
phases.

Costs

Construction took place in four phases.
with a fifth and final phase pending. It is
difficult to translate costs into a per-mile
figure or to compare them to other local-
ities. Some work was incorporated into
other MDC contracts, and work of later
phases was applied towards upgrading
earlier projects which had been inade-
quately completed.

Phase 1 1971-2 $30,000
Phase 2—4 1974-8 $1.,142,000
Phase 5 proposed $500.000

Recreation funds were used prior to
1975. For phases 3 and 4, highway
monies were used for projects parallel to
the road.



b

Water fountam 15 scaied lor bicyclists™ convenience

<

Traffic lanes were realigned for widened bike path under the viaduct

Credits * The presence of a strong bicycle advo-
cate in a responsible position within an
The Metropolitan District Commission agency in charge of local transporta-
has owned, designed and supervised tion is essential for obtaining adequate
construction for the bike path. Engineer attention to this mode of travel.

Richard Ward has been in charge of the
project, overseeing planning, design. and
construction.

Lessons

* The development of an ambitious ur-
ban bikeway can require a clear overall
plan and a patient, phased execution.

* Local conflicts between bikes and au-
tos, or a lack of space for the bike-
way, can be handled by some
ingenious technical solutions. These
can differ dramatically from highway
and road design techniques, due to the
lighter loads of bicyclists and
pedestrians.
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Introduction

This chapter addresses the aesthetic is-
sues involved in integrating transporta-
tion facilities with their surrounding
communities. A successful integration
can accomplish two purposes: it can
avoid destroying existing aesthetic values
in the community, and it can create new
opportunities for a lively environment.

The assessment of such aesthetic impacts
is now required for transportation proj-
ects using federal funds. Methods for
these assessments are discussed in Sec-
tion 3.1. Sections 3.2 through 3.5 cover
aspects of design which can insure that
transportation facilities add to, rather
than subtract from, the aesthetics of their
surrounding communities.

Three types of facilities have the most
important and frequent aesthetic impacts
on the surrounding communities: high-
ways and guideways in center cities
(Section 3.2), parking and feeder service
at rapid transit stations (Section 3.3) and
multi-use joint developments (3.4). In
these three cases, integration with sur-
roundings is a problem separate from
basic facility design.

It is mot only entire facilities that have
impacts on the surrounding community.
Standard components such as paving,
fencing and signs are routinely deployed
in the environment without regard for
their aesthetic impacts. Section 3.5 dis-
cusses these often overlooked elements.

Some elements of transportation facilities
(such as streets, parking, buses and har-
bors) form a continuous environment and
need to be discussed together. These ele-
ments/facilities have already been cov-

ered in Sections 2.1, 2.2, 2.4 and 2.8—
sections which included discussions of

interactions with the adjacent built envi-
ronment so need not be repeated here.

Providing more explicit guidelines for
integrating facilities with different com-
munity types (according to density. to-
pography, climate, social factors, etc.)
was considered and rejected. There are
too many variables for such a classified
set of design guidelines to be really use-
ful. Moreover, in all the case studies, it
was found that the best designs were
very specific, inventive responses to the
local conditions that could not have been
anticipated by any sort of generalized
design guidelines. These projects hap-
pened because committed and forceful
administrators in the city or transporta-
tion agency were willing to work with
advocates for the community environ-
ment. Top quality designers were gener-
ally retained and given the freedom they
needed to create a good piece of work.
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Section 3.1

Assessmg Potential Impacts

R RS BT 2

The assessment of aesthetic impacts is
required as part of federal environmental
impact review procedures. The current
practice of such assessments for trans-
portation projects contain some unsatis-
factory aspects. to the detriment of
aesthetics. This section discusses some
techniques to improve these assessments.

Contents:

Legal Requirements for Aesthetic Im-
pact Assessment
Problems with Present Procedures
Inventory and Analysis of Existing
Aesthetic Resources and Values
Urban Ecological Analysis
Anticipating Aesthetic Impacts

The visual form of Jersey City s seen from the ficld, and the acnial view (ref 128)
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Legal Requirements
for Aesthetic Impact
Assessment

Appropriate consideration of aesthetic
qualities and impacts of transportation
projects vis a vis the built environment
1s not only a desirable objective but also
a legal requirement. All projects utilizing
federal funds are subject to Section
102(2)A of the National Environmental
Policy Act of 1969 (NEPA). which re-
quires agencies to:

. . utilize a systematic interdisci-
plinary approach which will insure the
integrated use of the natural and social
sciences and the environmental design
arts 1n planning and in decisionmaking
which may have an impact on man’s en-
vironment.”" (emphasis added)

NEPA also establishes the need to:

**Identify and develop methods and
procedures . . . which will insure that
presently unquantified environmenral
amenities and values may be given ap-
propriate consideration in decisionmak-
ing along with economic and technical
considerations.’” (emphasis added)

The spint of this and other aspects of
NEPA is to encourage productive and
enjoyable harmony between people and
their environment. More specific refer-
ences to aesthetics are contained in sev-
eral statutes applicable to federally
assisted transportation projects including
Sections 2 and 4(f) of the Department of
Transportation Act. Section 109(h) of
Title 23, U.S.C., and Section 106 of the
National Historic Preservation Act.

The strongest and most specific require-

ments are related to publicly owned park
and recreation lands (under Section 4(f))
and to historic places (under the National
Historic Preservation Act of 1966). Aes-
thetic impact concerns are central in both
of these areas. and sensitive design re-

sponses are usually required to mitigate
the impacts involved.

However, in order to insure thorough
consideration of “‘unquantified environ-
mental amenities and values™ (in this
case aesthetics), environmental reviews
must not rely on these special statutes
alone but need to continually reinforce
the spirit of NEPA. This is essential. for
acsthetics play a major part not only in
open space and historic places but in all
aspects of transportation and community
design.

Problems with Present
Procedures

The operative portion of NEPA has be-
come Section 102(2) (C) which requires
that all Federal agencics include in every
proposal for an action “‘significantly af-
fecting the quality of the human environ-
ment’’ a detailed statement on the
impact of the action.

Many of the current aesthetic assessment
procedures. however. suffer from the
following:

* Aesthetic impact is often treated in a
cursory or mechanical manner resulting
in a data base that is either too general
or too complex to be of real value in
the decision-making process.

= Sporadic attempts arc made at quanti-

fying some elements. but few holistic

approaches arc used with appropriate
involvement of design professionals.

Most impact studies treat aesthetics

separately from other impacts and do

not adequately recognize the tradeoffs
that cxist between aesthetics and other
project considerations or the relative
value placed by the affected commu-
nity on aesthetic qualitics.

Aesthetic impacts are often examined

after the location has been completely

worked out, leaving room for only
cosmietic treatment.

* Few satisfactory techniques are used to
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determine the impact of changes on
people’s experiences and the value to
be accorded to these factors. Such
techniques can be important since per-
sonal responses to the environment
tend to be subconscious. not well
understood by the people themselves,
and elusive if reliance is placed on in-
terviews alone.

Frequently aesthetic concerns get thor-
ough consideration within the Environ-
mental Impact Statement process only
when communities or concerned orga-
nizations lobby for them. Such is argu-
ably the case with the Red Line
Extension. Harvard Square (ref. 127):
and the West Side Highway recon-
struction proposal (ref. 63).

The remainder of this section focuses on
some assessment techniques which at-
tempt to address these difficulties.



Inventory and
Analysis of Existing
Aesthetic Resources
and Values

Many of the currently used visual assess-
ment techniques have been derived from
the work of Kevin Lynch and his sem-
inal Image of the Citv (ref. 128). This
book identifies five generic elements—
path, edge. node. district and
landmark—which form a person’s per-
ceptual map of the city. The conceptual
framework was developed and tested
with residents of three U.S. cities. It
proved to be an excellent descriptive tool
for specifying the distinctive and memo-
rable aspects of urban form. What it did
not provide is a clear-cut standardized
evaluation process or “‘automatic™’ de-
sign criteria for the five elements.

Another often overlooked, yet important,
component of the aesthetic experience is
the type and character of activities which
occur in a given place. Activities and
their settings interact in complex, but by
no means random ways. The rules of in-
teraction are sometimes known and
measurable, sometimes known but not
measurable, and sometimes unknown or
subject to disagreement. Sophisticated
quantitative techniques for measuring
these relationships have been researched
but are not sufficiently advanced to be
applicable. The most useful approach is
careful, detailed observation by design
professionals and detailed recording of
these observations on maps. photographs
and other illustrations.

Before one can estimate what effects
change will have on a particular environ-
ment, the environment must be ap-
praised. Among appraisal and valuation
techniques which have evolved to ad-
dress this issue is Lynch's Looking at
the Vinevard (ref. 129). It includes val-

uation techniques in a description of
eight distinct landscapes on Martha’s
Vineyard Island, Massachusetts. Pre-
scriptive regulations for road, path and
parking character in cach landscape were
developed with extensive community in-
put about which areas and elements peo-
ple liked. which they disliked and why,
and the changes which would enhance
their life on the island. This subjective
valuation was combined with technical
terrain and ecological analysis to aid in
arriving at final recommendations. Law-
rence Halprin, designer of Freeway Park
(Case Study 3.2a). has also developed
and tested participatory valuation tech-
niques with successful results in a num-
ber of cities, including Cleveland and
Omaha (ref. 126).

Urban Ecological Analysis

The Urban Ecological Analysis tech-
nique (ref. 134) displays aesthetic re-
sources and issues to the community and
client in terms which facilitate decision-
making on street management and im-
provement alternatives. The central ele-
ment of this technique is a detailed base
map of existing physical conditions upon
which use patterns. issues, user percep-
dons and recommendations can be re-
corded. Inventory maps are then overlaid
on one another to display activity com-
plexes or “‘settings’".

This is similar to the method pioneered
by lan McHarg for analyzing natural set-
tings by land features such as soils,
slope. vegetation, views and vistas, etc.
(ref. 130). Maps of interrelated phenom-
ena can then be overlaid to determine
environmental “‘suitability’” (i.e. mini-
mum constraints) and ‘*capabilities’
(i.e. positive contributions) for regional
transportation or other alternatives.

The Urban Ecological Analysis can simi-
larly facilitate judgments about the fol-
lowing types of transportation actions:

District-Wide Traffic Management in
downtown or dense residential neighbor-
hoods must respond to the often conflict-
ing claims to the public streets by
vehicles and pedestrians. Improvements
may include traffic diversion and auto
restricted zones, exclusive busways,
parking restrictions, etc. The new net-
works created by these elements should
not only work as transportation systems
but also be compatible with and comple-
ment the surrounding urban fabric.

Street Classification based on urban
ecological factors insures the appropriate
use of streets. The factors considered in-
clude street width. adjacent building
masses and frontages, pedestrian and ve-
hicular entrances opening on to the
street. present pedestrian and vehicle
volumes. and symbolic roles of the street
in the city fabric.

The summary classification of a street
may be: primary pedestrian/shopping
street, secondary pedestrian/shopping
street, auto distributor street. auto and
service access street, transit/pedestrian
way. The resulting street classification
should be the best possible fit between
the street’s natural role in the fabric and
requirements of the various transporta-
tion networks.

Fixed Guideway Transit location and
design can involve both generation and
displacement of activitics. It may greatly
affect the streetscape, especially if on or
above ground level. Fixed guideway sys-
tems can create the incentive for new
growth or revival but can also become
barriers between districts and activities.
**Suitability’” and *‘capability”’ maps of
a district can be useful during the con-
ceptualization of alternative routes, tech-
nologies, vertical alignment and station
location. Impacts on streetscape and ar-
chitectural character. including light,
shade, noise, views and microclimate
can be specified and examined in the
context of each location.

Station Location and Configuration
can be designed and evaluated in telation
to the surrounding architecture, pedes-
trian/vehicular conflicts. and activity pat-
terns. The Harvard Square study,
described in ref. 127, suggested a series
of criteria for the redesign of the subway
station which was planned for recon-
struction. Some relationships were re-
vealed through the analysis which were
not obvious initially. such as the station
configuration that was most attractive for
different types of shopping.

Neighborhood prioritics  defined through directed discussion
e |, A B

ASSESSING POTENTIAL IMPACTS — 188



Anticipating
Aesthetic Impacts

The most commonly used techniques for
simulating aesthetic impacts are architec-
tural drawings and models, montages
over photographs of the existing environ-
ment, and analogies to similar facilities
already built in similar environments.
Presentation, however, can be deceptive.
Renderings illustrate distinctly selected.
usually flattering viewpoints. Surround-
ings are often abstracted and difficult to
perceive. Montages and “'before and
after’’ studies partially address this is-
sue. The most complete physical simula-
tion is afforded by a three-dimensional
model. However, what looks good from
the bird’s eye view may not from strect
level. Thus, when models are used to il-
lustrate anticipated impacts. it is impor-
tant that they be viewed from simulated
eye level. Various optical instruments
are available for simulating the effect of
moving within the physical setting.

Secondary impacts such as induced de-
velopment and changes in the social en-
vironment are the most difficult to
assess. yet these too. have important
aesthetic implications. An added compli-
cation is that aesthetic impacts interact
closely with the social environment and
economic attractiveness. Sometimes
these factors are perceived together as
the **image™ of the community. Anal-
ogy to similar built facilities can be ef-
fective in simulating the combined
impacts. This technique must be used ju-
diciously with a clear understanding of
the major differences and similarities be-
tween the projects being compared.

Simulation of other non-physical impacts
that will affect the quality of the envi-
ronment (i.e. auto traffic generated.
changes in pedestrian activity. security
and maintenance) can also be evaluated
and displayed using the Urban Ecologi-
cal Analysis. Often some of those effects

will be presented within large computer-
generated tables of projected traffic,
travel demand and use patterns. In this
form. they are difficult for decision-mak-
ers and community groups to decipher.
Mapping these patterns and juxtaposing
them with the existing situation is more
illustrative and readily understandable.

Most cnitical in anticipating aesthetic im-
pacts 1s that the appropriate techniques
be used at an early enough stage in the
process to truly inform it. The tech-
niques themselves must facilitate review,
necessary value judgments, and negotia-
tion of alternatives within an open. parti-
cipatory process. This requires close
coordination between aesthetic simula-
tion techniques and the decision making
process.
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Section 3

Urban nghways and Guideways

Brooklyn-Queens Connecting Highway at Brooklva Heights, New York

This section focuses on the aesthetic
problems associated with transportation
facilities that cut across dense urban
areas, and on the opportunities for aes-
thetic solutions. The focus here is on
ameliorating pre-existing situations, al-
though the design of new or rebuilt
structures for integration is also
discussed.

Contents

Fragmenting the City
Designing for Integration

Removing or Rebuilding

Adding Platforms

Transforming Viaducts

Developing Air-Rights Projects
Planning, Design and Implementation
Case Studies

Freeway Park,

Seattle, Washington: 3.2a
BART. Albany and
El Cerrito, California: 3.2b
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Fragmenting the
City

Whar used 1o be a city street now has
buildings on only one side. Open space
the width of a city block is on the other
side. You can’t quite see across the
space because a ramp and guardrail
partially block the view. A 1en-lane high-
way Is in a trench in the open space
There are service roads on both of its
sides and heavy traffic. The street that
crosses the highway has no pedestrian
crossing lights. It rises to a crown at the
middle of a bridge about six feet higher
than the sides of the road and this makes
the crossing seem longer. At the middle
of the crossing vou can see the traffic
and feel cold wind blowing along the
trench. Finally, on the other side of the
open space thar seems very far away,
there is another crippled half-street and
the city starts up again

Railroads started splitting cities in the
19th century and gave rise to the concept
of the **wrong side of the tracks.™
Transit systems introduced elevated via-
ducts in New York, Chicago. and Bos-
ton and brought blight to the streets they
ran on. Highway cuts, viaducts, ramps
and interchanges achieved similar results
on a larger scale.

Transportation facilities that cut across

cities have the following impacts:

= Splitting districts and neighborhoods in

the city from one another.

Discouraging pedestrian movement.

Disrupting the fabric and visual scale

of the city.

* In the case of elevated structures,
blocking views and creating dark,
sometimes dangerous places under the
structures.

» Wasting land and disrupting the geom-
etry of city streets and blocks.

« Severing valuable acsthetic resources,
such as waterfronts, from the rest of
the city (sec Section 2.8).

Since these aesthetic problems, and
many additional functional ones, have
now been recognized by most cities and
transportation agencies, no new projects
in large cities are likely to be built with
a blatant disregard for the city fabric. If
transportation lines go through central
areas at all, it will be necessary to pro-
vide funds to put them below grade or
provide covering structures that permit
reintegration of the urban fabric. Subway
construction projects have in fact been
treated as opportunities to improve the
surface environment, helping to compen
sate for the years of disruption during
construction.

Smaller cities with declining activity and
depressed real estate values are still in
some danger of being cut up by poorly
planned highway construction. The im-
pacts of poorly integrated transportation
structures on the city are so wide-rang-
ing and long-lasting that they should not
be allowed in urban areas.
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Some new urban highways are still being
constructed; the following section dis-
cusses briefly some opportunities for de-
signing those for integration. Most U.S
cities have already been disrupted by
cuts, viaducts and interchanges, so the
remainder of the section focuses on op-
portunities for remedial action.



Designing for
Integration

For new urban expressways, it is essen-
tial to ““design in"" maximum opportuni-
ties for integration. The criteria for these
have been analysed in other studies
(refs. 58, 59, 64, 84),

The following are a few outstanding
points:

Select routes where the urban fabric is
already discontinuous, such as along
railroad trenches and edges of indus-
trial zones. This occurs at most water-
fronts, but waterfront siting of
highways can cause serious problems
for cities (see Section 2.8). There are
exceptions where integration has been
handled successfully. For example, the
Massachusetts Turnpike followed a
railroad trench to minimize disruption.
Use natural topography to minimize
the highway’s impact. The Brooklyn/
Queens Expressway is still the best ex-
ample of this where both drivers and
the community above have spectacular
views of the East River, yet the Prom-
enade and the residential community
are totally shiclded from the traffic.
Other cities with high bluffs along the
water such as Memphis and Seattle
may have missed similar opportunities.
Set road elevations to insure level
clearance of the existing city streets
over the highway or under bridge
structures. There are many unfortunate
examples of not depressing highways
deeply enough to save a few feet of
excavation, thereby forcing all cross
streets to rise sharply to clear the road.
Design and engineering of medians,
retaining walls, and ramps should an-
ticipate the potential for air-rights con-
struction. An urban design analysis of
the route through the city can set prior-
ities for the likely demand for air-
rights construction along the route.
Highway structures in the city should
generally allow for this possibility.

BROOKLYN
HEIGHTS

<
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2. Penn’s Landing. Philadeiphia

Removing or Rebuilding

Disruptive transportation structures have
been removed most frequently when, be-
sides being aesthetically undesirable,
they become technologically obsolete.
Numerous older elevated rapid transit
lines have been removed for this reason.
In Boston, a major reconstruction of the
Central Artery was used to justify plans
for complete reconstruction below grade.
The collapse of a section of the West
Side Highway in New York opened the
door to considering less obtrusive alter-
native cqnfigurations. There are some
examples, such as the removal of Harbor
Drive on the Portland, Oregon river-
front, where a road was removed simply
to restore access to the river.

It is likely that there will be many pro-
posals from cities in the next decade for
the removal or rebuilding of disruptive
highways. These can be enormous, long-
term and costly projects. However, they

may offer the only remedy for serious
mistakes made in earlier highway build-
ing. If rebuilding takes place, the tech-
niques discussed earlier in this chapter
should be applied. Other techniques, de-
scribed below, might provide appropriate
(and less expensive) solutions.

Adding Platforms

Platforms can be built over depressed ur-
ban expressways to re-establish the
ground plane of the city. While such
provisions have sometimes been incorpo-
rated into the original road structure,
platforms can usually be added after
projects are in place. The platforms have
been used for both public open space
and the development of extensive build-
ing complexes. Examples of open space
development include the Capitol Reflect-
ing Pool in Washington, D.C., Penn’s
Landing in Philadelphia (see photos
above), and Seattle’s Freeway Park
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b. Capual Reflecting Pool

(Case Study 3.2a). Examples of mixed
use joint developments are discussed be-
low under **Air Rights’" and in Section
3.4,

The aesthetic benefits of platforms can
range from visually eliminating the road
and restoring the continuity of the city
*‘as if nothing had happened,’” to creat-
ing a new special event. In the case of
the Capitol, the monumental and historic
values demanded eliminating the road.
Freeway Park covers the road but also
creates an event for the driver.

The cost of platforms may run $50 per
square foot or more depending on engi-
neering complexities. However, in many
cases the construction of platforms can
make accessible additional vacant land
on medians, between ramps or at the
edges of the road and thus possibly
lower the actual cost per square foot of
reclaimed land. In many downtowns the
value of land is $50 per square foot or

higher, making platforms a good invest-
ment. The subsidy required in areas of
lesser land value is often justified in
terms of relieving the harsh negative im-
pacts of an open trench on the
community.

The platforms pose a design challenge
from the points of view of both the pe-
destrian’s crossing above and the vehi-
cles passing below. The exceptional way
that Freeway Park responds to both of
these issues will be discussed in Case
Study 3.2a.



Shops under treeway. lokyo

Transforming Viaducts

Elevated highways and tracks have be-
come major disruptions and symbols of
decay in many cities. Applied treatments
cannot overcome all of these problems,
and removal may be the only aesthetic
answer. But there are treatments that can
bring a measure of improvement. These
range from planting decorative vines,
such as shown below for the Embarcad-
ero, to completely transforming the envi-
ronment, as in the Hillclimb Project in
Seattle (described in Section 2.8).

Many modest uses such as parking,
temporary markets, or recreational facili-
ties, have been introduced under struc-
tures (Case Study 3.2b). Most of these
only partially mitigate the disruptive ef-

b. Embarcadero, San Francisco

fects of the viaduct. Shops under a high-
way in Japan give a glimpse of the more
exciting opportunities for transforming
the structures into shelters for vital activ-
ities. Covered arcades could cross under
the highway. Waterproof roofing, noise
dampening, lighting and other climate
protection appropriate for the region
could be added. Offices or apartments
could be erected along the highway,
(facing toward the city and buffered
against the noise and fumes by walls), to
reduce the visual impact of the highway.
The costs would be relatively moderate,
since basic structural modification of the
viaduct could be avoided. New commer-
cial developments are another possible
use that would increase tax revenue for
the city.
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Developing Air-Rig! ‘-
Projects

The construction of major multi-use
complexes over transportation structures
was initiated with Grand Central Station.
A great variety of more recent projects,
from L’Enfant Plaza in Washington,
D.C. to Place Bonaventure in Montreal,
have followed suit. These projects pro-
vide a range of opportunities for re-con-
necting the fractured city fabric.

The potential aesthetic benefits are in-
creased activity and new pedestrian con-
nections animated by shops or made
attractive by public open spaces. One
common defect of many past projects
has been the isolation of a new air-rights
development from the adjacent streets by
wide access roads and an inward-focused
design. Examples include Boston’s Pru-
dential Center and the Gateway Plaza in
Newton, Massachusetts. In order to
maximize the benefits of connection
across the highway, the projects would
best be designed to tie closely into the
surrounding urban fabric and pedestrian
patterns.

Such commercial ventures are most
likely to be initiated by developers in
dense downtown areas where demand is
high and new sites are difficult to find.
However, cities in collaboration with
transportation agencies can encourage
air-rights development where in their
view it is in the public interest by subsi-
dizing the cost of the air-rights and pro-
viding the foundations and platform
structures with public funds.

Mixed-use joint development also pro-
vides opportunities that range beyond
connecting across a highway. These are
discussed further in section 3.4, specifi-
cally with regard to development at sta-
tions and terminals.

Planning, Design
and Implementation

Healing scars caused by transportation
facilities requires considerable resources,
skills and coordination. The success of
such a program depends on the correct
analysis of critical conditions, imagaina-
tive urban design ideas, tenacious local
leadership and the availability of federal
funding.

Critical conditions to be taken into ac-
count include:

* Physical configurations of highway and
topography.

Activity levels and attractions of both
sides of the highway.

The physical scale, density and archi-
tectural character of the surrounding
city fabric.

Availability of redevelopment sites or
adaptable buildings and functions adja-
cent to the highway.

Land values, market demand and de-
velopment interest related to these ad-
jacent sites.

The role of urban design is amplified
because:

The concept of turning an existing
problem into an attractive redevelop-
ment must be convincingly formulated
and sold to a range of naturally skepti-
cal parties.

Complex functional elements involving
highway and traffic engineering and
economic, architectural and landscap-
ing concerns must be integrated into a
single coherent project.

* The initial ideas on how to accomplish
such projects have almost always been
developed by designers.

Local leadership has played a critical
role in the successful projects. An acute
problem arises because some projects
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may take as long as 5 to 10 years to im-
plement. Elected officials generally have
shorter terms than that and may tend to
commit themselves to projects that can
be realized in a shorter time. Worse, if a
project is championed by one official, a
political rival might deliberately kill it
when he comes into office. Many proj-
ects, however, have been effectively
championed by unelected civic or busi-
ness leaders who have strong local influ-
ence among supportive private citizens
(Freeway Park, Case Study 3.2a).

Funding of projects intended to correct
past flaws requires a combination of
public subsidies to defray the considera-
ble costs involved. The following discus-
sion of Freeway Park illustrates the type
of funding program that may be needed.

Hotel in Newton, MA., built on air nghts over the Massachusens Tumpike.




Freeway Park, Seattlc

.

CASE STUDY 3.2a

Freeway Park
Cooperation Leads to a Major Park
Seattle, Washington

Freeway Park is a 5-acre open space
completed in downtown Seattle in 1976.
It bridges the 10-lane Interstate 5 (com-
pleted in 1966) and incorporates the
roofs of a 630-car public and a smaller
private garage. It has a strongly sculpted
ground plane filled with a surprising va-
riety of places: fountains and waterfalls,
quiet sitting areas and dramatic terraces,
and a “‘canyon’’ descending to the free-
way median and providing a window to
the traffic amidst the roar of falling
water. The park is profusely planted
with shrubs and colorful seasonal flow-
ers. It is busiest at lunchtime when heav-
ily used by downtown office workers,
but it has constant use by nearby resi-
dents as well. Outdoor concerts, celebra-
tions and many other special events for
downtown Seattle are held there.

To the east of the park is the residential
area of First Hill which includes several
hospitals and many elderly people. The
Park extends into this area over the roof
of the public parking garage. To the
west is the Central Business District de-
scending to the harbor. The land falls
fairly steeply from east to west, allowing
the Park to make its connection through
a series of intricate level changes.

The pedestrian in the park encounters a
series of surprises and delights. One is
lured in from the sidewalk of ordinary
downtown streets by the glimpse of
flowers and roughly sculpted concrete
forms. Inside, the space leads to the dra-
matic central cascade and canyon, mask-
ing the city streets and the freeway. The
sense of a magically protected environ-
ment is purposefully accomplished by
sophisticated design techniques, yet one
is not conscious of the props.
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The park is a landmark 10 drivers for the downtown exit
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The park is unusual among highway
platform projects in that it also greatly
adds to the aesthetic expenience of the
driver. From the [-5 freeway, the park
first appears as a striking series of ter-
raced forms of rough concrete. The exit
ramp rises amidst the exuberance of
hanging gardens. The effect is one of in-
trigue and delight.

The park is located at the major auto en-
trance to downtown and its presence sig-
nals arrival into the heart of the city. A
dramatic sequence of views accompanies
the change in speed and direction as the
ramp turns off the freeway. As attorney
James R. Ellis, a prominent local citi-
zen, said, this park was “‘not a casualty
of the war between freeway fighters and
freeway lovers'', but a very intelligent
solution to recognizing the needs of
both.

The aesthetic impacts range beyond the
immediate experience. The park has be-
come a proud symbol for the city of the
willingness of public and private powers
to care for the environment. It has
helped consolidate the very positive atti-
tudes that are being brought to bear on
the improvement of most major down-
town streets, the waterfront and the his-
toric Pioneer S§uare area.

Freeway Park is perhaps the most suc-
cessful example to date of mitigating the
impacts of a highway in the city through
ingenious design. The park not only con-
nects previously severed areas, but pro-
vides a new place of great community
value.

The park cost about $45 per square foot,
including the structure and landscaping.
Equivalent land in the downtown, if

Cross section through canyon
Scale 1/107°=I-0"



available. would have cost $50 or more

per square foot for purchase alone, with-

out demolition or improvements. Before
the park was constructed, the site was
yielding less than $50.000 per year in
taxes. The Freeway Park joint develop-
ment program included a private office
building which raised the tax yield to
$175.000 per year. The program also in-

cluded 630-car parking garage with di-

rect access to the freeway and excellent

pedestrian links to downtown.

The development process:

» Several architects and prominent citi-
zens had the idea for the park even be-
fore the freeway was completed in
1966. James R. Ellis is credited with
leading the complex, long-term effort
that resulted in completing the project
in 1976.

» The **Forward Thrust™" bond issue
passed by the citizens of King County
made the park possible by providing
$334 million for civic improvement
projects.

= A developer who was planning a major
office building on an adjacent site was
induced to incorporate the building and
its garage into an intricately structured
joint development program.

* Federal and state highway funds were
secured for the construction of the
““lid’", largely through the efforts of
the Director of the State Highway
Department.

* A complex, three-party legal agree-

ment was executed between the City,

the State and the developer (Case

Study 4.2b) to define tHe roles and re-

sponsibilities of each.

The joint parties deliberately set out to

retain a strong designer and resolved to

give her an unusually free hand to cre-
ate a unique project.

Notes written at the beginning of the
project by the park’s designer, Angela
Danadjieva, indicate that the aesthetic
impacts were achieved through deliberate
techniques. She described the overall
concept as ‘‘a green embroidery forming

a cover at different levels over the free-
way’’ a cover which could eventually be
extended to reach the Waterfront. The
elements that make the park work so
well include:

» Controlling the viewing distance and
providing a great variety of close-to
middle distance elements.

» Creating a strong central focus with
the cascade and canyon aspects to
draw attention away from the edges.

» Including a variety of paths, sitting
areas, nooks and niches in the land-
scaping to provide for choice of pri-
vacy or socializing and to add interest
in walking and discovery.

« Using the varied but rectilinear and
strongly-related concrete forms to cre-
ate a metaphor for the Northwest
mountain landscape where rocks and
cascading water are dominant cle-
ments.

» Employing visual buffers designed to
block views but provide a soft. sen-
suous edge.

» Masking the loud traffic noises with

the sound of the waterfall.

Improving the air quality by providing

a buffer to the highway and an open-

ing to the west to allow sea breezes.

» Using a rich and varied planting pro-
gram to create the sense of a luxurious
garden. The technical design of the
planters (to maximum soil depth) and
the selection of soils, plant materials
and irrigation systems were tailored to
the local climate and preferred mainte-
nance practices. The designer worked
very closely with Seattle’s unusually
innovative Parks and Recreation
Department.

The increasing attractiveness of Freeway
Park as its vegetation matures is attribut-
able to exceptional maintenance
practices.

« The city allocates a budget of
$80,000-%90,000 per year and has the
service of two full-time gardeners for
the park.

* A group of major adjacent businesses
formed an organization called *‘Friends

The freeway

median became a waterfall and grotio
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of Freeway Park™ which provides a
yearly fund of $20,000-%30,000 to
supply and maintain the flowers and
shrubs which enhance the fresh beauty
of the Park.

