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As subway ridership around the world increases the typology has an 
opportunity to play an increasingly important role in the daily routine 
of urban dwellers. Underground spaces pose unique psychological 
and physiological stresses on occupants; therefore, an opportunity 
exists to rethink the subway station interior to respond to experiential 
and existential conditions of the traveler. This practicum aims to 
address these issues by redesigning an existing subway station that 
responds to convergence of picnolepsy, non-place, and biophilic 
design methodologies. Project goals include a design that focuses 
on experiential and emotional qualities to create a more exciting and 
comfortable space without impeding existing efficiencies. 
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1.1 INTRODUCTION TO CHAPTER 

Chapter one serves as an introduction for this practicum document, 
providing background information on the New York subway system, an 
introduction to primary theoretical perspectives, research questions, 
project goals and key learning objectives.

Chapter 1:
   introduction 

3



Chapter 1

1.2 BACKGROUND INFORMATION

1863 marked the arrival of urban rail transit when the first subway 
line was built in London.1  According to the United Nations 
(2002), population centers around the world are expected to 
rise at a rate of 1.8% per year. This rate is almost double the 
rate of growth predicted for the entire world population and will 
result in increasingly large and dense urban environments. This 
increasing population density in urban centers places great 
stress and importance on public transportation networks.2

For many urban dwellers worldwide, subway travel is intimately 
woven into the everyday routine. Serving the boroughs of 
Manhattan, Queens, Brooklyn, the Bronx, and Staten Island, 
subway ridership in New York City reached a new record of 1.64 
billion in 2011.  3 With 6,282 subway cars making 7,775 weekday 
trips the entire fleet travels 373 million miles annually.4  Weekend 
trips are also on the rise and have doubled over the past twenty 
years. New York Times Journalist and Harvard researcher, 
Michael Grynbaum, writes that this “points to the shifting cultural 
and economic picture of New York, where changing work habits, 
population patterns and generational attitudes have helped turn 
the subway into the default mode of transportation at any time 
of day”.5 

From the original 28 stations in Manhattan, which opened in 
1904, the system has grown to 468 stations that were chiefly 
constructed during the 1930’s.6  Over the past twenty years New 
York City Transit has rehabilitated only half of the stations in the 
system leaving more than 200 stations in need of rehabilitation 
and redevelopment.7 The system is the largest in the world 
in terms of infrastructure with 6,200 cars, 25 lines, 45,600 
employees, 25 unions, 734 token booths, and 31,000 turnstiles 
making it an exceptionally complex system to operate.8  This 
complexity compounds with 24-hour operation that only a handful 
of other cities in the world can appreciate.9 

The city-run service first appeared in 1932 when the private 
subway lines (IRT and BMT) went bankrupt and the city purchased 
and began operating all lines in the city.10  Amalgamation of the 
subway lines can be understood through the examination of 
color-coded maps and symbols. (See Figure 1) 

Many rooms and platforms of subway stations in New York City 
have fallen into disrepair, leaving countless areas abandoned 
or used as storage facilities.12  This practicum project aims to 
creatively explore the possibilities of these abandoned areas, 
rethinking them as unique opportunities for the enhancement of 
the underground experience.

1.3 INTRODUCTION TO THEORETICAL PERSPECTIVES 

Picnolepsy. Paul Virilio’s theories have cultivated aesthetically 
derived notions of disappearance and fractalization in relation 
to both physical space and perception. This concept of frequent 
visual interruption has been termed, by Virilio, as picnolepsy. 
Picnolepsy can be thought of as constant interruptions that the 
subject is unaware of; therefore, the subway traveler experiences 
constant, unperceivable interruptions during travel. Using this 
concept as a conceptual foundation I review literature and video 
simultaneously in an attempt to uncover and better understand 
these impalpable moments. Correspondingly, this analysis brings 
forward a new understanding of the subway environment to 
inform design decisions.13 

Non-place. Cultural anthropologist, author and theorist Marc 
Augé defines non-place in his seminal text Non-Places: An 
Introduction to Supermodernity as “a space which cannot be 
defined as relational, historical or concerned with identity”14  with 
prescriptive, prohibitive, and informative qualities as descriptive 
requisites.15  Augé suggests that population movements support 
the making of non-place as “individuals enter and leave spaces, 
alone but one of many.”16  Airports, subway stations and hotels 
are examples of non-places formed by population movements; 
these spaces are where Augé observes urban dwellers spending 
an increasing proportion of their time.  My examination of Non-
place literature is focused to uncovering an understanding of this 
typology’s relation to culture, space and identity. A sharpened 
understanding of these relationships has allowed me to propose 
a design that more accurately reflects contemporary travelers 
while also producing more exciting daily experiences.

Biophilic Design. For many New Yorkers the subway routine 
is only part of a hectic journey to work in the morning, and a 
reassuring indication of returning home at night. Peak times on 
the subway are weekdays from 6:15am to 9:00am and 4:30pm 
to 7:00pm.18  These blocks of time are when the majority of 

 1. Li Yi-fan, Chen Jun-min, Ji Jie, Zhang Ying & Sun Jin-Hua “Analaysis of 
Crowded Degree of Emergency Evacuation at Bottleneck Position in Subway Station Based on 
Stairway Level of Service” Procedia Engineering, (2011) Volume 11: 242.
 2. Xenia Karekla and Nick Taylor, “Reduced Dwell times resultings from train-
platform improvements: the cost benefits of improving passenger accessibility to metro trains” 
Transportation Planning and Technology, (2012) Volume 35, Number 5:525.
 3. “Subways,” MTA.info, accessed April 5, 2011, http://www.mta.info/nyct/facts/
ffsubway.htm
 4. Ibid.
 5. Michael Grynbaum, “Subway Crush No Longer Gets Weekends Off,” New York 
Times, accessed April 5, 2011, http://www.nytimes.com/2011/07/11/nyregion/with-weekends-not-
sleepy-anymore-subway-faces-a-test.html?_r=2&pagewanted=1&hp
 6. “Subways,” MTA.info, accessed April 5, 2011, http://www.mta.info/nyct/facts/
ffsubway.htm
 7. Ibid.

 8. Kate Ascher, Anatomy Of A City, (New York: The Penguin Press, 2005) 26.
 9. Ibid., 29.
 10. Ibid., 27.
 11. Adapted Image from: Kate Ascher, Anatomy Of A City, (New York: The Penguin 
Press, 2005) 27.
 12. “Abandoned and Disused Stations,” NYCSubway.org, Accessed September 
10, 2012, http://www.nycsubway.org/wiki/Abandoned_and_Disused_Stations

1 2 3
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AA QB RJ

The first subway company IRT, originally 
designated the subway routes by avenues 
they ran under and included reference to 
the line’s northern terminus. In 1948, this 
system was replaced with the numbered 
code that is used today.

The IND made its appearance in 1932 and 
relied on a letter code that ran from A to H. 

The IND system of letter names was 
extended to the various lines of the BMT in 
1960, using more of the alphabet. 

Express trains on the BMT and IND 
systems bore a single letter which local 
trains carried double ones. AA, was the 
slow train to Harlem. In 1985 the double 
letters were eliminated. 

Figure 1. Image shows an abbreviated history of the naming of 
subway lines.11
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 travelers’ schedules converge; the result is overflow as crowds 
of people occupy all available space. Moving streams are formed 
in the narrow spaces of the interior leading to the cityscape above 
and other connecting stations.

To help cope with the sometimes crowded and often uncomfortable 
underground environment of a subway platform, I look to the 
writings of Stephen Kellert on Biophilic design methodologies. 
Biophilic design is the deliberate attempt to translate an 
understanding of the inherent human affinity to affiliate with 
natural systems and processes into the built environment – known 
as biophilia.19  My review of biophilic literature is positioned to 
relate the contrasting yet complementary concepts of prospect 
and refuge to the subway typology.

1.4 QUETIONS OF INQUIRY

1.  How can picnolepsy inform spaces of accelerated   
 procession?

2.  How can the notions of place and non-place be used   
 to better understand human behaviour, and how can   
 these behaviours inform the development of    
 space within the subway station?

3. How can biophilic design methodologies increase   
 comfort  and evoke emotion in spaces of pause within  
 the subway station?

1.5 PROJECT UNDERPINNINGS

1. Underground spaces pose unique psychological and   
 physiological stresses on occupants.

2. Subway stations are difficult to expand; therefore, new  
 interior planning strategies provide more viable   
 opportunities to improve existing space.

3. Subway stations are most often described from a   
 functional and not form an experiential point of view. 

1.6 METHODOLOGY 

A literature review focusing on theories of picnolepsy, non-place, 
biophilic design methods, and emerging trends in transit design 
was conducted. This provided a framework for understanding the 
implications of designing for rethinking the subway station while 
producing more comfortable and exciting daily experiences; 
Ultimately, informing the design concept and the development 
of a program. Precedents were selected and analyzed based 
upon the application and implications of the concepts explored 
in the literature review. In addition to the literature review and 
precedent analysis, a study-travel to New York City was taken in 
July 2012 and July 2013 for site selection, site documentation, as 
well as to increase my understanding of the subway environment 
and the surrounding context.

1.7 PROJECT GOALS + LEARNING OBJECTIVES

1. Redevelop an active New York subway station

2. Design spaces that have the potential to create more   
 exciting experiences

3. Explore the subway typology through the theoretical   
 and visual perspective of non-place and picnolepsy. 

4. Through the application of biophilic methodologies   
 create a more comfortable underground space. 

5. Study emerging trends in subway and transit design. 

 13. John Armitage, “Paul Virilio’s Hypermoder Cultural Theory,” ctheory, accessed 
October 28, 2012, http://www.ctheory.net/articles.aspx?id=133#note2
 14. Marc Auge, Non-Places: An Introduction to Supermodernity (New York: Verso, 
1995), 63.
 15. Ibid., 77.
 16. Ibid., 81.
 17. Ibid., 63.
 18. “NYCT Service” Metropolitan Transportation Authority, Accessed October 1, 
2012, http://www.mta.info/nyct/service/fivedlin.htm
 19. Stephen Kellert, Biophilic Design, (New Jersey: John Wiley & Sons, 2008), 3.
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BIOPHILIAPICNOLEPSY NON-PLACE

PROSPECT

SURFACE

REFUGE 

SPEED

CONTACT ZONE PERCEPTION

PAUSE 

COMFORT 

MOVEMENT 

WAYFINDING 

SYMBOLS 

MATERIAL PATTERN

SOCIOSPHERE 

EMOTION

RETHINKING TRANSITIONAL EXPERIENCES

PRECEDENTS 

Table 1. Theoretical Framework Map
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2.1 INTRODUCTION TO CHAPTER 

Chapter two serves as an introduction to the context of the chosen 
site. This is done successively through an introduction to the site, 
an overview of the site’s current function and routes, a brief history 
of the area, a list of surrounding buildings and businesses, a climate 
analysis, and an analysis circulation patterns - all of which inform the 
identified opportunities and constraints. 

Chapter 2: 
context 
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Chapter 2: context

2.2 INTRODUCTION TO SITE

The site chosen for this project is the Brooklyn Bridge - City Hall 
Loop Station located underneath the junction of Chambers and 
Lafayette Streets in Lower Manhattan directly across from the 
Brooklyn Bridge. (See Figure 2) The site lies underneath an 
important network of buildings called Civic Center, which includes 
New York City Hall, New York Landmarks and Preservation 
Commission, New York Department of Education and the New 
York Department of Sanitation. Important green and gathering 
spaces neighbor the site including City Hall Park, the African 
Burial Ground National Monument and the Federal Plaza. (See 
Figure 3) This station serves a high number of people who are 
regularly traveling to and from work in Civic Center as well as the 
many tourists who visit the area including the Brooklyn Bridge. 
The Brooklyn Bridge – City Hall station is the 27th busiest station 
on weekdays in New York City with 36,350 per average weekday 
subway ridership.20 The station is the 43rd busiest station on 
weekends with 26,486 per average weekend (Saturday and 
Sunday) ridership21, and the 29th busiest station overall with 
10,681,037 annual subway ridership.22

 20. “Average Weekday Ridership” MTA.info, Accessed December 17, 2012,  http://
www.mta.info/nyct/facts/ridership/ridership_sub.htm
 21. Average Weekend Subway Ridership,” MTA.info, Accessed December 17, 
2012, http://www.mta.info/nyct/facts/ridership/ridership_sub_weekend.htm 
 22. “Annual Ridership,” MTA.info, Accessed December 17, 2012, http://www.mta.
info/nyct/facts/ridership/ridership_sub_annual.htm

Figure 2. Maps showing location of site in New York. 

Figure 3. Site Plan

The site plan, right of this page, represents an analysis of existing 
infrastructure, vehicular fl ows, pedestrian fl ows and green 
space. The underground site has been highlighted to show the 
relationship to street level. Furthermore, sidewalks, roadways, 
vehicular one-ways, two-ways, vegetation, bus stops and all 
subway lines have been located. This plan is oriented towards 
true north, while the rest of the drawings are oriented towards 
project north, allowing me to fi t them better on the page. 
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Figure 3. Site Plan
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2.3 SITE FUNCTION AND ROUTES

The Brooklyn Bridge – City Hall station is currently in operation 
24 hours a day and is used as an express station with four tracks 
and two island platforms, serving transfers to the BMT Nassau 
Street-Jamaica Line. Two side platforms that were built for the 
previous 5-car configuration have been abandoned and are 
currently inaccessible to passengers and some MTA staff.23  The 
6 Lexington Avenue Local line runs full-time from the Brooklyn 
Bridge-City Hall Station at Centre Street and travels north through 
Manhattan to Pelham Bay Park in the Bronx.  

The station is one of only seven accessible stations on this 
route with an elevator on the Western exit facing towards City 
Hall and the plaza at the junction of Chambers and Centre 
Streets; however, the transfer to J (Nassau Street Express) is not 
wheelchair accessible.  Able-bodied travelers can use this station 
to transfer to the J line and travel north towards Queens, which 
terminates at Jamaica Center at Parcher Avenue.  

The 4 line (Lexington Avenue Express) is fully accessible and 
serves as a full-time station stop running south to Brooklyn ending 
at New Lots Avenue Station and north to the Bronx terminating at 
Woodlawn station at Jerome Avenue. The Z line (Nassau Street 
Express) is accessible from this station and operates in one 
direction during rush hours (to Manhattan 7:00 - 8:15 am, from 
Manhattan 4:55 - 5:45 pm). The station acts as a part time and 
accessible connection to the 5 line (Lexington Avenue Express). 
During morning and night rush hours the scheduled minutes 
between trains is 3 minutes on the 6 line, 5 minutes on the J line, 
4 minutes on the 4 line, 5 minutes on the Z line, and 5 minutes 
on the 5 line.24  

2.4 SITE HISTORY 

During the 1700’s the area now called Civic Center was a pastoral 
and recreational area located north of present-day City Hall Park. 
Collect pond, once known for clear water, became a dumping 
ground for neighboring businesses including tanneries and 
slaughterhouses. By 1813 the pond had been filled in and the 
canal that once stretched from the pond to the Hudson River was 
paved and accordingly named Canal Street. In 1960 a portion of 
this site was allotted for park conservation with plans to recreate 
Collect Pond with expected completion in 2013 located near the 
original site between Lafayette and Centre Streets just north of 
Leonard Street.25 

Civic Center is an area of roughly 10 blocks long and 5 blocks 
wide and is an area of Manhattan that is less dense in residents 
and buildings than other areas of New York; the area is defined 
by neighboring Chinatown, the East River, Brooklyn Bridge and 
the Financial district. The financial power and economy of Civic 
Centre began growing in the early 1900’s when many banks and 
newspapers established headquarters. The area has a history of 
gatherings and protests in front of City Hall Park, symbolizing the 
government.26 

The east and west side platforms of the Brooklyn Bridge station 
were built in 1904 and served passengers until the subway 
trains were lengthened in 1910; consequently, the platforms 
are now located behind a wall. The first subway line in New 
York had five express stations located on a four-track main line 
including Brooklyn Bridge, 14th Street, Grand Central, 72nd 
Street and 96th Street Stations. These original stations had both 
island platforms between the express and local tracks and side 
platforms on the local tracks. The island platforms allowed riders 
to cross between trains, a unique arrangement for the typology, 
and were immediately welcomed by transit users when it was 
first implemented.27  It is not known exactly how long the side 
platforms were in-use, but it is estimated that they only had six 
years of service from 1904-1910.

2.5 SURROUNDING BUILDINGS AND BUSINESSES 

- Community Action Center
- Public Advocate for the City of New York
- Manhattan Borough President
- City Hall
- New York City Department of Cultural Affairs
- New York City Department of Education
- Tweed Courthouse
- New York Sanitation Department
- Grow/NYC
- New York Department of Fire
- City Hall Park
- Pace University 
- New York City Council
+ Several Law Firm and Bank Headquarters

 23. Station: Brooklyn Bridge-City Hall (IRT East Side Line)” nycwubway.org, 
Accessed December 17, 2012, http://www.nycsubway.org/wiki/Station:_Brooklyn_Bridge
 24. Kate Ascher, Anatomy Of A City, (New York: The Penguin Press, 2005) 29.
 25. “New York History Walks,” Accessed December 17, 2012, https://
nyhistorywalks.wordpress.com/category/manhattan/civic-c, 2012, http://wwwenter/
 26. Ibid.
 27. Joseph Brennan, “Brooklyn Bridge Platforms,” Columbia University, Accessed 
December 16.columbia.edu/~brennan/abandoned/brooklynbr.html

Chapter 2: context
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 28. “Weather,” New York, Accessed January 27, 2013, http://www.ny.com/general/
weather.html
 29. John Carmody & Raymond Sterling, Underground Building Design: Commercial 
and Institutional Structures (New York, University of Minnesota, 1983): 21.
 30. Sam Jewler, “Does the New York Subway System Really Need to Be This Hot?,” 
New York Magazine, Accessed January 8, 2013,http://nymag.com/daily/intelligencer/2009/08/
does_the_new_york_subway_syste.html
 31. Jim O’Grady, “Don’t Expect Cooking on NYC Subway,” Transportation Nation, 
Accessed January 8, 2013, http://transportationnation.org/2012/06/20/its-a-heatwave-but-dont-
expect-cooling-on-nyc-subway-platforms/

2.6 CLIMATE ANALYSIS

New York City Average Monthly Temperatures: 28

MONTH    MAX /MIN DEGREES CELSIUS 
January   4 / -3
February  5 / -3
March   8 / 1
April   16 / 6
May    21 / 11
June   27 / 17
July   29 / 18
August   28 / 19
September  25 / 16
October   19 / 10
November  12 / 5
December   5 / -1     

MONTH    MAX /MIN DEGREES FAHRENHEIT 
January   39 / 26
February  40 / 27
March   49 / 34
April   61 / 44
May    71 / 53
June   81 / 63
July   85 / 68
August   83 / 66
September  77 / 60
October   67 / 51
November  54 / 41
December   41 / 30  

Below-grade temperatures are typically more moderate than 
above ground air temperatures, however, large urban areas have 
higher local ground temperatures caused by the heat island effect. 
For most climates in the United States ground temperatures 
at depths of 2 feet or greater are lower than the temperatures 
required for comfort during the summer months.29 Nevertheless, 
the temperatures in New York subway stations can be hotter than 
outside reaching as high as 96 degrees Fahrenheit. The heat is 
exacerbated from the train’s brakes, air-conditioning systems, and 
a lack of natural circulation. New York’s underground heat is not 
unique and many major subway stations, including London and 
Paris, have summer temperatures in the high 90’s. Washington 
D.C.’s subway system combats heat with higher ceilings, chiller 
units that use water to cool incoming air, as well as being built 
much further underground than New York stations.30  When a 
heat wave is in effect the MTA is contractually obliged to cut on 
energy usage resulting in slower trains, reduced elevator and 
escalator service.31  During the colder months subways trains 
are heated but the platforms remain primarily uncontrolled. The 
extreme temperature variations in the subway environment 
dictate that extremely durable materials be used. For example, 
materials must be resilient to cracking or warping when exposed 
to temperature extremes as well resilient or completely unaffected 
by the presence of water. 

2.7 INTERIOR CIRCULATION

When entering the Brooklyn-Bridge Station from the southern 
entrance off of Frankfort Street travelers go does a set of stairs, 
make a 90 degree turn and continue down a long hallway to a 
second set of steps downward. This entrance is not accessible, 
as it does not have any elevator access. Those passengers 
requiring an elevator to travel must enter from the west side 
entrance. At this entrance there is one elevator and two sets of 
stairs that exit to the plaza behind City Hall. All passengers must 
pass through a ticket turnstile before they are allowed access to 
the platform areas. The southern entrance has three turnstiles 
for passengers to enter through whereas the western entrance 

has ten. Secondary entrances exist on the Northern side of the 
platform exiting to Reade and Duane streets and the tracks run 
under Lafayette. These entrances merge to a set of 4 turnstiles 
and two stairs that exit to the east and west platforms. Exiting this 
station is through the same route as entering. This creates issues 
of people using the turnstiles for both gaining access and leaving 
the station. (See Figure 4)

2.8 EXTERIOR CIRCULATION

Two major roadways defi ne the exterior circulation surrounding 
the entrances to the station. On the north side of Chambers 
Street are two smaller entrances, which would serve as the most 
effi cient route for travelers exiting or entering towards North 
Manhattan. On the south side of Chambers Street and in the 
plaza are the main entrances to the Brooklyn Bridge station 
including the elevator access. All passengers who are traveling 
from the east must cross Centre Street as all entrances to the 
station are on the west side of that roadway. All entrances to the 
City Hall station have been blocked off, but these are located in 
the plaza just south of City Hall. (See Figure 3)

Figure 4. Interior Plan
N
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2.9 SITE OPPORTUNITIES

The Brooklyn Bridge - City Hall Station, located just beneath 
City Hall and amidst Civic Center provides many opportunities 
for interior and exterior development. The interior already has an 
ADA compliant elevator, installed at the western most entrance, 
and several abandoned areas provide settings for programmatic 
expansion. The exterior provides opportunities for increased 
integration with the subterranean station; particularly, in the City 
Hall Plaza space above the western most mezzanine. Civic 
Center provides an idyllic setting for both important / formal and 
quotidian / informal events as the area  is less dense than the 
rest of Manhattan, ample with green space and rich history.

2.10 SITE CONSTRAINTS 

Although the site was chosen for the extensive opportunities, 
constraints do exist. For example, several of the entrances do 
not offer for any expansion at or below grade and can not be 
made accessible for wheelchair access. Existing routes will 
constrain the overall design and functionality of the final design 
will be  defined by the 36,650-weekday subway passengers; 
consequently, these fast pedestrian flows will require that most 
spaces remain uncluttered and open. Lastly, underground 
expansion is expensive and should be kept to a minimum.

Chapter 2: context
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3.1 INTRODUCTION TO CHAPTER 

Designing a New York Subway interior requires a multidisciplinary 
theoretical investigation. This chapter serves as an examination and 
literature review of the theoretical framework to support the design 
of this project. The concepts of picnolepsy, non-place, and biophilic 
design methodologies will be reviewed, in that order. A summary 
table is given at the end of this chapter for review, allowing important 
theoretical lessons learnt to be visually coalesced and carried forward 
in the design portion of this document found in Chapter 6. 

Chapter 3: 
theoretical framework
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Chapter 3: theoretical framework

3.2 PICNOLEPSY: INTERRUPTED PERCEPTION 

Paul Virilio declares that the logic of acceleration lies at the heart 
of the organization and transformation of the modern world. What 
better place to analyze this acceleration than the subway, a form 
of transport resultant of growing cities in terms of both population 
and space. Virilio’s theories have cultivated aesthetically derived 
notions of disappearance and fractalization in relation to both 
physical space and perception. This concept of frequent visual 
interruption has been termed, by Virilio, as picnolepsy. This 
concept can be thought of as constant interruptions that the 
subject is unaware of; likewise, the subway traveler experiences 
constant, unperceivable interruptions during travel. This visual 
incoherence is particularly apparent in underground tunnel 
processions where an anesthetization of experience results 
from a lack of spatial variation and a single pathway. Using this 
concept I aim to uncover these interruptions to bring forward an 
appropriate aesthetic response for spaces within the subway 
environment.32

Paul Virilio likens picnolepsy to photography, cinema, vehicles 
and other machines that are anchored in the systematic logic 
and operation of speed; consequently all serving as technical 
prostheses to our everyday experiences. Much like re-watching a 
fi lm, the subway traveler knows in advance much of what is going 
to be seen and heard, the site acts as the stage for a repetitive 
yet fractured performance.33 This repetitive experiencing of 
space allows for new visual snapshots to be taken, re-arranged 
and re-fi gured. 

To explore how the subway environment is perceived through 
lens of a subway navigator, video documentation was taken to 
record the route from the sidewalk down to the subway train 
and back to street level again several times. From analysis of 
these fragmented videos I gain understanding of the effects of 
picnolepsy on the urban traveler in relation to fl ow, repetition, 
surface and fi gure. Through the examination and manipulation 

of this visual resource, new understandings of the travelers’ 
picnoleptic experience are applied to the re-design of the subway 
station interior. The key questions to this investigation are: What 
effect can these brief lapses in time, these momentary absences 
of consciousness, have on design elements in the subway 
environment? And, how can this information be used to inform a 
new, conceptual aesthetic for the subway interior?

To help answer these question I turn to video artist Thorsten 
Fleisch who produced a ten-minute fi lm-sculpture in 2010 
titled Dromosphäre or Dromosphere, which is centered 
around themes of velocity, four-dimensional space-time and 
the limitations of human perception.34 The title of his ongoing 
project is borrowed from Virilio’s book Polar Inertia. Fleisch built 
machinery to investigate the phenomenon of an object in fast 
motion as it moves past the eye of the observer, then freezing 
it so it transforms into a sculpture of speed. The result was an 
aesthetic of frozen moment described by Fleisch as “distorted 
from speed and transparent like a ghost.”35  The work highlights 
the relationship between movement and stillness - the dialogue 
of both cinema and travel. 

The fi lm-sculpture begins with two Quotes: “Speed enables you 
to see. It does not simply allow you to arrive at your destination 
more quickly, rather it enables you to see and to foresee,” by 
Virilio and anther quote by Jeremy Clarkson that reads, “We like 
speed because it’s dangerous.”36 From these quotes the screen 
turns to black and a repetitive, digital noise begins. A small white 
and red and elongated speck emerges in the center of the screen 
and slowly grows horizontally with red and orange emerging from 
the center. (See Figure 5)

As the multi-coloured speck continues to elongate the red hue 
becomes more dominant and the spec emerges as a three 
dimensional arrangement of rotating lines. The digital noise 
continues and becomes staccato in rhythm. The rotating three-
dimensional form in void black space continues rotating and 

vibrating simultaneously but a clear form cannot be made. (See 
Figure 6) 

Seven minutes into the fi lm the lines vibrating lines form a car, and 
a sudden burst of shots gives a nod to the production technique 
of a model car on a vibrating machine. (See Figure 7) The fi lm 
concludes as the car’s image comes in and out of focus as it 
continues to both vibrate and rotate in darkness. (See Figure 8)

 32. John Armitage, “Paul Virilio’s Hypermoder Cultural Theory,” ctheory, accessed 
October 28, 2012, http://www.ctheory.net/articles.aspx?id=133#note2
 33. Michael Mosher, “The Aesthetics of Disappearance, New Edition,” Leonardo 
On-line, accesed November 11, 2012, http://www.leonardo.info/reviews/oct2009/mosher_
aesthetics.html
 34. Thorsten Fleisch, “Dromosphäre,” FleischFilm, Accessed November 13, 2012, 
http://fl eischfi lm.com/?p=286
 35. Thorsten Fleisch, “Dromosphäre,” FleischFilm, Accessed November 13, 2012, 
http://fl eischfi lm.com/?p=2
 36. Thorsten Fleisch, “Dromosphäre,” FleischFilm, Accessed November 13, 2012, 
http://fl eischfi lm.com/?p=563
 37. Thorsten Fleisch, “Dromosphäre,” Fleisch Film, Accessed November 13, 2012, 
http://fl eischfi lm.com/?p=155
 38. Ibid.

vibrating simultaneously but a clear form cannot be made. (See vibrating simultaneously but a clear form cannot be made. (See 
Figure 6) 

Figure 5. Image showing beginning of Dromosphäre.37

Figure 6. Image showing minute 2 of Dromosphäre.38 
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Looking to this video as a precedent for picnoleptic analysis 
two distinct observations can be made: 1. Vibration produces 
visual distillation and, 2. This distillation suggests movement. As 
a consequence of these fi ndings, my video investigation aims 
to answer what interior elements are currently being vibrated to 
produce visual distillation and suggest movement?  My method 
for this investigation was to process the video footage through 
digital editing software, increasing the speed, and exaggerating 
the vibrating effect to amplify human movement through space to 
enable visual distillations of space to occur.