Costs
Park
Forward Thrust
Park Bonds 2,800,000
Community Develop-

ment Block Grants 340,000
Federal-Aid Municipal

(FAM) Highway Funds 60.000
Metro 19,000
Federal-Aid Interstate

(FAI-Highway Funds) 180,000
Housing and Urban

Development Open

Space Funds 209,000
Interagency Committee

for Outdoor Recrea-

tion 424000
American Legion 35.000
Bridges (lids)
Federal and state

highway funds $5.527.000
Garage
Councilmanic Bonds

and Bond Interest $4.200,000
TOTAL, 1976 $13,794.000

{Quoted from a flier by Seattle’s Parks and
Recreation Department)

Clients

The client for this project was a combi-
nation of three entities:

1. The City of Seattle represented by its
Parks and Recreation Department,
2. The State of Washington Department
of Highways.
. The Developers of the Park Place of-
fice building. R.C. Hedreen.

e

Credits

Designers included:

Park—I awrence Halprin & Associates:
Angela Danadjieva, Project Designer;
Edward McLeod & Associates, Land-
scaping

Freeway Lid—State Highway Depart-
ment

Garage—Naramore, Bain, Brady & Jo-
hanson, Architects

Lessons

* The most influential factor was the im-
aginative and energetic initiative
shown by the community concerned
with downtown Seattle. Credit goes to
the leadership of Ellis and others, the
willingness of the voters to support the
**Forward Thrust™" bond issuc, the en-
thusiastic cooperation and continued
technical support from the State High-
way and City Parks Departments, and
the willingness of the private developer
to join the team.

The three party contract was a critical
instrument for negotiating, resolving
and continually managing the relation-
ship among the participants.

Retaining a strong and imaginative de-
signer and giving her the freedom she
needed was an essential factor in pro-
ducing such a consistently successful
environment.

* A commitment to funding continued
upkeep and improvement proved to be
essential to sustain the aesthetic
effects.

The particular vocabulary of planters.
planting and water elements is appro-
priate to the Northwestern climate.
Different climatic conditions would re-
quire different elements.
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CasE sTUDY 3.2b

BART Linear Parkway

Park Improves a Transit Right of
Way

Albany and El Cerrito, California

The lincar park runs through the town-
ships of Albany and El Cerrito and con-
sists of 2.7 miles of landscaped
recreation area. The park was planned
for the narrow (30 to 45 foot) right-of-
way after land acquisition and basic de-
sign for the Bay Area Rapid Transit
(BART) guideway were already com-
pleted.

The park section of the guideway runs
through a suburban residential area of
older houses, relatively densely packed
but well kept. A single track belonging
to the Santa Fe Railroad runs on grade
along the whole length of the park. sepa-
rating it from the back yards of houses
to the east. On the west edge the park is
bounded by Masonic Avenue with
houses on the other side of the street.
The park connects to larger landscaped
parking areas at two stations (see Case
Study 3.3a for El Cerrito del Norte) and
is integrated with neighborhood parks
and schools along the way.

The park does not alter the primary vis-
ual impact of the guideway. This struc-
ture is considerably better designed than
most guideways, with simple, clean lines
and softened concrete shapes. although
still intrusive among the small houses
and back yards. The park, a narrow strip
of land packed with paths, mounds and
flowering bushes and used by bikers,
joggers and rollerskaters. doesn’t change
the visual personality of the guideway,
but it does make the structure scem more
approachable.

Fortunately, the BART trains are very
quiet and cause a minimum of additional
disruption. As an attractive and well
used community facility, the park has
made the right-of-way a focus of posi-

tive aesthetic experiences and compen-
sated for the impact of the structure.

The BART Impact Program (refs. 90,
94) reported that about 90% of abutting
households on both sides believe that the
park has a **good’” or *‘very good™ ef-
fect. and that they use it extensively. It
also reported that the favorable response
to the park did not significantly offset
the generally negative reaction to the
presence of the elevated BART line in
the neighborhood. Nevertheless, it has
been reported that the park contributed
to the maintenance. attractiveness and
stability of the adjacent neighborhoods.

The park was a demonstration project
sponsored by the U.S. Department of
Housing and Urban Development (HUD)
to illustrate the potential benefits of mul-
tiple use and beautification of the rights-
of-way of aerial structures.

The success of the park is partly due to

the following factors:

* The simple design of the structure with
minimum obstruction of light and
ground area.

» The very quiet trains.

* The moderate climate which sustains
vegetation and activity outdoors year-
round.

» Good maintenance by the localities.

The design elements inside the park fo-
cus on active recreation and include pe-
riodically placed special exercise and
play facilities along the path which
weaves back and forth between the col-
umns. Many of these facilities are spe-
cially designed for joggers to stretch or
limber up at intervals. These areas punc-
tuate the monotony of the structure with
a rhythmic variety of special environ-
ments and experiences.

The townships have been gradually add-
ing more small facilities. The vegetation
is maturing, the vines are climbing the
structure and the park is continuing to
improve.
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The Albany and El Cerrito neighbor-
hoods greeted the plans for the aerial
structure in the 1960°s with considerable
resistance. Since the BART District had
not set aside sufficient funds to provide
extensive landscaping, it applied for and
received the HUD demonstration grant in
1966. A first half-mile phase of the proj-
ect was built by 1968, shortly after that
portion of the system was completed.
Planning for the linear park was carried
out in close cooperation with the local
city agencies. These agencies subse-
quently took over management of the
park and continue to maintain and im-
prove it.

Costs

U.S. HUD grant $457.000
BART 44,700
Total $501.700
Credits

Landscape Architects—Sasaki, Walker
Associates, Inc.

Lessons

* A lincar park added after-the-fact can-
not significantly reduce negative im-
pacts but can provide compensating
amenities as a trade-off.

« If the linear park had been considered

in the original planning. a more varied

configuration of land could have been
achieved, along with a more thorough
integration with community facilities
and a more successful visual relief
from the relentlessly linear quality of
the guideway.

Both the site conditions and the active,

user-oricnted design elements listed

above were essential to the park’s suc-
cess. This contrasts with the many
other left-over spaces around transpor-
tation lines where minimal planting
and no programmed active use result
in far less aesthetic benefit to the com-

munity. The planned activities auto-
matically generate advocates for
continued maintenance and
improvement.
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Section 3.3

Station Parking and Feeder Service

This section focuses on the aesthetic
problems caused by the interface be-
tween regional rapid transit stations in
outlying areas and the surrounding com-
munity

Contents:

Transit Stations and Community Scale
Resolving Harmful Effects

Case Studies
El Cerrito Del Norte,

BART Station, California: 3.3a
Quincy Center, MBTA Station,
Quincy. Massachusetts: 3.3b
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Transit Stations and
Community Scale

On mornings when you're running late,
wondering whether you'll make the
train, the garage at the station is like a

welcome beacon. You're glad it's so big;

it's good to know you'll find a space
quickly and might not miss the train
after all. But there are also the less hur-
ried times, when you remember the
streetscape before the rapid transit line.
During those times the massive parking
structure looms large. dominating the
area. It makes the houses and sireets
seem smaller and unprotected.

In order to make rapid transit service
cost-effective in outlying residential
areas, guideways frequently emerge, at
or above grade (and sometimes in an
open cut), as the line proceeds outside
the dense downtown core. Large parking
and feeder bus facilities are generally re-
quired at these stations. Such facilities
are often out of scale with the surround-
ing community’s land use patterns, ar-
chitectural style and overall visual
image. The basic aesthetic issue is thus
one of minimizing and ameliorating po-
tentially harmful effects of a large re-
gional transportation line upon the local
physical and activity patterns through
which it runs.

The least expensive manner of providing
parking in such locations is at grade.
Large open air lots, however, can tear
huge gaps out of the surroundings. and
disrupt the streetscape’s coherence.
Above-grade parking garages minimize
the spread of asphalt, but can be just as
disruptive visually if out of scale with
adjacent buildings. Moreover, garage
structures which provide no animation or
activity at ground level can cast large
areas into shadow and deaden the liveli-
est of areas.

Resolving Harmful Effects

» The re-use of abandoned railway facili-
ties provides an excellent opportunity
for minimizing guideway impact.
Many of these rights-of-way are no
longer as disruptive as when they were
first cut, having been in place long
enough so that surrounding use pat-
terns have adapted to their presence,
The existing railroad station buildings
at these locations already contain wait-
ing facilities and often provide some
drop-off and parking areas.

Stations can help re-knit portions of a
community cut by the guideway. De-
catur station in Atlanta’s new transit
system has been built with a park
above which connects and revives
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parts of a neighborhood shopping cen-
ter. In Boston, segments of the new
Orange Line's guideway around sta-
tions are to be decked over and used
for recreation and other community ac-
tivities, greatly enhancing the facility’s
integration with its surroundings.
Sensitive design of bus layover berths
can mitigate visual intrusion of buses.
Angrignon station of the Montreal
Metro (Case Study 2.5a) is an excel-
lent example of integrating feeder bus
facilities with their surroundings. The
station is depressed, yet visible from
the public park in which it is located.
The layout of bus berths does not
physically interfere with pedestrian cir-
culation between station and park, and
limits the visual intrusion of large
buses. In addition, brightly painted
overhead canopy structures in the bus
waiting areas further suppress the vis-
ual impact of buses.

Angrignon Station. Montreal

+ Layout and landscaping of at-grade
lots can significantly ameliorate aes-
thetic impacts. If parking requirements
are to be met in at-grade lots, generous
landscape screening as at El Cerrito
del Norte (Case Study 3.3a) can re-
duce visual intrusion and enhance inte-
gration with the surroundings.

+ Active spaces should be planned into
the ground level of garages to reduce
the deadening influence of a garage on
the surrounding streetscape. Garages,
though more expensive than on-grade
lots, can accommodate more cars with-
out as much clearance and destruction
of adjacent building fabric. Quincy
Center in the vicinity of Boston, (Case
Study 3.3b) is one example of a ga-
rage which is integrated reasonably
well with its environs.




CASE STUDY 3.3a
El Cerrito del Norte BART

Station

Successful Design of a Suburban
Transit Facility

El Cerrito, California

El Cerrito del Norte is an elevated on-
line rapid transit station serving com-
muters and residents of a suburban area
15 miles from San Francisco. It is lo-
cated adjacent to medium density resi-
dential, retail and office developments
and is at the northern terminus of the
BART Linear Park (Case Study 3.2b).
The station provides feeder bus berths.
auto drop-off and 1,054 on-grade park-
ing spaces.

The asphalt desert usually resulting from
large-scale parking lots is nowhere to be
seen. The presence of parked cars is dis-
guised from surrounding streets by a rich
growth of bushes and trees thriving atop
an carthen bank. A path cuts across the
lot, tying the sidewalk to the station en-
trance, and is flanked on either side by a
colonnade of trees which create a canopy
of leaves. The path also splits the lot
into smaller portions. Other islands
break up the asphalt expanse even fur-
ther. Ground ivy blankets most unpaved
surfaces and reaches into paved surfaces,
softening the hard curb edge that marks
the car’s domain.

This lot not only looks better—but is
more comfortable to the user. Missing is
the oppressively hot micro-climate cre-
ated by large surfaces of san-softened
asphalt. The numerous stands of trees
provide welcome shade.

Specific design elements that create these
aesthetic effects include:

* Parking layout which is divided into
six major clusters and then further bro-
ken up with landscaped islands.
Landscaped pedestrian access ways to
the station from all four sides.

The mature trees on the site were pre-
scrved through adjustments to parking

layout and careful attention to finish
grading and drainage patterns.

* Use of landscaped ecarth mounds to
screen the edges of the parking lot.

Costs:

While cost figures for the parking area
were not available, the designers con-
firmed the relative cost per parking space
was only very slightly more than the
cost of standard parking lots with no
aesthetic treatment.

Credits

Landscape Architects: Sasaki, Walker
Associates. Inc.

Lessons

* The design elements described here are
appropriate for any large suburban
parking lot

* The specific design configurations and
plant materials must be adapted to the
local climate and site conditions and
should be determined by a landscape
architect who is fully aware of these
factors.

a

b

Site plan, EI Cerritty'e] Nite, BART
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CaSE sTupy 3.3b

Quincy Center Station, MBTA

Garage Design Helps to Integrate
Transit Station with Commercial
Center

Quincy, Massachusetts

Quincy Center station is the terminus of
the Massachusctts Bay Transportation
Authority rapid transit Red Line. It is lo-
cated on the edge of the central business
district of an older suburb, (Quincy) nine
miles outside of downtown Boston. The
station opened as part of the line’s ex-
tension in 1971. At this time yet another
extension. four miles past Quincy Cen-
ter. is under construction.

The Red Line's guideway through this
portion of Quincy is depressed in an
open trench that separates a quict resi-
dential neighborhood from the busy
commercial district. The station and a
parking garage straddle the cut. A pedes-
trian passageway through the facility
bridges the trench and provides access to
the station platform below. Sixteen bus
routes terminate at Quincy Center. An
800-car parking garage rises above the
station platform. Walkways lead directly
to the garage from surrounding city side
walks.

The facility is well integrated, and all
modes are closely juxtaposed. The ac-
cess and circulation patterns arc designed
to minimize potential conflicts. Cars en-
ter and exit the garage at one end: peo-
ple arrive and exit on foot at the other.
Buses arrive with cars, but are diverted
to berths alongside the structure.

The Quincy Center station is much more
successfully integrated with the business
district than with the surrounding resi-
dential area. It is set back from a major
shopping street paralleling the guideway,
behind a landscaped open space and an
older building with commercial and of-
fice uses.

Park belps 1o fit the station into s setting
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This open space provides a park for all
downtown users as well as transit pa-
trons. Enclosed on three sides by the
city hall, the transit facility and older
block of stores, the area is a quiet inlet
off the busy downtown street. This park
accommodates a multiplicity of uses and
enhances the walk to the station. People
use it to eat lunch, to relax on the grass,
to sit on a bench with trees overhead, to
talk with friends, and to watch others go
by. Children come to run through the
sprinklers on hot days. This interweav-
ing of activity ties the station to its sur-
roundings.

The pedestrian passageway through the
facility achieves similar results, This
linkage over the trench improves the
community’s overall pattern of pedes-
trian circulation. A bank, coffee shop
and drug store animate the entire length
of the passageway, providing conven-
ience for both transit riders and people
using it to get to the other side of the
guideway barrier.

Viewed from the business arca, the bulk
of the station is scaled down by the in-
tervening presence of the older building.
The building screens the station, so that
the pedestrian view constantly changes
as you pass by. The shops at the ground
floor of the older building turn the cor-
ner and continue along the landscaped
square, extending the city streetscape to-
ward the station entry. All these ele-
ments combine to mediate the actual size
and bulk of the station in relation to its
surroundings. .

Such is not the case, however, on the
other side of the tracks where the park-
ing garage is a wall greatly out of scale
with adjacent dwellings. Entry is through
a tiny notch in the sweep of concrete.
The concrete surfaces, acceptable on the
commercial side, accentuate the harsh
contrast between station and environs on
the residential side.

Another apparent shortcoming is the bus
waiting area. This wide, arcade-like

[

walkway, with seats along one side, is
carved out of the first level of the park-
ing structure. There is a good view of
the green square and downtown street—
until the buses arrive, When there are
more than two in the area, the open
walkway becomes a tunnel filled with
engine noise, heat and fumes. In the
summer., numerous people wait for buses
in the landscaped, open space. In winter,
users prefer the heat and protection of
the enclosure.

Costs

The estimated total construction cost, ex-
clusive of rapid transit system equip-
ment, is $5,400,000.

Credit
Architect: Glaser/De Castro/Vitols Part-

nership, V. Victors Vitols, Partner-in-
Charge.

Lessons

* A garage integrated with a station
structure provides a superior opportu-
nity for integration with a local com-
mercial center. This 1s due to the
potential compactness of circulation,
and connections with pedestrian pat-
terns and mixed uses. Quincy Center
provides a good model.

* The bulk of a garage can make its in-
tegration with a suburban residential
area more difficult in some ways than
would be the case for an open lot. The
reduction of honizontal expansc is an
asset; while the visual impacts and ac-
tivities generated by station and garage
are not. Interposed uses such as the
extension of neighborhood commercial
activities combined with apartments
could make a more successful
transition.

b

Swation is in scale with the business arca

’
Parking garage forms a wall on residential side
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Section 3.4

Joint Development

This section discusses the opportunities
for integrating transportation facilities
with new, private real estate develop-
ments for mutual benefits. Transportation
can deliver a concentration of potential
clientele while private development can
create added attractions and an animated
environment. This section focuses on
new mixed use developments in the ur-
ban locations which present the greatest
opportunities.

Contents

Transportation with Other Activities
Public Pedestrian Ways on Private
Land
Streetscape and Parking Improvements
Mixed Use Developments
Special Transportation
Balancing Incentives and Controls
The Role of Urban Design
Legal and Administrative Issues
Environmental Review and Public
Participation
Case Studies
Underground Montreal,
Montreal, Canada: 3.4a
The Gallery at Market East,
Philadelphia, Pennsylvania: 3.4b
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Place Bonaventure, Montreal,
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Transportation with
Other Activities

One of the most exciting parts of travel

is arriving dramatically in the middle of
a festive urban space. Many grear Euro-

pean railroad terminals drop their pas-
sengers in vast skylit halls which open
into one of the great squares of the ciry.
You can check your bags, step through
the doors, and observe cafes, shops,
parks and a rich variety of sireetlife.

Joint Development generally covers two

related concepts:

* Physically combining transportation fa-
cilities with other public or private
land uses so that the physical build-
ings, interior circulation and spatial ar-
rangements form a single complex.

« Implementation programs that include
combined actions, administrative and
financial coordination, and closely
meshed development schedules be-
tween transportation and other
projects.

The aesthetic benefits of joint develop-

ment vary a great deal. They may range

from the modest gain of uncrowded sub-
way stairs to the spectacular addition of
dramatic, multi-level **City Rooms™" that
can become focal points of vibrant urban
activity. The most successful develop-
ments completely animate and transform
the experience of the patrons of transit
stations and parking garages. The less
successful may only provide proximity
without an active relationship. The dis-
tinguishing features of the successful
projects include:

» The concentration of lively activities
such as shopping and dining along
sidewalks and public paths.

* Direct visual connection from stations
and parking facilities to active spaces.

* Quiet. non-polluting transportation
hardware that facilitates integration.

 Balanced activities, including evening
and weekend use.

« Pedestrian amenities, including climate

protection, seating, plants and flowers,

information, toilets, and other services

(see Chapter | for the role of art

works).

Ongoing, high quality management,

maintenance, sccurity, and activity

programming.

A primary economic impact is the at-
traction of business back to the central
city. The direct measures of success, in-
creased employment, tax revenues, and
business and real estate development, are
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The Atrium at Citicorp Center, New York.

not likely to be achieved unless people
are strongly attracted to the new project.
This in turn is closely linked to design
quality and the pleasurable aspects of the
experience.

Boston’s Quincy Market and New
York's Citicorp Galleria illustrate that
attractive environments in major mixed
use projects can contribute to spectacular
business success.




Public Pedestrian Ways
on Private Land

Complementing facilities with public pe-
destrian ways on adjacent private land
can benefit both the public and the prop-
erty owner. Subway access, for exam-
ple, can be provided through private
lobbies; sidewalks widened by arcades
on private land: public pedestrian ways
constructed through the blocks, and bus
shelters set behind property lines. Proj-
ects such as these add to limited side-
walk space, provide climate protection,
or improve circulation and access. The
acsthetic benefits can include: more gen-
erous spaces with natural light or con-
trolled climate for subways, climate
protection and engagement with adjacent
activities for waiting bus passengers, and
more comfortable or stimulating walking
cnvironments for pedestrians. Property
owners will benefit from the increased
numbers of people brought into the area.
because of the increased potential for re-
tail business.

The techniques for implementation in-
clude negotiated leases or easements,
zoning requirement changes (either a
priori or as a trade-off for bonuses), or
the taking of rights-of-way by cminent
domain. Subway entrances in Washing-
ton, D.C. and Montreal (see Section
2.5) and incentive zoning programs in
New York are examples.

This type of joint development is partic-
ularly appropriate in downtown areas
where narrow sidewalks arc overcrowded
and bus stops or subway entrances con-
flict with pedestrian flows. It is also ap-
propriate at other major concentrations
of activity such as at medical or govern-
ment centers.

Where climate or security problems are
severe or passengers may often wait 20
or 30 minutes at off hours, the experi-
ence can be greatly improved if the wait-
ing areas are combined with 24-hour
cafeterias or similar facilities.

Streetscape and Parking
Improvements

These arc the most common public con-
tributions in a city’s efforts to attract pri-
vate development. Streetscape
improvements have obvious aesthetic
benefits as discussed in Section 2.1,
Public parking garages can provide op-
portunities to control circulation patterns
of vehicles and pedestrians and create an
appropriate environment for both, as dis-
cussed in Section 2.2,

In addition to their individual design po-
tential, streetscape and parking measures
can greatly improve the aesthetic effect
of an urban district when organized into
a coherent plan. Streetscape improve-
ments on a specific project should fit
into an overall pedestrian network join-
ing activity centers with the shopping
streets of the district. Public parking fa-
cilities located at the periphery of intense
activity zones can be designed as logical
transition structures. Auto-oriented
streets can feed cars to the periphery of
the zone, while pedestrian access can be
focused toward its active interior.

Examples of very successful integration
of this type include the central areas of
Nottingham, U.K. and Gothenberg,
Sweden. Developments in the U.S. have
often failed to make this kind of success-
ful connection between new develop-
ments and the surrounding city fabric
and often isolate the two. The street-
scape improvements at the Faneuil Hall
Markets in Boston are one notable ex-
ception. The Urban Development Action
Grants provided by the U.S. Department
of Housing and Urban Development
have helped to provide parking garages
as development incentives and have en-
couraged more integrated designs in
Cambridge, MA and Providence, RI
among other locations.
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Mixed Use Developments

Transportation facilities can provide a
significant portion of the clientele for the
shops, offices or hotels in mixed use de-
velopments. These major developments
may combine several modes: railroads,
rapid transit, regional bus lines, intown
air terminals and parking. When several
transportation functions are architectur-
ally integrated with the public spaces of
the development, the aesthetic results
can be very exciting.

The Oakland City Center Development
(still under construction) is organized
around a BART station and an attractive
plaza (Case Study 1.2a).

The great mass of the Place Bonaventure
in Montreal includes most of the ele-
ments described above and generates a
striking new form for urban buildings
(see photo p. 212). **Underground Mon-
treal,”” along with its connections to sev-
eral downtown subway stations and
major new developments (Case Study
3.4a), is probably the most extensive
and successful example of mixed-use
development.

Philadelphia’s Gallery (Case Study 3.4b)
illustrates a common problem in integrat-
ing public transportation with commer-
cial development. The project relies to a
great extent on transit riders as cus-
tomers. Yet the physical and social envi-
ronment of the transit system (SEPTA)
was considered potentially detrimental to
the new commercial venture and con-
nected to it only by a separate con-
course. And indeed, the confined, noisy,
less well-maintained subway environ-
ment contrasts sharply with the bright
new Gallery.

A similar antipathy by developers to-
wards direct links to the subway was
also evident in downtown San Francisco.
In that case, however, the system was
obviously going to be new, very quiet
and unusually well maintained. Yet very

few developers took advantage of the
bonus provided for tying directly into
BART stations (ref. 90).

The outlook in that case and others may
be partly attributable to the stereotype
held by many Americans that public
transportation serves only the economi-
cally and socially disadvantaged—a false
image often reinforced by the aesthetic
poverty of the facilities. The success of
Montreal’s development has proven that
mixed-use joint developments can
change this perception. To insure suc-
cess, however, transit facilities and re-
lated developments should be designed
jointly.

Special Transportation

Some “‘experimental’’ transit systems
have been planned to stimulate urban ac-
tivity and development. These range
from mimbuses and electric trolleys to
monorails, aerial trams and automated
*‘people movers.”” The aesthetic benefits
can result not only from the exciting ac-
tivities and dramatic spaces at the termi-
nals, but also from the interesting quality
of the ride.

Examples include the monorail built in
conjunction with the World's Fair in Se-
attle, the Aerial Tram from Manhattan to
Roosevelt Island and the jitneys at Dis-
neyland. The Downtown People Mover
(DPM) Projects currently being designed
for Los Angeles, Miami and Detroit also
fall into this category. Such specialized
transportation is particularly appropriate
to connect several compact activity cen-
ters across a relatively discontinuous ur-
ban fabric.

Caution should be exercised to avoid
aesthetically undesirable impacts of these
systems on the existing city environ-
ment. A monorail or DPM can create
visual and noise problems similar to
other elevated roads or transit guide-
ways. as shown by the unattractive pres-
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a. Oakland City Center, site plan.
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b, Trolley, Sacramento, CA.

ence of the Seattle monorail guideway
on certain of the downtown streets. The
best opportunities for aesthetic integra-
tion occur when the new transportation

UNITED
CALIFO

can be designed and built jointly with
adjacent development as in the Seattle
Center terminus of the monorail.



Balancing Incentives
and Controls

Public agencies must consider both in-
centives to, and controls on, joint devel-
opment projects. Incentives such as
street improvements, public parking,
added transit service, tax breaks or
streamlined review and approval proce-
dures are often required to interest a pri-
vate developer in the project. The
controls must insure that both the physi-
cal design and the operation of the proj-
ect adequately serve the public. The
controls must also address issues of aes-
thetic integration with the surrounding
community, including architectural rela-
tionships and secondary environmental
impacts such as traffic congestion, noise
or other changes in community
characteristics.

The practical balance of controls and in-
centives is a function of the site’s eco-
nomic attractiveness. If the location is
highly attractive, such as the Boston

Waterfront or downtown Manhattan, de-
velopers will compete for the opportu-
nity, and controls to serve the public
benefit can be emphasized over incen-
tives. If. however, the present attraction
is marginal, as in the downtowns of
many medium-sized and smaller U.S.
cities, the incentives must be stronger;
controls will only be effective if out-
weighed by incentives and the attractions
of the site. An emphasis on incentives
requires the investment of considerable
public funds. Once the renewal effort
begins to ‘‘take,”’ the balance can some-
times be shifted towards public controls
with less public investment.

The Role of Urban Design

A trade-off of incentives against controls
should not be intended to benefit the
public at the expense of the developer,
or vice versa. It is the role of imagina-
tive designers to create solutions that
benefit each. For instance, the improve-
ments provided by the developer in the

Proposal for tying transit mezzanine o adjacent uses through open air spaces, New York.

Faneuil Hall Markets serve the general
public well while also serving to maxi-
mize business. Urban designers and
other design professionals both in public
service and in the developer’s employ
play a key role in putting together, illus-
trating and realizing such complex proj-
ccts. Issues related to the selection and
use of design professionals are discussed
further in Section 4.5.

Legal and Administrative
Issues

Successful joint development projects
have been executed by use of procedures
ranging from ad hoc agreements to fully
constituted public/private development
corporations. An example of a legal
agreement for joint development is found
in Case Study 4.2b.

Legal and administrative issues are usu-
ally quite complex for major joint devel-
opment programs. For example:

* Land held by transportation agencies
(particularly by railroads) is often sub-
ject to complicated legal constraints.

* Private and public developers are often
under different schedule pressures.

* Private developers want to minimize
their financial commitment (which in-
cludes designers’ fees) until the project
is assured and want to see public im-
provements in place before completing
their projects.

* While public agencies often have in-

house staffs or access to technical as-

sistance funds to carry out initial stud-
ies and project organization, local
political credibility and some federal
funding programs still require that firm
commitments are obtained from the

private sector before proceeding with a

project.

A special coordinator, responsible to

both private and public parties, is often

required to lead the project. Since the
projects can easily take four to six
years to implement, a long-term com-
mitment to funding the coordinator’s
position is essential.

Environmental Review
and Public Participation

Because federal funds are used in most
joint development projects, environmen-
tal impact requirements must be satis-
fied, and extensive community review
and participation may be necessary. Rel-
atively small segments of the public can
sometimes raise issues that cause delay
of a project. It is therefore to the advan-
tage of both the developer and the spon-
soring agency to elicit and fully
understand public sentiment early in the
development process. This can be ac-
complished through an extensive and ag-
gressive participation program, through
which necessary compromises may be
possible before design and other commit-
ments are firm. Community involvement
can also ensure that advocates in the
community will help carry projects to
implementation.
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CASE STUDY 3.4a

Underground Montreal

Mixed Use Developments Integrate
Pedestrian and Transit Networks

Montreal, Canada

Underground Montreal (**Montreal Sou-
terrain’’) has made the subway system
the focus of downtown pedestrian circu-
lation and retail activity. This integra-
tion, developed through public and
private initiatives, has created a thriving
urban complex separated from the sur-
face streets. It made public transporta-
tion the proud centerpiece of
redevelopment and challenged prevailing
negative stereotypes about public transit
in North America.

*‘Montreal Souterrain’’ is an extensive
network of underground public pedes-
trian ways which provides direct climate-
controlled connections to 20,000,000
square feet of private and public con-
struction within the downtown core. The
network, composed of Metro lines, sta-
tions and approximately seven miles of
pedestrian passageways, presently links
nearly 1,000 boutiques, three major de-
partment stores, 100 restaurants and
bars, dozens of office buildings, movie
houses, art galleries, a large concert hall
and two theaters.

Two downtown railway stations, Gare
Windsor and Gare Centrale, and the
main bus terminal are accessible from
this ‘‘underground city.”” Gare
Centrale’s waiting room functions as an
integral link in the network.

There is wide diversity among the down-
town Metro stations integrated with the
network. Some stations, such as Place-
des-Arts and Bonaventure, are linked to
other activities by simply designed un-
derground passages which dramatically
open up to major interior retail malls. At
McGill, however, department stores and
specialty shopping arcades are contig-
uous with the actual station mezzanine.
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The aesthetic quality of the system is
typified by arrival at the Place-des-Arts
station. The rider is greeted by a stained
glass mural illustrating the story of mu-
sic in Montreal. Beyond the mural is a
tile-walled, brightly illuminated, spotless
underground passage which bends left,
then right (eventually emerging at grade
level). The tile walls dissolve into glass
as the passageway widens into an ele-
gantly appointed entry foyer for the
Place-des-Arts cultural center. Light
streams through a completely glazed
wall which affords a refreshing view of
an exterior landscaped forecourt.

Continuing further, the passage narrows
and tunnels underground. Small shops
now line it, animating the space with
their activity. Suddenly the area opens to
a huge multi-storied, covered atrium of
the Complexe Desjardins with dozens of
restaurants, bars, cinemas and boutiques.

Succeeding passageways quite often ab-
ruptly change in materials, textures,
scale, size, and presence or absence of
retail uses. In most instances, the
changes do not jar the senses or confuse
one. Rather they create an unfolding ka-
leidoscope of pathways, spaces and
activities.

Aesthetically, these environments are
very different from city streets. Within
the passageways there is no noise, pollu-
tion, congestion, or conflict caused by
automobiles. There is no litter, dirt,
graffiti or broken pavement.

Outdoor vistas, such as found at Place-
des-Arts, are infrequent. On the other
hand, the snow, sleet, icy winds and low
temperatures typical of Montreal winters
don’t occur underground.

The pedestrian passageways of ‘‘Mon-
treal Souterrain’’ are funded and built by
private developers desiring connections
to the underground network. There is no
overall master plan designating passage-
ways at specific locations. The process is
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a.b.c. A varety of materials and spaces add up to a cohesive acsthetic environment.

instead one of incremental growth and
change. It relies heavily on the private
sector to initiate proposals for new links.
The city then reviews such proposals and
may choose to negotiate modifications
with the developers prior to issuing nec-
essary approvals and building permits.
To facilitate design review and to insure
a high quality of construction, the city
has promulgated standards governing
materials, minimum dimensions, layout,
lighting, ventilation and fire protection.

Once built. ownership of those portions
of the passageway on private property
remains with the property owner. The
city is now proposing legislation that
would transfer the ownership of all pas-
sageways from private to public, to bet-
ter control encroachments by retail uses
which interfere with pedestrian
circulation.

Currently, maintenance, cleaning and se-
curity of all private underground struc-
tures are the responsibility of the
owners. [f these duties are not carried
out to the satisfaction of the city, the
city does the work at the owner's
expense.