The video footage used in my analysis was taken during a trip to 
New York in July 2012. The footage was taken at several subway 
stations during several times of day throughout New York City 
and was captured in attempt to follow my eye movements.  The 
process for analyzing the footage was as follows:

1.  Organize video footage to form the sequence of:   
 Entering a subway station, purchasing a ticket, waiting  
 for the train on the platform, entering the train, exiting   
 the train, and fi nally exiting at a different platform.   
 Repeat process to produce three videos.

2.  Increase speed of the video by 800% to exaggerate   
 fragmentation and blur to mimic the picnoleptic   
 experience of a traveler.

3.  Increase colour saturation and contrast by 30% to   
 make the sped-up video easier to understand   
 and analyze.

4.  Export the movies and analyze phenomena.

5.  Export a still image at 5-second intervals and re-  
 analyze phenomena from a still perspective.    
 (See Figure 9)

This process took three 12 minutes videos and condensed each 
into a one minute and thirty second clip that was then distilled 
further into 18 still images from each. From the analysis of the 
videos and still images the following was discovered:

1.  The majority of time is spent on the platform.

2.  The time spent occupying the platform is typically more  
 than double that of entering the station.

3.  When occupying the platform it is desirable to look   
 across the tracks to the other side.

4.  When occupying the platform the walls and ceiling   
 planes are the most active.

5.  When fi rst entering the station the wall and fl oor planes  
 are the most useful in navigation.

6.  Repetition of form and colour creates disorientation.

7.  Noise from the incoming and outgoing trains changes   
 the milieu of the space by increasing intensity.

8.  The subway is currently navigated through a series of   
 sharp, right angle turns.

9.  A sense of pause and calm is established once at the   
 platform.

10.  Passengers pan their vision back and forth as they sit   
 or stand on the platform.

11.  When exiting a station the space changes and places   
 of pause become places of speed.

12.  When exiting the fl oor and wall planes become active. 

 
Figure 7. Image showing minute 7 of Dromosphäre.39

 
Figure 8. Image showing minute 9 of Dromosphäre.40

 39. “Dromosphäre,” Fleisch Film, Accessed November 13, 2012, http://fl eischfi lm.
com/?p=155
 40. Ibid.
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Chapter 3: video analysis  

 
Figure 9. Image shows the 18 distilled images from the video 

analysis.
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To further collaborate movement and perception I broke down 
my understanding of how vision and space could be linked in 
a coactive relationship. By positioning a mediator between the 
interpreter (pedestrian) and the fi eld (façade) the understanding 
of space becomes resultant of the composite. By introducing a 
mediator, animation and energy can be enhanced and space 
more complex as it is crucially linked to the picnoleptic perception 
of individuals. 

Consideration of a mediator between interpreter and façade is 
what led to my consideration of the moiré as a design strategy. 
A moiré is a fi gural effect produced by the superposition of two 
regular fi elds that produces unexpected results.41 For example, 
when two grids are overlaid at an angle or when they have two 
different mesh sizes a new pattern results. (See Fig. 10) I intent 
o use the moiré as a desired artifact in space serving to shape 
experience by heightening the pedestrians awareness of travel 
through space, enhancing the picnoleptic perception.

Picnolepsy is a complex visual framework that behooves multiple 
approaches for investigation and comprehension. I argue 
that these brief lapses in time, these momentary absences of 
consciousness, create opportunities for design elements in the 
subway environment. Dissecting this concept has been threefold 
including an analysis of Thorsten Fleisch’s fi lm-sculpture, the 
self-documented video analysis of subway travel, and the 
introduction of a mediator in space through an understanding of 
moiré.  From this investigative process information can carried 
forward to inform a new conceptual aesthetic for the subway 
interior that coalesces these concepts, therefore, responding to 
the picnoleptic experience of the traveler.

3.3 NON-PLACE: CULTURE, SPACE, AND IDENTITY 

Picnolepsy is the result of movement, as is the condition of non-
place. To initiate an understanding of non-place and its relation to 
design it is imperative that the complementary but distinct concept 
of place is fi rst understood. Augé defi nes place as “relational, 
historical and concerned with identity”42 with qualities of  “diversity, 
surprise, ambiguity and livability” as fundamental qualifi ers.43 
Augé continues his description of place from an anthropological 
perspective as often “associated with a signifi cant emotional, 
cultural or historical value”.44 Accordingly, the specifi city of place 
makes it a reference point and source of identifi cation for citizens 
charged with both emotion and memory.45 This somewhat illusory 
defi nition spurs images of collective individuals in a village or 
residence and brings to light the inability of the modern age to 
symbolically create place. As globalization promotes movement 
and portability, identity derived from a geographical location is no 
longer as defi ning as it once was; lives have been sped-up and 
are constantly moving creating a new relationship with space and 
symbols.

The shift from place to non-place mirrors the shift to 
Supermodernity, which opposes Michel de Certeau’s concept of 
Modernity as an “interweaving of old and new”. Supermodernity 
forms non-places by leaving the old in its original state and 
constructing places without incorporating former identities. As an 
example Augé describes a supermarket devoid of local identity, 

the market does not refl ect its’ context and the interior could be 
anywhere.46  Proliferation of this type of space, devoid of identity, is 
not restricted to supermarkets; non-place has become prevalent 
in typologies worldwide. As an example, language variations 
on signage are often the only distinguishable trace of identity in 
travel spaces such as airports. The global village has resulted in 
an increasingly uniform and institutionalized design language. A 
specialized design vocabulary is used in non-places of travel to 
create durable, cost effective and intentionally temporal spaces 
for transition and movement, but never destination.47  Despite this 
common relegation these non-places have become a signifi cant 
part of the daily routine that is required for living in and traversing 
the metropolis.

The current Brooklyn Bridge – City Hall Station in New York 
straddles the description of both place and non-place, which 
brings to light that the concept of non-place is never fully absent 
or complete. While spaces of transit can often be categorized 
as non-places this particular station evokes history, memory 
and emotion as a consequence of the evolving transit system 
and from the daily rituals of millions of users. Containing many 
attributes of both place and non-place, the Brooklyn Bridge – City 
Hall Station has an opportunity to actively respond to and shift 
with environmental and human factors to create more meaningful 
daily experiences albeit fl eeting and ephemeral. For the purposes 
of this project I am defi ning a meaningful experience in terms 
of signifi cant specifi city to place, opportunities for pockets of 
place to form, and support memorable moments to occur; these 
moments could be constructed either through design language, 
programmatic allowances or a combination of both. As ridership 
in the New York subway system continues to rise it is increasingly 
important to consider the subway space not just as fl eeting 
moments, but give them a deserved reconsideration in terms 
of their relationship to the progressively personal concepts of: 
culture, space and identity.

 41. Stan Allen, “Field Conditions,” Points + Lines, (1985): 98. 
 42. Marc Auge, Non-Places: An Introduction to Supermodernity (New York: Verso, 
1995), 63.
 43. Mahyar Arefi , “Non-place and Placelessness as Narrative of Loss: Rethinking 
the Notion of Place,” Journal of Urban Design 4, no. 2 (1999) : 188.
   44. Marc Auge, Non-Places: An Introduction to Supermodernity (New York: Verso, 
1995), 81.
 45. Andres, “The Concept of place, as defi ned by March Auge and Kazys Vernelis 
& Anne Friedberg,” Eurozone, Accessed October 1, 2012, http://eurozone.over-blog.org/
pages/The_concept_of_place_as_defi ned_by_Marc_Auge_and_Kazys_Varnelis_amp_Anne_
Friedberg-828541.htm
 46.Ibid.
 47. Samuel Collins, “Head Out On the Highway: Anthropological Encounters 
with the Supermodern,” Postmodern Culture, v. 1 n.1, September 1996, accessed October 21, 
2012,http://pmc.iath.virginia.edu/text-only/issue.996/review-2.996  

 

 
Figure 10. Moiré pattern resulting from the superposition of two 
fi elds.
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Culture. How can the subway help produce identity and 
meaning in contemporary culture? The contemporary practice 
of entering non-place can be, and often is, viewed from a 
commoditized perspective; however, this ignores the meaningful 
social practices of people around the world within them. The 
subway does not act as a vacuum of useful daily transactions 
and does not render travelers incapable of extracting meaningful 
experience; therefore, the design should refl ect this. As a deep-
seated part of New York culture, the subway links various social, 
ethnic and age groups; each group and individual interpreting 
the experience of the subway through a different lens. The 
subway links distinct parts of New York including the boroughs 
of Manhattan, The Bronx, Brooklyn, Queens and Staten Island. 
In order to successfully reconsider the subway’s relationship to 
culture the design must avoid the tendency towards producing 
the same old non-place. In doing so De Certeau’s concept of 
Modernity should be considered to spark dialogue between the 
existing structures, new design interventions, and the urban 
traveler. The historical content of New York Subway stations 
cannot be reconciled uniformly; each station has a different 
relationship to contemporary culture, history and memory. These 
must be considered so that integration can trump isolation or 
neglecting of the past. 

In the subway station social relations are mediated through a 
set of rules governed by the MTA that are agreed upon with 
the purchase of a ticket and the movement through a turnstile. 
This form of social relations opposes those of anthropological 
space, which are more organic and direct between people. 
Once the traveler passes the threshold from sidewalk to station 
intersecting vectors, itineraries and networks continually form 
and reform a new community.48   Elaborating on this concept, 
Professor Mary Louise Pratt defi nes the “contact zone”, described 
as “intersecting trajectories of subjects previously separated 
by geographic and historical disjunctures”.49  The contact zone 
begins at the entrance to the subway station and becomes more 
intense with the increasing interiority reaching its apex within the 

subway car. This can be visualized as a spectrum or gradation 
increasing in intensity towards the interior of the subway station 
and culminating in the subway car interior. (See Figure 11) The 
subway car serves as the ultimate contact zone and social 
regulator prescribing that passengers remain in place as they 
are subjected to a form of temporary possession. Intersecting 
travelers are increasingly made aware of each other and close 
in proximity. As the contact zone intensifi es the opportunity for 
interactions between different cultures also intensifi es.

 48. Paul Virlio, The Aesthetics of Disappearance (Paris: Semiotext(e), 2009), 12.
 49. James Weiner, “Between a Rock and a Non-Place: Towards a Contemporary 
Anthropology of Place,” Reviews in Anthropology, no. 31 (2002): 23.
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Figure 11. Image shows the gradating intensity of the contact zone. 
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Figure 12. Image showing the station in 
relation to the conditions of speed and pause. 
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In her book Art and the Subway: New York Underground, Tracy 
Fitzpatrick traces the subway’s role as a cultural instigator for 
artists, writers, photographers and other cultural workers.50 Her 
study follows the subway from its beginnings as an important 
part of the City Beautiful architectural style and the golden age 
of subway art, to a simpler Arts and Crafts aesthetic that became 
saturated in graffi ti during the 1980’s. Because of its regard as 
a democratic milieu and public arena the subway served as a 
platform for ‘happenings’ in the 1960’s and 1970’s led by artists 
involved in the Fluxus movement.51 The subway had become 
an important place for artists in Fluxus to investigate human 
behaviour through performance-based art in this restricted, yet 
public domain. Although most famously rampant in the 1980’s, 
graffi ti in the subway dates back to 1930’s and in 1961 it became 
so common that blank human heads were pasted on walls 
with instructions reading “Please, if you mark something – use 
these.”52  The 1980’s graffi ti endemic revealed cultural dialectics 
of the time and became so excessive that public safety was 
undermined when subway maps were destroyed; consequently, 
this stigma led to a brief decline of subway usage. All of these 
cultural actions and events contradict notions of non-place, 
making it clear that although social relations between people are 
altered meaningful, thoughtful and sometimes provocative daily 
experiences can materialize in the contact zone. 

Beyond the obvious transportation related roles, it is important to 
consider what else the subway station typology plays, or could 
play, in contemporary New York culture. In order to do this I look 
to the past for precedents to draw linkages that could be applied 
today to create more meaningful daily experiences. Tracy 
Fitzpatrick views the subway as both private and public space 
that is full of “chance and possibility”; ergo, she has analyzed the 
subway’s role as a democratic space with its own set of unique 
social rules and codes.53 Fitzpatrick explores movement as a 
unique determinant of the social codes imbued within subway 
space, looking back to the fi rst ride when people were frightened 
about the effects that fast movement would have on people’s 
physical and psychological health.54   

Most people have since moved on from a fear of the effects 
of movement, yet this transitional nature still dictates roles 
played within. The fi lm industry responded immediately to the 
transitional nature of the subway evident in Edwin Porter’s fi lm 
From City Hall to Harlem in 15 seconds via the Subway Route 
that was released weeks before the inaugural ride.55 Porter’s fi lm 
depicts a man projected through the subway tunnel via explosion 
from City Hall to Harlem in just 15 seconds arriving in tattered 
clothes through his roof and onto his wife.56  The fi lm integrates 
technology and focuses on themes of space and time. In the 
early 1900’s fi lm makers began experimenting with mounting 
cameras on top subway cars including August Belmont’s fi lm 
Interior N.Y. Subway, 14th St. to 42nd St.57 The subway was 
linked with journalism through the Daily News during the 1920’s 
and 30’s, which was designed to be read with one hand and were 
short enough to be fi nished between stops.58 As a transitional 
space in New York, culture the subway is instilled with unique 
attributes that lend itself to ephemeral yet intense contact with 
cultural sub-sets.  Graffi ti, performance art, and fi lm all reveal the 
role of non-place within society as a hyperbole of creative culture 
via the contact zone.

Space. The quotidian person inhabiting non-place acts 
fundamentally alone, from entering through the turnstile, to 
occupying separate seats on a segmented platform bench, then 
individually cradled by a molded seat in the train the traveler is 
constantly reminded of their individuality. Ultimately, passengers 
are solely responsible for their own journey to exit the station 
and return to the city. As with any transport method engagement 
with the surrounding environment is altered, some features and 
histories are reduced to signage as they are swiftly passed while 
other, sometimes small, details advance to the foreground of the 
temporarily occupied space. This is especially true in the subway 
environment where entire stations will be bypassed; without even 
a nod of the head by passengers, the stations blend together 
and all appear the same until the station of destination or transfer 
is reached. Space and non-place relate through the contracts 
of speed and the interim conditions that result in-between. This 

duality lends itself to spatial strategies that address the two 
conditions separately in terms of requirements, aesthetics and 
interpretation. Currently subway stations do not react to these 
spatial conditions differently, instead using a continuous, bland 
and institutional design vocabulary throughout. Similar to the 
concept of the contact zone spectrum the two concepts of speed 
and pause can be mapped in an irregular gradation. These two 
conditions are related to the layout of the platform and infl uenced 
by sight-lines of incoming and outgoing trains. (See Figure 12)
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Once passengers have purchased a ticket and navigated their 
way to the platform they are given an opportunity to momentarily 
slow down and refl ect as they await the arrival of the next 
train. During this limenal state of perpetual waiting, travelers 
are metamorphosed into passive audience during the pause.59 
Commonly found in the subway platforms and trains are 
advertisements, which are the direct result of this limenal space 
taking advantage of and fostering possible consumers. Another 
group that takes advantage of the fi xed state of travelers are 
buskers - people who entertain people while asking for money, 
evangelists, performance artists, etc. All these groups go against 
the predetermined social grain to take advantage the pause and 
possibly acquire supporters. These conditions are evidenced in 
the video and photographic footage taken in the subway. 

A project that takes advantage of pause was commissioned by 
Nexus, transport operators for the North East United States, 
to install a project at the Sunderland Station in Manhattan that 
would solve the problem of an adjacent, unsightly and unused 
platform in view of passengers. Jason Bruges Studio’s solution, 
titled Platform 5, was to install a 3-meter tall glass block wall on 
the unused platform with a matrix of lights behind each block 
to create a very large and low-resolution screen.60 The low-res 
screen takes advantage of waiting passengers in areas of pause 
and presents a virtual platform of passenger silhouettes in areas 
of speed across the tracks. The constantly moving fi gures add 
dynamism and surprise to an otherwise unused space. (See 
Figure 13)

Identity. Augé writes of a temporary suspension in identity that 
can be picked up when one exits the non-place and returns to 
anthropological place.62. This description of non-place evokes a 
personal characterization and can help to initiate understanding 
of the identities of people entering the subway; travelers are 
temporarily relieved of usual determinants. Although people do 
not typically dwell in the subway, a constant cycle of traversals can 
result in a substantial portion of a metropolitan traveler’s life.  Any 
alternation in identity, as described by Auge, is notably ephemeral 
as the non-place fails to fully subject the individual consciousness 
to entirely new ordeals of solitude.63 Nevertheless, it is important 
to consider the effects of the subway environment on individual 
identities. Just as on the sidewalk above, some people choose to 
re-inscribe their identities in the subway through various means 
of direct communication. 

This communication can take various forms such as graffi ti, 
performance art, busking, etc. and is closely related to the culture 
of the re-inscriber. Therefore, the subway should equip travelers 
with an ability to re-inscribe their identities in non-destructive 
ways. This could be done through more traditional modes such 
as providing spaces conducive to performances but should also 
look to less traditional and perhaps even digital interventions. 
The majority of less participatory travelers, however, may choose 
to experience the process of personal identity loss and shared 
identity gain. Areas of re-inscription and loss are related to the 
previously mentioned concepts of speed and can be mapped out 
with consideration of movement within the platform. (See Figure 
14)

 59. Sarah Sharma, “Baring Life and Lifestyle in the Non-Place,” Cultural Studies 
23, no 1 (2009): 141.
 60. “Platform 5,” JasonBrugesStudio, accessed October 22, 2012, http://www.
jasonbruges.com/projects/uk-projects/platform-5
 61. “Platform 5,” JasonBrugesStudio, accessed October 22, 2012, Image from: 
http://www.ba-reps.com/brand_solutions/wp-content/uploads/2012/02/jbstudio_platform5.jpg
 62. Marc Auge, Non-Places: An Introduction to Supermodernity (New York: Verso, 
1995), 63.
 63. Samuel Collins, “Head Out On the Highway: Anthropological Encounters 
with the Supermodern,” Postmodern Culture v. 1 n.1, September 1996, accessed October 21, 
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Figure 13. Image showing Platform 5 Project.61 
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The loss of identity does not need to be considered a burden, but 
can be viewed as a reprieve from daily life for the urban traveler. 
Augé ’s text admits that people like, in some form or another, 
for non-places to exist.64 A study in the August 2011 edition of 
Journal of Applied Social Psychology presents fi ndings that 
while habitual car users may focus on certain aspects of public 
transport, such as waiting time, they overlook positive aspects 
like the cost, possibility of reading or relaxing.65 They also posit 
that this time to read or relax leads to higher satisfaction in public 
transit users than in habitual car drivers. This study could be 
viewed from the perspective of subway users gaining satisfaction 
from momentary identity loss in the non-place that enables them 
time to refl ect, relax or read. Creating an interior that more 
closely identifi es itself and creates pockets of opportunity for 
these activities could serve to refocus perceptions of the subway 
and the identities within.66 

Just as a form of identity loss occurs in the subway passengers 
also generate shared identities through temporary characteristics 
such as “on the A line headed to Inwood-207th street station” 
or “waiting for Manhattan bound G train at Nassau Station”.67 

These shared identities are formed, dissolved and re-formed 
as people routinely ride to and from work at peak travel times. 
Sociologist Martin Albrow has described this form of community 
as a sociophere where “citizens exist next to one another without 
interference, as if each person is in their own bubble or sphere”.68 

Sociopheres result in little possibility for a local community or 
feelings of belonging; however, in the age of social media 
communities and feelings of belonging have become somewhat 
portable. The invention of these new technologies enables the 
user to be “everywhere and nowhere at the same time” taking 
place-making from the physical realm to the digital.69 Using 
non-place to reconsider the role of the subway in relation to 
culture, space and identity has allowed me to think beyond the 
more traditional programmatic activities associated with spaces 
of transit. Applying and overlaying the related concepts of the 
contact zone, areas of speed and pause, and pockets of identity 
loss and of identity inscription effect interior considerations from 
programming to detailing. These design considerations are 
further explored in Chapter 6.

3.4 BIOPHILIA AND THE SUBWAY

Spatially speaking, passengers act fundamentally alone as they 
are siphoned through the transport system, possessed in spaces 
of either speed or pause. This duality lends itself to spatial 
strategies that address these two conditions separately. Spaces 
of speed, as discussed earlier, are defi ned by a picnoleptic 
perception; however, spaces of pause provide an opportunity to 
slow down, refl ect, and more deeply perceive the environment. 
This deeper level of perception is what led me to biophilia and the 
writings of Dr. Stephen Kellert and Jay Appleton.

 Dr. Stephen Kellert has a B.A. from Cornell University and 
earned his Ph.D from Yale University where he served as Tweedy 
Ordway Professor Emeritus of Social Ecology and Senior 
Research Scholar at the School of Forestry and Environmental 
Studies; his research focuses on the connection between 
nature and humanity through both scientifi c and theoretical 
understandings.70 Kellert defi nes biophilia as the “deliberate 
attempt to translate an understanding of the inherent human 
affi nity to affi liate with natural systems and processes,” with a 
goal to “reestablish positive connections between people and 
nature in the built environment”.71 Biophilia describes humanity’s 
connection to nature and the enriching qualities that it contains 
for people’s health, productivity, and well-being.72 Behavioral 
scientist and healthcare design specialist Roger Ulrich describes 
Kellert’s hypothesis not only as a tendency to respond positively 
to nature but also as a genuine genetic predisposition engrained 
within our species.73 

The fi rst dimension of biophilic design that Kellert defi nes is a 
naturalistic dimension that directly, indirectly, or symbolically 
refl ects the human affi nity towards nature.74 The second 
dimension is place-based or vernacular condition that connects 
to the culture and ecology of a specifi c location.75 These two 
basic dimensions, affi nity and specifi city, can be related to the six 
biophilic design elements which include: environmental features, 
natural shapes and forms, natural patterns and processes, light 
and space, place-based relationships, and evolved human-
nature relationships.76  Overlaying these six elements with the 

two dimensions allows the formulation of progressive design 
elements that more accurately consider the emotional links to 
our surroundings providing a more comfortable and pleasurable 
experience. 

The subway station typology provides a unique setting for 
the deployment of biophilic techniques as an underground, 
transitional and public space. I argue that both increased 
comfort and increased intuitive wayfi nding are potential benefi ts 
of employing these techniques. The aesthetic outcome should 
include increased feelings of tranquility, peace of mind, and self-
confi dence; whereas the navigational outcome should include an 
increase in orienteering mechanisms and information systems to 
ease wayfi nding.77  

Why Biophilia and the Subway? Currently, the physical and 
mental well being of people underground could better serve and 
be more thoughtfully linked to the natural environment. Potential 
psychological and physiological problems related to underground 
environments are outlined by John Carmody and Raymond 
Sterling in their seminal text on the subject Underground Space 
Design. Included in their outline is a sense of entrapment that 
is commonly associated with tunnels, especially highly occupied 
ones. Beyond this sense of containment, tunnels are often 
viewed as a metaphor for the mysterious, unknown and unsafe.78 

It is only through technological and architectural innovation that 
underground spaces have been provided with artifi cial illumination 
and mechanical ventilation that more closely mimic surface 
environments, ridding spaces of their dark and humid proclivity. 
The subway, however, remains an artifi cial environment that is 
less easily controlled and represents an endless space that lacks 
containing thresholds as it is connected through tunnels, and is 
subject to seasonal changes.79

Humans’ well being responds to the environment; this is 
particularly accurate in spaces that are revisited as part of the 
daily routine. Biophilic design requires the merging of artifi cial 
and natural structures while making sure not to oversimplify 
solutions into a minimalist image that lacks the complexity and 
hierarchy of the natural environment.80

 64. Samuel Collins, “Head Out On the Highway: Anthropological Encounters 
with the Supermodern,” Postmodern Culture v. 1 n.1, September 1996, accessed October 21, 
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As biological creatures we interact with our surroundings through 
built-in sensors that are products of evolution; this sensory 
system includes vision, hearing, somatic sensation (touch), taste 
and olfaction (smell), which equip us with our uniquely human 
perspective. Biophilic research declares that our surroundings 
have changed at a much more rapid pace than our sensors 
for understanding them.81 Researchers Nikos Salingaros and 
Kenneth Masden write, “We will instinctively react in a negative 
manner to a built environment that is neurologically non-
nourishing or actually causes physical anxiety or distress” and 
that “[it] is very easy to understand the type of environment that 
is healthy for us –or, conversely, is unhealthy – based on our 
sensory apparatuses.”82  The subway station then, as a currently 
non-nourishing site, adds unnecessary mental and physical 
stresses to daily travelers. 

Stress is defi ned as a process where a person responds 
psychologically and physiologically to a situation that is 
demanding or threatens well-being.83 Through design intervention 
the intention and expectation is not to deploy the same restorative 
effects that urban parks and leisurely activities posses; instead, 
the intention is to reduce stress by increasing the role of the 
natural environment in the overall experience. By lessening 
reverberant sound, increasing attractiveness, and increasing 
safety, stress can be reduced for the recurring traveler. This is 
congruent to fi ndings that suggest there are restorative benefi ts 
that stem from exposure to natural elements and surroundings.84 
While there is a limited amount of nature that can be integrated 
into the underground space of a subway station, there are 
possibilities to mimic nature and expand access to nature in an 
attempt to increase restorative properties and decrease stressful 
ones.85 Instilling the subway environment with more humanistic 
and naturalistic qualities that work with the senses enables space 
to become intuitive and fulfi lling. My goal is to allow the subway 
environment to interface smoothly with its occupants abating 
stress while instilling a sense of environmental logic, human 
scale, emotional nourishment and neurological nourishment.86 

Biophilia and Refuge. Throughout the history of architecture 
natural objects and shapes have been a source of inspiration. 
Researcher Yannick Joye has concluded that nature based forms 
and organizations in architecture are valuable for emotional and 
cognitive functioning.87 Through the mimicking of natural forms, 
benefi cial effects can be integrated into the built environment. 
This architectural mimicking can have an even greater effect in 
an urban setting where natural features are less prevalent and 
technology is increasingly dominant.88 Analogous fi ndings by 
Geographer Jay Appleton have proposed a theory that asserts 
the human preference for landscapes correlates to the qualities 
of prospect and refuge; one providing shelter and protection and 
the other providing information about a surrounding area. Taking 
these concepts into consideration, I will fi rst defi ne where in the 
subway station feelings of prospect and refuge are desirable, 
and secondly, how to evoke these feelings through biophilic 
interventions. 

The subway is a space of arrival, departure and most importantly 
movement; therefore, prospect is desirable in many points 
throughout the station to encourage an understanding of space 
and allow travelers to move quickly and confi dently. Desirable 
areas of information gathering include the entrance of the 
subway to guide passengers to the desired platform, again at 
the platform to confi rm a correct location, and fi nally at the exits 
so passengers can move towards the appropriate streetscape. 
Refuge is desirable once the correct platform has been confi rmed 
and passengers wait for their train to arrive, as well as directly 
outside of the station entrances where a sense of pause can be 
established when the destination street has been reached and 
the underground has been left behind. (See Figure 15)

Figure 15. Image shows areas of prospect and refuge. 
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In order to evoke feelings of refuge I turn to fractal geometry, 
which is resultant of a series of self-similarities; a system where 
when you zoom in to one fractal each magnifi cation of the 
structure appears the same. (See Figure 16) 45)Fractals have 
been explored since the 1970’s by Mandelbrot and the term 
derives from Fractus, the Latin word for broken or fractured.89 
This geometric system is highly related to the way nature is 
confi gured and has been linked to aesthetic and stress-reducing 
responses.90 These responses are not only related to the link 
between fractals and natural shapes but also that their innately 
rich and complex aesthetic give stimulation the viewers’ visual 
sense. Consequently, it is prudent to use principles of fractal 
geometry as a guiding element in the production of refuge 
inspired architectural interventions on the site. As New York 
remains dominantly Euclidean in its geometry the subway 
has an opportunity to act as a refuge from the over-bearing 
straightness of its surroundings. Through the exploration and 
integration of natural patterning and composition, interior space 
can be enriched with emotion and, as a result, be made more 
comfortable.