The first portion of Montreal Souterrain
was built in the early 1960°s as part of
the Place Ville Marie redevelopment,
which included a 42-story office tower
and several smaller buildings linked by a
network of sheltered, shop-lined pedes-
trian ways. This development, built over
publicly-owned right-of-way and con-
nected to the Gare Centrale, required ex-
tensive private and public collaboration.
Such close cooperation has since become
a hallmark of Montreal’s urban design
process and has been extremely impor-
tant in developing the excitingly urbane
“‘underground city.”

Though Place Ville Marie was an imme-
diate success—aesthetically as well as fi-
nancially—it was not until the public
sector expanded its role with construc-
tion of the Metro system that the under-
ground pedestrian network became so
extensive.

The leasing of air rights was judged by a
recent U.S. DOT study (ref. 94) to be
an important inducement to large scale
private development at the Metro’s
McGill Station. This study also con-
cluded that the Metro was the key to the
rapid development of the retail-lined pe-
destrian ways of Montreal’s *‘under-
ground city.”” The benefits of linkage to
the subway station can be gauged by the
$500,000 price recently set by one de-
veloper at MceGill station to allow an-
other developer the right of access to an
existing passageway. To prevent such
fees from acting as a disincentive, the
city is considering a change in regula-
tions to permit unlimited rights of
access.

Initially, the Metro management actively
promoted the linkage of private develop-
ments to subway stations. Since the ad-
vantages have now been widely
demonstrated, the initiative for integra-
tion has increasingly come from the pri-
vate sector.

Metro physically demonstrated the City’s
ongoing commitment to downtown revi-
talization and aesthetic quality. It also
provided an extensive connective infras-
tructure which concentrated downtown
users at Metro station locations. The pri-
vate sector was not slow in realizing the
benefits of cooperation with Montreal's
enlightened public sector.
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McGill Station

A structural system of columns and
beams which permits spans of up 40 to

and now offers its better quality mer-
chandise on a main shopping floor at the

One of the first Metro stations to open
(1966) in the heart of the retail district
was McGill Station. It is still one of the
best examples of the merging of transit
and retail functions.

The station has two levels, one at the
subway platform, and a mezzanine
carved into a side wall which spans the
lower platform level at both ends. Thus,
much of the lower platform level has a
spacious, 25 foot ceiling. Physical con-
nections to retail uses ringing the space
and to the “‘underground city"" occur
from the mezzanine, which also provides
for unimpeded pedestrian circulation
through the subway station. The high
ceiling of the lower level and visual con-
nection between the two levels gives the
traveler a sense of open space. In this
environment the comings and goings of
Metro trains, although seen and heard,
are not a sensory jolt or imposition.

When initially opened, only two major
department stores—Eaton’s and La
Baie—had direct access to the station. In
the 12 years since, two new office tow-
ers and three specialty shopping com-
plexes containing approximately 250
boutiques and restaurants have been tied
visually and physically to McGill
Station.

At McGill, the interweaving of retail and
transit activitics is so complete that the
station is the center of an exciting in-
town retail complex. The physical im-
age, though utilitarian, is handsome,
providing a simply articulated, functional
linkage between the Metro and adjacent
retail and office uses. Its daily use by
thousands of people for shopping, get-
ting to or from the train, work, lunch or
dinner, or simply strolling through to
window shop and watch other people
gives the station enduring vitality.
Specific physical eclements which rein-
force the sense of openness and integra-
tion of activities at McGill include:

45 feet in width.

Minimal barriers separating fare and
non-fare areas within the station space.
Dividers are either three foot high
walls or full height plexiglas partitions.
Retail facades in station mezzanine
which contain substantial glazing and
display windows as well as store
entries.

The use of retail advertising within the
station space, and the display of metro
directional signs within the shops.

-

.

In addition. the following operational
and management elements contribute sig-
nificantly to the overall aesthetic
experience:

* A number of station entrances from re
tail complexes are open during all
hours Metro is in service and not just
when the stores are open.

* Metro cars are exceptionally quiet and

clean.

The station environment is very well

maintained.

Metro stations have their own cleanup

crews. The station platform is washed

daily.

Close coordination with the two major

department stores at McGill resulted in a

station which was bounded on one side

by Eaton’s basement foundation,

(Eaton’s paid for the construction of a

new store entry at this point.) La Baie,

at the other end of the station, leased
space under a city street and also opened
an entrance to its basement.

.

All individual shopkeepers and manage-
ment personnel encountered at Les Ter-
races (the newest retail complex at
McGill) felt that direct connection to the
station had a positive effect on retail
sales. This is also the case for Eaton's
and La Baie. When the station was first
opened. both stores had bargain base-
ments accessible from the Metro level.
Since 1976, one store has remodelled
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station’s mezzanine level.




Isometric view,

Credits

Architects: Crevier, Lemieux, Mercier
and Caron

Lessons

The successful integration of transit and
the pedestrian shopping environment of
downtown Montreal points to a great,
yet unrealized, potential for many U.S.
cities. The factors critical for achieving
this potential appear to be:

* Administration, planning and design
and a continuity of policies. The city
of Montreal was always intensely in-
volved with land acquisition and plan-
ning for the station areas and
maintained a continuous commitment
to joint development for two decades.
Designing transit hardware and stations
as good neighbors to pedestrians and
commercial development. This re-
quired a quiet, non-polluting system,
open circulation patterns and a visual
image compatible with glamorous
downtown shopping malls.

* A strong initial push by the public
agencies to make attractive examples
of the early stations such as McGill.
Once profitability was proven, the pri-
vate sector took the initiative.
Pedestrian design appropriate to the
climate. In the cold of Montreal a fully
protected environment was needed. In
contrast, in a milder climate like San
Francisco, fully enclosed downtown
concourses would be less successful
than the more open and attractively
landscaped but still well integrated
Oakland City Center Complex.

JOINT DEVELOPMENT — 220



—

CASE sTUDY 3.4b

The Gallery at Market East
Mixed Use Tied to Transit
Philadelphia, Pennsylvania

Gallery—Phase I

The Gallery at Market East is the first
completed phase of a planning and urban
design program dating to 1958, when the
first concept plan was published. This
plan, encompassing 129 acres of down-
town land, is Philadelphia’s largest and
most ambitious urban renewal project. It
envisions the revitalization of a mile-
long stretch of Market St. between Inde-
pendence Mall and the City Hall to its
former stature as a vital in-town retail
center,

The Gallery—Phase I contains 125 shops
and restaurants with a total retail area of
200,000 square feet and an additional
200,000 square feet devoted to public
circulation and activity space. Retail
uses starting one level below-grade are
organized on four levels around a large
sky-lit atrium. Major pedestrian access is
directly from Market St. via a sunken
courtyard. The Gallery is also accessible
from the 8th St. subway station by way
of an underground concourse and from
an aboveground parking structure via a
pedestrian bridge.

In addition to the smaller shops and res-
taurants are two 500,000 square foot de-
partment stores: a new Gimbel’s and a
completely remodeled Strawbridge &
Clothier’s. The Gallery somewhat resem-
bles an enclosed suburban shopping
mall. There are, however, important dis-
tinctions, including the Gallery’s down-
town context, its scale and more
intensive use of land, and its integration
with rapid transit and pedestrian
circulation.

Gallery—Phase 11

A little over one year after the Gallery’s
opening, the city's Redevelopment Au-

thority announced a similar joint venture
development for the next two blocks of

Market St. When completed in the early
1980°s, this development will extend the
Gallery to the existing Reading Railroad
Terminal and will be more closely inte-

grated with a new commuter rail station
than the present Gallery is with the 8th

St. subway station.

The aesthetic impacts of the Gallery are
greatly intensified by the paucity of its
surroundings. When contrasted to the
drabness of marginal retail uses and va-
cant, deteriorating structures of sur-
rounding streets, or the drabness of the
8th St. subway station, the atrium spar-
kles with energy. The severity of this
contrast poses a number of difficulties
for integration with the surrounding
environment.

Although approximately 70% of the Gal-
lery’s shoppers arrive by public transit,
and only 500 feet separates the atrium
from the 8th St. station, the physical de-
sign de-emphasizes the connecting un-
derground concourse. The Gallery
contributes little to the enhancement of
the aesthetic quality of the station space.
And the station. in its present state, can
do nothing save harm the overall image
of the Gallery.

From the pedestrian environment of
Market Street, entry into the Gallery is
also made more vivid by sharp contrasts.
The entry court of the Gallery is an oasis
in the midst of urban decay of adjacent
buildings. An ample terraced courtyard
provides direct access to the atrium one
level below Market St. The entire facade
of the atrium is glazed. integrating the
street more closely with the Gallery en-
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vironment. A fountain and sitting niches
arc on the periphery of the exterior
courtyard space. The exterior fountain.
however, is often silent, its water stag-
nant, quite unlike the fountains inside.
The difficulty again is maintenance in
the areas not controlled by the
developer.

By all accounts the Gallery is a tremen-
dous financial success. Its shops and res-
taurants are recording sales of nearly
$250 per square foot per year, or double
that of an average suburban mall, aptly
demonstrating the commercial viability
of joint development within declining
downtown areas.

One specific transportation-oriented deci-
sion appears to have had a localized neg-

GIMBELS

10TH

ative impact on retail sales. The decision
to retain auto traffic on 9th St. broke the
continuity of pedestrian improvements at
street level. The retail spaces thus scpa-
rated from the atrium are largely vacant.
Vacancies are not a problem at similar
locations on other levels where the inte-
rior public space is continuous above
and below 9th St.

To overcome initial reluctance by pri-
vate developers, the Redevelopment Au-
thority decided to share the risks in a
public/private joint development venture.
The authority paid for two-thirds of the
costs of constructing the basic building
shell. The developer paid one third in
exchange for a 99-year lease and also
paid for the completion of retail spaces.

PLANNED HOTEL ABOVE
1

9TH ST, ABOVE

i7:E

GIMBELS

STRAWBRIDGE & CLOTHIER

STRAWBRIDGE & CLOTHIER

The joint development agreement gave
the developer less control but reduced
his risk to an acceptable level.

The concourse linking the Gallery to the
8th St. station was adapted from a por-
tion of Strawbridge's basement space,
which was acquired by the Redevelop-
ment Authority. (Strawbridge’s also un-
dertook extensive remodeling of its store
at that time.) It appears that an opportu-
nity may have existed to then enhance
the pedestrian concourse by opening up
light wells to the exterior. This opportu-
nity was not pursued apparently because
of the poor maintenance of the station it-
self and its image as an unsafe place.

MAIN LEVEL

Plan at main level and section

Nt

Costs and Resources

Gallery Improvements and Construction:
Redevelopment Authority  $18.0 million

Rouse Company 20.0 million
Gallery Tenants 5.0 million
$43.0 million

($90.53 per square
foot of building)
Related Improvements:

Gimbels $35.0 million
Strawbridge & Clothier 10.0 million
Parking Authority Garage 8.0 million
Southeast Pennsylvania
Transportation Authority 5.0 million
Utilities 9.0 million
$67.0 million
Total Cost (1976) $110.0 million

Credits

Client/Developer:
Redevelopment Authority of the City of
Philadelphia and the Rouse Company

Architects: Bower and Fradley

Lessons

* The Gallery 1 demonstrates that an in-
town shopping area heavily dependent
on public transit can be an aesthetic
and financial success. Such a project
can succeed by relying on lower in-
come clientele and cheaper merchan-
dise than most glamorous downtown
malls. Such a project, however, de-
pends heavily on public funding for
implementation.

* An older transit system, by contrast to
Montreal in the previous case study,
makes integration much more
difficult.Its physical characteristics and
prevailing image do not make it desira-
ble for developers striving to create a
new attractive image. A major com-
mitment to physical renewal and oper-
ational improvement of the transit
station would have been necessary to
bring about close physical integration.
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Section 3.5

Common But Neglected Elements

Some of the most pervasive aesthetic im-
pacts are caused by common components
and materials of a i ili
that are seldom considered from the
point of view of aesthetic design or inte-
gration with the surroundings. This sec-
tion calls attention to such elements and
the opportunities for improvement.

Contents

Engineering Out of Context
Undefined Horizontal Space
Left-over Land
Asphalt Pavement
Wire Fencing
Signs, Lights and Signals
Concrete Walls and Abutments

Potentials for Action
The Designer's Role
Standards
Costs and Budgets

Typical of everyday cl
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Engineering Out
of Context

Stepping off a crowded sidewalk in
downtown Manhattan your foor touches
asphalt pavement. It is astonishing to
think that this pavement is connected to
a huge network of asphalt rivers and
oceans linked uninterrupted to every
road, parking lot and suburban driveway
from here to Los Angeles. It is a giant
fear of man-made technology: nothing
interrupts the flow of asphalt, while it
interrupts everything else on the ground.

There are many standard physical ele-
ments related to transportation that are
widely used because they are function-
ally appropriate, inexpensive and dura-
ble. Most of these elements are designed
and deployed by practical minded engi-
neers and administrators who focus on
meeting the functional needs of the
transportation facility. When introduced
into complex environments such as city.
town, neighborhood center, residential
area or sensitive landscape, such ele-
ments often have unintended destructive
effects.

The following discusses some of the
most common of these standard physical
elements. Examples of better than ordi-
nary treatment are shown not as models
but simply to illustrate the possibilities.
There are usually many design options.
Designers should be retained who are
sensitive to the aesthetic qualities in-
volved and the need for integration with
the environment.

Undefined Horizontal
Space

The requirements of increasing auto
traffic have created a great deal of unde-
fined horizontal space in cities. Road-
ways blend into the parking lots,
driveways and service stations. Buildings
are torn down to create more parking
and maneuvering space. New buildings
are sometimes isolated in a sea of park-
ing lots. In many cities, 60% or more of
the downtown area is space devoted ex-
clusively to the automobile. This envi-
ronment is not pleasant for the driver,
and creates a hostile setting for any ac-
tivity outside the car.
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Where sidewalks. building entrances or
open space for recreation occur in such
environments, they should be defined
and screened from this amorphous *‘ma-
chine space™’. Much can be accom-
plished through the siting of buildings
and the overall shaping of the pedestrian
paths. Planting, screening, changes of
level, and pavement texture are key de-
sign elements. Details such as flowers
and stone walls can also provide a coun-
terpoint to the bleakness of the rest of
the environment.

d: is an effect

buffer



Left-Over Land

The geometrical requirements of road
and rail design often result in odd-
shaped, often inaccessible pieces of
land. These can range from the hundreds
of acres imprisoned in a highway clover
leaf to small triangles or circles trapped
in urban intersections. The engineering
designs consider the land only from the
point of view of accommodating the
turning radii, required elevations, efc.
Even when the left-over pieces are land-
scaped, their odd shapes. and sizes and
isolation can make them impossible to
use.

The *‘useless’™ quality of such land also
gives it a low priority for maintenance.
Thus, such places tend to be desolate
and unattractive.

Adjustments of the road or guideway to
provide better access and more developa-
ble or useable shapes is the more impor-
tant step toward realizing some design

a. Highway imerchanges leave belund hard 10 wse land

‘_ .

opportunities. Sometimes ingenious de-
sign can turn what may have seemed a
hopeless situation into a successful place
as was done with the Albany Linear
Park under the BART guideway (Case
Study 3.2b.).

Asphalt Pavement

Bituminous asphalt is the most appropri-
ate and economical road surface for au-
tomobiles. Its success has made it into
the most ubiquitous element in the land-
scape of urban America. The uniqueness
of city and town centers and older resi-
dential neighborhoods disappears with
the spread of asphalt. which functionally
and symbolically reserves the space for
vehicles. In areas where space is to be
reclaimed for pedestrians. the asphalt
should be removed or altered.

Sidewalks, crosswalks, pedestrian
streets, squares and footpaths can be de-
fined by the use of different materials

and textures. The most common are
brick or stone pavers, tiles and specially
textured concrete. These are more ex-
pensive per square foot than asphalt but
are needed in smaller quantities. The
cost of space per pedestrian is still likely
to be much lower than the cost of as-
phalt per driver. When special pavement
is used for aesthetic effects, overly
rough or slippery surfaces should be
avoided to insure safety and comfort of
walking.

b. Brick paving offers 2 wide choice of patierns
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Wire Fencing

Chain link wire fencing is a sort of ver-
tical equivalent of asphalt: nothing else
can keep people in or out at such low
cost and last so long with no mainte-
nance. Little else is so ugly and perva-
sive in the American environment.

Fences are used for safety and/or secu-
rity along tracks, limited access high-
ways, airport runways, and storage and
maintenance facilities. Large expanses of
wire fencing with ‘‘machine space’’ be-
yond can seriously impair the visual
character of a residential neighborhood
or a public street. In highly visible
areas, fencing should be designed to
conform with the character of such
areas, even at higher costs. Some attrac-
tive, traditional alternatives are wood or
iron fencing and masonry walls. Chain
link fencing can be made somewhat
more attractive through coating with col-
ored vinyl, combining with opaque ma-
terials or sculptured shaping as
illustrated by Case Study 1.5a.

Signs, Lights and Signals

Signs, lights and signals are often de-
ployed in routine procedures that do not
respond to aesthetic conditions. For ex-
ample, standard lights used on highways
keep marching heavily across the deli-
cate tracery of a suspension bridge in
Maine. And in the Boston area, new
standard cantilevered traffic signals for
major arterial roads are placed at small
residential street corners as well, their
bases blocking half of the narrow side-
walk and their massive aluminum poles
and yellow signal-heads rudely contra-
dicting the character of the environment.

The uniform application of standard
equipment should be tempered to allow
adjustment to the locale. For example,
the integrated sign/signal units on San

Francisco’s Market Street sit well on this

large, formal avenue, although they wis-
ely were not used on more intimate

streets. The large sodium vapor lights of
cor-ten and stainless steel are as impres-

2. Painting of Montreal Metro garage fence suggests movement of trains
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sive as giant trees on the Massachusetts
Turnpike and are quite appropriate in
those open spaces. In contrast, tradi-
tional lighting recently installed in Bos-
ton’s Downtown Crossing (Case Study
2.1a) fits well into that environment.

b. Traffic signal sysicm. Market Street. Sam Francisco
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Aesthetic designs can be included in formwork for concrete

Concrete Walls and
Abutments

While concrete has enjoyed quite a
vogue among architects it never en-
deared itself to the general public. Most
of its manifestations as highway ramps,
abutments, barrier walls and columns
even lack the graceful plasticity or
strong form that has intrigued architects.
(See Case Study 2.7b for a notable
exception.)

The color of concrete can be controlled
by the choice of cement and aggregate to
create less drab visual effects. The
shapes of columns, beams, and rails can
be made at once structurally more effi-
cient and visually more interesting. Tex-
ture created by form work can give
concrete the look of a more natural ma-
terial and reduce its attraction for graf-
fiti. Vines and other planting, can soften
the effect.

Potentials for Action

The deployment of all the elements de-
scribed above is controlled by local
transportation agencies: city and state de-
partments of public works, state trans-
portation, highway departments, and
regional transportation agencies. The
first, and probably most important ac-
tion, is for someone in a responsible ad-
ministrative position to take a careful
look at the system-wide effect of these
standard physical elements and introduce
a design concern into the relevant
operations.

The Designer’s Role

Designers working for the transportation
agencies (either in-house or as consult-
ants) can study the specific aspects of
these elements and procedures. A slide
show of the aggregate visual effect of
these elements throughout the city or
state can be a useful eye-opener and can
easily be prepared by designers. Through .
such means, designers can define oppor-
tunities, suggest priorities from the envi-
ronmental point of view, develop
alternative techniques, and estimate
costs. They must collaborate closely
with the engineers and administrators to
insure that safety, operating cost and
other requirements are met, and that the
design proposals can realistically be im-
plemented.

Standards

Material and equipment standards should
be defined in terms of both functional
and aesthetic performance. They should
be flexible enough to allow integration
with the surroundings. For instance, the
actual traffic signal or sign and its loca-
tion may be standardized for driver rec-
ognition, but the mounting system may
be allowed to vary, as appropriate for
the street. Some federal standards linked
with eligibility for funding are partly re-

sponsible for the rigid uniformity, and
they need to be relaxed somewhat to al-
low a more adequate response to this de-
sign concern.

Costs and Budgets

Some design improvement can occur in
the everyday elements described here
without extra cost, and by more careful
placement and consideration. However
in many cases, particularly pavement
and fencing, the better solutions will
cost more. The need for the more costly
solutions should be determined by urban
designers for the transportation agency,
based on the intensity of use and aes-
thetic character of different areas. Extra
costs can then be justified on the basis of
environmental needs and benefits over
and above strict functional performance.

b. Manhole cover, New York
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As has been pointed out throughout the
previous chapters. aesthetic qualities are
an integral part of the way a design is
conceived. Thus, aesthetic concerns
must be represented throughout the de-
sign process from early conception to
detailed execution.

Ideally. if we were a nation like the Ba-
linese, all of our activities would be suf-
fused with an aesthetic concern.
Transportation planners would plan, ad-
ministrators manage, and engineers com-
pute with an eye toward the beauty of
the product of their work. There are, in
fact, many who do this. Yet the majority
of the transportation facilities visible in
our environments testify to our failure to
integrate the solution of our “*practical™
problems with making our environment
beautiful.

The recurring theme of this report is that
this situation can be improved. The case
studies in the first three chapters show
many outstanding examples of art and
design. The key questions for this chap-
ter are: Can the lessons of such good ex-
amples be generalized? Can they become
the norm rather than the exception?
These questions lead to an examination
of procedures that produce transportation
facilities, to see whether significant im-
provements can be made.

A review of the case studies reveals that
some of the pioneering projects were
motivated not by policies or procedures,
but by very specific local energies and
individual initiatives. Not surprisingly,
projects such as Freeway Park are the in-
vention of creative individuals without
the support of an established procedure.
The procedure. in fact, is often invented
as part of the project. Other very suc-

cessful projects, however, were based on
the adaptation of existing procedures and
prototypes. The Downtown Crossing
project in Boston, for example, was cat-
alyzed by Urban Mass Transportation
Administration support for demonstrating
the U.S. adaptation of Auto Restricted
Zone concepts widely used in Europe.

While improved procedures usually do
not, by themselves, create the impetus
for aesthetic design, they can assist in
opening doors for it. There is considera-
ble art and design talent in most commu-
nities. Procedural changes could help
focus this talent on transportation facility
planning and design. Improvements in
procedures can be made—starting with
early planning phases and ending with
construction and maintenance
programs—that would increase the op-
portunities for creating attractive
projects.

This chapter examines current proce-
dures, provides recommendations for
their improvement. and includes exam-
ples of procedures which are supportive
of art and aesthetic design.






Section 4.1

Increasing Aesthetic

Concern

If transportation planning procedures are
to incorporate a greater concern for aes-
thetics, energies must be introduced that
can counteract the inertia of the status
quo. This section is an overview of the
instruments that can help change current
procedures which ignore or downplay
aesthetic concems.
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4.1a

High Level Policy
Statements

In order to make any significant change
of direction in a government agency, it
is essential that the top policy makers
clearly declare their support of such a
change. The policy statement by Brock
Adams, former Secretary of the U.S.
Department of Transportation (DOT)
launched the efforts of the DOT Task
Force on Design, Art and Architecture in
Transportation. Michael Dukakis, when
governor of Massachusetts, made it very
clear that he wanted transportation proj-
ects throughout the state to serve the en-
vironmental and revitalization goals of
established communities. Current Secre-
tary of Transportation Neil Goldschmidt
made concemns for the environment and
public transportation major issues in his
successful campaigns for mayor of Pont-
land, Oregon. Their clear policies were
followed by productive actions by their
more specialized agencies, departments
and staffs.

High level initiatives may be the result,
in part, of careful groundwork by legiti-
mate advocates on the agency staff or in
the outside community. The initiatives
also must be followed up with detailed
administrative procedures and project-
oriented technical work. It is particularly
important to back up these policy initia-
tives with specific funding commitments,
wherever possible. Nevertheless, a
strong policy statement alone can be a
catalyst for coordinated action. Heads of
appropriate agencies should be encour-
aged to make such policy statements in
support of art and aesthetic design in
transportation facilities.

Incorporating Design
Advocates

Much of the everyday decision-making
of government agencies is accomplished
through resolving the competing pres-
sures of the moment. Ideas lacking
strong on-the-spot advocates can often
be pushed aside by more current, press-
ing demands. This has, in all too many
cases, been the fate of art and aesthetic
design. While there may be agreement
that these are important issues. other
concemns (such as quantity of production,
technical performance, etc.) usually
achieve higher prionty, leaving no re-
sources for aesthetics.

While the now dominant priorities are
demonstrably important, they should not
categorically take precedence over aes-
thetic design. The priorities that have
prevailed have traditionally been the
concerns of transportation planners,
traffic and civil engineers and adminis-
trators. As was pointed out before, many
people in these professions will not, on
their own, have a sensitivity to aesthetic
concerns. Thus, it is desirable to have
people with a professional orientation to
aesthetic design and art to act as advo-
cates at various stages of decision
making.

The role of aesthetic design advocates is
further discussed in relation to specific
procedures in the following sections.
The point that bears emphasizing here is
that it would be best to build advocates
into the system with roles made effective
by budgeting, staffing and statutory au-
thority. The presence of advocates may
be seen as a disruptive complication to



some budget conscious engineers or busy
administrators (as environmental review
procedures have sometimes been per-
ceived). However, there is no way to
emphasize such a major area of previ-
ously neglected values without some de-
parture from ‘‘business as usual”’
Advocates (and any related required re-
views) are necessary in order to insure
exposure and attention to the aesthetic
impacts and opportunities at all phases
of transportation projects. Once such
values are established, (through a series
of projects), it is likely that the view-
points of the disciplines will blur and
that more engineers and administrators
will strive on their own to create attrac-
tive as well as useful projects. This was
one of the several gratifying products of
the Auto Restricted Zone Demonstration

Program (Case Studics 2.1a and 4.2a).

Special Purpose Funding

Ideally, the local agency-clients for
transportation projects would allocate
their own budgets to incorporate the ap-
propriate levels of design and art. In
practice, however, aesthetics often are
seen as the ““soft’” part of a project,
where budgets can be most easily cut,
Thus, funding categorically allocated by
the granting agency is often a necessity
for obtaining art or improving aesthetic
design.

Allocating a percentage of construction
costs to works of art has been adopted as
a policy by many agencies, Cities and
states around the country have legislated
the use of a set percentage (often one
percent) of the cost of public construc-
tion for the purchase or commissioning
of art. The General Services Administra-
tion mandates one-half of one percent of
Federal building costs be used for the
purchase or commissioning of art. Most
of the administrations within the U.S,
DOT do not prescribe a percentage allo-
cation, but many of the local transporta-
tion agencies have chosen to do so (ref.

3 and Case Study 1.6d). The formulas
can be somewhat arbitrary but seem nec-
essary to insure continuing attention to
the arts. Transportation projects where
the arts budgets were discretionary have
consistently had less funding devoted to
art work than those where a percentage
formula has been used.

The aesthetic aspects of facility design
are so integrated with other design as-
pects that a percentage funding formula
is not possible. But experience shows
that special funding allocations for aes-
thetic design aspects have acted as im-
portant incentives. For instance, the
Section 319(b) of Title 23 (part of the
Highway Beautification Act of 1963, as
amended) programs that provided 100%
funds for highway beautification pro-
duced a large number of projects. When
the 1976 Highway Act absorbed this
funding into the general construction
budgets, and made beautification pro-
grams discretionary, activity in this area
declined.

If localities do not choose to place a
high priority on aesthetic issues, should
the federal government pressure them to
do so by providing special funding or
mandating percentage set asides? The
current tendency is to back away from
this type of intervention. There are some
conditions, however, that warrant such
specialized support. In some situations,
there are substantial local constituencies
for aesthetic improvement—notably pe-
destrians and bicycle riders—whose in-
terests are not adequately represented by
the local transportation agencies.

Demonstration Programs

Significant opportunities for aesthetic de-
sign may not be recognized or viewed as
acceptable for funding, given local prior-
ities. Demonstration programs can pro-
vide one-time special purpose funding to
enable officials of the public to better
judge the benefits of a design concept. A

useful example of this is the Auto Re-
stricted Zone (ARZ) Demonstration Pro-
gram (Case Study 4.2a).

The Urban Mass Transportation Admin-
istration (UMTA) Service and Methods
Demonstration Program was established
to conduct demonstrations, including ef-
forts such as ARZ. Authorized under
Section 6 of the Urban Mass Transporta-
tion Act of 1964, as amended, the pro-
gram provides 100% funding and
conducts extensive evaluations of proj-
ects to identify possible applications for
other localities. The ARZ effort was the
first of the Section 6 demonstrations to
be directly involved with major aesthetic
issues. The availability of funding was a
major factor in persuading local officials
to sponsor these often controversial proj-
ects. Evaluation of other (mostly Euro-
pean) ARZ projects has indicated that
merchants and officials were usually ap-

Public and private efforts produced this unique facility.

i

prehensive before the project began, but
were pleased with the results afterwards.
Thus, demonstration funding seemed a
particularly appropriate mechanism for
introducing this concept into the U.S.

Working prototypes—whether they were
special demonstrations or not—were
found to be the most effective means of
convincing people of the benefits of
spending money on aesthetic design and
art. Personal experience of the quality of
such environments and the sense of com-
petitive local pride (**Why couldn’t we
do as well at home?"’) work together to
persuade local officials to greater efforts
in this area. Continued funding of dem-
onstrations of innovative aesthetic design
and art programs for the various trans-
portation modes would certainly give
further impetus to improved design qual-
ity in transportation.
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Publicity for Successful
Prototypes

Successful prototypes are the main vehi-
cles for translating new ideas in art and
design into common usage. However,
exposure to already successful prototypes
is often sporadic and should be systemat-
ically increased. Once people have seen
the Montreal Subway system, a Euro-
pean ARZ, or Freeway Park. they can
envision how such projects can greatly
benefit their own places. But the major-
ity of local officials who make decisions
about similar projects, or about other
projects which could offer special oppor-
tunities for design quality every day, are
not familiar with these prototypes.

One obstacle to increasing this exposure
is that in the areas of art and design
quality there is no substitute for direct
experience. Pictures and written descrip-
tions (such as provided in this report)
can call attention to the projects, but
strong skeptics will not always be con-
vinced by those. Slide tapes and sound
films can come a step closer to simulat-
ing the actual experience. For some ma-
jor projects, however, it will be essential
to take officials, community members
and influential business people on tours
of appropriate prototype projects.

Visits by Portland merchants to success-
ful transit malls, and by the mayor of
Boston to European ARZ projects,
helped generate the support to carry
these projects to completion. During the
last year, the U.S. DOT, working with
the Organization for Economic Coopera-
tion and Development (OECD), spon-
sored a conference in Europe for U.S,
mayors and other officials. A tour of
outstanding urban transportation im-
provements was included and enthusiast-
ically received. Site visits require
expense and effort, but they are gener-
ally cost effective, particularly when
they can be linked to projects under con-
sideration at home.

Design awards can also be an effective
vehicle for encouraging good aesthetic
design. The Federal Highway Adminis-
tration design awards was the first such
program within the U.S. Department of
Transportation, and has had good re-
sults. For example, the State of Ver-
mont, following recognition of its
outstanding design work on Interstate
Highway 89/91, has adopted clements of
this project as statewide standards. The
Federal Railroad Administration has just
initiated a similar program for railroad-
related design achievements.

Much more could be accomplished with
such awards at relatively little cost. cre-
ating a major incentive toward good de-
sign. Some state DOT’s might wish to
evaluate possible awards programs,
which could emphasize the recognition
of the types of design and art concemns
described in Chapters 1, 2, and 3. Possi-
ble modal categories are fairly self-evi-
dent, but a significant number of cross-
modal categories and special transporta-
tion categories could also be considered.
For cxample, awards could be given for:

* The best collaborative project between
artists and transportation designers:

* The best administered art in transporta-

tion program:

Incorporation of works of art;

Design of passenger terminal and sta-

tion facilities;

Multimodal structures and transfer

points;

Sympathetic treatment of historic. cul-

tural, or natural environments;

Landscaping treatment;

Use of graphics and signs;

Bridge design;

Urban transportation rights-of-way; and

Rural transportation rights-of-way.