Colour should also be used to identify areas of safety and danger 
to allow layers of environmental information to be understood 
from any distance. Allowing biophilic principles to guide the 
colour schemes will also aid in more universal understandings, 
aiding passengers who may not speak the languages posted on 
the transit signs. Throughout human history colour and form have 
signaled edibility and toxicity, aiding in survival. As mentioned 
previously, human minds are hard-wired to seek out and perceive 

the potential benefi ts and harms of environments through various 
sensory cues.91 Inherent and instant cognition of colour could 
be used to the benefi t of passengers. Light variation must be 
used with color to distinguish refuge; this could include natural, 
fi ltered, diffuse, or full spectrum light for the promotion of energy, 
productivity and a sense of security. Modulated light mitigates 
the effects of glare and can provide light variance within spaces 
creating either refuge or depth. Light and shadow can provide 
mental stimulation within the refuge by adding visual interest 
from complementary contrast. In general terms, Appleton states 
that what light is to prospect darkness is to refuge.92  

While the underground may not provide many opportunities 
to insert plant-life it should be considered and explored as an 
option. Furthermore, plant integration near the street access 
stairs would aid in calming users while informing them of 
refuge areas. Otherwise, using botanical motifs, or patterns of 
vegetative matter, can serve to mimic plant forms literally and 
metaphorically in areas where real plant life is not available. The 
materials language in areas of refuge should mimic or be from 
natural materials. Shapes to distinguish areas refuge should 
result from the study of natural shapes and forms. The columnar 
supports should be used to assist in a structural understanding 
while instilling a sense of trust by through a sense of envelopment 
while mimicking natural forms known for stability. Through the 
employment of a less standardized and less rigid Euclidean 
language refuge can rebel from its surroundings.  Surfaces 
provide an opportunity to distinguish space though the application 
of texture, light refl ectance, and irregularities, providing different 
potentials in prospect-refuge terms.93  

Appleton examines the role of symbolism to the concepts of 
prospect and refuge not as scientifi c and precise but instead 
amorphous and experiential.94 He argues that the symbolic 
analogy must never be pressed too far and that for credibility’s 
sake a gap must exist between the symbol and what that symbol 
is meant to represent. His fi ndings suggest that the analogy of 

space should not represent too literally any specifi c element but 
instead allow enigmatic association of ideas and references. 
Appleton continues his argument writing:

Appleton has also advanced habitat theory, which proposes that 
the relationship between humans and the landscape is resultant 
from being at risk from birth, and in order to reduce the danger 
of extinction know-how of the environment was used to further 
biological needs.96 This theory is a phenomenon of confl icting 
ideas, as a single object may symbolize both prospect and 
refuge at the same time; there is rarely a clear-cut line between 
varying levels of symbolism.97 What, then, is appropriate imagery 
and symbolism for the concept of refuge? And how do these 
symbols satisfy aesthetic notions of habitat theory? Any designed 
opportunity that affords or symbolically suggests an opportunity 
to hide or observe serves the functional defi nition of these 
contrasting concepts. A refuge protects one from hazards, and 
in the subway many hazards are present ranging from inanimate 
to human. Inanimate hazards include the incoming and outgoing 
trains, the drop on the platform’s edge and the electrifi ed tracks 
whereas human hazards are unstable and constantly in fl ux. 
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Case of Biophilic Architecture,” Review of General Psychology 2007,  Vol.11,  No. 4, 315.
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 91. Judish H. Heerwagen and Bert Gregory, “Biophilia and Sensory Aesthetics,” 
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Figure 16. Diagram shows the principles of self-similarity in 
fractal geometry. 

In just the same way the symbolic representation of danger 
may be only vaguely and quite irrationally related to a real 
danger; a ‘refuge’ may afford no real guarantee of security, 
and a ‘prospect’ which visually satisfi es the observer that 
his immediate environment is free from danger, may be 
permeated with radiation hazards or alive with poisonous 
snakes. Yet the symbolic impact of these environmental 
phenomena can induce in us a sense of ease and 
satisfaction or of unease and disturbance, and it is on 
these emotional responses rather than on the real potency 
of danger, the refuge or the prospect that our aesthetic 
reactions will depend.95 
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As an example of space that has the attributes of biophilic 
refuge I turn to the Campana Brothers who exhibited a piece 
titled Cristalina during the 2008 Tokyo Design Week exhibition in 
Japan, and curated by designer Tokujin Yoshioka.98 The Campana 
Brothers used the concept of a nest to create an amorphous 
seating structure created from a wire frame and woven into 
an uninterrupted plane. (See Figure 17) In the image below 
Cristalina transforms an empty, concrete space into a place of 
refuge and retreat. (See Figure 19) The seating structure can be 
analyzed in relation to biophilia as its unusual form acts as shelter 
by providing endless combinations of seating arrangements and 
by creating distance and closeness simultaneously. Refuge is 
also initiated through a sense of pause that is granted from its 
form, charged with emotion and breaking tradition with the linear. 
As a result of the bench being a warmer colour, and that it is 
made of natural materials Cristalina invites close inspection and 
human touch as it nods to the natural world through botanical 
texture. Cristalina doesn’t represent anything directly, but instead 
symbolically and metaphorically links to the natural world by 
providing an usual aspect of serenity to any space.

Biophilia and Prospect. Beyond refuge Jay Appleton refers 
to the legibility of landscape as being an important factor that 
enables humans to orient themselves via multiple reference 
points.99 The second role I am assigning biophilic design is to 
ease in wayfi nding, acting as prospect and delivering varying 
levels of information to aid in orienteering. As an underground 
space the subway challenges people’s ability to navigate space, 
lacking the normal visual cues that aboveground interiors most 
often have, as one writer noted in a 1904 edition of the New York 
Times:
 

The feeling of being turned-around still exists in today’s subway 
stations, as is the disconnection between topography and 
people’s sense of place.101 In a process of going underground 
people are removed from their basic measurements of direction 
and time, separated from horizon as well as natural sources of 
light and warmth.102 Considering that underground navigation still 
remains a challenging aspect of underground travel, there is an 
opportunity to more strongly link biophilic methodologies set forth 
by Kellert with strategies for wayfi nding and navigation. Ulrich, 
Hartig, Frumkin and others have noted that the human brain 
responds functionally to sensory patterns and cues emanating 
from the natural environment. This theory can be used to guide 
people in an underground space where natural cues are virtually 
non-existent and to create artifi cial cues that mimic natural 
ones.103 Restrictions of the underground space provide many 
challenges in providing vantage points to areas of observation, but 
if design elements are used to charge the space with experiential 

qualities then symbolic reference can be achieved.104 Appleton 
describes this situation as a direct prospect that “symbolically 
invites the speculation that they command a further fi eld of vision 
and whether they actually do so is less important than whether 
they appear to do so.”105  

Wayfi nding enables a person to operate effi ciently in a spatial 
setting to reach a particular destination.106 Spatial orientation 
is the ability to situate oneself in space. Spatial orientation is a 
learning process that leads to confi dence and a sense of comfort 
in a given setting.107  R. Passani explains “Wayfi nding [is] quite 
a dynamic affair; it points to behaviour and to the cognitive 
processes involved in reaching a destination.”108 Cues related to 
the wayfi nding task are considered environmental information, 
which is a term for all relevant information available to a person 
when wayfi nding.109

The process of wayfi nding can be distilled into sub-tasks, or less 
complex problems that can be quickly solved by the passenger-
navigator. Sub-tasks are dealt with one at a time and are 
inherently sequential. Sub-tasks allow for problems to be dealt 
with at the time they occur and applies to both those who know 
the space well and those who have never entered previously.110 
By analyzing the sub-tasks involved in navigating the subway 
station environmental information can be broken down into 
sensory and memory information packets; sensory information 
being resultant of experience of the current setting and memory 
information is the result of past experiences. This information 
can then be used to determine sensory cues that would benefi t 
travelers to way fi nd and then implement biophilic techniques.  

 98. Matylda Krzykowski, “Second Nature at 21_21 Design Sight,” Dezeen, 
Accessed January 18, 2013, http://www.dezeen.com/2008/11/07/second-nature-at-21_21-
design-sight/
 99. Yannick Joye, “Architectural Lessons From Environmental Psychology: The 
Case of Biophilic Architecture,” Review of General Psychology 2007,  Vol.11,  No. 4, 307.
 100. “’Turned Around’ in the Subway,” New York Times, November 28, 1904.
 101. Tracy Fitzpatrick, Art and the Subway: New York Underground (New Jersey: 
Rutgers University Press, 2009), 136.
 102. Ibid., 23.
 103. Stephen Kellert, Biophilic Design, (New Jersey: John Wiley & Sons, 2008), 4.
 104. Jay Appleton, The Experience of Landscape, (New York: John Wiley & Sons, 
1975), 90.
 105. Ibid., 90-91.
 106. R. Passani. “Wayfi nding: A Conceptual Framework,” Urban Ecology, (1981) 

Volume 5: 17.
 107. Ibid.,19-20.
 108. Ibid., 8.
 109. Ibid., 22.
 110. Ibid., 25-26.

 
Figure 17.  Collage showing shape of Cristalina by the 
Campana Brothers. 

The citizens of New York will need to develop a hitherto 
neglected sense – that of absolute direction. Perhaps 
he will have to learn to “feel the north,” or in some other 
way be able to take his bearings and street himself in the 
direction in which he desires to go. Subway experience 
renders this necessary if he would avoid the bewilderment 
of being “turned around” every time he emerges from it. . . 
There is nothing mysterious in this. Very few people have 
sense of locality suffi ciently developed to avoid becoming 
twisted by going into the Subway at one point and coming 
out at another.100
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The current approach to subway design treats passengers as 
generic masses or objects with little attention to the varying 
needs of individuals.111 Key areas have been identifi ed for those 
with visual impairments and other disabilities and include points 
of danger, travel information and points of guidance, which are 
lines are used to lead users to a safe place to wait for the train. 
Passengers must be able to perceive pathways of movement and 
respond positively to features in order to want to explore space 
further. When entering a new space a person will decide on a 
route that leads to a space where information can be gathered 
with minimal risk.112 Appleton has defi ned these places as 
prospects of the surrounding environment.  There are also areas 
where qualities of both prospect and refuge would be desirable. 
In Appleton’s views the experience of prospect and refuge is 
dynamic and changes as one moves through the landscape as 
vistas open and close.113   Beyond identifi cation, colour should 
be used to facilitate visual access by creating a sense of calm 
or fostering mobility through attraction and enticement. Appleton 
reiterates “Refuge is small and dark; prospect is expansive and 
bright”.114 Consequently, spaces of refuge have a slower and 
softer pace whereas prospect can be faster and immediate. 

Wayfi nding specialist, David Gibson, has analyzed the role of 
symbols and maps in the wayfi nding process and writes:

Symbols provide shorthand for understanding and navigation 
space. In the subway people may be coming from and heading 
out in many directions. The sequence of movements, however, 
is always the same: approach, enter, and fi nd; by tracing the 
visitor’s path the hidden logic of a space can be uncovered.116 
Gibson outlines four wayfi nding strategies that are modeled from 
urban planning, which include: districts, streets, connectors, or 
landmarks. Districts divide space into meaningful zones, streets 

provide a comprehensible network across space, connectors 
are bold pathways that connect locations and landmarks direct 
people to major nodes.117 In the limited space of the underground 
site strategies of connectors and landmarks could be useful to 
integrate contemporary wayfi nding concepts. These strategies 
equip passengers with a mental map of the space allowing them 
to arrive quickly to each decision point. New York was shaped 
by the Commissioners’ plan of 1811, a document that turned the 
urban layout into a grid of streets and avenues. The plan did not 
affect areas of Lower Manhattan where the layout is less rigid 
and more confusing.118 Consequently, wayfi nding into and out of 
the station is of more importance than more easily understood 
Northern Manhattan stations. 

An example of space that uses the biophilic concept of prospect 
is the Ann Demeulemeester Shop in Seoul by Mass Studies. The 
shop was built in 2007 and is commonly used as a precedent 
for a living façade of plants and moss.119 The sightlines from 
inside the building provide varying levels of information aiding in 
orientation and linking those inside to major nodes. Colour (often 
a green wall) is used to draw attention to nodes when traveling 
through more basic spaces of circulation. The stairway in Figure 
18 allows users to quickly and confi dently pass through because 
there are visible nodes of destination from all areas of prospect. 
Wayfi nding in the building can easily be broken into sub tasks 
visible from almost any point within the structure. Visitors can 
navigate quickly from one node to another, tasks are broken 
down and wayfi nding is made simpler while the non-linear walls 
direct through a sense of motion. (See Figure 19)
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 121.  “20/34,” Mass Studies, Photography by Yong-Kawn Kim,  Accessed January 
27, 2013, http://www.massstudies.com/projects/ann_pic.html

 
Figure 18.Image shows how prospect is used inside hte building 
by Mass Studies.120 

 
Figure 19. Image shows how prospect is used inside hte 
building by Mass Studies.121

It is in terms of symbolic, concrete forms that the designer 
ultimately realizes his perceptions and experiences, and 
it is in a world of symbols that the average man lives. The 
symbol thus becomes a common language between artist 
and spectator.115 
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Lastly, a built example of a transit station that uses both concepts 
of prospect and refuge is the Alboraya-Palmaret Metro Station 
by Rstudio in Alborraya, near Valencia in Spain. The metro 
station shares similarities with this practicum including the 
redevelopment of an existing station, park access at grade and a 
below grade platform level with access to the trains. The station 
takes advantage of the park surroundings by offering views 
and light in through large windows. Prospect is presented to 
passengers through the use of sight-lines, continuation of form 
and a system of color codes to direct passengers, even when 
from afar. Orientations of the building have been defi ned through 
the use of colour, which include yellow, blue, black and red. 
Glass with opaque colored stripes provides a sense of enclosure 
to those inside the station while also providing prospect to those 
entering. Through this use of transparency both prospect and 
refuge are activated. (See Figure 20)

The platform furniture is composed of cast in-place concrete 
benches and dividers. The benches simultaneously provide 
passengers with aspects of prospect and refuge through the 
simple and thoughtful application of form. The L-shape bench 
provides refuge from the main downward moving escalator and 
stair set. (See Figure 21) Passengers are oriented towards the 
tracks and the expansive platform providing a sense of prospect 
as passengers await their train. (See Figure 22)  On a wall 
opposing the tracks, a system of metal slats adds visual interest 
while providing a more comfortable sense of enclosure when 
compared to a continuous concrete wall with little or heavy visual 
variation. The repetitive use of vertical lines mimics the forest, 
enveloping passengers in a small, yet comfortable space and 
providing an illusion that there is more beyond the lines. (See 
Figures 20-22)

Conclusion. Kellert aspires to help mend the “prevailing breach 
existing in our society between the modern built environment and 
the human need for contact with the natural world.”125 It has been 
my goal in this section of the chapter to outline possibilities for 
a greater connection between biophilic methodologies and the 
subway environment through the consideration and development 
of refuge using fractal geometry, light, and color in ways that calm 
passengers. By developing areas of prospect passengers are 
able to access information to aid in their wayfi nding process on 
multitudes of levels. Through the process and consideration of 
biomimicking nature, the environment can be more accurately 
controlled in terms of its lighting, air quality and sound attenuation. 
These concepts are further explored through design interventions 
in Chapter 5.