Whether focusing on a specific transpor-
tation mode, or all modes. a modest
budgetary commitment to administration,
personnel and expenses could expedite a
range of awards programs. Eminent
practitioners of the art and design profes-

sions should be invited (with expenses
and honorarium paid if possible) to par-
ticipate on the juries. The staff assem-
bled for the awards should be provided
with the capability to publish the results
shortly after the judging. Generally, the
jury's comments regarding both the en-
trics and the design issues should be so-
licited and published. The publications
generated by the awards programs could
provide new case studies concerning the
use of art and design in transportation.

Design awards programs for art and aes-
thetic design in transportation facilities
can also be initiated by the design and
arts community. National and local
chapters of professional organizations
and art agencies could conduct these.
The results of such awards programs
should be published not only within the
design community. but in journals and
other publications read by the transporta-
tion community.

Guidelines and Directives

Guidelines or directives on design, art
and architecture in transportation should
be approached with caution. Any attempt
to define the concrete elements of
**good’” art and design was found, in the
course of this research, to be generally
unproductive. A creative designer can
invent many different **good’” solutions
to any design problem. Obviously, lan-
guage can not be devised to anticipate
all possible solutions, and the operating
documents should be sufficiently flexible
to accommodate the unforeseen
possibilities.

Prescriptive directions on design by pub-
lic agencies are as likely to inhibit as to
encourage creative art and design. Gen-
eral performance criteria for economy of
means, cost effectiveness and public ac-
ceptability can be established. Functional
requirements must be respected. Special
design issues and opportunities, such as
those discussed in Chapters 1, 2 and 3,
can be identified for each type of project



and site, and will vary considerably
among these.

One potential use of design quality
guidelines and directives may lic in
opening up the transportation planning
process to contributions by talented art-
ists and designers. In this area, explicit
instructions can be used to:

« Translate general policy initiatives into
operating procedures in the local
arena, where many of the project-ori-
ented decisions are made.

* Provide specific points of entry and re-

sources for art and design practition-

ers, and their professional
contributions.

Legitimize and encourage initiatives by

local officials to create attractive trans-

portation environments.

Reflect or institute desired procedures

for determining funding eligibility, de-

fining project scope, selecting design-
ers, administering transportation
planning and design programs and
managing completed facilities in order
to introduce a more comprehensive
concern for aesthetics.

CASE STUDY 4.1a
Policy Statement by the U.S.
Secretary of Transportation

On September 1, 1977, former Secretary
of Transportation Brock Adams issued a
policy statement on design quality and
approved a number of specific initiatives
to carry out that policy by encouraging
improved aesthetic design, art and archi-
tecture in transportation projects and fa-
cilities. Implementation of the policy and
program on Design, Art and Architecture
in Transportation is continuing under
current Secretary Neil Goldschmidt. The
original policy statement is quoted in its
entirety, immediately below.

The Secretary’s Statement on Design
Quality

“In America, our transportation systems
are among our proudest accomplish-
ments. They provide us with great mo-
bility, while shaping the man-made
environment, our daily routines, and our
visual surroundings. An investment in
the design of transportation systems can
produce humane and pleasant places and
improve the quality of our environment.

It shall be the consistent policy of the
Department of Transportation to encour-
age good design, art, and architecture in
transportation facilities and services. The
environmental design arts shall be com-
bined with other technical skills in an in-
terdisciplinary approach to planning.
constructing, and operating transporta-
tion systems. Funding for appropriate
works of art in public spaces shall be
provided for Departmental facilities and
encouraged in transportation systems re-
ceiving grants under our programs.

Attention to design quality can yield
substantial economic benefits. Attractive
and efficient design can increase rider-
ship and support for public transit, as
well as promote safety and economy in
operations. While the aesthetic benefits
of design quality often elude quantifica-

- -
Obscrvation deck, Miami International Airport

tion, we recognize that transportation is
not an end in itself, and that its design
and operation must support efforts to im-
prove the human environment and en-
hance the social, commercial, and
cultural resources of our communities.

The goal of this Department is the devel-
opment of a unified transportation policy
that coordinates improvements in trans-
portation systems with increments in the
quality of life. To this end, we shall en-
courage the highest design achievements
in all our programs.™’

The policy statement has had a catalytic
effect. Several transportation projects
now include major art programs. The
policy statement, the Department’s Task
Force report which led to the policy and
program, and two annual reports on the
progress of the program are being used
to generate local interest in better de-
sign, art and architecture in transporta-
tion. If periodically reinforced and
bolstered (as is now the case) with funds

from some of the regular grant pro-
grams, this clearly stated DOT policy
will continue to have a wide-ranging,
beneficial effect on design quality in
transportation projects and facilities.
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Section 4.2

High Priorities

Certain elements of transportation facili-
ties merit special attention for aesthetic
design because of their intensity of use
and needs, and the very high potential
impact of such treatment. This section
describes the criteria for special aesthetic
design attention and highlights areas
where aesthetic considerations are partic-
ularly important.
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Conditions Meriting
Special Attention

There are several types of transportation
sites where aesthetic impacts assume
substantial importance:

* Areas with exceptionally dense or fre-
quent passenger use (rail station plat-
forms, bus stops in commercial
centers, airport ticket lobbies and
gates, etc.);

« Communities with aesthetic qualities
that are highly sensitive to disruption
(historic districts, cohesive residential
neighborhoods, etc.);

* Permanent, highly visible transporta-

tion structures (bridges, towers, via-

ducts, etc.);

Facilities where the prevailing aesthetic

environment may actually deter use

(subway platforms, buses, parking ga-

rages, etc.);

* Locations (downtown shopping streets,
waterfronts, etc.) where the improve-
ment of transportation facilities has a
strong potential for stimulating revitali-
zation.

In the course of setting priorities for aes-
thetic emphasis, for these and other
sites, particular consideration should be
given to three areas of concemn: (1) pe-
destrian-oriented design, (2) integration
of transportation facilities with joint de-
velopment, and (3) compensation to
communities for the impact of previously
constructed transportation corridors.
These areas are highlighted because his-
tory suggests that they entail substantial
problems and exceptional but neglected
opportunities. These issues may also jus-
tify urban design analysis and treatment.
not always considered a routine part of

transportation facility design. Proposals
for pedestrian-oriented design, joint de-
velopment and physical elements to
compensate bisected communities should
reach beyond the confines of the trans-
portation project to add vitality to the ur-
ban fabric. Such projects require the
creative work of urban designers and
special combinations of resources.
Through these means, the potential ex-
ists for turning a difficult problem into a
special attraction.

Several case studies in Chapters 2 and 3
demonstrate success in these areas (Case
Studies 2.1a, 3.2a, 3.2b, 3.4a, and
3.4b). They are, however, still the ex-
ception rather than the rule.

Pedestrian-oriented
Design

All travelers, regardless of mode of
transportation, are pedestrians at parts of
every trip. The functions of entering, de-
parting on foot, and other walking activ-
ities (discussed in detail in Chapter 2),
represent important transitions. The pub-
lic will often perceive the quality of the
transportation environment in terms of
these experiences. Yet in the traditional
design process, pedestrian concerns are
often viewed as secondary to the safe
and rapid movement of vehicles. Neglect
of the pedestrian’s perspective can be
particularly striking at bus stops, and pe-
destrian paths through parking lots and
garages, and in the treatment of most ur-
ban streets and sidewalks. But even fa-
cilities more explicitly designed for
pedestrian use, such as subway stations
and airline terminals, often fail as pedes-
trian environments.



Whether transportation activitics and fa-
cilities short-change their own needs or
not, they frequently exert a blighting in-
fluence on the pedestrian life of sur-
rounding communities. This blighting
takes the form of imposing traffic on ur-
ban shopping streets, turning town com-
mons into traffic rotaries. dividing
residential areas with major arterial
streets, and constructing massive high-
way or guideway structures which dis-
rupt or prohibit pedestrian movement.

The loss of pedestrian activity is the loss
of the life blood of a community. To
avoid this loss, and to generate projects
that encourage walking, a special em-
phasis on the pedestrian impacts of most
transportation projects is warranted.

An effective procedural improvement in
this area might be to require more exten-
sive analysis of pedestrian opportunities
and impacts of any proposed project than
now required as part of the environmen-
tal reviews. Of course, the recent Urban
Mass Transportation Administration
(UMTA) Auto Restricted Zone Program
(Case Study 4.2a) has served pedestrian
concerns well. UMTA has also led the
way in providing substantial capital
grants to build transit malls and other
surface transit-related pedestrian im-
provements. The Federal Highway
Administration (FHWA) has also moved
toward supporting some pedestrian
oriented improvements through the
Federal-aid to Urban Systems (FAUS)
program. The availability of further fed-
eral support. combindd with the require-
ment to carefully address pedestrian
issues, could add significantly to the li-
mited success in this area to date.

Joint Development
Procedures

The opportunities for joint development
of transportation with other public and
private projects are discussed in Section
3.4. This is a promising method for both
improving transportation and revitalizing
urban areas. Such projects have syner-
getic benefits making the combined
whole more attractive and profitable than
the sum of its parts, with integrated de-
sign as the key. Joint development re-
quires molding different clients into a
coordinated entity and adopting a coher-
ent administrative procedure to accom-
plish the project.

The parties in a joint development ven-
ture are likely to include local or re-
gional transportation agencies, city
government, and private developers. Ad-
ditional parties, such as federal and state
funding agencies, may also be involved.
Once all participants have agreed to a
joint development approach, the agree-
ment must be defined in careful contrac-
tual terms. The three-party agreement
executed by the City of Seattle, the State
of Washington Highway Department and
a private developer was effective in en-
suring the development of Freeway Park
(Case Study 4.2b). The important aes-
thetic consequence of this agreement was
to permit a strong designer to work in
relative freedom from conflicting client
pressures in order to create a coherent
design.

Penn’s Landing. Phuladelphia.

Compensation to
Communities for the
Impact of Transportation
Corridors

The rapid expansion of transportation fa-
cilities (particularly highways) in the
1950’s and 1960°s left many communi-
ties with severe aesthetic, as well as
functional, problems. Cities were some-
times walled off from their waterfronts,
and town centers were split by highway
trenches. Present planning procedures
are more sensitive to such problems.
Nevertheless, communities are still suf-
fering the consequences of some past
actions.

The problems and solutions are more
than aesthetic and include issues of com-
munity functions and land use. People’s

anger at blighting structures or facilities
1s often expressed in aesthetic terms
(they are “‘ugly™’, **dark’", ‘*bleak™,
**out of scale with neighborhood™”), but
minor cosmetic treatments will not suf-
fice. Freeway Park (Case Study 3.2a) and
the BART linear park (Case Study 3.2b)
are suggestive of the range of compensa-
tory actions that may be required. These
include decking over highway trenches;
new construction to visually shield the
structure: and putting pedestrian paths
under elevated viaducts; building neigh-
borhood parks as buffers; replacing sur-
face parking lots with carefully planned
garages:; and re-routing traffic that di-
vides communities. So far such actions
are rare; they occur where local leaders
devote unusual energies to obtaining
support and funds for them. Specially
earmarked funding programs and other
incentives from state and federal govern-
ments could lead to more such measures.
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CASE sTUDY 4.2a

The Auto Restricted Zone

Demonstration Program

Pedestrian-oriented Street Design
Procedures

The Urban Mass Transportation Admin-
istration (UMTA) Service and Methods
Demonstration Program sponsored Auto
Restricted Zone (ARZ) projects in four
cities: Boston, Memphis, New York and
Providence. The projects involve closing
some streets in the downtowns to auto
traffic and rearranging traffic patterns to
improve conditions for pedestrians and
surface public transit. The plans are
clearly intended to serve acsthetic and
economic renewal objectives as well as
transportation goals.

The projects are now being imple-
mented. As of fall, 1979, Boston’s
Downtown Crossing was essentially
complete (Case Study 2.1a). the Mem-
phis project was under construction, and
the New York and Providence cfforts
were in project design. Three of the four
current ARZ demonstration projects
come from an initial selection of five cit-
ies made at the program'’s inception in

1975.

The program and these projects have a
complex history, too lengthy for discus-
sion here. However, aspects common to
several of the projects provide some sig-
nificant lessons for the future of aesthet-
ics in transportation.

The concepts applied in the ARZ plans
were not only familiar in Europe but had
already been studied locally for each of
the demonstration sites. However, the
idea of actually reducing or excluding
traffic in selected areas had not been ac-
cepted. The planning phase of the dem-
onstration, carried out by the consultant
team., helped to focus the local debates
on ARZ’s merits, and provided technical
information (such as traffic and parking
and goods delivery studics) and illustra-
tions of the opportunitics (urban design
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studies). The prospect of a 100% dem-
onstration grant to assist with actual im-
plementation of the plans created a
greater willingness to find solutions.
This process could be useful for many
other cities.

ARZ was a further step in promoting
UMTA’s objectives to improve the qual-
ity of the urban environment. The pro-
gram emphasized that pedestrian
improvements and overall downtown vi-
tality can be constructively linked with
improved transit service. In addition to
the demonstration grants, the four cities
also applied and received commitments
for 80% capital grants. The demonstra-
tion’s emphasis on the *‘software™ of
maintenance, activity programming, se-
curity and traffic enforcement was also
innovative. Attention to these kinds of
concern will clearly benefit future proj-
ects of this nature.

Within the consultant team, the hard
lines between engineers and designers
often disappeared, promoting some re-
examination of values. Administrators
both at UMTA and in local government
visited European ARZ’s and came back
with first hand experience and enthusias-
tic support. Each of the projects fostered
cooperation between the local city gov-
ernments and transit agencies.

Cost Effectiveness

The commitment of under five million
dollars of demonstration grants to the
four projects has been a catalyst for
change at and around the chosen sites.
The demonstration’s effects have also
gone beyond the four projects, as con-
siderable interest has been generated
around the country. The ARZ effort ap-
pears to have been a highly cost-effec-
tive investment involving substantial
aesthetic benefits, and could be used as a
model for further activities of this
nature,

Mid-America Mall, Memphis.

Lessons

* The ARZ Demonstration Program was
an effective catalyst for the aesthetic
improvement of city centers. More
such projects should be pursued.
Successful demonstrations have to be
allied with appropriate local advocates
who will work to carry out the proj-
ects. Support by the mayors and major
business groups was essential in the
four cases. Planning staffs of the cities
also played a critical role in sustaining
the projects. Commitments for this
type of support should be secured be-
fore designating a demonstration site.
UMTA allowed a reasonably broad
though fully supportable interpretation
of transit-related pedestrian improve-
ments in making capital grants. Such
improvements are major determinants
of the aesthetic quality of projects.



CASE sTUDY 4.2b .
Freeway Park Three-Party

Agreement
A Model Joint Development Contract
Seattle, Washington

In 1970, the State of Washington De-
partment of Highways. the City of Seat-
tle and developer Richard C. Hedreen
entered into a three-party contractual
agreement for the development of the
Freeway Park Project. The project is dis-
cussed in detail in Case Study 3.2a. The
additional casc study here focuses exclu-
sively on the agrecement as an instrument
for the joint development of a very at-
tractive project.

The 16-page agreement is a straight-for-
ward, readable document. Parties con-
templating a similar joint venture would
benefit from reviewing the full text.
Here, however, only key points and pro-
cedural aspects with a direct bearing on
the aesthetic outcome are discussed.

Aesthetic objectives were clearly set out
in the Introductory Section, alongside
other general requirements: **. . . (IV)
develop a substantial connected public
open space available for pedestrian pas-
sage, for the preservation of light and air
and for public rest and recreation and for
enjoyment as a place of beauty in a
dense urban environment;”’

A commitment to the total project was
clearly stated. The section **Ultimate
Development'* identified major project
elements and summarized schedule com-
mitments to their complétion. Emphasis
on the total project was essential because
it assured all parties that having made
their share of the effort, they would reap
the benelits of the combined results,

The conditions for the private develop-
ment were particularly carefully defined.
This was necessary to insure that the ex-
penditures of public funds would be
matched by a sufficient private effort.
Technical controls such as the load bear-

ing capacity of the garage roof for plant-
ing and open space use, and the
alignments and minimum dimensions
(including height) of public pedestrian
ways through the private section of the
property were stated.

The design team was defined in the
agreement. The developer retained his
own building architect. the state hired
architects and engineers to design the
freeway bridges and the public garage.
and the city sclected a coordinating land-
scape architect to design all of the public
space on the surface. Since the public
space overlaps all three jurisdictions, the
other partics were obligated to make
contributions to the landscape architect’s
fee according to a specified formula. The
designers were required to work as a
team. The coordinating role assigned to
the city as client. and thus to the land-
scape architects retained by the city, em-
powered this design firm to be, in
practice. the most influential member of
the team.

Detailed definition of components oc-
curred on pages seven through twelve of
the agreement. The particular responsi-
bilities related to each component were
clearly defined. For instance. it was
stated that the **West Plaza™ (part of the
continuous public space occurring over
the private garage and office develop-
ment) shall be designed by the total de-
sign team (which was coordinated by the
landscape architect). Priority was also
placed on completing this design carly
so that the developer could proceed with
his project. Responsibility fell to the de-
veloper for paying both design fees and
construction costs for certain parts of
this component while the city would
cover other costs. The division of re-
sponsibilities was similarly described for
the remaining project components as
well.

Maintenance responsibilitics and costs
for the completed project were also

clearly assigned. General costs were di-
vided between the city, the state, and
Hedreen according to a formula. Hed-
reen was obligated by the contract to a
$10,000 per year contribution toward the
provision and maintenance of seasonal
flowers. The city was obligated to pro-
vide police protection throughout.

Public liability was assigned to each
party during the construction of portions
of the work they were responsible for,
After completion, the city obligated it-
self to assume full liability for all of the
public spaces.

Lessons

* A complete definition of physical proj-
ect elements and related intentions had
to be developed prior to this agree-
ment, The instrument was useful at the
point of embarking on specific project
design.

In its coverage of the range of obliga-
tions and responsibilities, this agree-
ment is a good example for other
projects, However, the actual cate-
gories and terms of such a contractual
agreement must be custom-tailored to
the project.

HIGH PRIORITIES — 238



Section 4.3

Facility Owners’ Needs
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At present. many of the aesthetic needs
related to transportation facilities have
not been met. Once basic policies to im-
prove this situation are established. the
owners must lakc concrete SleS o spc-
cifically assess aesthetic needs. deter-
mine their priorities and budget the
necessary resources. In doing this. the
owners will probably require some
professional assistance. This section fo-
cuses on methods of incorporating aes-
thetic valucs into the operation of a
transportation agency. The ““owners™
are here distinguished from ““funding
agencies™ described in the next section.
**Owners"" are responsible for building.
operating and managing the facilities.
and therefore initiate most of the action.
Their prioritics however arc influcnced
by funding sources.
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Owners and Their
Concerns

The owners of transportation facilitics
are the federal. state and local govern-
ments. special purpose agencies and pri-
vate corporations. Due to this diversity,
they are likely to have different priorities
and concerns in aesthetic design and art.

If the owner is a relatively independent.
single-purpose transportation agency
(such as a regional transit authority), it
may want to undertake aesthetic im-
provements to attract ridership, improve
the level of service, and increase the
safety and efficiency of operations. A
city government may consider cconomic
revitalization a major goal and view a
street improvement program as a way of
attracting new developments. A private
airline or bus service is likely to look at
aesthetic improvements as a means of
helping it compete in the market place.

[n spite of this diversity of concerns, the
ways aesthetic design and the use of art-
works affect the facilities are similar. If
travelers are satisfied or excited by their
surroundings during the tnip, and if the
neighbors of transportation facilities con-
sider them attractive additions to their
communities. all of the above objectives
will be well served. Thus. in spite of di-
versity, owners can approach their aes-
thetic needs mn a very similar manner.
The assessment of these needs must in
all cases include a study of the quality of
the experience of the individuals using
the facility and of those otherwise ex-
posed to its impacts.

Aesthetic Opportunity
Review '

The previous chapters have illustrated
numerous opportunities for aesthetic de-
sign and the usc of artworks in all
modes of transportation. While a few
outstanding projects have capitalized on
these opportunities, in the majority of
cases they are still fully or partially
missed. The opportunitics occur during
routine operations and during the plan-
ning and design of new projects. Oppor-
tunitics are frequently missed however,
either because they are never recognized
at all, or they are recognized, but passed
over in favor of competing priorities that
demand funding and administrative
attention,

In order to upgrade the aesthetic quality
of transportation facilities. improved pro-
cedures could address both problems. An
acsthetic opportunity review could be in-
corporated in the formal review proce-
dures, such as for annual operating plans
and budgets. and for key stages of new
project development.



A thorough analysis of aesthetic oppor-
tunities can be performed by systemati-
cally examining the potential impacts of
each clement of the transportation facil-
ity (circulation areas. waiting places, the
ride. views of guideways and vehicles,
sounds and fumes, etc.) in relation to
cach major segment of the riding public
and the surrounding community. Each
clement of such an analysis assesses sub-
jective acsthetic experiences (such as ex-
citement, interest, boredom. ctc.). These
can be reasonably predicted by trained
professionals and then aggregated on
spatial maps and charts, or described
through other techniques. The relative
importance of aesthetic treatments can be
weighted by the number of users, their
frequency of use, and time spent in a
particular environment,

To be effective, an aesthetic opportunity
review must be conducted by profession-
als with the expertise and authority to
become effective advocates for allocating
a fair share of resources to aesthetic con-
cemns. Reviews may be conducted by in-
house staff, other government agencies,
consultants, or outside Design Advisory
Boards. As part of the aesthetic opportu-
nity review, alternative functional ar-
rangements may also need to be
considered. For example, in a recent
study by S.G. Associates in Cleveland,
the relocation of a proposed parking ga-
rage site and feeder road created oppor-
tunities for open space and residential
developments. an auto restricted zone, a
better transit station design, and other
acsthetically beneficial developments
without any loss of functional cfficiency.

In-House Design Staffs

Most major transportation agencies have
some architects, landscape architects or
other design and art professionals on
their staffs. The size of design staffs var-
ies from those with the full capability to
design finished facilities (such as found
at Montreal Metro) to those with a few
professionals who act only as advisors.

h——

Many transportation agencies do not at
present have sufficient aesthetic design
professionals on their staffs to conduct
the aesthetic opportunity reviews recom-
mended above. turn those opportunities
into design initiatives and oversee their
implementation. This problem may be
resolved either by cxpanding the staff or
by making arrangements with other
agencies or private consultants to regu-
larly assist the transportation agency
with aesthetic issues.

It is important that the aesthetic design
staff be given a clear mandate for aes-
thetic opportunity review and related
policy initiatives. This means that design
staff members must be involved in the
early formulation of operating policies
and new project concepts. The stalf
should also be charged to maintain an
up-to-date inventory of aesthetic prob-
lems and opportunities throughout the
system.

If the agency relies heavily on its in-
house design staffs, it is important that
this staff is continually supplied with
fresh ideas. Design and art professionals
must practice their skills on actual proj-
ects, and grow and change in order to
remain vital. Agencies may tend to cre-
ate administrative positions for designers
and remove them from actual project de-
sign. If this happens, the designer may
get into the rut of playing only the
critic’s role and becoming rigid and bu-
reaucratic. To counteract this, either the
personnel should periodically change, or
enough projects should be fully designed
in-house to keep the designers in prac-
tice.

The effectiveness of a design staff is de-
pendent on support from the agency ad-
ministrator. [f the executives consider
the design staff a resource and rely on
its recommendations, the designers will
be stimulated and inspired. If they are
not taken seriously. the most talented de-
signers will leave, and the others will
become ineffective.

Other Government
Agencies

Other governmental agencies may have
the interest and capabilities to deal with
acsthetic issues of transportation. In city
government, these frequently include
planning, urban design, community de-
velopment or parks departments. On the
regional or state level there is more vari-
ation but many planning or environmen-
tal agencies include design staffs. These
agencies are sometimes in position to
help when the transportation agencies do
not have adequate in-house staffs to deal
with aesthetic issues,

Such cooperation is mandated in most
citics where the different departments
must review highway, street improve-
ment, parking or transit projects. Re-
gional transportation agencies and
special authorities are more independ-
ently constituted, and such interlocking
review procedures often have to be spe-
cially arranged. However. interdepart-
mental cooperation is never easy in
government and requires clear support
from the chief executive. and good
working relationships on the staff level.

The role of art agencics in assisting with
art programs is explored in Section 1.4,
Transportation agencies can receive such
assistance from local, county or state art
agencies as well as from the National
Endowment for the Arts.
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Outside Consultants

Commonly, transportation agencies do
not retain consultants concerned with
aesthetic design until after initial techni-
cal studies indicate specific project ele-
ments. However, as indicated above, the
full range of aesthetic opportunities is
only likely to be uncovered if sympa-
thetic professionals are involved in carly
reviews. If sufficient qualified in-house
staff is not available it would be reason-
able to retain urban designers, architects,
landscape architects or artists as outside
consultants to conduct aesthetic opportu-
nity reviews of the system as a whole
and of major project initiatives. The con-
sultants can conduct the assessment as a
one-time professional overview or as a
kind of sensitivity training program in-
volving technical designers, administra-
tors and users of the facilitics. An
example of the latter approach is the
workshop series conducted by the Seattle
design firm of Jones and Jones for the
Federal Highway Administration (ref.
61).

Design Advisory Boards

Boards consisting of recognized and
qualified design and arts professionals
have been constituted in many areas and
charged with a varicty of aesthetics-re-
lated policy decisions. They may also be
called Design Review Boards, Design
Commissions or Fine Arts Commissions.
They may be responsible to the general
governmental unit as arc the Seattle Arts
Commission (municipal) (Case Study
1.6¢) and the Washington (D.C.) Com-
mission on Fine Arts (federal) or they
may work for a separate transportation
entity as in the case of the Bay Arca
Rapid Transit Arts Council (Case Study
1.2a). The roles of these bodies vary
from relatively perfunctory reviews to
active participation in all aesthetics-re-
lated public developments.

An active Design Advisory Board can
help a transportation agency in dealing

with many of its aesthetics-related is-
sues. [t can supervise aesthetic opportu-
nity reviews, project scope definitions
and funding priorities (see below). It can
also conduct the selection of artists and
designers, and design reviews for proj-
ects in progress.

Using such a board can accomplish two
purposes for the transportation agency:
providing expert advice and policy rec-
ommendations in the areas mentioned
above and helping to insulate the trans-
portation agency from political pressure
and criticism resulting from potentially
controversial aesthetic judgements.

The powers given to the board, the se-
lection of its members and their terms of
service will determine its effectiveness.
To be effective, a board should be ap-
pointed by the highest level exccutive or
pelicy-making body of the jurisdiction
and must have consistent administrative
support for its recommendations. To
champion high quality art and design
and be credible, the board must include
respected designers and artists. To pro-
mote a balanced point of view and avoid
excessive dominance by particular per-
sonalities, the terms of service can be
made relatively short (possibly two
years). To insure a professional rather
than political focus, members should be
recommended by local professional orga-
nizations and art agencies.

If the board is to address the full range
of aesthetic design and art issues, its
membership should represent a cross-
section of all the relevant disciplines.
The board can rely on local professional
and arts organizations, community
groups, or special task forces as advisors
on particular issues. If concrete pro-
grams such as designer or artist selection
come under its jurisdiction, the board
may need to constitute ad-hoc panels or
juries of professionals from outside its
membership who are best qualified on
the issues. This is particularly true for
art programs where a board dominated

by design professionals may not be suffi-
ciently versed in the issues and oppor-
tunities presented by public art (Section
1.4).

The board must work closely with the
in-house design staffs or consultants of
the transportation agency. The staff
would generally conduct the technical re-
views and analyses under the board’s di-
rection and make presentations to the
board and the public,

Community Participation

The owners’ assessment of aesthetic is-
sues can greatly benefit from communi-
cation with the traveling public and the
local communities. People often have
strong and explicit reactions to the qual-
ity of their environment and one of the
most direct ways to assess these is to ask
them. Obvious as this may seem, this
type of assessment is often neglected.
Attitudinal surveys, sample interviews
and participatory workshops are among
the most common techniques for assess-
ment. A further description of some of
these techniques is provided in Section
Bk

It must be remembered that people can
only make judgements on qualities they
have already experienced. If the designer
or artist is considering proposals that are
unknown to a particular section of the
public, a considerable educational effort
must accompany the participatory opin-
ion-gathering, otherwise people may re-
ject an idea simply because it looks
strange to them (Case Study 1.3c).



Scope of Work

The implementation of aesthetic concepts
will depend on specific resources ear-
marked for them and on continued crea-
tive work and advocacy throughout the
often lengthy project design and con-
struction procedures. This means that
aesthetic needs and opportunitics, once
established, must be translated into spe-
cific budgets and supportive arguments
into funding applications. It also means
that requests for proposals (RFP’s) and
selection procedures for consulting serv-
ices must be formulated to insure the
participation of strong and effective
professional advocates for the specific
aesthetic issues involved.

Consulting firms responding to an RFP
search for a competitive advantage and
will carefully scrutinize the requirements
and directions of the client. For instance,
the way the RFP is written for a traffic
management and street improvement
project may encourage cither an engi-
neering or an urban design firm to take
the lead role in the proposal. The lead
firm will also seek out its subcontractors
and consultants in a way designed to
match the client’s intent. The proposed
level of effort by each specialty will also
be determined in this way.

Thus, the allocation of authority and re-
sources within the competing consultant
teams is already largely predetermined
by the RFP. In current practice, this
Icads to dominance by lgrge engineering
firms not highly qualified in aesthetic
areas who retain aesthetic design profes-
sionals only for limited roles. If a more
serious commitment to aesthetic design
is desired, the RFP must be explicit
about this. For example:

* A major transportation corridor study
may consider many alternative modes
and routes and only look at physical
configurations on a very conceptual
level. Yet aesthetic consequences re-
sult from decisions at this level: the

ability to preserve or alter the existing
landscape, the character of urban de-
velopment or renewal that may be
stimulated, etc. The aesthetic design
expertise that can anticipate and shape
these consequences includes that of re-
gionally oriented landscape architects
and urban designers, The role of these
disciplines needs to be defined in the
RFP.

The design of a subway extension
preject along an already predetermined
route may focus its acsthetic concerns
on joint development. intcgration with
community activities and art programs
at the stations. The RFP should there-
fore define architectural and urban de-
sign services required and the needs
for art protessionals. If the station de-
signs are of primary importance, it
should be suggested that architects
rather than engineers take the lead role
as was the case with the Massachusetts
Bay Transportation Authority’s Red
Line Extension.

The in-house design staff and Design
Advisory Board should review the
RFP’s to insure that the appropriate re-
sources and professional assistance
have been requested. Further details
regarding designer selection are pro-
vided in Section 4.5.

S— -
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Section 4.4

Funding Agencies’

Procedures

The availability of outside funding is an
influential factor in encouraging trans-
portation facility owners to emphasize
aesthetic design and artworks. Having
generally encouraged aesthetic concerns,
funding agencies must make specific de-
cisions on the eligibility and priority for
funding of such project proposals. This
section reviews existing policies and rec-
ommends appropriate criteria and tech-
niques for project evaluation. Techniques
reviewed in Section 4.1 and priorities
described in Section 4.2 need to be con-
sidered by funding agencies also.
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Influence of Funding
Programs

Most transportation agencies depend
very heavily on federal and state funding
programs to finance their capital im-
provements and operations. For this rea-
son, the emphasis placed on a particular
project element is usually defined not
only by the perceived need but also by
the eligibility of this project element for
outside funding. Thus, funding agencies
can greatly influence the amount of aes-
thetic design and art committed to trans-
portation projects by including these
elements as eligible for funding. Owners
cannot follow through on their aesthetic
design objectives unless they can obtain
funding for them.