 122. “Alboraya Palaret Metro Station,” Rstudio.es, Accessed January 27, 2013,  
http://rstudio.es/es/?p=96
 123. “Alboraya Palaret Metro Station,” Dezeen, by David Frutos.  Accessed 
January 27, 2013,  http://static.dezeen.com/uploads/2011/07/dezeen_Alboraya-Palmaret-metro-
station-by-Rstudio_11.jpg.
 124. “Alboraya Palmaret Metro Station,” Dezeen, Accessed Janaury 27, 2013, 
http://static.dezeen.com/uploads/2011/07/dezeen_Alboraya-Palmaret-metro-station-by-
Rstudio_10.jpg
 125. Stephen Kellert, Biophilic Design, (New Jersey: John Wiley & Sons, 2008), 
vii.

 
Figure 20. Image shows the use of glass to provide both 
prospect and refuge.122 

 
Figure 21. Image shows concrete benches used on platform 
space.123.

 
Figure 22. sense of prospect given form view of bench.124 
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3.5 CHAPTER CONCLUSION

The literature review, as a multidisciplinary theoretical 
investigation, has provided a framework to support the rethinking 
of the subway station interior by defining, analyzing and relating 
the concepts of picnolepsy, non-place and biophilic design 
methods. By employing this information to design solutions more 
exciting, comfortable and meaningful experiences can be formed 
within the subway station context.

4.1 INTRODUCTION TO CHAPTER 

A variety of design projects that posses similar or desired qualities 
were selected for a precedent investigation to help inform the redesign 
of my selected site, a New York City subway station. These selected 
projects serve as examples of core concepts, design features, 
design innovations, or spatial arrangements. The first project, Metro 
Valencia, has a strong visual concept and bold design strategies. The 
second project, Fulton Street Transit Center, provides an excellent 
example of a subway station redesign in New York. Lastly, the Lowline 
provides a template for innovation in underground design and for the 
implementation of cutting edge technologies.

Chapter 4:
precedent analysis 
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Chapter 4: precedent analysis

4.2 METRO VALENCIA

Client: Benimamet, Valencia

Team: Luis M. Obanos Ferrer, In and Out Arquitectos

Technical Collaborators: Developer: Ferrocarriles e la Generalitat 
Valenciana. 

Technical Architect: Vincente Rodrigues. Collaborator: Laura 
Villegas Rincon. 

Graphic Design: Luis M. Obanos Ferrer, Maria Vagna.

Completed: 2011/2012

This project was a redevelopment where an intersection of two 
existing stations in a park became unifi ed through concepts 
of linearity, rhythm and colour. Described by the architect as 
“coloured lanterns” a gradation in hue continues a visual narrative 
of linearity, guiding travelers intuitively across, and then down into 
the platform. The idea of longitudinal and transverse permeability 
enables the station’s lobby level to extend as a “fl oating on a 
pool over stones”; resulting structure has an extraordinary visual 
lightness. 

Four concrete blocks organize the station by function: The exterior 
block and one of the interior blocks contain the emergency stairs, 
another is a space for offi ces, while the largest block contains the 
ticket seller, elevators, escalators and vending. From the largest 
volume travelers descend to the dock area and the central 
platform. In the lower platform space, a screen-printed panel 
brings warmth to the space. (See Figure 25) Working with two 
colors, orange and green, the architects and graphic designers 
collaborated to direct the eye and circulation within station. The 
colour narrative developed from a concept of basic elements 
(earth, water, fi re air) to the human evolution of urban elements 
(chaos, stress, time, speed). All pieces of furniture and lighting 
were designed in-studio for the station with the idea that they 
can be mass-produced in the future for more stations.127 (See 
Figure 25)

The station clearly distinguishes between areas of prospect 
and refuge with the use of coloured glass. A vibrant and colorful 
palette defi nes areas of movement, whereas areas of pause are 
more subdued in their colour schemes giving visual rest. (See 
Figure 26) Sightlines promote movement to exits and entrances 
creating a simple and effi cient fl ow for passengers. Design 
aspects of this station that are not as successful include some 
use of imagery. The station takes imagery quite literally from 
nature, on the lower platform images of fl ames are used for the 
fi nish behind the incoming and outgoing trains. These fl ames, 
while interesting, could stir up unusual or preferably avoided 

connotations to train crashes and track fi res. While the image of 
fl ames can be soothing it is usually only when in small, intimate 
and controlled settings. (See Figure 27) Using fl ames as a fi nish 
for a surface this large could make the space seem intimidating. 
The more successful areas are the upper, main fl oor, levels that 
integrate coloured glass and rhythm through repetition in the 
glazing structure and overall layout of the station. (See Figure 
28-29)

FINDINGS:

1.  Colored glass used as an emotive tool

2.  Light used to distinguish space and assists in   
 wayfi nding

3.  Feeling of space changes throughout the day   
 responding to changes throughout the day and year.

4.  Hard materials such as glass and concrete resist   
 damage and vandalism

5.  Imagery of fl ames evokes feelings of worry

6.  Prospect and refuge created through varying light   
 conditions

 126. “Metro Valencia,” Collacubed, Accessed July 24, 2012, http://collabcubed.
com/2012/07/24/metro-valencia-luis-ferrer/
 127. “Metro Valencia – Linea 1,” In and Out Arquitectos, Accessed September 25, 
2012, http://www.inandoutarquitectos.es/

 
Figure 23. Image shows platform level of Metro Valencia. 
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Figure 24. Image shows grade level entry on blue side of 
station.128

 
Figure 25. Image shows platform level and fl ame wall pattern.129

 
Figure 27. Image shows entrance and ticketing area of Metro 
Valencia.131 

 
Figure 26. Image shows exterior view of Metro Valencia.130 

 128. “Metro Valencia,” Collacubed, Accessed July 24, 2012, http://collabcubed.
com/2012/07/24/metro-valencia-luis-ferrer/
 129. Ibid.
 130. Ibid.
 131. Ibid.
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4.3 FULTON STREET TRANSIT CENTER

Client: MTA/NYC Transit, New York City, Lower Manhattan 
Development Corporation

Team: Grimshaw Partners

Prime Consultants: Arup Engineering

Project Details & Awards:  $100,400,000,000 (approximate 
total cost), 34,003sf, MIPIM Architectural Review Future Project 
Awards

Estimated Completion: 2014

In the heart of Manhattan the Fulton Street Transit Center is 
a catalyst for the area. Handling 275,000 passengers per day 
and linking eight subway lines the station is one of New York’s 
busiest. The transit center is organized around a grand civic 
space at its core. The atrium design is topped by glass and cable 
structure developed in partnership with artist James Carpenter. 
The net supports metal reflector panels that distribute year-round 
sunlight to the deepest levels of the transit centre.132 

Grimshaw Architects Limited Liability Partnership (LLP) was 
founded by Nicholas Grimshaw in 1980 and operates worldwide 
with offices in New York, London, Melbourne and Sydney.133 

Grimshaw graduated from the Architectural Association in 1965, 
became an honorary fellow of the American Institute of Architects 
(AIA) in 1994 and was knighted by her Majesty the Queen 
Elizabeth II in 2002.134 The firm’s portfolio and expertise crosses 
many sectors from exhibition halls, hotels and offices, to master-
planning and industrial design projects.135 One commonality 
amongst the projects is Grimshaw’s approach, which is to create 
environments that inspire people and transform communities.136 

Arguably, the biggest contribution of Grimshaw and his partnership 
is their expertise in mass transit typologies accomplished through 

16 large scale projects completed worldwide including train 
stations, international airports, and subway stations. 

Although several of Grimshaw’s projects would serve as excellent 
case studies, the Fulton Street Transit Centre in New York City 
is of particular relevance in terms of location, the contribution 
it makes to the urban travelers of New York and profession of 
architecture through collaborative design installations.

The Fulton Street Transit Centre is a 1.4 billion dollar project, 
situated in Lower Manhattan and was initiated in 2006 by the 
Metropolitan Transportation Authority (MTA) and New York 
State; the project goals were to increase downtown access by 
lessening congestion, improving accessibility, increasing visibility 
and simplifying navigation.137 (See Figure 30) The previous 
arrangement of six separate stations resulted in confusing and 
lengthy transfers through a series of unconnected tunnels.138 (See 
Figure 31) The MTA appointed Grimshaw LLP to develop designs 
for the new transit hub and the winning proposal included a total 
re-engineering of the platforms by connecting 8 nearby subway 
lines and increasing capacity to 275,000 passengers per day. The 
34,000 square meter Transit Center is arranged around a central 
atrium, which includes a hyperbolic cable net that was produced 
in partnership with James Carpenter Design Associates Inc.139 

The founder, James Carpenter, studied architecture, film and 
sculpture at the Rhode Island School of Design and continues his 
cross-disciplinary design approach and training with his current 
New York based studio that he established in 1978.

In able to successfully integrate his complex and functional art 
installations into the built environment Carpenter collaborates 
with architects, engineers, interior designers and fabricators. The 
addition of the hyperbolic structure in the atrium not only serves 
aesthetics but also provides daylight dispersal to levels below 
grade in the transit center through carefully placed reflector panels.  
(See Figures 32 -33) Nicholas Grimshaw wanted the Fulton 
Street Centre to establish a new identity for the transit system 

by integrating new artificial lighting and daylighting techniques 
to create an overall feeling of lightness that is not typical of 
transit space. Carpenter’s solution was a perforated metal panel 
system suspended inside of the central dome that strategically 
reflects light through a varying pattern of mirrored and diffused 
panels.141 At night the atrium, lit from within, becomes a beacon 
and landmark for lower Manhattan replacing the previous and 
confusing frontage of subway and store entrances.142 (See Figure 
34) The atrium acts to simplify wayfinding, allowing views to 
various levels and platform entrances simultaneously from many 
vantage points. Grimshaw supplemented this intuitive system of 
spatial arrangement through curved hallways and color-coded 
signs visible from any side of the atrium space, enabling users to 
quickly find their connection.

Integration of artistic and functional collaborations with James 
Carpenter did not stop in the central atrium space. The Dey Street 
Entrance to the Centre provided a second opportunity to create 
a uniquely functional interior environment. New tunnels were 
introduced as a part of the Transit Center project to link previously 
unconnected stations; these tunnels introduced new pedestrian 
traffic, resulting in high concentration and fast movement. By 
studying the uncomfortable feeling of compression in the tunnel, 
James Carpenter generated an innovative solution to expand the 
perception of space without the need for physical expansion.143 

To find a solution he looked to his film and sculpture background, 
the result is a series of projections and surface reflections on 
the surface of the walls, floor and ceiling that extend visually 
past their physical limitations creating a unique, interactive and 
immersive experience.  

 132. “Projects: Fulton Street Transit Center,” Grimshaw, Accessed September 10, 
2012, http://grimshaw-architects.com/project/fulton-street-transit-centre/
 133. “Profile,” Grimshaw, accessed October 16, 2012, http://grimshaw-architects.
com/practice/profile/
 134. “Sir Nicholas Grimshaw” Grimshaw, accessed October 16, 2012, http://
grimshaw-architects.com/person/grimshaw-sir-nicholas/
 135. “Projects,” Grimshaw, accessed October 16, 2012, http://grimshaw-architects.
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 136. “Approach,” Grimshaw, accessed October 16, 2012, http://grimshaw-
architects.com/practice/approach/
 137. “Project Description,” MTA.info, accessed October 17, 2012, http://www.mta.
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 138. “Current Conditions,” MTA.info, Accessed October 17, 2012, http://www.mta.
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The materiality of the permanent installation is a polished 
black tarazzo fl oor and highly polished walls and ceiling, which 
elongates refl ections from a backlit feature wall of slotted 
stainless steel.144    Through surface refl ection and projection 
of light through the slotted wall the space appears to extend 
beyond its  physical limits. The tunnel combines highly technical 
and interactive technology, that responds to the movements of 
pedestrians as they travel to and from connecting platforms,with 
the basic design principles of light, shadow and refl ection. [See 
Figures 35-36] 

The Fulton Street Transit Centre contributes to the professional 
world of architecture and interior design by promoting 
collaboration and focusing on user experience. The citizens and 
urban travelers of New York are benefi ted not only from a more 
integrated and simple transit hub that creates reduced transfer 
times, but also gain benefi t from the unique and experiential 
addition to the daily routine. Grimshaw’s collaborative installations 
in the Fulton Street Transit Centre address and could serve to 
inform several elements of my practicum design. Firstly, in an 
attempt to combat elements of non-place characteristics that 
make space diverse, surprising, and charged with emotion are 
of the utmost importance to integrate. Both of these collaborative 
endeavors do this very successfully through unexpected design 
solutions.  Secondly, this project serves as an example of coping 
with increasing ridership. Through careful planning pedestrian 
fl ow and transfers are streamlined and intuitive ways of 
wayfi nding have been implemented.145 The Dey Street entrance 
tunnel serves as a unique precedent in assisting passengers 
to deal with the uncomfortable feeling of compression and fast 
movement that is common in the subway typology. Finally, through 
the integration of artifi cial and daylighting strategies spaces are 
visually expanded even in deep and restricted spaces. These 
collaborative endeavors reveal the successful outcomes that can 
result from cross-disciplinary design engagements and stand as 
a successful example of moving the subway typology forward. 

FINDINGS:

1. Hyperbolic structure in atrium adds visual interest 
 while dispersing daylight to lower levels and becomes  
 a visible beacon at night.