Federal Transportation
Agencies

High quality aesthetic design is already
generally encouraged for basic transpor-
tation facilities (i.c. transit and railroad
stations, air terminals, highways, etc.),
subject only to overall cost limits and
reasonableness. The Federal Railroad
Administration (FRA) and the Urban
Mass Transportation Administration
(UMTA) may allow artworks as eligible
project costs under some circumstances.
The Federal Highway Administration
(FHWA) permits the installation of art-
works within the rights-of-way and
safety rest arcas and will participate in
the cost of site preparation for the art-
work but not in the cost of purchasing or
commissioning the art itself.

The question of eligibility becomes more
complicated in the case of local govern-
ment projects that overlap with transpor-

tation facilitics, but do not always fall
clearly into one of the established grant
program categofies. These include: auto
restricted zones and other streetscape im-
provement projects relating to traffic
management and surface mass transit,
public parking facilities as incentives for
redevelopment, the reuse of older rail-
road stations and other structures, and
special projects such as decking over
highway trenches.

There 1s considerable demand from cities
and towns for the above types of proj-
ects with aesthetic requirements. Down-
town revitalization efforts are intimately
linked with the aesthetic improvements
of streets, parking and transit; city gov-
cmments are aggressively seeking fund-
ing for these types of projects. High
level policy statements (Case Study
4.1a) have established the principle of
supporting projects that contribute to ur-
ban revitalization. However, offices ad-
ministering the federal grants may still
face some complex determinations as to
what is eligible and what is not,




Other Agencies

State highway or public works depart-
ments act as conduits for federal high-
way funds. State and local governments
must supply matching shares for feder-
ally funded projects and the whole cost
of some items not eligible for federal
funding. These agencies must also de-
vise ways to choose among projects
competing for aesthetic design and art
funding.

Some agencies such as the Massachu-
setts Department of Public Works have
developed their own operational criteria
(Case Study 4.4a) which include:

Reasonableness—usually defined as a
relationship to average or standard
costs—i.e. a special street design may
cost half again as much as the standard
approach, if supported by clear argu-
ments, but it may not cost three times as
much.

Other local efforts—gauged by commit-
ments made by the locality to raise the
standards of its public environment out-
side the proposed project, such as local
financing of parking lot and alley im-
provements and the rehabilitation of
buildings, to match the proposed non-
standard street designs.

These criteria seem appropriate in pro-
tecting the transportation funding agency
from carrying a disproportionate burden
of any revitalization effort. They may
disadvantage depressed urban areas
where the need may be great but where
other commitments are difficult to ob-
tain. However, other public programs
such as the Economic Development
Administration’s Public Works program,
and the U.S. Department of Housing and
Urban Development’s Urban Develop-
ment Action Grants and Community De-
velopment Block Grants might
sometimes be used to provide the neces-
sary financial commitment.

Evaluation Criteria and
Techniques

Detailed evaluation criteria are con-
stantly updated by funding agencies as
they gain experience with the aesthetic
design of transportation facilities. These
will vary with the type of facility, local-
ity and resources currently available.
However, the general criteria for high
priority areas for aesthetic design listed
in Section 4.2 can be applied in all
cases. During the evaluation, the project
proposal can be measured against these
criteria in two ways:

* How great is the need for aesthetic
considerations in this project? Is the
project among the high priority cate-
gories identified?

* How successful and cconomical is the
proposed design solution in responding
to the need?

When a funding agency conducts the re-
view of a project application, it has to
carry on an aesthetic assessment similar
to that recommended for the facility
owner in the previous section. Aesthetic
design professionals (either as in-house
staff or as consultants) should be in-
volved in the technical review, and the
points raised in the previous section can
apply here as well. Design Advisory
Boards similar to those discussed in Sec-
tion 4.3 could also be effective in work-
ing with the funding agencies and could
provide technical expertise and general
advocacy for aesthetic issues. (Although
no precedent was found during the
course of this research for the use of
outside professional panels as advisors
on funding cligibility and priority.) One
advantage of using an outside Design
Advisory Board would be (as in the case
of facility owners) to insulate the fund-
ing agency from the political conse-
quences of controversial aesthetic
decisions.

The following case study (4.4a) shows
that determination of funding eligibility
of aesthetic project elements can evolve
in response to proposals initiated by the
owners (in this case the town of New-
buryport, MA). This kind of flexibility is
essential. The value of aesthetically ori-
ented designs often becomes clear when

Shadc trees arc an important strect amemity, Washington, D.C
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they are fully developed and illustrated.
If the funding agency has staff and advi-
sors who can recognize these values and
has the flexibility to respond to them,
then it can truly participate in encourag-
ing aesthetic design for transportation
facilities.
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CASE STUDY 4.4a

Newburyport Town Center
Re-interpreting Design Standards
Newburyport, MA

The Massachusetts Department of Public
Works (MDPW), which is the state
highway agency, made considerable
changes in its standard practices for a
street improvement project in Newbury-
port. Following the success of this lo-
cally initiated program, it became an
accepted model for subsequent projects.
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The City of Newburyport, Mass. had ini-
tiated a major project to revitalize its
downtown district. Newburyport is an
old, small city on the Merrimac River
and was, during the colonial period, a
major ocean shipping port and ship
building center. Over the ycars, New-
buryport lost out to larger port cities
(Boston, Salem, etc.) and experienced
economic decline.

Newburyport developed its revitalization
program around restoration and adaptive
use rather than the more typical renewal/
new construction effort. This approach
had significant implications for the
planned use and physical design of trans-
portation facilities in the revitalization
area, including streets, parking areas and
sidewalks. The objectives were to pro-
duce a level and type of traffic activity
compatible with the goals guiding the ur-
ban design, and to carry the architectural
treatment through to the physical design
of the streets, making the transportation
facilities an integral part of the area
design.

The entire design/implementation proc-
ess involved a large number of federal,
state and city agencies. The City of New-
buryport, having initiated the revitaliza-
tion, set out to maximize federal and
state participation and to accomplish de-
sign goals within existing federal and
state financial programs. This effort was
significant because such programs are
normally directed more toward new con-
struction than toward rehabilitation and
adaptive use. Similarly, design stan-
dards, design treatments and use of
materials explicitly or implicitly part of
the federal and state programs are gearcd
more to contemporary concepts and
functional specifications than to older
urban form, scale and architectural de-
sign.

A majority of the urban streets/sidewalks
and on-street parking facilities within the
Newburyport project area were facilities
which were eligible for use of federal

highway program funding. The primary
funding program in effect at that time
was the TOPICS program which had as
its purpose safety and capacity improve-
ments to existing streets.

The TOPICS program in Massachusetts
at that time was approached primarily as
traffic and highway engineering design,
with little attention to special aesthetic/
urban design treatments. Emphasis was
on functional solutions following accept-
able engineering design practice.

Newburyport presented the Massachu-
setts Department of Public Works
(MDPW) with the first request to expand
the TOPICS design approach to incorpo-
rate aesthetic design enhancements. This
was a departure from previous projects
in that:

» traffic planning considerations went be-
yond usual TOPICS type solutions to
include the area urban design objec-
tives;

» the physical design aspects, in addition
to meeting traffic operations and safety
functions, were also to be compatible,
and in fact, made part of the overall
architectural/ urban design for the area;

» design of surface treatments and use of
materials were dictated primarily by
the architectural and urban design
treatments of buildings, open spaces,
etc. in the project area and for the
most part were substantially different
from those used on previous typical
TOPICS projects.

First, MDPW determined that the TOP-
ICS program could be used for New-
buryport. This study showed traffic
operational and safety deficiencies were
present and the improvement actions
were eligible for Federal-aid funding
(TOPICS).

Planning and design efforts were begun
and were carried out differently than on
the majority of past TOPICS Projects.
The City of Newburyport selected and re-
tained the design firm for the work. On

previous projects, MDPW selected and
contracted for the design services.
MDPW accepted this approach, even
though they were responsible for chan-
neling the federal aid and providing a
portion of the local share for construc-
tion. Although the city selected and paid
for the consultant, the consultant had to
be acceptable to MDPW (a means of
controlling the quality of the engineering
design).

Since the street design had to meet state
and federal requirements to maintain
funding eligibility, MDPW controlled
the design review process. The design
review process standard for projects ini-
tiated by the MDPW was followed, the
only difference being that the city
(through its consultants), rather than the
state, made the submission.

The designer retained by the city was a

member of the overall design team se-

lected by the city for the entire area revi-

talization project. Consequently, the

transportation facilities design which

emerged was an integral part of the en-

tire plan in every aspect, including circu-

lation patterns, parking geometrics,

urban design, surface treatments, mate-

rials and street furniture. Many of these

elements were substantially different

from typical TOPICS designs:

* brickwork-sidewalks and street;

* granite paving;

« special lighting fixtures (period
design);

* special street furniture.

The unconventional features caused the
MDPW concern regarding federal partic-
ipation. Moreover, the non-standard
treatment involved added cost. The
state’s policy did not allow funding for
projects without assurance of federal par-
ticipation. Thus, acceptance of the de-
sign by the Federal Highway
Administration (FHWA) and subsequent
financial assistance was essential to proj-
ect implementation.



As no clear-cut federal guidelines existed
on the design standards. treatments. and
costs which deviated from common de-
sign practice, approval of the design and
costs required a favorable interpretation
as to statutory authority. and a willing-
ness on the part of the FHWA to fund
more costly elements.

The MDPW and the city of Newburyport
together presented the case to the appro-
priate Federal Highway Administration
division office. This process involved
negotiations resulting in a decision to ac-
cept most of the design elements as eli-
gible for Federal-aid funding.

Among the factors which influenced
MDPW and FHWA to participate in the
Newburyport project was the commit-
ment by the city to carry the roadway
design through to city streets and alleys
not eligible for Federal-aid or state fund-
ing. The city committed its own re-
sources to implement the non-eligible
projects. In addition, the costs, though
above the standard, were judged reason-
able for the amenity-based design treat-
ment.

The Newburyport project was very suc-
cessful, and won several awards. The
MDPW was so pleased with the outcome
that it now encourages the ‘*Newbury-
port Model™" as standard procedure for
local improvement programs. The key
features of these procedures are:
* Localities are to initiate and define
their own improvement projects.
» The city is to select, retain and pay the
design consultant subjact to MDPW re-
view and approval.
Aesthetic enhancements are accepted
for funding if they meet criteria for
reasonable cost effectiveness, are inte-
grated with an overall program for im-
provements, and are matched by local
commitments.

The subsequent results have been mixed.
Some projects have had difficulty in ob-
taining adequate local leadership and in-
ternal political support. Cities with

strong local initiative and resources have
taken good advantage of the new flexi-
bility. The more open policy has stimu-
lated street improvement projects in
other communities such as Lowell, Law-
rence and Newton, Massachuselts.

Lessons

* A commitment by the city to consist-
ently pursue aesthetic objectives is
probably the most important ingredient
for a successful project. In addition,
while many different physical elements
and funding programs can be fitted
into a coherent program, a successful
outcome depends on the desire and
ability to treat all aspects (from con-
cept to detail) with aesthetic care.
Aesthetic treatment of transportation
facilities is easiest to achieve if stand-
ards for such treatment are established
throughout the public environment of
the city and the aesthetic improve-
ments can be justified as part of a
broader program,

A single design team, under the city’s
(or other owner’s) control, and respon-
sible for all environmental design deci-
sions, is likely to achieve the strongest
results.

« The owner, which pays the design
fees, has a clear means of control. But
this payment. which is not reimbursed
under current practice, can become a
difficult **front end’” burden for poorer
communities. Technical assistance
funds could be channeled to the con-
sultants through the owner, relieving
some of the burden and still maintain-
ing local control.

Reasonable flexibility on the part of
the funding agency played a major
role, as did the persuasiveness of the
local advocates,

This process (like most models) is only
as good as the agencies administering
it. Since it relies on local initiatives,
the quality of local leadership becomes
the critical factor.

.

Newburyport, MA
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Section 4.5

TR

This section discusses the selection pro-
cedures for design consultants and spe-
cific improvements which can be made
in them to encourage greater aesthetic
concern. Artist selection procedures are
discussed separately in Section 1.4,
“‘Designers’” referred to in this section
are protessionals concerned with aes-

thetic design: architects, urban designers,

landscape architects and graphic design-
ers.
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Selection Methods

The most common method of architect-
engineer selection for major transporta-
tion facility designs follows a two-step
process:

1. Interested consultants submit brief,
standardized qualification statements (no
proposals required at this stage) which
are reviewed by the Evaluation Board
and reduced to a “'short list” of about
four to six finalists.

2. Final selection is based on proposals
solicited from the finalists that detail
technical approach, special expertise.
manpower allocation, project manage-
ment and other pre-established criteria.

Methods of solicitation vary from the
federal government’s formal publication
in the Commerce Business Daily to no-
tices in the local press and other less for-
mal means. The Architect/Engineer
Evaluation Boards or equivalent selec-
tion committees are generally constituted
from in-house staff of the transportation
agency. Qualifications are often re-
quested using the Federal Standard
Forms 254 and 255 to describe the
firm’s experience. Proposals are usually
requested from “packaged’ consultant
teams that contain all the required exper-
tise under the management of a desig-
nated prime contractor. The finalists are
generally interviewed by the Evaluation
Board prior to selection.

A common alternative is a one-stage
process in which a notice is published
and RFP’s are sent to firms recom-
mended by agency staff, or to those
firms requesting them. In this case an
unlimited number of proposals may be
received and evaluated, and a smaller

number of finalists interviewed prior to
selection.

In this case all interested firms write full
proposals. This is a major effort with a
relatively smaller chance of selection,
and is burdensome to the consultant. But
it may open the door to firms that are
not established enough to be selected on
the basis of standard qualifications,

Issues Affecting Aesthetic
Design and Alternatives

Described below are certain aspects of
sclection procedures that may work
against obtaining high quality design,
and alternatives to them:

Large consultant teams can lead to not
choosing the best qualified design
professionals and artists. A major trans-
portation project requires a great constel-
lation of technical expertise, of which
designers and artists arc a small part. If
packaged teams are selected, the merit
of these designers may have little influ-
ence on the selection, and the best talent
may not be chosen. Some agencies so-
licit separate consultants and then assem-
ble the tcam after selection. Such a
process was followed by the St. Paul
Downtown People Mover Project and to
some extent by the Massachusetts Bay
Transportation Authority (MBTA) on the
Orange Line Extension. It allows the re-
tention of a particularly appropriate de-
signer regardless of what engineering
firm he/she originally teamed up with,
The arrangements of consultant teams
for proposals are often sufficiently ad-
hoc that such changes may not cause
problems, but in fairness to the consult-
ants the agency’s option to re-arrange
teams must be indicated in the RFP.



Solicitations may not reach the best
qualified designers and artists. They may
not regularly peruse the Commerce Busi-
ness Daily or be known to the staffs of
transportation agencies. Notification of
specific projects or general solicitation
should be published through local
professional societies, arts agencies,
professional journals and the daily press.

Qualification statements do not reflect
design quality. Instruments frequently
used are the Federal Standard Forms 254
and 255. The first is filled out by each
participating firm. The second is for the
project team. These rely solely on quan-
tity, describing the size of the firm and
the dollar value of the work it has per-
formed. Brochures and illustrations are
often explicitly discouraged. A firm that
has done a hundred mediocre projects
looks much stronger on these forms than
the one that has done two brilliant ones.
Visual illustrations of key projects
should be requested. References to user/
clients who can testify about the aes-
thetic quality and general performance of
the designs should be followed up prior
to deciding on the qualifications of de-
signers.

Open competitions make it easier for
new design firms to show the strength of
their aesthetic design ideas in a full pro-
posal. On the other hand, these put some
additional burdens on the other competi-
tors (since the likelihood of landing a
contract with the same amount of effort
put into a proposal decreases) and on the
client agency (since mort proposals have
to be evaluated). However, in order to
insure entry for new firms and a supply
of fresh blood to the design process,
such open competitions should be held
periodically. They could either be used
for very important design projects to at-
tract the established firms as well as the
newcomers, or for relatively minor ones
where only the more eager, smaller firms
would be likely to compete.

Proposal formats don’t usually show
design ideas or intent. In the case of a
strong aesthetic emphasis in the project,
some illustration of a design approach
should be requested. In a two-stage com-
petition, the second stage could involve
the preparation and illustration of con-
ceptual designs. Since this is a major
commitment of time and expense, con-
sideration should be given to an expense
budget for the finalists requested to pre-
pare such designs. This process is com-
monly followed in architectural
competitions.

Evaluation Boards neced to include de-
sign and art expertise. This is essential
in order to judge the relative merit of
competitive design professionals or pro-
posals. Ways of introducing this exper-
tise were already discussed in Section
4.3.

Design fees should reflect the scope of
work, not a straight percentage of con-
struction cost. The importance of a de-
sign element or the work required to
develop it is often independent of capital
costs. Straight percentage fees often ac-
tually provide incentives for wasteful de-
sign. The federal Department of
Transportation procedures provide a
good model in selecting designers solely
on technical merit, and only then negoti-
ating the fee. Percentage guidelines are
still used, however. to set upper limits
of fees, and these are not always realis-
tic. Fees may justifiably reach a much
higher than usual percentage of construc-
tion costs when dealing with low cost,
but complex. design elements. For in-
stance, a downtown auto restricted zone
may only cost $1 million in construction
to implement, but may require years of
planning, adjustments, negotiations and
reviews and the continuing contributions
of transportation planners, urban design-
ers, traffic and civic engineers and land-
scape architects. A small project such as
a group of bus shelters at a transfer point

may cost only $100,000, but to respond
to complex community needs and site re-
quirements, it might easily cost $18,000
or $20.000 to design. By contrast, a $20
million subway station following pre-es-
tablished design standards may be a sim-
ple project and demand less than a six
percent design fee. As a general matter,
however, a little more spent on design
tends to pay for itself in the cost-effec-
tiveness of the actual construction.

Community representation will lead to
the expression of a community's aes-
thetic values. Some transportation proj-
ects will affect the environment of a
specific community. In such cases, it
may be appropriate for representatives of
that community to be on the Evaluation
Board and review potential design con-
sultants from the point of view of suita-
bility to the aesthetic values of the
community. The MBTA has successfully
introduced this practice on the Orange
Line Extension and several other proj-
ects.

Designers working for local communi-
ties provide an even more direct way of
insuring responsiveness to local needs.
The Massachusetts Department of Public
Works has introduced a policy to en-
courage cities and towns to hire their
own designers to develop plans for local
street improvements (Case Study 4.4a).

The procedures suggested here are likely
to be useful in finding the most creative
designers to improve the aesthetic qual-
ity of transportation facilities. Further
details should be worked out in relation
to local conditions and resources. Ongo-
ing communications between the leaders
of the transportation agency and the lo-
cal art and design community should be
used to constantly test and review de-
signer and artist selection procedures.
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Section 4.6

Planning and
Preliminary Design
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It is not commonly perceived by trans-
portation planners or their clients that
decisions reached at the early stages of
project planning and preliminary design  The Role of Design Professionals
may have important aesthetic conse- Environmental and Community
quences. Yet when routing and service Review

decisions are made, many aesthetic im-

pacts are often implicit as well. This ar-

gues for the early inclusion of design

professionals who can anticipate and

help to control these consequences. The

section describes the potential roles of

these professionals and the way these

carly decisions may be made to serve

aesthetic design objectives.

Contents
Examples of Aesthetic Issues
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Examples of Aesthetic
Issues

1. In a number of the proposals for
Downtown People Movers, the routes
and stations were located in dense, built-
up areas of the downtowns. From the
planning point of view this made sense,
since these areas had dense activity and
often needed the new vitality that may
come with added access. The planning
studies often did not. however, suffi-
ciently explore or illustrate the aesthetic
impact of elevated guideway structures
on older city streets. Only when these
relationships were more fully visualized
did the problems created by the original
alignment decisions become clear.

2. The Golden Gate Ferry System
(Case Study 2.8a) derives much of its
exceptional aesthetic quality from the
most general planning decision: to run a
commuter ferry boat across San Fran-
cisco Bay. The designs of the boats and
terminals greatly enhance the experience,
but much of its excitement comes from
simply crossing this wonderful landscape
under a variety of conditions, day after
day. In its unique role of controlling
auto, bus and boat commuting from
Marin County, the client agency could
take advantage of the inherent beauty of
the water route to attract commuters
away [rom driving across the over-
crowded bridge.

3. Initial schemes for the Harvard
Square subway station reconstruction
considered moving the main access point
to the station into adjacent Brattle
Square, the center of the shopping area.
On its face, the move seemed logical.
However, a more careful study of the
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Brattle Square environment (by the Har-
vard Square Urban Ecology Study, see
ref. 127) revealed that its attraction was
contingent on a moderate density and
carefully balanced mix of activities.
Adding the higher volumes of transit pa-
trons to this environment would have
hurt the shops. The result was a recom-
mendation to keep the main entrance at
its present location. Such analyses. how-
ever, are not routinely conducted when
locating a new activity-generating trans-
portation facility in a complex urban
area.

The Role of Design
Professionals

The above examples argue for the inclu-
sion of design professionals. concerned
with aesthetics, in the early stages of
transportation projects. Landscape archi-
tects with a regional orientation and ur-
ban designers are the key professionals
at this stage. They are trained to analyze
the opportunities and constraints pre-
sented by the existing environment from
an ecological and aesthetic point of
view. These features of a region or an
urban district (sometimes described as
““capabilities™ and *‘suitabilities’’) can
be represented by overlay mapping (Sec-
tion 3.1). The maps can juxtapose poten-
tial views, outstanding natural and man-
made features, arcas particularly vulnera-
ble to intrusion, etc. The transportation
planners can then consider these issues
alongside their other requirements in lay-
ing out alternative schemes.

Once alternative transportation modes
and route alignments are proposed. the
designers can analyze them for aestheti-
cally critical areas. By overlaying the



transportation schemes on the base maps
described above, potential problem and
opportunity sites can be identified.

At this stage. more detailed prototype
design studies for resolving the problems
(such as fitting a4 guideway into an exist-
ing street) and of enhancing the oppor-
tunities (such as designs to enhance

view) are also necessary. These will as-
sist in evaluating alternative schemes by
illustrating the severity of potential prob-
lems or the value of potential opportuni-
ties.

Techniques for studies of this kind for
the natural environment have been devel-
oped by McHarg (ref. 130) and Halprin
{ref. 126). An approach to city context
is presented in Urban Ecological Analv
sis (ref. 134).

Environmental and
Community Review

An important component of assessing
aesthetic problems and opportunities is
determining the value placed on them by
members of the communities they most
directly affect. Therefore, it is desirable
to have the aesthetic assessments de-
scribed above subjected to evaluation
through community participation. It is
essential that the community is first pro-
vided with the well illustrated results of
the initial analyses and design studies, so
that people can visualize the problems
and opportunities, and make judgements
about them.

L}
Community participation usually occurs
during the environmental impact reviews
and during major planning programs. In
the past, such reviews have occurred
after conceptual design, usually during
basic location or siting decisions. Since
by that time much effort had been in-
vested in developing the design, the en-
vironmental review sometimes is used
merely to justify the concept. If there
were any dissent in the community, the

environmental review process might then
take on an adversary character, with po-
sitions hardening on both sides.

A much more constructive procedure is
now evolving. which makes environmen-
tal reviews and related community par-
ticipation a continuous part of conceptual
design, as well as subsequent stages of
project planning and project develop-
ment. This can insure that the design
team can absorb environmental concerns
and the community's values and incorpo-
rate them into the conceptual alterna-
tives. This process was followed for the
design of the extension route and revised
subway station in Harvard Square. The
result was that this otherwise highly crit-
ical community (that has stopped many
other major projects) rapidly approved
the preferred alternative and is still quite
cooperative during a difficult and disrup-
tive construction program.

The preliminary design for a project
should specifically identify the acsthetic
issues and priorities for final design and
engincering. It should define the types of
art programs, the scope of work, and the
responsibility of different design profes-
sionals in the further project stages. It
should propose budgets and other re-
sources required for these tasks

3 Y .

Model of proposed Harvard Square MBTA Station, Cambridge, MA
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Section 4.7

Final Design
Construction

i

During this stage the shapes, materials,
colors, textures and lighting that make
up the transportation environment are
given physical definition. The results
will depend on the quality of the design-
ers, the attitudes of the client, and the
resources available. However, the proce-
dures used during final design, engineer-
ing and construction can also influence
the aesthetic quality of the results, as
discussed in this section.
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Types of Design
Procedures

Major new projects arrive at the design
stage through conceptual planning and
preliminary design, described in the pre-
vious scction. These projects go through
many years and cycles of planning and
designs and involve complex, multi-dis-
ciplinary consultant teams. It is impor-
tant that acsthetic concerns are not lost
through these complex procedures.

But a large number of smaller, routine
projects are designed every day by the
staffs of transportation agencies. The
routine projects are often not considered
as problems for acsthetic design. Yet
they result in a world of asphalt, signs,
lights. fencing, etc., that very much af-
fects people’s aesthetic experience (see
Section 3.5 for discussion of these ele-
ments). The procedural recommendations
for these two scales of projects—major
and routine—arc quite different, as listed
below:

Major Project Design

Scope of work and designer selection
are critical in determining the aesthetic
results. Procedural improvements for
these are discussed in Sections 4.3 and
4.5.

Client support for the aesthetic objec-
tives must be expressed both in terms of
top level policy and day-to-day support
of the in-house project management
staff. It is important that the staff as-
signed to the project be qualified to deal
with the acsthetic design problems. As
project designs ecvolve. the staff needs to
fully understand and be able to advocate

the aesthetic design concepts just as
strongly as other aspects of the design.

Visual presentations should be prepared
as the design progresses. Drawings,
models and photo or film techniques
give an immediate sense of the qualities
of the proposed design. These act not
only to illustrate the project to the public
but to elicit the support of the technical
and administrative members of the client
agency and the consulting team. Models
that can simulate the user’s experience
(as opposed to a “'bird’s eye view™' of
the project) are particularly useful and il-
lustrate how aesthetic improvements
really make a difference,

Photography of models from the passen-
ger's point of view was used very suc-
cessfully for the design of stations on the
MBTA “‘Red Line’’ extension. The Fed-
eral Highway Administration is currently
experimenting with the use of models to
simulate the driver’s reaction to different
tunnel portal designs. Models and other
visualization aids are especially impor-
tant for complex, long-term projects, to
ensure that aesthetic conerns are kept in
view during all other design delibera-
tions. A special budget outside the nor-
mal design fee may need to be set aside
for presentation expenses.

Design review is usually conducted on a
number of levels. The project manage-
ment staff of the agency continuously re-
views the work. In a project with many
components by different designers, there
is often a coordinating urban designer or
architect responsible for insuring com-
patibility. In the case of the Washington,
D.C. Metro, the coordinating designer
controlled all of the design while at the




Bay Area Rapid Transit only the design
of certain functional elements were
standardized, In addition, the Design Re-
view Boards and Arts Commissions, as
well as interested community groups.
may review the designs. This can be a
healthy process as long as it is under-
stood that the architect or other designer
is clearly in charge of resolving the de-
sign problems, and in creating a strong,
coherent design. If the selection process
is careful to obtain an excellent designer,
he or she will produce the best results
with freedom to be creative.

Art programs should be activated dur-
ing the early part of the design phase. If
artists are to integrally collaborate in the
design (Case Study 1.5a) they must be
paid members of the team from the be-
ginning of design. If they are in the
more usual role of siting and integrating
a piece of commissioned work within the
established architectural scheme, their
role more realistically begins during the
design development (or after 25% design
completion) phase. See Sections 1.4 and
1.5 for more extensive discussion of
these issues.

A great pitfall for acsthetic design ele-
ments has been their treatment as the
“‘soft’” items in a project. Administra-
tors often allow them in the early stage
of a design, but consider them expend-
able if technical or budget problems
arise. This is probably the most common
reason for the aesthetic poverty in many
finished projects. The early designs for
these often had contained superior
schemes that had been cut back along
the way.

To counter this tendency, aesthetic ele-
ments should be more carefully studied
and justified in the early stages. They
should certainly not be frills, but designs
based on clear needs and executed with
economical means, thus creating maxi-
mum effect. It is essential to be tough
about this early and require clear illustra-
tions and justifications to support the de-

sign. However, once design solutions

and art programs have passed these tests,

the client agency should commit itself to
their support as strongly as to the techni-
cal components of the project. After
that, if compromises must be made, they
can mvolve all elements, not just aes-
thetics. If budget cutting must occur, it
may generally be preferable to reduce
the project’s overall scope and defer
some part of it to a later date, rather
than cut the aesthetic quality of the proj-
ect and create a permanently inferior
place.

Non-standard components are often pro-
posed for aesthetic reasons and it is
often discovered rather late in the detail
design phase that such elements require
claborate approvals. The design of high-
ways, roads and related equipment is
governed by stringent standards. but
standards exist for all other modes of
transportation as well. The purpose of
the standards is usually functional
(safety, recognizability, replacement,
etc.) though sometimes aesthetic reasons
(consistency, unity) may have been con-
sidered. It is often possible to meet the
same purposes better with an ingenious
non-standard design. but the procedure
for waiving the standards must be under-
stoed and initiated early in the design
process to avoid rejection or major
delays.

Leaving certain aesthetic decisions to the
end of construction can allow a more di-
rect response to the place and a less for-
mal design process. The choice of
colors, finishes, some furnishing items
and graphics is often best made after the
spaces are basically defined and physical
scale and light quality can be directly
experienced. Some artists can only work
effectively in response to a real space,
The opportunity for working this way
can be created by setting aside budget
allowances in the construction contract
without actually defining the details of
the work. The regulations of the funding

Acsthetics and strocture were integrated af all stages in Stockholm’s subway system

agencies and competitive bidding laws
can create some obstacles which must be
reviewed ahead of time.

Routine Installations

The most widely visible routine con-
struction e¢lements such as pavement,
fences, signs and lights. (see Section
3.5) are those deployed by local public
works and state highway departments. It
is important that the work of these agen-
cies proceed cfficiently. and this requires
fairly standardized operations. Custom
designing each repaving or traffic signal
and sign project is not realistic. How-
ever, a review of the standard elements
and techniques could be carried out on a
periodic basis. When annual project lists
and budgets are prepared, for example,
in-house or consulting designers could
identify design opportunities in terms of:
* Revision of standard elements to be re-
placed by more attractive materials.
* Review of procedures for aesthetic im-

pacts (such as placing new signs, se-
lecting and marking crosswalks,
resurfacing streets, periodic repainting
of facilities. etc.).

Identifying special opportunities (using
criteria for high priority aesthetic treat-
ment listed in Section 4.2) and remov-
ing these from the *‘routine™ category
for more careful aesthetic design
treatment.

Juxtaposition of illustrative materials
(such as a slide show) on the aesthetic
results of current standard practice
with illustrations of the aesthetic op-
portunities. The illustrations should be
reviewed with the top administration of
the agency, and the political leaders of
the city or state, to obtain the mandate
and resources necessary to make im-
provements.
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Section 4.8

Maintenance
Management

—
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The aesthetic impact of a transportation
facility is greatly influenced by the way
it is maintained. Environmental manage-
ment can, in addition to avoiding prob-
lems of deterioration, greatly enhance
public spaces by programming into them
regular lively uses and special events.
Resources for maintenance and manage-
ment are presently scarce but must be
considerably increased if other efforts for
aesthetic design and public art are to
succeed. These issues and related recom-
mendations are discussed in this section.
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Problems and
Opportunities

Inadequate maintenance causes serious
aesthetic problems. Places with trash,
dirt, broken glass, damaged furniture or
dead plants cannot be aesthetically satis-
fying, regardless of their design. The
more care and money spent on the de-
sign, the more distressing it is to see it
abused and neglected. A serious indirect
impact of maintenance problems is that
many client agencies, having experi-
enced the depressing phenomena de-
scribed above, respond by climinating
aesthetic elements altogether,

The lack of environmental management
results in missed opportunities for aes-
thetic enhancement, Programmed events
and performances can turn a street or
subway station into an exciting and
friendly place. Examples are the multiple
entertainment and promotional programs
at Memphis® downtown pedestrian mall
and entertainment at subway platforms
by the “*Music under Boston™ program.
The Cincinnati program (Case Study
1.4¢) to put entertainment on the buses
and bus stops is a particularly imagina-
tive illustration of the possibilities. All
of these programs were remarkably inex-
pensive, costing a small fraction of other
capital and operating costs, but they en-
hanced the quality of the public’s experi-
ence. The most important ingredient for
these programs was creative and ener-
getic management.

Even greater opportunities can be opened
up by managing the daily activities of
streets and transit stations in conjunction
with adjacent commercial facilities. The
most successful example of a far-reach-

ing joint activity management occurs at
“‘Underground Montreal’ (Case Study
3.4a). The potential was established |'
through basic planning. But the success

is really due to intelligent, on-going

management and a willingness to tackle ‘
the complexity of joint responsibility. A

good management group can continually |
invent ways of enriching the environ-

ment and the activities.

Avoiding additional amenities, for fear
of maintenance problems, is unfortu-
nately the most common practice. This
practice is often based on the bitter ex-
perience of transportation agencies’™ hav-
ing tried and failed to reach an
acceptable level of maintenance. The re-
sult is often a directive to the design
team to create a ‘‘maintenance free’’ or
“‘vandal proof”” environment. There is
certainly good reason to avoid especially
vulnerable or tempting materials, but the
result is often a total lack of interest,
stimulation or comfort for the public.

The real answer to *‘maintenance prob-
lems’" is more and better maintenance.
However, funds for maintenance are
hard to obtain. They usually come from
the regular operating budgets of the
agencies which are always under severe
pressure. Federal programs provide a
great variety of capital funding with 80%
federal contributions, while the opera-
tional subsidies are fewer, harder to ob-
tain and usually only provide a 50%
match. The common local response is
*‘deferred maintenance’’, which gradu-
ally results in decay.



Funding Environmental
Management Programs

Since the local funding situation is un-
likely to improve, an effort will have to
be made to find other funding sources.
For projects where aesthetics are a high
priority (see Section 4.2), and where
maintenance is currently a significant
problem (particularly urban street proj-
ccts, transit stations and railroad sta-
tions) the balance of capital and
maintenance expenditures may have to
be shifted.

It is difficult to prescribe the correct ra-
tio of maintenance to capital expendi-
tures since these vary with the type of
project and local context. But a review
of successful projects such as Freeway
Park (Case Study 3.2a) and the Memphis
pedestrian mall suggest that for urban
streetscape projects, a fund of around
two percent/year of the capital costs
should be earmarked for physical main-
tenance, and another one to three percent
required to provide management and ac-
tivity programming.

Under the relevant federal programs,
maintenance and management are gener-
ally considered a local responsibility.
The reasons include avoiding an open
ended financial obligation and not want-
ing to interfere in local affairs. It is pos-
sible to avoid these pitfalls and still
provide funds for maintenance in the fol-
lowing ways: ;

* Projected maintenance costs could be
counted towards the local match for a
capital grant. For example, a contrac-
tual commitment (defined in terms of
staffing, budgets and specific opera-
tions) to a high level of maintenance
could be required of the locals prior to
the award of capital grants. The cur-
rent maintenance practices of the
owner might then be reviewed by the
funding agency and an appropriate
level of remedial action incorporated
into the contract. The financial burden

on the local agency could then be
lightened by allowing the first ten
years of maintenance costs to count as
part of the required local funding
share. Future capital grants could be
made contingent on compliance with
the maintenance commitments.

The local agencies might also make
use of other federal and local pro-
grams, special taxing districts or other
public or private contributions to fund
their management/maintenance plan. In
the case of the Providence Rhode Is-
land Kennedy Plaza Project, the Urban
Mass Transportation Administration
agreed to fund an unusually intensive
management/maintenance operation
through a Section 6 demonstration
grant for three years, with the require-
ment that the city and the business
community assume the responsibility
thereafter.

» Federal programs outside the Depart-

ment of Transportation might be sus-
ceptible to similar changes. For
example, federal aid to local public
works programs adminisered by the
Economic Development 'Administration
(EDA) for areas of high unemployment
has so far only covered capital expend-
itures. The statutory purpose of this
program is to gencrate local employ-
ment. Yet construction programs are
short term, and can use only a limited
number of the unemployed for short
periods. By contrast, maintenance pro-
grams are on-going, can more easily
train currently unemployed personnel
and provide steady employment in the
community. Grants to localities for
public facility maintenance might well
suit the EDA program objectives al-
though this would require a change in
the legislation.

Physical solutions are not cnough to prevent vandalism.
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Lessons from the Case
Studies

Vandalism is a persistent problem for
public facilities in all of the large and
some smaller U.S. cities. While no gen-
eral remedies were found, a few obser-
vations related to maintenance are
helpful:

There is usually a particularly rough

initial testing period just after the facil-

ity is completed. If the effects of van-
dalism are immediately corrected
during this period, it will sometimes
subside.

* Vandals are usually not random
strangers but groups that *‘hang
around’’ the facility who are often
known in the community. The use of
maintenance or security personnel from
the community who actually know
most of the people in the area can re-
duce vandalism.

Storefront management offices are used
in several major auto-restricted zones
and pedestrian projects. These have
proved successful in responding quickly
to problems and in keeping close contact
with business people and other interested
parties. The Memphis Mall office is a
good example; its staff oversees routine
maintenance, plans entertainment and
promotion programs for the Mall, and
raises funds. They also promote the
downtown as a whole and help locate
appropriate new tenants for vacant
spaces. Coordination is accomplished
with other city agencies to insure that
the Mall receives all necessary services.
The office is a visible presence; its direc-
tor can often be seen walking the Mall,
talking to people, even picking up bits
of trash missed by the maintenance
crew.

The care of special elements, materials
and artworks—Some elements such as
fountains, plant materials or the finish of
art work may require special technical

care. A number of expensive new proj-
ects have suffered from incorrect mainte-
nance procedures. The designers or
artists should be required to provide
clear instructions for the care of these
elements, and should initially supervise
the training of maintenance personnel.
The agency and staff assigned to the
maintenance should be established at the
beginning, particularly for projects re-
lated to public streets, where overlapping
jurisdictions are likely. If repair of such
special elements is required, the artist or
designer should be consulted, prior to
proceeding if possible, to insure that

the proposed repair techniques are
appropriate.

Private contributions can enhance the
attractiveness of aesthetic improvements.
For example, in Seattle the ‘‘Friends of
Freeway Park’® organization consists of
major businesses in the area who con-
tribute $20,000 to $30,000 per year for
installation and upkeep of seasonal flow-
ers. {Case Study 3.2a). New York’s
*‘Adopt-a-Station’” program relies pri-
marily on such private businesses, insti-
tutions or community groups to improve
and personalize the stations they adopt
(see Section 1.3).

The public management can be improved
by catalysing such private programs,
pursuing sponsors for them and coordi-
nating their activities. This type of in-
volvement not only contributes
additional material resources, but also
creates a more positive sense of identifi-
cation with, and pride in, public places.
This feeling contributes to the aesthetic
impact of a place.



L o W,
-

I

o e AT

¥
£

Maintenance crew at work
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Contents Chapter 5 Introduction

Funding Sources Chapter Five, devoted solely to reference
Annotaed Bibliography e U
Case Study Contacts > 2 o :

: : The Chapter is organized as follows:
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Section 5.1 Funding Sources covers a
variety of DOT programs and other
funding sources, including federal. state
and local government assistance and pri-
vate contributions. Legislation and regu-
lations affecting aesthetic design or the
purchase of art are described, to assist
users of this report in determining the
administrative and statutory constraints.

Section 5.2 Annotated Bibliography is a
selection of reference literature used in
the report or uscful for further study.

Section 5.3 Case Study Contacts is a
listing of key personnel or agencies
which can provide, on request, more
specific information on each project. De-
tailed documentation which could not be
included in the bibliography or main
text, such as copies of contracts, archi-
tectural plans, or descriptive brochures,
will usually be available from the listed
personnel and agencies.
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Section 5.1

Funding Source

Inventory

In this section, funding sources and re-
source agencies for design, art and archi-
tecture in transportation are described.
Included are programs of the Department
of Transportation, as well as those of
other federal agencies, state and local
government, and private organizations.
Relevant legislation and regulations are
described.

This is a selective listing: the status of
many of these programs is dependent on
continued legislative support and fund-
ing. Each agency can supply more spe-
cific information on eligibility
requirements and funding levels, and
most can provide brochures of program
categories and opportunities for assist-
ance. Many of the programs require
matching funds. and an imaginative use
of available resources is often necessary
to put together a funding package which
will ensure a project’s success.
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Federal Environmental
Protection Legislation

The following federal legislation has
been important in the protection of acs-
thetic resources in the natural and man-
made environment, and for the
consideration of aesthetic factors in the
development of federally-assisted
projects.

Department of Transportation Act of
1966, Section 4(f ) (49 U.S.C. 1653(f ))

Section 4(f) of the DOT Act requires
*‘that special effort should be made to
preserve the natural beauty of the coun-
tryside and public parks and recreational
lands, wildlife and waterfowl refuges,
and historic sites.’” Section 4(f) prohibits
DOT approval of any project that uses or
endangers such designated lands unless
there are no ‘‘feasible and prudent’” al-
ternatives and all possible planning has
been done to minimize harm to the area.

A special review of all projects that
might affect such properties is required
for all relevant DOT program areas.
highways, airports, urban mass transit,
railroads, and other activities (ref. 63).

National Environmental Policy Act of
1969 or ““NEPA” {42 U.S5.C. 4321-
4347)

NEPA establishes a broad national pol-
icy to promote efforts to improve the re-
lationship between man and his
environment. and provides for the crea-
tion of a Council on Environmental
Quality (CEQ) to oversee implementa-
tion of the law. NEPA sets out certain
policies and goals concerning the envi-
ronment, and requires that, to the fullest
extent possible, the policies, regulations

and public laws of the nation shall be in-
terpreted and administered in accordance
with these policies and goals. The Act
also sets forth the requirement for the
preparation of environmental impact
statements on ‘major federal actions’ (in-
cluding many federally assisted transpor-
tation projects) and calls for an
interdisciplinary approach to their formu-
lation (ref. 63).

DOT NOTICE N 5610.4—Implementa-
tion of Decision to Address Environmen-
tal Design Considerations in
Environmental Impact Statements

This notice requires that, *‘where rele-
vant, draft EISs . . . shall be circulated
to the officially designated state and lo-
cal arts councils and as appropriate to
other organizations with interests in de-
sign, art, and architecture in transporta-
tion projects.”’

Draft EISs shall also **document the
consideration given (or to be given) to
design, art and architecture in project
planning and development.’’ The final
EISs (where relevant) filed with the En-
vironmental Protection Agency '‘shall
similarly reflect consideration of design,
art and architecture™ (ref. 3). (Although
this notice officially expired in February,
1979, its provisions reflected more re-
cent DOT procedures and guidance for
implementing the National Environmen-
tal Policy Act.)

Section 106, National Historic Preser-
vation Act of 1966 (16 U.S5.C. 470(f ))

Prior to approval of federal funding or
licensing, agencies shall *‘take into ac-
count the effect of undertaking on any
district, site, building, structure or object
that is included in the National Register



of Historic Places,”” and give the Advi-

sory Council on Historic Preservation “‘a
reasonable opportunity to comment with
regard to such undertaking™ (ref. 63).

Historic Sites, Buildings and Antiqui-
ties Act of 1974

This statute provides for the preservation
of historical and archeological data
which might otherwise be lost or dam-
aged as a result of a federal project or
program.

Tax Reform Act of 1976 (P.L. 94-455)

Section 2124 establishes important tax
incentives for the preservation and rcha-
bilitation of historic commercial and in-
come-producing structures. Provisions
are designed to stimulate rehabilitation
and discourage destruction of historic
buildings, and to encourage the charita-
ble donation of partial interests, such as
facade casements, in significant proper-
ties. The act allows an owner of a *‘cer-
tified historic structure™ to deduct for
federal income tax purposes over a 60-
month period the costs of ““certified re-
habilitation,”” in licu of otherwise allow-
able depreciation deductions (ref. 51).

Some other relevant environmental stat-
utes are: the Federal Water Pollution
Control Act, Fish and Wildlife Coor-
dination Act, Endangered Species Act,
Coastal Zone Management Act, Wild
and Scenic Rivers Act, Wilderness
Act, and Clean Air Act.

Executive Orders of the President in-
clude: Executive Order ]1514—Protec-
tion and Enhancement of Environmental
Quality, which *‘orders all Federal agen-
cies to initiate procedures needed to di-
rect their policies, plans and programs so
as to meet national environmental goals'’

Executive Order 11593—Protection and
Enhancement of the Cultural Environ-
ment, which *‘requires that Federal plans
and programs contribute to the preserva-
tion and enhancement of sites, struc-

tures, and objects of historical,
architectural, or archeological signifi-
cance’’

Key Department of
Transportation (DOT)
Programs

In 1977, the Task Force on Design, Art
and Architecture in Transportation rec-
ommended that the Department:

“*make more explicitly and widely
known the availability of planning and
project funds for the incorporation of
design arts principles in transportation
systems, including funding for original
works of art in public spaces in such
systems'’ (excerpted from ref. 2).

In response to the Task Force recom-
mendation, operating administrations
within DOT have issued policy state-
ments and directives concerning funding
of improved design quality. Original
works of art can sometimes be funded
under certain programs and several proj-
ect grants have included artworks. (ex-
cerpted from ref. 3).

Each of the relevant DOT administra-
tions offer a wide variety of programs,
often with complex regulations govern-
ing funding. The following listing should
be used only as general resource. Specif-
ics on program criteria, funding eligibil-
ity and levels, etc. are available from
each administration.

Federal Aviation
Administration (FAA)

The FAA administers grants for airport
development projects, as well as regu-
lates air traffic and ensures aviation
safety.

Airport and Airway Development Act
of 1970

The Act requires *‘that airport develop-
ment projects authorized pursuant to this

part shall provide for the protection and
enhancement of the natural resources and
quality of environment of the Nation

. including but not limited to fish and
wildlife, scenic and recreational assets,
water and air quality and other factors
affecting the environment . . ."" (ref.
13).

FAA Order 5100.35 *‘Design, Art and
Architecture in Airport Development”

This order prescribes guidelines for treat-
ing and promoting design, art and archi-
tecture in the Airport Development Aid
Program (ADAP). It encourages the
“‘consideration of design concerns early
in the planning process™ for airport fa-
cilities and permits reasonable costs for
improved design in connection with eli-
gible airport work. *‘The federal percent-
age of cost under ADAP for design, and
architecture will be governed by the lim-
itations and amount authorized for the
item of airport development to which it
is applicable™ (ref. 2).

Elements which might be funded in this
manner include: lighting effects; space to
display objects or works of art: architec-
tural treatments which reflect specific
customs, style, or cultural attitudes; and
landscaping. (Art works for airports are
no longer eligible for funding, but it is
still federal policy to foster art in termi-
nal development.)

Federal Railroad
Administration (FRA)

Among other activities, the FRA over-
sees Conrail and Amtrak budgets, and
manages the DOT-owned Alaska Rail-
road, Several programs are designed to
help private railroads upgrade their facil-
ities and equipment.

Railroad Revitalization and Regula-
tory Reform Act of 1976 (4R Act)

Section 703 authorizes funding of track
and station improvements in the North-

cast Corridor. $1.9 billion was approved
for 100% federally funded improvements
directly related to high-speed intercity
rail passenger service, with appropria-
tions 50% of the cost of the improve-
ments to non-operational portions of the
affected stations.

Under this program, three-quarters of
one percent of each station renovation
budget has been set aside for original
works of art. Eligible works of art in-
clude murals. bas reliefs, free-standing
sculpture, fountains and paintings.

Local Rail Service Assistance Program
Under Section 5 of the Department of
Transportation Act

This law provides assistance to states for
rail planning, and expands the possibili-
tics for construction of rail or rail related
freight facilities, including substitute
service,
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Federal Highway
Administration (FHWA)

Title 23, U.S.C. (federal-aid highway
statutes)

The authorized program provides guid-
ance and funds to the state highway
agencies in developing their highway fa-
cilities. States initiate the projects, but
FHWA is responsible for review and ap-
proval at key stages whenever Federal-
aid funds are to be used in planning or
developing a project (excerpted from ref.
T3

The Highway Beautification Act and the
Federal-Aid Highway Act authorize the
inclusion of aesthetic and environmental
considerations in Federal-aid highway
projects.

Highway Beautification Act of 1965

The Act established as national policy
the preservation of natural and manmade
beauty along the federally assisted inter-
state and primary highway system
through control of outdoor advertising
signs and junkyards, and landscaping
and scenic enhancement of such
highways.

Although a lack of separate funding has

essentially deactivated the sign and junk-
yard programs, the Act docs establish le-
gal precedent for protection and funding

of aesthetic elements along highways.

Federal-Aid Highway Act of 1970

The Act requires that possible adverse
cconomic, social, and environmental ef-
fects relating to any proposed project on
any Federal-aid system be fully consid-
cred in developing such projects (ref.
63).
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Highway Trust Fund

Highway Trust Fund monies are distrib-
uted among the states. Interstate funding
is 90% federal aid and 10% state match-
ing funds. Funding for Primary, Second-
ary and Urban System projects is 75%
federal and 25% state matching. States
with large holdings of public lands may
increase the federal share under Section
120, Title 23, U.S.C.

Since the passage of Federal-Aid High-
way Act of 1973, the Trust Fund has
been opened to certain non-highway
mass transportation uses depending on
planning decisions from various local of-
ficials and groups,

Interstate, Primary, and Secondary
Systems

Consideration of aesthetic factors is ad-
vocated throughout the development
process for these highways which con-
nect the principal metropolitan areas by
direct routes. An FHWA regulation,
“‘Landscape and Roadside
Development’” imposes the requirement
that highways **must not only blend with
our natural, social, and cultural environ-
ment, but also provide pleasure and sat-
isfaction in their use™ (ref. 3).

The inclusion of landscaping and safety
rest areas and the preservation of scenic
land is considered a necessary compo-
nent of highway development. Federal-
aid funds may also be used to preparc a
site for the placement of appropriate
original works of art within the highway
right-of-way.

Federal Aid to Urban Systems (FAUS)

This program improves service to the
major centers of activity within urban-
ized areas. Together with the Federal-aid
Interstate, Primary and Secondary pro-
grams, these funds can be used to fi-
nance Transportation Systems
Management (TSM) improvements, de-
pending on the type and location of the
TSM project.

» Section 135, Title 23, U.5.C., Traffic
Operations Improvement Programs
(TOPICS) includes improvements on
any Federal-aid system or those which
are off the system but will benefit
traffic on the system. Eligible activities
include channelization, traffic control
signalization, bus loading facilities,
preferential bus and high occupancy
vehicle (HOV) lanes, pedestrian and
bicycle projects, and grade separations
for pedestrians, highways and
railroads,

« Section 142, Title 23, U.5.C., as
amended by the Federal-Aid Highway
Act of 1973, provides for the use of
Urban Systems funds for the purchase
of rail rolling stock, bus shelters and
fixed rail facilities, as well as the con-
struction of publicly owned parking fa-
cilities. These transit improvements
need not be located on the Urban
System.

Miscellaneous Programs

Parking Facilities—to encourage the use
of public transportation or high occu-
pancy vehicles (HOVs).

Bikeways and Pedestrian Walkways—as
incidental features of highway construc-
tion, and in conjunction with auto re-
stricted zones.

Special Bridge Replacement—when im-
portant bridges on the Federal-aid high-
way system are determined to be
deficient.

Operation Wildflower—a cooperative ef-
fort with Garden Clubs and State High-
way Agencies to promote the
propagation and growth of wildflowers
along Federal-aid highways.



Urban Mass Transportation
Administration (UMTA)

UMTA assists the planning and opera-
tion of public transportation facilities in
urban areas. It funds local public trans-
portation agencies for development proj-
ects and service expansion and oversees
the technical and environmental aspects
of planning and project development.

Funding programs include:

Discretionary Capital Grant
Program—Section 3 of the Urban Mass
Transportation (UMT) Act of 1964, as
amended, provides for grants for con-
struction of new fixed guideways and ex-
tensions, modernization of mass transit
facilities and equipment, construction of
new facilities and equipment, introduc-
tion of new technology, joint develop-
ment and urban initiatives projects, and
commuter rail projects that will mitigate
adverse cffects of the Northeast Corridor
rail service project.

Art and graphics aspects of projects de-
veloped in accordance with overall plans
for transit improvement may be eligible
as well. Although emphasis has been
placed on functional art, projects may
also include finc art.

Federal grants are for not more than
80% of the project cost.

Urban Mass Transit Program—Scction
5 of the UMT Act provides funds for the
purchase of buses, and bus-related
equipment and for the construction of
bus-related facilities. The money may
also be used for either capital projects or
operating assistance on commuter rail or
fixed guideway system in urbanized
areas.

The federal matching share is generally
50% for operating expenses and 80% for
capital costs.

Demonstration Projects—Section 6 of
the UMT Act sets aside funding on a
one-time basis for demonstration proj-

ects, which may include elements in-
volving improved aesthetic design, art
and architecture. For example, the Cam-
bridge Arts Council received (through
Massachusetts Bay Transportation Au-
thority) a grant under this section to plan
and implement the Arts on the Line
project (see Case Study 1.6d).

Intercity Bus Assistance—Section 21 of
the Act authorizes facilities to be ac-
quired, constructed, altered and coordi-
nated with other modes of transportation.

Transportation Improvement
Program (TIP)

Under joint FHWA/UMTA regulations,
each designated Metropolitan Planning
Organization (MPO) in urbanized areas
is required to develop a Unified Planning
Work Program describing anticipated
planning needs, and Transportation Im-
provement Programs (TIP), which iden-
tify projects expected to be constructed
in the following year. Federal funds allo-
cated to MPOs may also be used for a
vanety of planning and research activi-
ties, including those necessary to the
subsequent development and implemen-
tation of bicycle, pedestrian, traffic man-
agement and parking projects.

Highway funds were used o construct this b

theway in Salem, OR
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Resources Outside of the
Department of
Transportation

Following is a selected listing of some
programs available through federal agen-
cies, state and local governments, and
private organizations, which may be use-
ful to individuals and groups interested
in the incorporation of design arts princi-
ples and works of art in transportation
projects.
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Adyvisory Council on Historic
Preservation

This independent federal agency advises
the President and Congress on national
preservation policy, and implements the
Section 106 procedures of the Historic
Preservation Act of 1966, for federally
funded projects. It also serves to create
preservation sensitivity among govern-
ment agencies and develops programs to
integrate preservation concerns with
other government policy decisions.

AMTRAK

This federally sponsored, private corpo-
ration was organized for the purpose of
improving intercity passenger rail service
nationally, generally using existing pas-
senger stations. Where the existing facil-
ities are inadequate or inefficient,
Amtrak is authorized to lease other facil-
ities. In some cases, Amtrak has con-
structed new terminals.

State and Local Station Rehabilitation

Program

This Program:

* Provides up to $50,000 on a matching
basis to improve rail passenger
facilities;

* Pays up to 60% of project costs for re-
habilitation, reconstruction or improve-
ment of AMTRAK stations: and

* Provides advice and guidance on re-
use projects.

Department of Agriculture

Cooperative Extension Service and
Farmer's Home Administration

This program may be used to help fi-
nance arts-related programs and cultural
activities, including historic preservation
in rural arcas.

Soil Conservation Service

Various programs are available to fund
water-related conservation projects,
which have included bike trails and other
recreational facilities along beaches or
marshland and in watershed areas. 50%
matching grants are available through the
Watershed Protection Program. The Re-
source Conservation and Development
Grant Program is broader in scope,
aimed at developing economic opportun-
ities and improving the quality of the en-
vironment through the conservation of
natural resources.

Department of Commerce
Economic Development
Administration (EDA)

Public Works and Economic Develop-
ment Act of 1965

Planning Assistance Grants

These grants may be used to assist in de-
veloping long-term strategies to deal
with a variety of economic development
problems experienced locally across the
nation. Planning may include assessment
of factors in tourism development such
as the restoration of historic preservation
sites, the expansion of cultural facilities
and transportation improvements,

A minimum of 25% must be obtained by
the grantee from non-federal sources and
may be in the form of cash and in-kind
contributions,

Public Works Grants

Grants for the construction of public fa-
cilities are provided to stimulate long-
term economic growth in designated re-
development areas. Facilities funded un-
der this program may be used for a
combination of commercial, tourism-
oriented and transportation uses. Non-
profit corporations may participate in the
program, receiving grants ranging from
50-80% of total project costs.

Public Works Impact Program

This program provides grants for the
construction of public facilities which
will provide immediate jobs in redevel-
opment areas. Funds can cover 80% of
costs of purchasing, constructing or ren-
ovating facilities; or 100% if the grantee
has exhausted its taxing or borrowing ca-
pacity. Recent projects have included the
conversion of Union Depot in Duluth,
Minnesota into a cultural center.




Department of Defense

Office of the Assistant Secretary
(Manpower, Reserve Affairs and Lo-
gistics) Economic Adjustment Assist-
ance

Communities suffering adverse economic
impact resulting from changes in defense
programs are eligible for assistance in-
cluding the coordinated application of
appropriate federal programs involving
grants and loans; mobilization of the re-
sources of federal, state and local agen-
cies and the private sector; and arts-
related technical assistance. In 1974 the
President’s Economic Adjustment Com-
mittee (EAC) helped Rhode Island’s
Newport County Arts Council obtain
funding for “*Monumenta,’” an annual
outdoor exhibit of contemporary sculp-
ture.

Department of Energy

Appropriate Technology Small Grants
Program

Grants (up to $50,000 each) are avail-
able to support small-scale technologies
that: 1) arc appropriate to local needs,
resources and labor skills, 2) involve the
use of renewables, 3) are casy to install,
operate and maintain, 4) are environ-
mentally compatible, and 5) are decen-
tralized and non-capital intensive.
Innovative transportation-related propos-
als, such as bicycle or pedestrian mall
projects, could conceivably be eligible
for funding.

Department of Housing and
Urban Development (HUD)

HUD was established in 1965 as a re-
sponse to the rapid urbanization and in-
creasing importance of housing and
community development. It has helped
shape the national policy to promote re-
vitalization of existing urban centers,
and provides aid in the form of grants,
guarantees, loans, mortgages and loan

insurance, home ownership and rental
subsidies, and technical assistance.

Community Development Block
Grants (CDBG)

These grants may be awarded to local
governments for a wide range of com-
munity development activities which
were previously eligible under separate
categorical grant programs, i.e., Urban
Renewal. Public Facilities Loans, Urban
Beautification and Preservation Grants.

Urban Development Action Grants
(UDAG)

The UDAG program was developed to
assist severely distressed cities and urban
counties, to revitalize local economies,
and to reclaim deteriorated neighbor-
hoods. through a combination of public
and private investments in projects of
maximum benefit to low- and moderate-
income persons and members of minor-

ity groups.
Urban Reinvestment Task Force

archeologically significant sites. In 1974,
Hoboken, NIJ received a grant to assist
with the preservation of the Lackawanna
Railroad-Ferry Terminal.

A public-private coalition to stimulate
and aid investment in inner city revitali-
zation, the Task Force (initiated in 1974)
is a joint effort of HUD and the Federal
Home Loan Bank Board to demonstrate
how declining but still viable neighbor-
hoods can be revitalized through a part-
nership of residents, financial institutions
and local government.

. P

Comprehensive Planning Assistapce : 3 S
Sculpture by Richard Licherman was partially funded by the US Department of Defense.

{Gl?ﬂl’!}

The **701"" program makes grants to
fund a broad range of planning and man-
agement activities including feasibility
studies for cultural and recreational facil-
ities; studies of the economic, social and
cultural impact of proposed facilitics on
the surrounding environment; urban de-
sign activities within planning agencies;

-and historic preservation planning. Plans

must be concerned primarily with prob-
lems of growth and consider factors such
as the preservation of architecturally or
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Department of the Interior

Heritage Conservation and Recreation
Service (HCRS)

The HCRS administers a variety of pro-
grams designed to conserve the nation’s
cultural and natural resources and assure
adequate opportunities for recreation.

Principal responsibilities of the agency
are historic preservation, natural resource
conservation and recreation. In addition.
the agency reviews the environmental
impacts of proposed transportation proj-
ects that receive federal financial assist-
ance, to seek to avoid harm to open
space, historic and archeological sites.
recreation areas and the natural environ-
ment.

Historic Preservation—In addition to its
policy making role, HCRS administers
the National Register of Historic Places
program, the historic provisions of the
Tax Reform Act, the Historic Preserva-
tion Fund, and archeology and rehabili-
tation programs. It also provides
technical assistance concerning cultural
resources and historic preservation,

Natural Resources Conservation—HCRS
administers the National Registry of Nat-
ural Landmarks, and assists federal
agencies, states, municipalities and pri-
vate groups in establishing recreational
trails. Unused or abandoned transporta-
tion corridors such as railroad rights-of-
way are excellent potential trails.

Recreation—The Land and Water Con-
servation Fund supports the acquisition
and development of public outdoor rec-
reational areas and facilities, including
bike paths and roadside rest arcas. As-
sistance is also available for programs
which affect the delivery of recreational
services (including community revitaliza-
tion and tourism) or involye the cultural
and recreational aspects of water re-
sources and development. including ur-
ban waterfronts.

The Urban Park and Recreation Recov-
ery program provides financial assistance
to urban communities for the rehabilita-
tion of existing recreational systems and
demonstration projects for neighborhood
park and recreational enhancement.

Department of Labor

Comprehensive Employment and
Training Act of 1973 (CETA)

This program promotes job training and
employment opportunities for economi-
cally disadvantaged. unemployed, or un-
deremployed persons. Program and
funding decisions are made at the state
and local levels. Public agencies or pri-
vate non-profit organizations may admin-
ister specific programs (usually as
contractors or subgrantees to governmen-
tal units).

CETA funds can be used to pay the sa-
laries of artists, performers, instructors
and employees performing arts-related
services. Work can be performed in pub-
lic service fields such as beautification,
conservation, neighborhood improve-
ments. public facility maintenance, and
community improvement.

Department of the Treasury

State and Local Fiscal Assistance Act,
1972: General Revenue Sharing Pro-
gram

States and local governments may spend
U.S. Treasury funds according to their
own prioritics and laws. Arts-related
uses have included the construction of
museum facilities, establishment of
neighborhood cultural and performance
centers. establishment of revolving funds
for historic preservation. and program
support for community arts councils.



Environmental Protection
Agency

Wastewater Treatment Grants Pro-
gram

This program enables communities to
obtain important recreational benefits at
relatively little cost. Communities plan-
ning sewage treatment improvements
with federal assistance are required to
evaluate the potential for multipurpose
recreational development in the sewer
right-of-way. The provision has been
used to fund bikeway planning between
population centers, water bodies and rec-
reation areas. The corridor does not need
to be a part of a formal recreation plan.

General Services
Administration (GSA)

The Public Buildings Service (PBS) of
the GSA supervises the design, construc-
tion, operation, maintenance and protec-
tion of federally owned and leased
buildings throughout the country.

Public Buildings Cooperative Use Act
of 1976

* The Act provides that GSA acquire
and utilize space in buildings of histor-
ical, architectural, or cultural signifi-
cance, when feasible: and

Permits mixed use of public buildings,
encouraging the inclusion of commer-
cial, cultural, educational or recrea-
tional facilities.

.

Surplus Properties Ac(.

* Provides for the disposal of federally-
owned properties determined to be sur-
plus, which may be acquired by state,
county and municipal governments for
public purposes.