2.  Spatial arrangement to create an overall feeling of   
 lightness.

3.  Atrium allows for simplifi ed wayfi nding allowing   
 simultaneous views.

4.  Dey Street Entrance expands the perception of space  
 without the need for physical expansion.

5.  Black Tarazzo and highly polished materials extend   
 refl ections from feature wall.

6.  Interactive technology responds to movements of   
 travelers.

7.  Both spaces are diverse and charged with emotion.
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Figure 29. Early study of material refl ectivity for inner shell.147 

 
Figure 30. Image showing Fulton Street Transit Centre lit at 
night, acting as a beacon.148

 
Figure 31. Study model showing the refl ective perforated 
surface and recessed lighting of the tunnels on the Dey Street 
entrance.149

 
Figure 28. Rendering illustrating oculus and light refl ected by 
the inner shell.146
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4.4 LOWLINE PROJECT

Client: MTA

Team: Dan Barasch and James Ramsey of RAAD Studio

Technical Collaborators: Nesco

Completed: N/A

This project is currently in the proposal stages for the world’s 
fi rst underground park. Using new technology RAAD studio has 
designed a plan to funnel light underground to an abandoned 
trolley terminal at Williamsburg Bridge, which has been 
closed since 1948. The lighting technology is said to create 
luminescence that is similar to a merger of fl uorescence 
and natural sunlight, made possible by helio tubes and solar 
collection dishes that channel sunlight below grade. (See 
Figure 37) Taking note of the successful Highline project, which 
repurposed an above ground track into an urban park, RAAD 
studios hopes to convince that an underground public park 
would become a hub for the neighborhood.150 The design calls 
for plants that can thrive on lower light levels including moss, 
mushrooms, and Japanese maples. (See Figures 38-39) This 
project not only relates to my site by its underground location, 
but also through the implementation of biophilic methodologies. 
The underground park provides calming refuge from the 
bustling city streets above.

FINDINGS:

1. New technology allows for daylight to enter the   
 underground.

2.  New programming precedent for unused station.

3.  Designed to be a hub for the neighborhood.

4.  Takes biophilic methodologies of refuge to an urban   
 context.

4.  Plant life was considered to thrive in the underground.

 150. Meghan O’Rourke, “Meet the Lowline,” New Yorker, Accessed January 27, 
2013, http://www.newyorker.com/online/blogs/culture/2012/09/meet-the-lowline.html.
 151. “Lowline,” Gawker Assets, Accessed January 27, 2013, http://img.
gawkerassets.com/img/17z3gbb7zcin6jpg/xlarge.jpg
 152. “Lowline,” Trendland, Accessed January 27, 2013,  http://trendland.com/wp-
content/uploads/2012/02/ny-lowline-underground-project-6.jpg
 153. “Lowline,” Construction Digital, Accessed January 27, 2013, http://www.
constructiondigital.com/innovations/a889596e81c640390ba444c0af082353_slideshow_fg.jpg

 
Figure 32. Diagram showing the fi bre-optic light tubes.150

 
Figure 33. Rendering showing the lowline concept.152

 
Figure 34. Rendering showing the lowline concept and original 
trolley tracks.153
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4.5 CHAPTER CONCLUSION

Metro Valencia, Fulton Street Transit Center, and the Lowline 
were selected as precedents for their relationship to my typology, 
context or theoretical framework. These projects posses, in 
some way or another, desired qualities for my final design and 
have served as excellent sources of inspiration, while serving 
as benchmarks for ingenuity in the underground typology. The 
findings from this analysis, listed at the end of each precedent, 
will be carried forward and considered in chapter six of this 
document.  

5.1  INTRODUCTION TO CHAPTER 

This chapter represents the merger of all previous investigations to 
develop a design proposal for my selected site. My design is focused 
to rethink the transitional experiences in the ephemeral environment 
of the subway station focusing on perception, human behaviour, and 
comfort. Select perspectives have been chosen to illustrate the merger 
of these related concepts, to instill an understanding of space, and to 
transport the viewer to a new interior space. Sections and elevations 
correspond to the perspectives to enhance the understanding of 
space and breakdown the complex three-dimensional relationships. 
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5.2 SPATIAL ORGANIZATION: SPEED AND PAUSE

Overall, the spatial organization of the station has been modified 
to a minimal degree. Moreover, keeping true to the existing 
efficiencies of the station aligned with the project goals as stated 
in chapter one. My interpretation of the theoretical framework did 
not require major shifts in the spatial organization, but instead 
placed focus on modifying existing adjacencies and programming 
unused spaces. All options were explored to make the northern 
and southern entrances accessible, however, the relationship to 
the cityscape above made it impossible to install any additional 
elevators or ramps. The largest modification to the space was the 
repurposing of the abandoned side platforms and the addition of 
two stairs, which provide the required additional exit from these 
spaces as stated in the US building code. The repurposing of 
these stations is described in greater detail in sections 6.6 and 
6.7. Fortunately, the selected site provided much opportunity 
for design intervention and served as an excellent canvas for a 
theoretical design proposal. (See Figure 36.)

5.3 CEILING INTERVENTION: SPEED AND PROSPECT

It was determined during the subway video analysis that 
the ceiling plane has the opportunity to play a larger role in 
navigation, while also adding interest, spatial definition, and 
incorporating lighting strategies. Throughout the design process 
it was of interest to create a greater connection between the city 
and the station below. These complex relationships were studied 
via three dimensional computer models that considered the built 
environment including existing buildings, sidewalks, streets, 
fences and vegetation. The outcome of this investigation was 
the insertion of glulam beams that correspond to the roadways 
above. By following the lines that the roadways form, a natural 
correspondence aligned with the interior flow. These beams serve 
passengers by guiding them in and out of the station through 
their shifting datum. As an orienteering mechanism the glulam 

beams enhance the station’s overall deliverance of prospect, 
decreasing disorienting sensations and giving travelers a basic 
measurement of direction. As stated in the literature review, 
prospect is often symbolic and invites speculation of further 
vision, however, whether it does so is less important.  Moreover, 
passengers translate the ceiling plane to perceived pathways of 
movement and will, theoretically, respond positively and move 
further with confidence.

The center of the ceiling is a concrete slab that is part of the 
existing tunnel structure, hence, the glulam beams do not act as 
structural members but are merely suspended from the existing 
ceiling plane. The scale and proportion of the beams was 
critical to the overall design, as these elements are contiguous 
throughout, unifying the station. It was crucial that the beams 
were bold, yet not overbearing on the rest of the design. It was 
determined, through a process of visual trial and error, that a 1’ x 
1’ extrusion served the function of navigational tool while creating 
the desired amount of visual texture.

Where the ceiling lines stray from the roadway above is in the 
center of the platform where the arcs stretch out and connect 
a series of existing columns. This strategy added variability 
and interest towards the center of the platform, brightening 
the space. Not only useful as guiding mechanisms, the beams 
additionally provided a framework for the insertion of various 
lighting strategies. Lighting strips behind translucent panels are 
sandwiched between the beams in key paths to enhance the 
space using the same design language. 

Daylighting strategies, inspired from the technologies in the 
Lowline project, were implemented wherever possible. Circles 
on the ceiling plane represent the location of these luminescent 
panels that collect light from the sky. These panels are located 
above the glulam beams, which act to augment the light creating 
dynamic shadows throughout the day and, more dramatically, 
throughout the year. This design strategy stemmed from biophilic 

methods where light can be used to give a sense of refuge. 
These light canopies are located where the street level allowed, 
primarily in the City Hall Plaza and between roadways. These 
sculptural pieces serve as a subtle connection to the subway 
from surface level. In the plaza the light canopies create places 
of refuge in the previously unprotected area. 

Overall, the ceiling plane is intended to instill passengers with 
a sense of confidence that results from increasing elements of 
prospect. By methodical placement and geometry the glulam 
beams provide shorthand for understanding and navigating 
the station. The beams can be translated as connections to 
nodes, districts, or interior landmarks making expansive space 
comprehensible through logical and rhythmic divisions. (See 
Figure 37.)
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Figure 37. Refl ected Ceiling Plan
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Figure 36. Mezzanine Floor Plan
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Figure 38. Rendered Mezzanine Plan 
Scale: 1” = 40’-0”
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Figure 38. Mezzanine Plan 
Scale: 1” = 40’-0”
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Figure 40. Rendered Platform Plan 
Scale: 1” = 40’-0”
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Figure 41. Mezzanine Plan 
Scale: 1” = 40’-0”
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Scale: 1” = 40’-0”
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5.4 WEST ENTRANCE: SPEED, REFUGE AND SUB-TASKS 

The west side of the mezzanine level serves as a major access 
point and is the only wheelchair accessible entrance for the 
station. Located above this space is the City Hall Plaza, which 
is a highly occupied but underdeveloped space of expansive 
sidewalk. The Plaza previously had very little benches or 
topographic variation, however, the light canopies serve to add 
interest and create nodes for people to congregate at grade. 
Serving to funnel light into the underground station the canopies 
act, conversely, to provide shade in the otherwise overexposed 
plaza.  

From the plaza and down the stairs, travelers are immediately 
met with colour and form. As a space of speed, this area 
is experienced in brief snapshots; therefore, bold design 
approaches became the logical direction. Four columns that 
were previously unadorned now create a sense of refuge 
through a fractal inspired confi guration. The fractal form was 
derived from the geometry of the streets above; conjointly, 
these columnar forms are continued on the platform level to 
create refuge. The fractal forms reference biophilic methods 
as they strangely resemble trees, giving occupants an innate 
understanding of the station’s structure and alluding to its 
strength. The fractal columns not only act to instill a sense of 
trust, but also add legibility to the interior landscape by creating 
a distinct reference point, something that Jay Appleton states 
as required for the development of prospect. Furthermore, the 
treelike forms reference the pastoral history of this site, sparking 
a dialogue between existing structures, design interventions and 
the urban traveler. To make this area more easily understood 
from a distance a bold rectangle spills from the westernmost 
wall to the fl oor right below the fractal trees. The resulting effect 
draws attention to the luminescent signage above the elevator 
and the signature column silhouettes. 

The language of bold gestures on the fl ooring plane is 
continued through a playful use of shape and colour. Bright blue 
circles correspond to the daylight portals embedded behind the 
glulam beams, nodding to the sky no matter the time of day. A 
yellow border defi nes the area while relating to the traditional 
yellow truncated domes that fl ank the subway platforms. 
Highlighting the periphery with colour allows the space to be 
more easily understood and serves as a warning towards the 
gallery stairs and the guardrails. These bold gestures respond 
to the spatial condition of speed, where sightlines are focused 
on fi nding the platform, exit and a limenal state of pause. 

Another wayfi nding mechanism was implemented to assist 
passengers determine which set of stairs to proceed towards. 
Images were taken from the perspective of each exit, focusing 
on a different landmark building – one to the north and one to 
the south. These two images were modifi ed and placed as a 
coloured frit on glass panels fl anking either side of the elevator. 
The imagery was abstracted using a rasterizing technique that 
distills full-colour images into a complex yet logical network of 
dots. Inspired from prospect and informed by place-making, the 
subtle signage could be nowhere else and is the direct result of 
specifi c location underneath the City Hall Plaza.

Various lighting strategies have been used to highlight different 
focal point, create an increased sense of depth and highlight 
areas to produce instant visual sub-tasks. The westernmost 
wall has been highlighted with a series of wall washers, making 
this important circulation route easily visible from across the 
mezzanine. Up-lighting highlights the fractal columns and 
dramatizes their form. Of course, the dense network of light 
canopies bring in much natural daylight, serving to help the 
transition the traveler from artifi cially lit interior to the uncovered 
exterior. Above all, the west entrance is often the fi rst space or 
last space experienced by the urban traveler. It responds to and 
assists those ascending to the surface or those descending to 
the trains. The space aids in orienteering through a bold deign 
language that transformed a space devoid of any identity to an 
unmistakably site specifi c interior.  

F.44
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Below:
Figure 45. Rendered Mezzanine Plan 
Scale: 1/16” = 1’-0”

Above:
Figure 44. West Entrance Perspective 
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F.47

F.49

5.5 MEZZANINE LEVEL: SPEED + PROSPECT

The mezzanine level serves two major functions: 1) Transitioning 
travelers from grade to the platform level below via paid ticket 
and, 2) allowing pedestrians to underpass the roadway above 
without the need to pay. This confi guration creates a densely 
populated interior with fast pedestrian fl ows. To maximize 
effi ciency and create instantly recognizable paths the language of 
brightly coloured fl ooring plane was continued. Those wishing to 
access the subway platform will head towards the area saturated 
in a bright light green. The brightly coloured fl oor and guardrail 
are refl ected onto the ceiling plane creating an immersive and 
memorable environment. This brightly coloured area creates a 
distinct reference point easily seen from multiple perspectives 
on the mezzanine level. The opportunity to be bold in this area 
presented itself as very little time is spent on this half of the 
mezzanine, as passengers are quickly ascending or descending 
the stairs and then off towards their destination. 

The pedestrian half of the mezzanine is less saturated in colour, 
but just as visually distinct. More time is spent on this half as 
there are resting points, and MTA ticket machines. The yellow 
periphery visually contains the area and alludes to platform below. 
Three glass fl oor panels span across the fl oor, corresponding 
with the tracks below. Just as the ceiling responds to the surface, 
the mezzanine responds to the track level and passing subway 
trains below. The glass is tinted with a deep green and will spark 
interest when a train rolls underneath with lights streaking across 
the mezzanine in an ephemeral blur.  

To make the space more comfortable, a glass partition was 
placed to create a southern wall for the pedestrian mezzanine. 
This wall not only served to increase safety, but also to mitigate 
the noise of the passing trains. On this wall, the lines from the 
ceiling plane are folded down, continuing the rhythm of space 
and bringing in a visual texture and new material to the bright 
palette. This arrangement mimics natural forms of vegetative 

motifs and envelops passengers in a symbolic sense of trust.  
On the rear side of the elevator walls sound absorbing panels 
have been placed. The panels have a refl ective and metallic-like 
fi nish  that is punctured with countless holes creating a pocket 
of sound absorbing air.  Inserted into each of these walls are 
MTA ticket machines, allowing pedestrians to safely stand out 
of the continuous and ever-changing fl ow of people. This space 
responds to biophilic design methods to increase comfort. By 
increasing architectural complexity, integrating patterning and 
playing with spatial composition the interior is enriched with 
emotion and, as a result, has been made more comfortable. 