Permits historic properties to be con-
veyed to public entities without mone-
tary consideration, subject to perpetual
use restrictions.

-

Living Buildings Program

Public and private non-profit organiza-
tions are encouraged (o use government
buildings for cultural, educational and
recreational activities.

Art-in-Architecture Program

One-half of one percent of the estimated
construction costs of federal buildings is
allocated for finc arts. Existing buildings
where art has been planned but not im-
plemented. as well as those buildings
undergoing significant repair and altera-
tion, are also included in this program
(ref. 39).

“Biceniennial Dawn,”" by Louise Nevelson, 1976, US Courthouse. Philadelphia
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Detail of subway passageway sculpture, Samuel Lebowitz, 1971,
New York,
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National Endowment for the
Arts

This independent federal agency was

created to encourage and support Ameri-

can arts and artists. The Endowment

provides three major types of financial

assistance:

= Artists’ fellowships

* Matching grants to non-profit, tax-ex-
empt arts organizations

» Grants to state arts agencies and re-
gional arts groups.

Numerous programs are available and
are listed in the Endowment’s annual
Guide to Programs. Some key programs
are:

Architecture, Planning and Design
Program

Promotes excellence in design by fund-
ing activities in architecture, landscape
architecture, urban design, city and re-
gional planning, and other professional
design ficlds.

In addition to awarding grants, the pro-
gram serves as an advocate of good de-
sign. Through the Federal Design
Improvement Program, the Endowment
encourages federal agencies to recognize
the role of design in buildings and in
communications materials.

Grants are available for individuals and
organizations. Categories include **Liva-
ble Cities™” (to encourage communities
to use design as an integral part of their
planning processes); **Design: Commu-
nication and Research’’ (to increase pub-
lic awareness of good design); and
*“Cultural Facilities Research and De-
sign’’ (which might be used for projects
combining transportation and cultural ac-
tivities).

Expansion Arts Program

Supports neighborhood and community

arts organizations. Categories for fund-

ing include:

* Instruction and Training

» Arts Exposure Program

* Services to Neighborhood Arts Organi-
zations

» Regional Tour Events

» Comprehensive Technical Assistance
Program

Federal-State Partnership

Provides basic support for the arts na-
tionwide as well as grants based on En-
dowment approval of plans. . . . the
program administers federal support for
the arts through state and regional arts
agencies. Funds are awarded in three
ways:

» State Grants—These include Basic
State Operating Grants of $275,000
each awarded to state arts agencies.
Regional Grants—Basic Regional Op-
erating Grants ($40,000 each in
1979-80) to states and direct grants (a
total of $638,000 in 1979-80) to
multi-state organizations and projects
on a competitive basis to address re-
gional priorities.

Grants for Support Services—3% to
5% of the Federal/State budget is re-
served for a variety of governmental
support services determined by the
program, such as the National Assem-
bly of State Arts Agencies, pilot proj-
ects, and training programs.

Visual Arts Programs

Art in Public Places enables municipali-
ties, institutions, agencies and non-profit
groups to commission or purchase works
of art for such places as plazas, river-
fronts, airports, subways and highways.
Non-matching planning grants are also
available. These are to encourage artists
to develop new ideas and methods for
art in public places.

Other key NEA programs are museum
grants and special projects which cut
across several art disciplines and have
potential national or regional impact.

National Endowment for the
Humanities

Division of Public Programs

Funds are available for projects involv-
ing value-choices and decisions of the
general adult public. Projects in the arts
that emphasize theory, history or criti-
cism or relate art appreciation to other
fields in the humanities might be sup-
ported, such as:

The Museum and Historical Societies
Program, which supports projects that
are aimed at developing an interpretive
cultural and historic overview, that use
cultural and historic objects, and draw
upon the past for insight and perspec-
tive. (ref. 1).

Program Development which supports
experimental projects that examine
unique subject arcas, involve interdisci-
plinary cooperation, and reach new pub-
lic constituencies in order to foster
public understanding and appreciation of
the humanities.



National Science Foundation
(NSF)

Office of Government and Public Pro-
grams, Public Understanding of Sci-
ence Program

Grants ranging from $5,000-$500,000
are available **for projects that inform
the general public about the potential
uses and limitations of science and tech-
nology in society’’ (ref. 1). The empha-
sis is on large scale communication proj-
ects, such as broadcasting, science
museums and journalism.

Projects have included a half-million
dollar grant to the Exploratorium Science
Museum, which specializes in exhibits
that combine art and museum education.
Other arts-related proposals concerned
with informing the public about the im-
pact of science and technology on cul-
ture and ways of life may be eligible.

National Trust for Historic
Preservation

A private non-profit organization, char-
tered and partially funded by Congress,
the Trust has responsibility for **encour-
aging public participation in the preser-
vation of historic districts, sites,
buildings, structures and objects of sig-
nificance in American history and culture
(ref. 1). The Trust provides educational
and advisory programs, generates and
operates revolving funds, and owns and
administers many historical properties.
Membership in the National Trust is
open to individuals, organizations, and
businesses. Funding categories include:

Consultant Services Grants, which pro-
vide matching funds to assist members
in securing consultants’ services on pres-
ervation-related projects, such as histori-
cal research and feasibility studies.
Projects have included a study on the
conservation of bronze outdoor monu-
ments in Missouri and a plan to save a
park in Tennessee from an Interstate
highway.

Field Services, which provide profes-
sional advice on preservation problems,
including liaison between federal agen-
cies and local historic preservation
groups.

National Historic Preservation Fund
(NHPF), which offers matching grants,
loans and guarantees, to be used to help
set up local revolving funds for improv-
ing properties of historic or architectural
significance, and to finance adaptive re-
use projects.

Per Cent for Art Legislation

The National Assembly of State Arts
Agencies reports that 16 states, at least
37 cities and four counties have adopted
ordinances which require that a mini-
mum percentage (usually 1 percent) of
the cost of public construction projects

be alloted to the arts.

The counties and cities which have per-
cent for art ordinances are:

Anchorage, AK
Davis, CA

Los Angeles, CA
Palo Alto, CA
Riverside, CA

San Francisco, CA
Santa Barbara. CA
Santa Rosa, CA
Walnut Creek, CA
Broward Cty., FL
Dade Cty., FL
Pierce Cty.. FL
Miami Beach, FL
Atlanta, GA
Chicago, IL

New Orleans, LA
Boston, MA
Cambridge, MA
Baltimore, MD
Rockville, MD

Kansas City, MO
Albuquerque, NM
Sante Fe, NM
New York, NY
Toledo, OH

Tulsa, OK
Eugene, OR
Pittsburgh, PA
Wilkes-Barre, PA
Salt Lake City, UT
Bellevue, WA
Everett, WA

King Cty., WA
Mountlake Terrace,
WA

Renton, WA
Seattle, WA
Tacoma, WA
Madison, WI
Milwaukee, WI
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Private Foundations

A list of private charitable foundations is
usually available in public libraries.
These tax-exempt organizations are too
numerous to list and include, in addition
to the Rockefeller and Ford Foundations,
hundreds of others. Such foundations are
frequent sponsors of arts-related and
community development projects.

Regional Development
Commissions

Economic Development Assistance

Seven Regional Development Commis-
sions “‘develop long-range interstate eco-
nomic development plans, coordinate
federal and state economic development
activities and promote increased private
investment in economic development re-
gions™" (ref. 1). Two kinds of assistance
are offered.,

Supplemental Grants assist state and lo-
cal governments in meeting the local
share of matching requirements for fed-
eral grant programs. Funds may be used
for the construction or equipping of fa-
cilities and acquiring land.

Technical Assistance Grants assist state
and local governments in financing plan-
ning activities, demonstration projects
and training programs related to eco-
nomic development.

Proposals for using the arts to stimulate
a region’s economic development, i.e.,
through tourism or recreation, will be
considered.

Smithsonian Institution

Smithsonian Institution Travelling Ex-
hibition Service (SITES)

Travelling exhibits are available for rent
on subjects including art. architecture,
graphics, design and crafts. Rental fees,
which cover most organizational ex-
penses including insurance, range from
$50 to $5.000 for standard exhibits.

One subject of a past travelling exhibit
was ""Ride On™' (a social history of bi-
cycles). Current subjects include **Sub-
ways, an Underground Exhibition,”
““Exhibition Flight"* and **Terminal. Sta-
tion and Depot.™

State Historic Preservation
Officers (SHPO)

Appointed for each state by its governor
at the request of the Department of Inte-
rior following passage of the National
Historic Preservation Act of 1966,
SHPO's are the key state preservation
officials within the national preservation
network. Their responsibilities include
nomination of properties to the National
Register of Historic Places, development
of a state preservation plan, administra-
tion of the federal preservation grants
within their state, and review of feder-
ally funded or licensed projects for their
effects on the state’s historic and cultural
resources.

State and Local Funding
Resources

Traditional, non-federal methods of fi-
nancing community redevelopment proj-
ects, which may involve transportation-
related improvements, include:

* General Obligation Bonds, which are
issued by a Ibcal government with
voter approval and which are backed
by general tax funds.

Special Bonds, issued by a local gov-
ernment for revenue-gencrating public
improvements, with the new monies
being pledged to retire the bonds. This
method is frequently used to provide
new parking facilities.

* Special Assessments imposed by a lo-
cal government on property owners di-
rectly benefitting from a renewal or
rehabilitation project. This device has
been used for specific improvements
such as new lighting or utilities. Cur-
rently it is being used to help finance
larger projects. such as mall develop-
ment. which include several of the
specific improvements in special dis-
tricts.

Special Improvement Districts cre-
ated to focus on limited land areas and
act as special purpose governments.
Some districts involve local govern-
ment membership, others only involve
area business interests, which make
proposals to local government. Dis-
tricts can conduct planning themselves
or hire professionals, and can incur in-
debtedness beyond the legal ability of
the local government to actually de-
liver a program of redevelopment.
They are financed by some form of
special assessment on those properties
in the area—often by front footage, or
assessed value of total land area. Some
special purpose districts have condem-
nation powers and the authority to is-
sue bonds.



Enabling Legislation

State laws may provide alternatives to
federal aid to undertake and finance
parking, redevelopment projects and
other street and public property improve-
ments. Such laws sometimes enable the
legislative body of a city to make im-
provements and charge the cost to own-
ers of the benefited property. Others
authorize municipalities and counties to
make improvements or to provide public
services along public streets.

In California, the Pedestrian Mall Law
of 1960 **enables main streets in com-
mercial areas to be restricted and im-
proved for pedestrian use. Costs of the
development may be assessed against the
benefited lands or may be financed with
other available (city) funds’” (ref. 132).

Community Development Laws enable
communities to participate in urban re-
newal projects, by forming agencies “‘to
prepare and carry out plans for the im-
provement, rchabilitation and redevelop-
ment of specific areas deemed to be
blighted™” (ref. 132). Both public and
private sources may provide financial as-
sistance to these agencics.

Zoning Ordinances can be an cffective
method of financing, although rarely
used for that purpose. *‘For example, or-
dinances can provide for in-lieu cash
payments to the city as an alternative to
meeting parking space requirements . . .
a parking district can apply any such
payments to parking lot programs which
benefit the entire business community™
(ref. 132). Similar methods could be ap-
plied to other requirements mandated for
certain types of construction, such as
setbacks or floor arca ratios.

Tax-Increment Financing

One form of incentive for private devel-

opment is tax-increment financing. Cali-

fornia, Ohio, Minnesota and Oregon are
some states which have laws allowing
this approach. California’s provisions are
as follows:

* Once a redevelopment project has been
approved. the existing assessed valua-
tion of the area is “*frozen,'” and
termed the “*base valuation.™

» Through the life of the project. any ad-

ditional assessed valuation is termed

the ““increment”” due to redevelop-
ment.

All tax revenues flowing from the ad-

ditional assessed value may be used by

the municipality to repay bonds sold
on the market to finance the project.

Tax abatement is a standard means of
encouraging urban redevelopment by the
private sector in Massachusetts. Baystate
West in Springfield is a good example.
There, the developer pre-negotiated the
real estate tax for the project so that the
tax for the development would be based
on the income, rather than any assess-
ment of physical structure. According to
the developer, this provision was ex-
tremely effective in making this mixed
use project possible (ref. 85).

Private Development
Corporations

Some states permit the creation of pri-
vate development corporations with
quasi-public powers. They can operate
with profit, limited profit or unlimited
profit. With local government authority,
some of the corporations can make use
of eminent domain and condemnation,
issue bonds, and incur debt. While not
tax exempt, the corporations are fre-
quently offered an incentive of tax abate-
ment.

State, Regional and Local Arts
Agencies

Each state and U.S. territory has an offi-
cial state arts agency that usually is part
of the state government and receives
state appropriations. These agencies gen-
erate and distribute funds, coordinate
arts activities, provide technical assist-
ance to arts groups, and supply informa-
tion about the arts in their areas. They
also award grants to assist major cultural
institutions and arts organizations and
support community arts agencies, festi-
vals, workshops, and, in most cases, in-
dividual artists.

A growing number of regional organiza-
tions, such as the Southern Arts Federa-
tion and the Western States Arts
Foundation, perform similar functions
for groups of states in a geographic area.
These organizations are governed by
state arts agencies and receive much of
their funding through them (ref. 1).

Local arts agencies share the same con-
cemns but have a local orientation, gener-
ating community oriented programs and
funding. These organizations may spon-
sor public transportation-related projects
such as subway art programs, perform-
ances In transit waiting facilities, or
streetscape enhancements.

Streel minstrels, New York City, 1871
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Section 5.2

Annotated B

This selective listing includes material
referenced in the text and sources of spe-
cific interest to various users. It is gener-
ally organized alphabetically by major
topics. The first category refers to fed-
eral policy and program guides.

The reference numbers in the text corre-
spond to the items listed in this section,

Most public agencies will provide their
current program guides and/or further in-
formation upon request from their Office
of Public Information or an equivalent
contact person.
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Urban Design Techniques
Waterfronts
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FEDERAL POLICY AND
PROGRAM GUIDES

13 Coe, Linda (researcher). Cultural Directory:
Guide to Federal Funds and Services for Cul-
tural Activity. Associated Councils of the Arts.
N.Y., 1975.

Information on programs of special value to art
and architecture programs.

2) U.S. Department of Transportation Task
Force. Design, Art and Architecture in Trans-
portation. Washington, D.C., 1977.

Findings, conclusions and recommendations. Ex-
amples of design. Includes relevant procedures
and memoranda and responses of agencies to a
docket on the subject.

3) U.S. Department of Transportation Task
Force. Design, Art and Architecture in Trans-
portation. Washington, D.C., 1978.

Report on the first year's progress in implemen-
tation of the Secretary of Transportation’s initia-
tives on design, art, and architecture in
transportation.

3a) U.S. Department of Transportation Task
Force, Design, Art and Architecture in Trans-
portation. Washington. D.C_, 1979.

Report on the second year's progress in imple-
mentation of the Secretary of Transportation’s
initiatives on design, art, and architecture in
transportation.

4) U.S. Department of Agriculture. The Fed-
eral Assistance Program Retrieval System
{FAPRS). Rural Development Service, Washing-
ton, D.C.

A computerized means of identifying federal
programs that can be used to meet the develop-
ment needs of any community.

AIRPORTS

5) Robinson, Ritas **A Thrust Towards 2001."
Progressive Architecture. Vol. LIV, #12, De-
cember 1973, pp. 68-73.

Dallas/Fort Worth Airport, planning issues and
architectural innovations.

6) McCue, George. **Airport Architecture: The
Dallas-Fort Worth Solution.”" Art in America.
Vol. 62, #1, Jan.—Feb. 1977, pp. 74-77.
Appreciation of the special properties of this ter-
minal.

7) Bowman, Donald P., Design, Art and Ar-
chitecture of Airports and Facilities (Draft).
U.S. Department of Transportation, Federal
Aviation Administration, Office of Airports Pro-
grams, Washington, D.C., December, 1978,
Examples of design projects and art programs at
27 American airports. Background information
for the acquisition of artworks, Contacts.

8) “'Building Types Study 440—Airports’” Ar-
chitectural Record, Vol. 152, #4, October,
1972, pp. 127-142.

Design principles and examples.

9) *‘Building Types Smudy 454—Airports’” Ar-
chitectural Record, Vol. 154, #6, November,
1973, pp. 135-152.

Opportunities, planning issues, European proce-
dures and examples.

10) *‘Building Types Study 468—Airports™
Architectural Record, Vol. 156, #7. November
1974, pp. 133-148.

Technical resources for design, terminal devel-
opment, the human dimension, examples: Cin-
cinnati, Newark, Toronto.

11) Dixon, John M., *‘Passenger Haven."
Progressive Architecture. Vol. LVII, #2, Febru-
ary 1976, pp. 76-79.

Logan International Airport Terminal, **no-
frills'" architecture.



12) “*People and Planes: Can Airports Bridge
the Gap?'". Progressive Architecture. Vol. L,
#9, Seplember 1969.

Problems and possibilities, examples: Houston,
Boston, Kansas City proposals.

13)  Skidmore, Owings and Merrill. Environ-
mental Assessment Notebook Series: Airporis.
U.S. Government Printing Office, Washington,
D.C., 1978.

Technical manual focused on the integration of
the environmental assessment process with air-
port and transportation planning and develop-
ment.

14) Sommer, Robert K., Tight Spaces.
Includes a critique of the environment of airport
terminals from a psychological perspective.

ART IN PUBLIC PLACES

15) Scelsa, Joann P., ed., Artpark 1978. Lew-
iston, NY.

Catalogue documenting Art Park’s fifth artist-in-
residence program. Photographs and statements

by the artists.

16) Boeck. Urs. Sculpture on Buildings. New
York: Universe Books, 1961.

*“‘Represents works of European sculpture within
the region of space and time in which they ap-
peared.”” Photographs and notes.

17)  Chapin, Louis. Platforms for Design. Pub-
lic Arts Council. New York, NY, 1977,
Brochure documents this program through illus-
trations of four projects.

18) Chapman, Robert L., and Goldstein, Ar-
dath Ann, editors. Arts Festival Planning Guide.
State of North Carolina, Department of Cultural
Resources, December 1975,

Procedural description: methods, management,
budgets, site design, technical specifications, ac-
tivities and contracts.

19) Cockcroft, Eva; Weber, John: and Cock-
croft, Jim. Toward a People's Art. New York:
E.P. Dutton and Co., 1977.

An analysis of the American mural movement.
Topics include historical background, overview,
groups, funding and aesthetics. Photographs.

20) Eanvironmental Communications. Big Art.
Philadelphia: Running Press, 1977.

Photo documentation of contemporary murals—
street an.

21) Fairmont Park Art Association. Sculpiure
of a Ciry. New York: Walker Publishing Co.,
Inc., 1974.

History of public outdoor sculpture catalogued
into six periods, from 1776-1973. Photographs.
Maps.

22) Fundaburk, Emma Lila, PhD.. and Daven-
port, Thomas G. Art in Public Places in the
United States. Bowling Green: Bowling Green
University Popular Press, 1975.

Description of types of art works and informa-
tion about possible sites for public art. Photo-
graphs.

23) Gallagher, Siebohn. [t's About Celebra-

tion. Southwest Ohio Regional Transit Author-
ity, 1978,

Documentation of the public art project, **Peo-
ple, Metro and the Bicentennial.”” Description
and guidelines.

24) *'The FDR Memonal: A Monument to the
Art of Accommodation.” Arf News. Vol. 77,
#8, October 1978, pp. 50-57.

Describes this proposed project and its evolu-
tion.

25) Fried, Frederick and Gillon, Edmond V.
New York Civic Sculpture. New York: Dover
Publications, 1976.

A pictorial guide, Photographs.

26) O'Doherty, Brian. **The Grand Rapids
Challenge.'* Art in America. Vol. 62, #1.
Jan.—Feb., pp. 78-79.

The impact of public art in this midwestern city.

27) Green, Dennis. % for Art, New Legistation
Can Integrate Art and Architecture. New York:
ACA Publications, 1976,

28) Ingram. Lois. Vermont International
Sculpture Svmposium. Vermont: George Little
Press, Inc., 1973,

Documents the procedures and artworks in
words and images.

29)  Kerstin, Jacob Westerlund, ed., The Jdarva
Line, Artists at Work. Advisory Committee for
Art, Stockholm County Council Public Trans-
portation Board, Stockholm, 1977

Pamphlet describing how artists transformed the
Jarva Line. Text based on talks with the artists.

30 King County Arts Commission. King
County Arts Commission Guide to 1979 Pro-
grams. Seattle, 1979.

Summary of the diverse activities of this very
active county arts agency in Seattle, Washing-
ton.

31)  King County Arts Commission. The Arts—
Newsletter, Volume 8, Number 9.
Description of the Earthwork Symposium.

32) Robinette, Margaret A., Outdoor Sculp-
ture: Object and Environment. New York: Wat-
son-Guptile Publications, 1976.

Documents characteristics of both settings and
sculptures,

33) RTKL Associates, Inc., and Bernard Perl-
man. /% in Art in Civic Architecture. Balti-
moTe.

Documents the process used in Baltimore.

34) Seattle Arts Commission. Poster. 1978.
A one-sheel, poster-size summary of programs
and activities of this pioneering city arts agency.

35) Southwest Ohio Regional Transit Author-
ity, Cincinnati Regional Public Art Project. Cin-
cinnati, 1978.

Evaluation and press releases.

36) **What General Grant Didn’t Know."" Pro-
eressive Architecture. Vol. LIV, #10, October
1973, pp. 100-101.

Local residents carry out Gaudi-inspired beautifi-
cation project for the plaza surrounding the
Grant's Tomb. Photographs.

37y Office of the Califorma State Architect.
Art in Public Buildings. California, July, 1978.
Describes the State of California’s 1% for Art
program and the “*Town Meeting"" artist selec-
[ion process.

38) Cambridge Ants Council. Arts on the Line.
Cambridge, Massachusetts.

Three publications: Arts on the Line Repori, a
Catalogue of the artists’ proposals, and a 30-
minute video cassette,

39) U.S. General Services Administration. Art-
in-Architecture Program. Washington, D.C.,
March 1979.

Photographs and descriptions of many of the ar-
works commissioned for federal buildings under
the Arnt-in-Architecture program. Comments
about the program and individual projects.

ANNOTATED BIBLIOGRAPHY — 272



Velociped, 1885,

BICYCLES

40) Baldwin, Leslie. “*Enforcement.”” Bicvele
Forum, No. 4, Fall 1979, pp. 20-25
Examination of four innovative bicycle law en-
forcement programs.

41) Baldwin, Leslie. *'Federal Funds for Bicy-
cles.” Bicycle Forum, No. 2, Fall 1978, pp.
31-51.

Sources of funding for bicycle facilities and pro-
grams.

42) Cranford Bicycle Board and Cranford Po-

lice Department. Bicvcle Safety Alert Program.

Cranford, N._J., 1979,

Booklet describes the program and bikeway sys-
tem.

43) Cyclateral Thinking. Vol. 11, Summer
1976, whole issue.

Articles on education, laws, funding, materials,
case studies.

44) Denver Planning Office. The Bikeway
Plan. Denver, 1972,

Research and analysis, recommendations, imple-
mentation, relevant data. Diagrams, maps,
charts.
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45) Executive Office of the President. Cara-
logue of Federal Domestic Assistance. Govern-
ment Printing Office, Washington, D.C.
Annual encyclopedic index of all federal pro-
grams.

46) Metropolitan Association of Urban Design-
ers and Environmental Planners. Bicycle/Pedes-
trian Planning and Design. American Society of
Civil Engineers, New York, NY, 1972, 1974,
and 1976,

Proceedings of seminars on the potential of the
bicycle and pedestrian as a viable form of urban
transportation. Role of government; pedestrian
planning and design; safety issues: construction
and maintenance of bicycle facilities; laws, ordi-
nances and enforcement; intermodal link-ups:
people-movers; chans; technical illustrations:

photos.

47) U.S. Department of Transportation. Bicy-
cling for Recreation and Commuting. Washing-
ton, D.C_, 1972.

Describes various recreational and commuting
systems for bicycles. Includes an index of the
major cycling trails and the administering agen-
cies,

48) U.S. Department of Transportation, Bicy-
cle and Pedestrian Facilities in the Federal-aid
Highway Program. Office of Highway Planning,
HHP-26, Federal Highway Administration,
Washington, D.C.

ENVIRONMENTAL PROTECTION

49) Advisory Council on Historic Preservation.
Procedures for the Protection of Historic and
Cultural Properties. Federal Register, Vol. 44,
#2, Part IV, January 30, 1979.

Includes administrative regulations and proce-
dures dealing with historic preservation

50y Bagley. Marilyn D.. A Methodology for
Assessing Aesthetics in Environmental Impact
Analysis. Prepared for Urban Mass Transporta-
tion Administration by Stanford Research Insti-
tute.

The methodology deals with the impacts of per-
sonal rapid transit systems on the environment,
Usetul for other transportation systems.

51) National Trust for Historic Preservation.
*‘Preservation and the Tax Reform Act of
1976."" November 1977.

Informs the public of the rehabilitation and dem-
olition provisions of the Act and the procedures
under which they are being implemented

52) U.S. Environmental Protection Agency.
Aesthetics in Environmental Planning. Socio-
Economic Environmental Studies Series, Office
of Research and Development, November 1973.
Addresses the relationship of aesthetics to envi-
ronmental planning, from the historical, artistic,
cultural and social perspectives as well as in the
context of the National Environmental Policy
Act.

53) U.S. Environmental Protection Agency.
Laws and Regulatory Schemes for Notse Abate-
ment. December, 1971.

Contains a summary of noise regulations at the
federal, state and local levels, general back-
ground of noise laws, and trends in noise abate-
ment.

GRAPHICS

54) Braybrooke, Susan, ed.. Print
Casebooks—3/The Best in Environmental
Graphics. Washington, D.C.: R.C. Publications,
Inc., 1978.

40 projects, including NYC’s Platforms for De-
sign, Seattle Manhole Covers, and the Washing-
ton Mall public sign and information system.

55) Ryder, Sharon Lee. “*A Sign of the
Times.”" Progressive Architecture. Vol, LVII,
#5, May 1976, pp. 70-77.

Describes how signs can convey a sense of a lo-
cation’s character while providing information.

56) Smith, Ashley Myer. Ciry Signs and
Lights. Cambridge: MIT Press, 1973

Policy recommendations for environmental infor-
mation systems, for the pedestrian and motorist
Field testing methods. Design criteria. Regula-
tions. Evaluative tests
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HIGHWAYS
General Principles

57) Appleyard, Donald; Lynch, Kevin; and
Myer, John R. The View from the Road. Cam-
bridge: MIT Press, 1964.

58) Kendnck, Boyce L. **The Bumpy Road to
a Better Highway."” AJA Journal. Vol. L1, #2,
February 1969, pp. 70-77.

Documents the process of designing Baltimore's
downtown expressway with minimum disruption
of the environment and maximum use of the
road as a catalyst for development.

59) Halprin, Lawrence. Freeways. New York:
Reinhold Publishing Corp., 1966.

lllustrated book on design principles and evalua-
tion of freeway types. Proposals for integrating
roads into the cityscape. Ilustrated.

60) Hornbeck, Peter C. and Okerlund, Garland
A., Visual Values for the Highway User. U.S,
Department of Transportation, Federal Highway
Administration, 1976.

Procedures and techniques for applying aesthetic
values in highway development. Case Study,
Route 6, Cape Cod, MA. Charts, maps, over-
lays.

61) Jones and Jones. Esthetics and Visual Re-
source Management for Highways. U.S. Depart-
ment of Transportation, Federal Highway
Administration, October, 1977,

Workbook for a training course to guide high-
way professionals in the aesthetic component of
decision-making. Major relevant federal laws
and guidelines, maps, diagrams.

62) Netherton, Ross D. and Markham, Mar-
ion, Roadside Development and Beautification—
Legal Authority and Methods, Parts [ and II.
Highway Research Board, National Academy of
Sciences, National Research Council, Washing-
ton, D.C., 1965.

Part I

Concepts of function and amenity. Implementa-
tion through various forms of public acquisition
of property.

Part 11

Implementation of beautification objectives
through regulation of land use under the police
power.

63) Skidmore, Owings and Merrill. Environ-
mental Assessment Notebook Series (-Highways)
(6 volumes). U.S. Government Printing Office,
Washington, D.C., 1975.

Technical resource manual for planning and se-
lection of highway projects. Identification, anal-
ysis and mitigation of the effects of highway
improvements. Relevant to broader transporta-
64) Urban Advisors to the Federal Highway
Administrator. The Freeway in the City: Princi-
ples of Planning and Design. U.S. Government
Printing Office, Washington, D.C., 1968.
Principles to be used as a general checklist to
improve the performance, appearance, and ac-
ceptance or urban freeways. Suggests new ap-
proaches, particularly in the non-engineering
aspects of highway development.

65) Wright, Russell. Technigues for Incorpo-
rating Historic Preservation Objectives into the
Highway Planning Process. National Trust for
Historic Preservation, Washington, D.C., 1972.
Suggests ways to implement highway programs
while protecting and preserving historic and cul-
tural resources. Guidelines for minimizing the
environmental impact of proposed highway con-
struction activities.

66) Anderson, K. C. “*Visual Quality of High-
ways.”" Highway and Urban Mass Transporta-
tion. U.S. Department of Transportation,

Overview of aesthetic principles relating to high-
way design.

Environmental Elements

67) AASHO Operating Committee on Road-
side Development. A Guide for Highway Land-
scape and Environmental Design. American
Association of State Highway Officials, Wash-
ington, D.C., 1970.

Provides broad statements and guidelines for
highway landscape and environmental design
factors.

68) Bill, Max. Robert Maillart Bridges and
Constructions. New York: Frederick A. Praeger,
Inc., 1969, ;
Reinforced concrete structures of exceptional
aesthetic quality. Photographs and technical in-
formation.

69) Blum, Randolph, A Guide fo Visual Qual-
ity in Noise Barrier Design. U.S. Department of
Transportation, Federal Highway Administra-

tion, Washington, D.C., 1976.
Aesthetics in the design process. Principles and
concepts. Illustrations.

70) Blum, Randolph, Junkyards, The High-
way, and Visual Quality. U.S. Department of
Transportation, Federal Highway Administra-
tion, Washington, D.C., 1979.

A manual introducing aesthetic principles in the
dgign of junkyard screening projects. Illustra-
tions.

71) Colorado Department of Highways. I-70 in
a Mountain Environment, Vail Pass, Colorado.
U.S. Department of Transportation, 1978.
Documentation of environmental protection ef-
forts in a unique highway environment. Illustra-
tions.

72) Minnesota Department of Transportation,
Office of Environmental Affairs. /-9¢ and I-694
North Minneapolis, Brooklyn Center. Minne-
sota, 1977.

Design guide for visual elements within the
highway corridor.

73) U.S. Department of Transportation and

Vermont Agency of Transportation. Woodstock,

Project RS-BRS 0241 (6), Elm Streer Bridge.

January, 1979.

Report documenting administrative action, final

negative declaration and 4(f)) statement con-

cerning the repair of this historic bridge.

74) U.S. Department of Transportation. TSM
- . and Federal-Aid Highway Funds FHWA,

July 1974.

Booklet describing the wide range of Transporta-

tion System Management (TSM) improvements
which can be implemented with Federal-aid
highway funds.

75) U.S. Department of Transportation. Your
Guide to Programs of the Federal Highway

Administration. Federal Highway Administra-
tion, Washington, D.C.

Pamphlet providing a broad overview of the var-
ious FHWA programs, the basic concepts gov-
erning federal financial assistance under those
programs, and the resulting federal, state, and
substate agency relationships.

76) Zembala, Dennis M., Elm Street Bridge.
Woodstock National Historic Commission,
Woodstock, Vermont, 1977.

A brief history of the bridge.
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77y Zuk, William. **The Architecture of
Bridges.'" Progressive Architecture. Yol. LIV,
#3, March 1973, pp. 96-99.

Discussion of architectural aspects of bridges.

JOINT DEVELOPMENT

78) Logan, Donn. **Anatomy of Mixed-Use.™
Progressive Architecture. Vol. LVII #5, May
1976, pp. 51-57.

A brief history of urban center complexes and
their evolution into the mixed-use centers of to-
day.

79) Morton, David. **Suburban Shopping
Downtown.”" Progressive Architecture.

Vol. LIX, #12. December 1978, pp. 64-67.
Assessment of the Gallery at Market Street East,
Philadelphia.

80) National League of Cities and U.S. Con-
ference of Mayors. Transit Station Joint Devel-
opment. U.S. Department of Transportation and
U.S. Department of Housing and Urban Devel-
opment, 1973,

Identifies possibilities for, and constraints on,
such joint development to assist local agencies
in the preparation of draft applications for
UMTA planning funds.

81) “*New Directions for Downtown and Sub-
urban Shopping Centers: Market Street East
Transportation Center.”” Architectural Record.
Vol. 155, #4, April 1974, pp. 137-152.
Description of the issues and opportunities pre-
sented by this mixed use development in Phila-
delphia.

82) *Omnibuilding.”” Progressive Architec-
ture, Vol. XLIX, #7, July 1968.

Overview of this trend in architecture—historic
precedents, rationale, role of the public and pri-
vate sectors, illustrations. techniques and tech-
nology.

83) U.S. Department of Housing and Urban
Development. San Francisco Bay Area Rapid
Transit Linear Parkway. Washington, D.C.,
May 1968.

Description of the parkway design and imple-
mentation procedures.

84) U.S. Department of Transportation. Fed-
eral Highway Administration, Highway Joint
Development and Multiple Use. Washington,
D.C. 1979.

Project illustrations and descriptions. Project tab-
ulations by state.

85) Witherspoon, Robert E., Abbett, John P,
and Gladstone, Robert M., Mixed-Use Develop-
ments, New Ways of Land Use. Urban Land In-
stitute, 1976,

Documentation of mixed-use development’s im-
plications for the public and private sectors, and
outlook for the future. Eleven case studies.

MASS TRANSIT

86) American Horticultural Society. Transir
Planting: A Manual. DOT contract #VA-06-
006, distributed by National Technical Informa-
tion Service, Springfield, VA, July, 1973,
Guidelines for the selection of proper planting
material to enhance public transportation envi-
ronments while filling a functional need for
screening, noise control, channeling of traffic
flow, etc.

87) Amencan Transit Association. Transit Fact
Book. 1976/77 edition.
Statistics on the transit industry.

88) Bluke, Peter, ed., Subways. Cooper-Hewitt
Museum, NY, 1977.

Collection of articles examining subways of the
world and related urban-design issues. Good ref-
erence for Paris, London, Stockholm, Munich.
Tokyo. Vienna, Montreal, New York and Bos-
ton.

89)  Dunbar, Charles S., Buses, Trollevs and
Trams. London: Paul Hamlyn, 1967.

History and development of public transport
over the last 150 years. Photographs and draw-
ings.

90) Gruen Associates, Inc., BART Impact Pro-
gram, Indirect Environmental Impacts. U.S.
Government Printing Otfice, Washington, D.C.,
1977. Report # DOT BIP-TM-24-4-77.

Focuses on land use impacts at transit stations.

91) Gruen Associates, Inc., BART Impact Pro-
gram, Environmental Impacts of BART: The
User's Experience. U.S. Government Printing
Office, Washington, D.C., 1977. Report #DOT
BIP-TM-23-4-77.

Technical study of the BART travel experience,
Description and evaluation of system characteris-
tics. Conclusions and design implications. Pho-
tographs, charts.

92) Howson, Henry F., The Rapid Transit
Railwayvs of the World. London: George Allen &
Unwin Ltd., 1971,

Brief descriptions of rapid transit systems

throughout the world and the city environment
in which each operates or is being built.

93) *‘Innovation.’” Architectural Record.

Vol. 160, #3, mid-August 1976, pp. 104-115.
Eleven ingenious solutions, including lighting
designs for Toronto transit stations. Photo-
graphs, drawings.

94) Knight, Robert L. and Trygg, Lisa L.,
Land Use Impacts and Rapid Transit, Implica-
tions of Recent Experience. U.S. Department of
Transportation, 1977.

Review of studies of land use impacts. Research
recommendations and federal policy implica-
tions.

95) Massachusetts Bay Transportation Author-
ity. Staff Supplemeni Report 10 the Program for
Mass Transportation. Boston, August 1966.
Background and sigiificant details of the study.
Technical data.

96) Metro Inter-Service Committee. The Mon-
treal Metro. Montreal, 1976,

Characteristics of the system, its operation and
management. Photos, diagrams, charts.

97) Nain, Janet. ““Mass Transit.”” Architec-
tural Record. July 1979, pp. 115-130.

98) Parsons, Brinckerhoff; Quade. Douglas.
De Leuw, Cather and Co., Subway Environmen-
tal Desigh Handbook, second edition, 1976.

99) “*Two Unique Subway Stations."" Archi-
tectural Recard. Vol. 156, #7, November 1974,
pp. 113-120.

Assessment of BART stations, Glen Park and
Balboa Park, in San Francisco.

RAILROADS

100)  Anderson, Notter, Finegold, Inc., Recy-
cling Historic Railroad Stations, A Citizen's
Manual. U.S. Department of Transportation,
Washington, D.C., 1978.

An illustrated evaluation of eight recycled sta-
tions. Descriptive information and procedures.
Vital statistics and technical supplement.

101)  Bébout, Richard, ed., The Open Gare,
Toronto Union Station. Toronto: Peter Martin
Associates, Ltd., 1972.

Porirait of Union Station through essays and
photographs. Historic background and preserva-
tion issues, procedural description.



102) Blumenthal, Ralph. **You Can Still Ride
the Rails for Scenery and Fun.”" New York
Times, Sunday, November 11, 1979, Sec. 10,
pp. 12-13.

103) Chelminski, Rudolph. **The Cathedrals
from Vanishing Era of Great Trains.”" Smithson-
ian. September 1979, Volume 10, #6. pp.
98-107.

Description of a French exhibition on great rail
way terminals. Photographs.

104) Educational Facilities Laboratories. Reus-
ing Railroad Stations. EFL, NY, 1974.
IHustrates the concept of reuse through case
studies, historic background, economic issues,
implementation procedures. Photographs.

105) Houston, Laurence O. Jr. **Let’s Concen-

trate on Saving Rail Service Instead of
Stations.”” AJA Journal. Vol. 62, #3, Sepiem-
ber 1974, pp. 50-52

Preserving function as well as facades of old
structures.

106) McNulty, Robert H., ed., **Preservation
and Conservation: Perspectives, Programs, Proj-
ects.”" Journal of Architectural Education.

Vol. xxx No. 2, November 1976 (whole issue).
Articles include “*The Architect as Developer:
Union Station in New London,” **Saving Grand
Central Station Terminal,”” and **Art and Preser-
vation in New Haven.""

107) Silverman, Jane. **On the Waterfront.*”
Urban Design. Fall 1978, Vol. 9, #3, pp.
15-17.

Rehabilitation of Hoboken, New Jersey's rail-
ferry terminal, and review of Camden, New Jer-
sey's waterfront terminal facilities as an urban
park.

STREETS FOR PEOPLE
Pedestrianization ’

108) Ashley, Meyer, Smith. Downtown Wash-
ington Streets for People: Final Report. District
of Columbia Redevelopment Land Agency, May
1973.

Details plan objectives, actions, costs and bene-
fits, environmental criteria, physical systems,
maintenance, environmental management, activ-
ity programming

109) Brambilla, Roberto and Gianni Longo.
Footnotes. Vols. 1-4, U.S. Government Print-
ing Office, Washington, D.C.

Includes information on various urban improve-
ment experiments around the world, providing a
wide range of references that can be applicd to
specific local situations.

110)  Breines, Simon and Dean, William J. The
Pedestrian Revolution, Streets Without Cars.
New York: Vintage Books, 1974,

Planning concepts and issues: descriptive illus-
trations

111} Fruin, )., Pedestrian Planning and De-
sign. New York: MAUDEP Press, 1971.
Standards for pedestrian planning and design
studies for the Port Authority of New York and
New Jersey.

112) Koffman, David and Edminster, Richard.
Streets for Pedestrians and Transit: Examples of
Transit Malls in the United States. Urban Mass
Transportation Administration. Washington,
D.C., 1977

Details of six transit malls, based on interviews,
site inspections, and available written data,
Available findings on economic impact are pre-
sented.

113) Moore-Héder Architects, People Move-
ment for Downtown Improvement. UMTA,
Washington, D.C., 1977.

Brochure describing the range of pedestrian and
transportation improvements available for down-
town communities.

114) Organization for Economic Cooperation
and Development. Streets for People. OECD
Paris, 1974.

Techniques used by several European cities to
reduce congestion and improve the environment
of the city center. Case studies.

115) Pushkarev, Boris and Zupan, Jeffrey M
Urban Space for Pedestrians. Cambridge: MIT
Press, 1975.

Quantitative methods of proportioning pedestrian
space in downtown in rclation to adjoining
buildings. Photographs, chars.

116) Rudofsky, Bemard. Streets for People, A
Primer for Americans. New York: Anchor
Press, Garden City, 1974,

How to humanize the street. Philosophy. design
concepts and illustrations from historic, conlem-
porary and proposed sources

117} Voorhees, Alan M.; Cambridge Systemat-

ics; A. T. Kearny, Inc.: & Moore-Heder. Auto
Restricted Zones Demonstration Study. U S.

DOT/UMTA Service & Methods Demonstration
Program (DOT-TSC 1057), 1978.

Studies of Boston: Burlington, Vermont; Mem-
phis; Providence; and Tucson.

Traffic Management

118) Appleyard, Donald and Lintell, Mark.
**Environmental Quality of City Street: The Res-
idents” Viewpoint."” Highway Research Record.
1971, pp. 69-84

Describes the San Francisco Planning Depart-
ment study on environmental quality along some
of the city's main traffic streets.

119) Bhandari, Anand. **Baltimore, 1990,
HUD Challenge. Vol. VIII-#1, January 1977,
pp. 14-23.

Describes the city’s planning, programming, de-
sign review and implementation processes, and
two projects: City Hall renovation and pedestrian
movement system

120) Moore-Héder Architects. Opportunities
for Downtown Improvement: Recent Projects in
Transportation & Urban Design. Cambridge,
MA. 1977

Recent projects in transportation and urban
design.

Viaduc de Port-Launay, France
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121) OECD Conference. Better Towns With
Less Traffic. Organization for Economic Cooper-
ation and Development, Paris, April, 1975.
Case studies of five cities describing procedures
and data. Summaries of policy discussions. Il-
lustrations.

122) Simkowitz, Howard; Héder, Lajos; and
Barber, Edward. The Restraint of the Automo-
bile in American Residential Neighborhoods.
U.S. Department of Transportation Report No.
UMTA-MA-06-0049-78-3.

Surveys the impact of non-resident parking bans
in Cambridge, MA, San Francisco, and Wash-
ington, D.C., and of traffic restraint devices in
Berkeley, CA and Seattle.

URBAN DESIGN TECHNIQUES

123) Cullen, Gordon. The Concise Townscape.
Van Nostrand Reinhold Co., New York 1961.
Casebook of design concepts and general studies
of elements, illustrated with photographs,
sketches and plans.

124) Crouch, Dora Polk. “*The Historical De-
velopment of Urban Open Space."” Urban Open
Spaces. Cooper-Hewitt Museum, NY 1979,

p- 4.

How urban open spaces are used and defined in
cities.

125) Hall, Edward T. **Proxemics and
Design.”" Design and Environment. Winter
1971, pp. 24-25, 58.

Description of how these principles (uses of
structure and space) are relevant for architects
and planners.

126) Halprin, L. and Burns, I., Taking Par::
A Workshop Approach to Collective Creativiry.
Cambridge: MIT Press, 1975.

Description of workshop techniques for making
urban design decisions.

127) Héder, L., Karen, V. and Francis, M.,
Harvard Square Planning Workbook. MIT Lab-
oratory of Architecture & Planning, Cambridge,
MA. 1975.

An application of urban ecological analysis tech-

niques and community participation workshops.

128) Lynch, Kevin. The fmage of the City.
Cambridge: MIT Press, 1960,

General concepts on the way people perceive
cities and the importance of these images. Anal-
ysis of three American cities, suggesting a
method for dealing with visual form at the urban
scale.
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129) Lynch, Kevin. Looking at the Vinevard.
Vineyard Open Land Foundation, 1973,
Description and analysis of land use patterns and
form.

130) McHarg, lan L., Design with Nature.
Natural History Press. 1969.

Pictorial treatment of the aesthetic quality of dif-
ferent arrangements of land uses. Techniques of
ecological analysis of large scale landscape us-
ing overlay mapping.

131) ‘*‘Philadelphia Story."" Progressive Archi-
tecture. Vol. LVIL. #4, April 1976.

Effects of downtown planning and renewal ef-
forts. Survey, bicentenmal architecture, recent

projects.

132) The Urban Strategy Center. Downtown
Redevelopment. Chamber of Commerce of the
United States, Washington. D.C. 1974.
Summary of the downtown renewal experience
of various-sized communities. Information on fi-
nancing strategics and brief case studies.

133) Tunnard, Christopher and Pushkarev,
Boris. Man-Made America: Chaos or Control?
New Haven: Yale University Press. 1963.
General study with an extensive list of refer-
ences.

134) Moore-Héder Architects. **Urban Ecolog-
ilc;;? Analysis Technigues.” Cambridge, MA.
Method for describing and analyzing the rela-
tionships between the urban physical environ-
ment and the activities within it (auto and
pedestrian traffic, retailing, housing. etc.).

135) Naim, Janet. “*“The Artful Design of a
Non-Building.”” Architectural Record, January
1979.

Description of the Larkspur Ferry Terminal,

WATERFRONTS

136) Baiter, Richard. Lower Manhattan Water-
front. Office of Lower Manhattan Development,
NYC 1975.

An orientation to the special zoning districts that
guide the development of the Lower Manhattan
Waterfront. Describes urban design controls and
administrative procedures.

137) City of Cambridge. *"East Cambridge
Riverfront Plan.”" Community Development De-
partment, May 1978.

Issues and opportunities, development policies.
design proposal, implementation, benefits. Pho-
tographs, plans.

138) Central Waterfront Planning Commitiee.
The Central Waterfront Programme for Plan-
ning. City of Toronto Planning Board, 1974.
Background information and issues dealing with
environmental, land and water uses, and move-
ment aspects of the Central Waterfront and its
relationship to the region. Work program and
summary of recommendations.

139) McCloud, John. **The Regreening of
America.”” Urban Design. Vol. 8, #2, Summer
1977. pp. 40-42.

Examples of redeveloped waterfronts: Yeatman's
Cove Park, Cincinnati and Bicentennial Park,
Miami.

140) Sivel, Dr. W.S., Mass Transporiation by
Ferry Boats in Bay Regions. New York: Regina
Press, 1968,

One of a series of studies of methods and prob-
lems of mass transportation. Deals with bay cit-
ies in general and San Francisco in particular.
Maps, plans.

141) Bureau of State Planning, Wisconsin De-
partment of Administration. Waterfront Re-
newal. Madison, W1, 1966.

Application of renewal techniques to urban
waterfronts, Planning to achieve aesthetic poten-
tial. Methods and proposals.
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Section 5.3

Case Study Contacts

Chapter One
Art In Transportation

1.1a “The Calder”” in Grand Rapids
A Piece of Art Becomes a City's Symbol
Alexander Calder, Sculptor
City Manager's Office
Grand Rapids. Michigan 49502
1.22 “Grey Portal in an Afternoon Garden"
Enchancing a Subway Entrance with Ant
Harold Paris. Sculptor
Dale O'Dell
Oakland Redevelopment Authority
1333 Broadway
Qakland, CA 34612

1.2b Stockholm Subway Art
Providing Memorable Waiting Places
Ami Sandstedt, Information Officer
Swedish Information Service
825 Third Avenue
New York, NY 10022

1.2c Chelsea Square
Ant for the Community
Penclope Jencks. Sculptor
Carol R. Johnson Assoc.. Landscape Architects
133 Mt. Aubum Street
Cambridge, MA 02138

1.2d “Dedicated to Mechanics"
Renovating a Piece of Historic Sculpture
Douglas Tilden, Sculptor
Mr. Myron Tatarian
Department of Public Works
City Hall
San Francisco, CA 94612

1.2e Gasworks Park,
Recycling Giant Machinery into a Park
Chuck Greening, Artwork
Richard Haag Associates,
Landscape Architects
25923 Fuhrman Avenue
Seattle, WA 98102

1.2f Earthworks
Land Reclamation as Sculpture
Jerry Allen, Project Manager
King County Arts Commission (KCAC)
300 King County Administration Bldg.
Seattle, WA 98104
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1.%a **Landscape of Time"
Integrating Sculpture with Architecture
Isamu Noguchi, Sculptor
Building Manager's Office
Federal Building
915 Second Avenue
Seattle, WA 98102

1.3b Fountain
Sculpture as Image and Logo
Ted Jonsson, Sculptor
Richard Andrews, Project Manager
Seattle Arts Commission
305 Harrison Street
Seattle, WA 98109
1.3c Asaroton '76
Innovative Art in 3 Complex Site
Mags Harries, Sculptor
388 Walden Street
Cambridge, MA 02138

1.3d Mission Murals
Expressing Community
Sentiment
Mujeres Muralistas and M. Rioz,
T. Machado and R. Montez, Painters
Galeria de la Raza
San Francisco, CA 94612

1.4a Vermont Sculpture Symposia
Finding the Unexpected Along the Highway
Paul Aschenbach, Coordinator
Charlotte. VT 05445

1.4b SEA-TAC Airport Art
Integrating An with Terminal Expansion
Gerald Williams, Partner
TRA-The Richardson Associates
215 Columbia
Secattle, WA 98104

1.4¢ Queen City Metro
Temporary Art Works for the System
Southwest Ohio Regional Transit Authority
Edward Harvey, General Manager
Queen City Metro, Operating Division
#6 E. Fourth Street
Cincinnati, OH 45202

1.4d Emeryville Flats Sculpture
Spontaneous Art by the Highway
No contact available

1.5a Viewland-Hoffman Receiving Substation
Antists and Designers Collaborate
Andrew Keating, Sherry Markowitz and

Lewis Simpson, Artists

Hobbs/Fukui Associates, Architects
Seattle Arts Commission
305 Harmmson Street
Seattle, WA 98109

1.6a Art-in-Architecture Program—GSA
Sponsoring Art in Federal Buildings
Washington, D.C. 20405
Donald Thalaker. Director
(or through regional offices)

1.6b State of California **Town Meetings™
A Democratic An Selection Process
Sym Van der Ryn, State Architect
Office of the State Architect (OSA)
1t of General Services
Sacramento, CA 95814

1.6¢ Seattle 1% for Art
A Successfully Innovative Ant Program
Richard Andrews, Project Manager
Seattle Ans Commission
Art in Public Places
305 Harrison Street
Seattle, WA 98109

1.6d MBTA Art Program
Successful Procedures
Jennifer Dowley
Cambridge Arts Council
53 Inman Street
Cambridge, MA 02139




Chapter Two
Facility Design

2.1a Downtown Crossing,
Restoring Busy Streets to People
Mayor's Office of Transportation
One City Hall Square
Boston, MA 02107

2.1b Chelsea City Center
Aiding Economic Development
Carol R. Johnson & Associates
Landscape Architects
133 Mt. Aubumn Street
Cambridge, MA 02138

2.1e Munich—Old City
Pedestrianization with a New Subway
Gerhardt Meighomer
Landeshauptstadt Manchen
Baureferat-Stadiplaunung
Blumenstrasse 28b

8000 Munich 2, Germany

231 Vermont Highway -89
Aesthetic Design of a Major Highway
Arthur Aldrich
Location and Environmental Engineer
Vermont Agency of Transportation
State Administration Building
Montpelier, VT 05602

2.3b Bridge Preservation
Changing Federal Criteria
Robert G. Horne. Municipal Manager
Town Hall
Woodstock. VT 05091

2.3¢ Vail Pass
Fitting a Highway to the Land
Duard L. Vemon, Staff Design Engincer
State of Colorado, Division of Highways
4201 E. Arkansas Avenue
Denver, CO 8022

2.4a Bustop Shelters, New York
Private Venture Meets a Public Need
Bustop Shelters, Inc
William Buchara, President ,
10 East 53rd Street
New York, NY 10022

2.5a Montreal's Metro
Innovative Subway Design
M. Jean Dumontier, Chief Architect
Communauté Urbaine de Montreal
Bureau de Transport Metropolitain
2580 St. Joseph Boulevard E,
Montreal, Quebec, Canada HIY-2A2

2.5b BART—A High-Technology System
Michael C. Healy
Director of Public Affairs
San Francisco Bay Area
Rapid Transit District
800 Madison Street
Oakland. CA 94607

2_5¢ Washington, D, C. Metro
Unified System Design
Harry Weese & Associates, Architects
Robert J. Kamn, Vice President
600 Fifth Street. N.W.
Washington. D.C. 20001

2.5d MBTA Modernization
Design for Efficiency and Aesthetics
John Williams, Coordinating Architect
Massachusetts Bay Transportation Authormy
S0 High Strect
Boston, MA 02110

2.7z Dulles Airport
A Grand Symbolic Entrance
Dexter P. Davis, Airport Manager
Dulles International Airport
Washington, D.C. 20041

2.7b SEA-TAC Airport
Efficiency and Aesthetics
Gerald Williams, Partner
TRA, The Richardson Associates
215 Columbia
Seattle. WA 98104

2 8a The Golden Gate Ferry System
Making Commuting Pleasurable
Gene P. Rexrode, Project Engineer
Golden Gate Bridge, Highway and

Transportation District
Box 9000 Presidio Station
San Francisco, CA 94129

2.9a The Paul Dudley White Bike Path
Building a Bike Path in an Urban Area
Richard J. Ward, Engineer
Metropolitan District Commission
Parks Engineering Division—7th Floor
20 Somerset Street
Boston, MA (0218

Chapter Three
Integration with the Built
Environment

3.2a Freeway Park
Cooperation Leads 10 a Major Park
Lou Anne Kirby

Seattle Parks Department
Scattle, WA 98104

3.2b BART Linear Parkway
Park Improves a Transit Right of Way
Sasaki, Walker Associates, Inc.
Landscape Architects
2200 Bridgeway Boulevard
Sausalito, CA 94965

3.3a El Cerrito del Norte BART Station
Successful Design of a Suburhan Transit
Facility
Sasaki, Walker Associates, Inc
Landscape Architects
2200 Bridgeway Boulevard
Sausalito, CA 94965

3.3b Quincy Center, MBTA

Garage Design Helps to Integrate Transit Sta-
tion with Commercial Center

John Williams, Coordinating Architect

Massachusetts Bay Transportation
Authority

SO High Street

Boston, MA 02110

3.4a Underground Montreal

Mixed Use Developments Integrate Pedes-
trian and Transit Networks

M. Roland Garand

Planning Deparimemnt

M I Urban C ity

507 Place d'Arts. Room 300

Montreal, Quebec, Canada

3.4b The Gallery at Market East
Mixed Use Tied to Transit
Market East Development Corporation
Avrum Cantor
1234 Building, Suite 730
Market Street
Philadelphia, PA 19107

Chapter Four
Improved Procedures

4.1a Policy Statement by the Secretary of Transpor-

tation

Robert P. Thurber

Office of Environment and Safety, (P-20)
U.S. Department of Transporation

400 Seventh Street S.W.

Washington, D.C. 20590

4.2a The Auto Restricted Zone Demonstration Pro-

gram
Pedestrian Oriented Street Design Procedures
Joseph Goodman

Office of Service and Methods Demonstration
U.S. Department of Transportation
Washington. D.C. 20590

4.2b Freeway Park Three-Party Agreement

A Model Joint Development Contract
Lou Anne Kirby

Seattle Parks Department

Seattle, WA 98104

4 4a Newburyport Town Center

Re preting Design S

Muassachusetts Department of Public Works
District Five Office

485 Maple Street

Danvers. MA 01923
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Picture Credits

Unless otherwise noted, photographs are from the collection of Moore-Héder.
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vi.
vil.
viii.
ix.
X
Xia.
b.
Xii.
4.
5.
6a.
b.
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C:

Netherlands National Tourist Office.

Ross Ramus, courtesy of Environmental Communications, Los Angeles.
Courtesy of Hugh Dunn, NYMTA.

Swedish Information Service.

Ellen Shoshkes.

Pedro Silva,

Copland, Hagman and Yaw, Ltd., Architects

Ellen Shoshkes

Courtesy of Felice Brunner, USDOT/Federal Highway Administration (FHWA).
Mark Rennie, courtesy of the Eyes and Ears Foundation, San Francisco.
Ellen Shoshkes.

City of Grand Rapids, Michigan.

Doris C. Freedman

Environmental Communications.

Bill Maris, courtesy of Mayers and Schiff, Architects.

S.L.TE., Inc.

Wolfgang Volz

Donna Svennevik

Environmental Communications.

. Andrew Leicester.

Peter Forakis.

Ellen Shoshkes.

Samuel Lebowitz

Stephen Wirntz Gallery.

Courtesy of the Cambridge Arts Council.

Per H. Reimers. courtesy of Environmental Communications
Courtesy of the Art-In-Architecture Program, General Services Administration.
Carol Johnson and Associates, Inc.

Ed Nowak.

Stephen Koms

Wyatt McSpadden, Ant Farm.

Richard Haag Associates.

Shunk-Kender

Colleen Chartier.

Curt Asker.

Boston Gas Company, Dorchester MA. Facility.

Joanne Verburg

Page
28, Donna Svennevik
29.  Courtesy of the Art-In-Architecture Program, General Services Administration.
31. Greg Heins.
32. Karen Moss
34.  Bnan Dowley, for the Cambridge Arts Council.
37.8. June Aschenbach
39.  Marbeth-Cultural Council Foundation Artists Project.
40. Arts and Communications Counselors, Toronto.
41.  Courtesy of TRA Architects.
42b.  Ed Blank for the Washington (DC) Project for the Arts.
43a.  Environmental Communications.
b.  Walter Gundy, for the Cambridge Arts Council.
44.  Rindsberg Photography.
46.  Doris C. Freedman
47. Donna Svennevik
50.  Joel Peter Witkin.
52,4. Courtesy of the Art-In-Architecture Program, General Services Administration.
56.  Courtesy of R.W. Evans, Stellar Arts.
60a. Herb Englesberg, for the Cambridge Arts Council.
b. Brian Dowley for the Cambridge Arts Council.
6la. Bran Dowley for the Cambridge Arts Council.
b. Cambridge Seven Associates, Architects.
62.  Herb Englesberg for the Cambridge Arts Council.
70b.  C. Bruce Forster for Skidmore, Owings and Merrill.
72. Ed Benner.
76. Ellen Shoshkes.
7. Carol Johnson and Associates, Inc.
83.  Ellen Shoshkes.
86. Courtesy of Felice Brunner. USDOT/FHWA.
87.88. Environmental Communications.
89.90.91. Courtesy of Felice Brunner, USDOT/FHWA.
92a.  California Department of Transportation, Division of Highways, District 4,
92b,c. Courtesy of Felice Brunner, USDOT/FHWA.
93. Jerry Wachtel, USDOT/FHWA..
94a.  Environmental Communications.
b.  Courtesy of Felice Brunner, USDOT/FHWA.
c.  Ellen Shoshkes
95b.  Jerry Wachtel, USDOT/FHWA.
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96,97. Courtesy of Felice Brunner, USDOT/FHWA

98.  Jerry Wachtel, USDOT/FHWA.

99. Marvin Golenberg.

100. Woodstock (VT) Historical Society.

101,2.  Courtesy of Kenneth B. Anderson, USDOT/FHWA.
104.  Southern California Rapid Transit District.

106b.  Ellen Shoshkes.

109a.  Greg Heins.

b.  Ellen Shoshkes.

110a. James Lemkin for Skidmore, Owings and Merrill.
Ila.  American M.A.N. Corporation/A.M. General Corporation.
b. USDOT/Urban Mass Transportation Administration (UMTA)
¢.  Grumman Flexible.
112. Ellen Shoshkes
114.  Courtesy of the Bay Area Rapid Transit District.
115. Courtesy of Hugh Dunn, NYMTA.
116a,b. Ellen Shoshkes.
116c.  Koji Taki, courtesy of the Cooper-Hewitt Museum, Picture Collection: Smithsonian
Institution, New York.
117b.  Harre Demoro.
118a.  Phil Portlock for WMATA.
118b.  Arkiteken Gruppe U-Bahn, Vienna, courtesy of the Cooper-Hewitt Museum, Picture
Collection.
119a.  Ellen Shoshkes.

b. R.A.T.P. courtesy of the Cooper-Hewitt Museum, Picture Collection.
120a.  Stanley Allen, courtesy of the Cooper-Hewitt Museum, Picture Collection.
121, Ellen Shoshkes.
122a.  Per H. Reims, courtesy of Environmental Communications.

b.  WMATA photograph, courtesy of the Cooper-Hewitt Museum, Picture Collection.

c,d. Stanley Allen, courtesy of the Cooper-Hewitt Museum., Picture Collection.
123.a  Per H. Reims, courtesy of Environmental Communications.

b.  Arts and Communications Counselors, Toronto.
124a.  Stanley Allen for }Earry Weese and Associates, courtesy of the

Cooper-Hewitt Museum, Picture collection.
124¢,  Harre Demoro
125,6,7,8a,8¢c. Ellen Shoshkes
128b  Courtesy of Real Haineault, Communauté Urbaine de Montreal, BTM.
131.  Courtesy of the Bay Arca Rapid Transit District.
133, Ellen Shoshkes,
134 Phil Portlock for WMATA.
135b,c,d. Ellen Shoshkes.
136a.  Ellen Shoshkes
138.  Library of Congress.
139, Ellen Shoshkes.

Page
140a.
141a,b.
142a,b.

The Friends of the Jackson Homestead.
Courtesy of Ken Pai, Community Development Agency, Hoboken, NJ.
Courtesy of Herb Lehmann, Skidmore, Owings and Merrill.

144a., 146b. Courtesy of the Kubler Collection, Cooper-Hewitt Museum, Picture Collection.

143b.

159a.
164.
166b.
167.
171.
174.
176.
177.
178.9b,
179a.

180,
182,
186,

189,
190a.
b,c.
192.
193.
195a.

Randolph Langenbach.

Kubler Collection, Cooper-Hewitt Museum.

AMTRAK-National Railroad Passenger Corporation.

Oberlin Head Start.

Bruce Ojard.

Norman McGrath. courtesy of EFL. for the publication Reusing Railroad Stations (ref. 104).
Public Information Office, Dallas-Fort Worth Regional Airport
Donald P. Bowman, USDOT/Federal Aviation Administration (FAA).
Chicago Acrial Survey.

Port Authority of New York and New Jersey.

TWA, Office of Public Affairs.

Public Information Office, Dallas-Fort Worth Regional Airport.
Donald P. Bowman, USDOT/FAA
French Government Tourist Office

. Aeroport de Paris, New York Office, courtesy of Alfred D. deCabrol.

Donald P. Bowman, USDOT/FAA.

Courtesy of Mr. David Vine, Metropolitan Dade County Aviation Department, Miami
International Airport.

UsDOT

Courtesy of Hugh Dunn, NYMTA.

Ellen Shoshkes.

Lev Zetlin Associates, Inc.

Bill Wasson, XK Photo Services.

Courtesy of the Kubler Collection, Cooper-Hewitt Museum, Picture Collection.
Netherlands National Tourist Office.

Jerry Wachtel, USDOT/FHWA.
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