Between the pedestrian and passenger mezzanine there is a 
grey-tinted glass chute with a mirror-like fi nish. This intervention 
blurs the images from either side, separating passengers 
by containing visual fi elds. The glass chute is lit from within 
highlighting its structure and dramatizes its hovering position 
above the passing subway trains. The translucency amplifi es the 
sense of identity loss that is congruent with entering onto the 
subway platform. The waist height turnstiles have been arranged 
in away to maximize fl ow while orienting travelers whether 
they are entering or leaving the station. The blue circles that 
correspond with the daylight portals above align in logical rows 
assisting people to line up in a logical and effi cient manner. 

Essentially, the mezzanine level is a theoretical catch-all as it 
connects various and distinct areas within the station; therefore, it 
contains small pockets of speed and pause, prospect and refuge 
all understood through the fractalization of perspective congruent 
with the concept of picnolepsy. Through bold colours, surprising 
interior arrangements, and contrasting material palettes the 
space has been imbued with two distinct emotional milieus that 
will assist in understanding for pedestrians and passengers alike. 
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Figure 46. Rendered Mezzanine Plan 
Scale: 1/16” = 1’-0”



Left:
Figure 43. Rendered Mezzanine Plan 
Scale: 1/16” = 1’-0”

Above:
Figure 42. Mezzanine Perspective
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Figure 47. West Entrance Perspective 



Figure 48. Gallery _W Entrance
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Figure 49. Gallery _E Entrance
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5.6 PLATFORM LEVEL: SPEED + PROSPECT

The platform level coalesces several aspects from the theoretical 
framework by creating a sense of place, providing areas of 
refuge, providing key aspects of prospect and experimenting 
with the fractalization of vision. The fl oor plane of the platform 
area has been inscribed with a spline that defi nes the natural 
paths of human movement in and amongst the columns. This 
spline is divided in segments, breaking up space visually and 
creating logical increments to place up-lighting - creating a clear 
path. The northernmost and southernmost ends of the platform 
are less cluttered and more open, allowing for passengers to 
visually analyze and focus on the mezzanine levels that are 
located beyond. The more subdued colours and forms in this 
area allow the bright mezzanine green to pop and proceed to 
the foreground. The existing columns have been modifi ed with 
simple geometric extrusions that provide places to sit and lean 
alone or in an intimate group. This area is clearly one of speed, 
however, small pockets available for pause have been provided. 

The center of each platform was determined early on in the 
design process to be a space of refuge. Once the passenger 
has entered the platform, confi rmed the correct location and 
awaits the incoming train, one has the opportunity to relax, 
rest, or read. The platform refuge development been done  to 
create pockets of place, allowing people to connect to the space 
emotionally. The fl ooring changes in this area, with varying lines 
cutting across, corresponding to the lines of the fractal branches 
that hover above. Different concrete treatments in darker 
and lighter hues add variability and interest, but also areas of 
understandable human scale. Amorphous seating has been 
provided in and amongst the fractal columns that can be used 
in multiple ways; the seating confi guration allows passengers to 
sit facing one another, or away from one another. This provides 
more opportunity for personal customization of milieu than a 
traditional rectangular bench. Moreover, customization is of 
particular importance in the contact zone so people can achieve 
synchronicity with their ephemeral identify formations.  

The fractal columns are similar to those in the west entrance, 
underneath the plaza; however, these columns are larger in 
scale and are bright in colour. A refl ective coloured fi nish to a 
steel column refl ects light and can be easily cleaned. Select 
trees have the same luminescent quality as the ceiling plane 
and extend in a brilliant glow to the fl oor. The color choices were 
derived from biophilic constructs of soothing and calming space. 
Each platform refuge is distinct and memorable with a unique 
character created from the confi guration and colour of the fractal 
trees. Yellow truncated domes warn passengers to stay away 
from the edge, while complementing the primary palette of the 
space. Each space is unmistakably unique. Ample space has 
been given to allow for the natural and spontaneous groups of 
people to perform, consequently, those who with to re-inscribe 
their identity do so through various modes of communication. 

F.51

Figure 50. Rendered Platform Plan 
Scale: 1/16” = 1’-0”
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Along the platform walls is an ever-
changing installation – a wind wall. 
The wind wall reacts to the conditions 
of speed and pause, creating visual 
interest and spontaneity not often 
found in artifi cial spaces. The 
structure, which looks to Ned Kahn’s 
Chain of Ether as precedent, gives 
passengers additional cues and 
information of incoming and outgoing 
trains. The design of the wind wall is 
a steel grid structure with aluminum 
mesh squares attached at the top; 
these small squares when installed in 
a large grid appear to move as one 
continuous sheet. The previously 
barren walls become imbued with 
life and personality transforming the 
inanimate to animate with nods to 
the natural world. Before a subway 
train enters the station space is 
met with a sudden gust of wind. 
This wind animates the wind wall 
and gives layers of environmental 
cues and  information to the waiting 
passengers. 

As the apex of the contact zone, the 
platform is a space of daily ritual and 
has an opportunity to instill a sense 
of place within the passenger. It 
is a place of intersecting vectors, 
itineraries and networks as new 
communities are continually being 
formed and reformed. The contact 
zone prescribes that passengers 
remain in place and they are 
subjected to a type of temporary 
possession; however, this possession 
has been made more comfortable 
and even enjoyable and exciting by 
implementing the biophilic concept of 
refuge.

Figure 51. Platform Perspective 
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Figure 52. Platform Perspective 
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5.7 GALLERY EAST: PLACE AND PAUSE 

The gallery concept derived from the programming possibilities 
stemming from the literature review, as well as a nod to the 
history of the subway in arts movements of past and present. 
The previously abandoned express platforms were repurposed 
from benign storage areas to exciting and meaningful places. 
Understanding the accessible nature of these galleries, video art 
was chosen as the primary medium to display. This choice allows 
those inside the gallery and those on the platform to experience 
video installations at varying levels of intimacy. Between video 
curation or after the gallery hours the screens can be used to 
display images, or data to those on the platforms.

Dark, almost black, fl ooring was chosen to transport viewers to a 
completely alternative milieu from the rest of the station. Distinct 
from the vibrant and light colours in the rest of the space, the video 
galleries dark colours emphasizes the descent to the platform 
level while making the projected videos easier to see from 
both sides. Brutalist concrete architecture provides seating in 
various arrangements to accommodate several videos displayed 
at one time. A concrete treatment of engraved subway routes 
adds visual texture to the expansive walls. Gallery attendants 
are provided with a station to overlook the gallery and there is 
a dedicated offi ce on the mezzanine level for the curatorial staff 
to work. Walls opposing the video screens provide space where 
physical media may be hung at the gallery curator’s discretion. 

This repurposing of space moves the subway station typology past 
traditional roles and draws linkages to create more meaningful 
daily experiences that is full of chance and possibility. Whether 
alone, or in a group, the subway station occupant has been given 
an opportunity to engage with the surrounding environment. No 
longer will this station blend with others – a destination has been 
created. 

5.8 GALLERY WEST: PLACE AND PAUSE 

The previously abandoned west express platform has been 
transformed into a second gallery for the site. The existing 
structure prompted a slightly different confi guration than the east 
gallery but with the same programmatic requirements, however, 
each gallery has a distinct character and layout. This gallery 
has the curatorial offi ce on the lower, platform level – which 
also functions as the attendant desk. Again, near black fl ooring 
transports viewers to a space that is distinct from the rest of the 
station to a space defi ned by immersive video screens. 

Below:
Figure 53. Rendered Platform Plan 
Scale: 1/16” = 1’-0”

F.54 F.55
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Figure 54 Western Gallery Perspective  
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Figure 55. Gallery Perspective
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5.9 SOUTHEAST TUNNEL: SPEED AND PROSPECT 

As mentioned in the literature review, to better collaborate 
movement with perception I broke down my understanding of 
how vision and space could be linked in a coactive relationship. 
By positioning a mediator between the interpreter (pedestrian) 
and the fi eld (façade) the understanding of space becomes 
resultant of the composite. By introducing a mediator, animation 
and energy can be enhanced and space more complex as it 
is crucially linked to the perception of individual travelers. It is 
this consideration that led me to the moiré as a design strategy. 
Although my intent for the moiré strategy was to heighten 
awareness of travel through space, my desire was not to create 
an overwhelming or sickening sensation. Similar to the strategy 
implemented near the southern entrance, images from street 
level were taken and modifi ed as coloured frit glass panels.

The imagery, again, was abstracted using a vectorizing technique 
that distills full-colour images into a complex yet logical network of 
dots. From my investigation of the moiré, I was able to implement 
two regular fi elds of fritted glass, offset one at an angle, and 
place them parallel to each other; consequently, a subtle moiré 
pattern results. The imagery from street level alludes of what is 
to come, and integrates the concept of prospect and picnolepsy 
in a single design action. The moiré wall was implemented on the 
southeastern side of the tunnel, as not to create a space that is 
too overwhelming or visually demanding. 

Once up the fl ight of stairs, pedestrians will be surprised by a 
sudden integration of colour – bright blue fl ooring. This treatment 
is also used at the northernmost tunnel, and as passengers use 
this space again, they will begin associate the colour with exit 
and outside.  The ceiling plane in the tunnel runs perpendicular to 
the visual datum, just as the roadway above. This confi guration 
creates a dramatic rhythm, as one passes through this space 
and it is congruent with the idea of constant visual interruptions. 
Artifi cial light intensifi es near the exit stairs, assisting passengers 
to adjust to the brightness outside.  Above:

Figure 56. Rendered Platform Plan 
Scale: 1/16” = 1’-0”

F.57

F.58
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Figure 57. South Tunnel Perspective 
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5.10 STAFF AREAS: REFUGE

Staff areas in the station include the MTA information booth 
and the staff washrooms. Both of these areas are located on 
the southern half of the station off the central-south mezzanine. 
Biophilic design strategies were of the utmost usefulness to 
make this space one of daily refuge for the primary occupants 
of this station. Inside of the MTA information booth warm 
woods, a colorful carpet, and tactile materials provide a more 
intimate space than the rest of the station. The same wood fi nish 
implemented on the ceiling plane continues towards the back of 
the room in thin panels; these panels provide four stations for the 
employees to store their jackets and bags. Two sun canopies fi ll 
the small room with fi ltered light, making the underground work 
environment immeasurably more enjoyable. To create more of a 
human scale, lights are suspended over a small table at the back 
that serves as a place to break, eat lunch or watch the television 
mounted on the rear wall. 

A kitchenette is provided for the employees, decreasing the need 
for purchasing meals and increasing a sense of ownership of 
space and, therefore, assisting in the development of place. 
Across the hallway, and in their original location, are the staff 
washrooms. Accessible only with a key there are two washrooms, 
one for men and one for women, and both are fully accessible 
as dictated by the US building code. Inside the washroom warm 
woods and a dropped ceiling create an intimate, safe, and sterile 
environment. A transom window spans the length, allowing for 
some of the natural light to spill in. The horizontal transom is high 
enough, however, that complete privacy is maintained. Although 
these spaces are small in size, their impact on the primary user is 
large. By using biophilic methods to increase feelings of refuge, 
the MTA employees have a safer and more comfortable work 
place than what existed before. Tactile surfaces instill a sense 
of trust while symbolic analogy allows enigmatic associations of 
ideas and references to occur. 

Figure 58. MTA Staff Room Perspective 
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e1. southern mezzanine corridor elevation 

e2. northern mezzanine corridor elevation

e3. eastern mezzanine elevation

 F.59

 F.60

 F.61
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e1.

e2.

e3.

Figure 62. Key Plan showing elevation markers. 

5.11 ELEVATIONS AND SECTIONS 



s2. longitudinal west gallery section

s3. longitudinal west gallery section

s1. latitudinal north platform section  F.63

F.64
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Figure 66. Key Plan showing section cuts.

s1.

s1.

s2.s2.
s3.s3.



s5. longitudinal west platform section

Chapter 5: design proposal

68

Figure 67. Key Plan showing section cuts.
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s4. longitudinal east gallery section
F.68
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5.12 MATERIAL AND COLOUR PALETTES

The high-density nature of the space dictated a very durable 
material palette. Although tactile materials where selected 
in the staff areas, the majority of the station is composed of 
hard, washable, and extremely durable selections. The nature 
of the site has resulted in an architectural palette, not always 
typical of interior design language. Flooring primarily consists of 
concrete treated in different ways for varying textures, hues, and 
saturations. Watco flooring, most often used in large factories, 
is a durable and textured coating that is painted on a concrete 
base. The hue can be customized for large jobs, and is durable 
enough to last for years in this high traffic environment. The 
ceiling plane’s glulam beams give the space great visual texture 
at varying proportions. Wood’s grain allows it to make an impact 
at a range of scales, whether on the ceiling, mezzanine walls, or 
intimately experienced inside the MTA staff areas.

As a transitional space, colour choices were meant to be bold. 
This allows for impactful moments to occur in the mere seconds 
it takes for a passenger to pass through. Stemming from biophilic 
methods and staying true to subway heritage blue, green, 
and yellow are the dominant hues. Secondary colours come 
in the form of coloured light, a light purple glow enhances and 
compliments the primary hues while giving a relaxing feel to the 
space. 
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MATERIAL CODE MANUFACTURER CODE DESCRIPTION COLOUR COLUM NO. MATERIAL

Paint P1 Sherwin Williams SW 1007 Interior/Exterior Grade Extra White MATERIAL FINISH MATERIAL FINISH MATERIAL FINISH MATERIAL FINISH MATERIAL FINISH C 1‐13 C3

Paint P2 Sherwin Williams SW 6938 Interior/Exterior Grade Synergy 001 Storage C5 Sealed XC N/A XC N/A XC N/A XC N/A C 14‐17 W1

Paint P3 Sherwin Williams SW 6902 Interior/Exterior Grade Decisive Yellow 002 East Gallery C5 Sealed CP1 + CP2 N/A XC N/A XC N/A XC N/A Custom Projection Walls C 18‐28 C1

Concrete C1 DAvis N/A Pigmanted Concrete White - 000 003 Storage C5 Sealed XC N/A XC N/A XC N/A XC N/A C29‐42 C1

Concrete C2 Davis N/A Pigmanted Concrete Euroblue 418 004 West Gallery C5 Sealed XC N/A XC N/A CP1 + CP2 N/A XC N/A Custom Projection Walls C43 SS1

Concrete C3 Davis N/A Pigmanted Concrete Euroyellow - 5447 005 Gallery Office CT1 XC N/A WC1 AW1,2 + 3 XC N/A Acoustic Tile Installation C44 SS2

Concrete C4 Davis N/A Pigmanted Concrete Willow Green - 5376 006 SE Platform C1 Sealed N/A N/A N/A N/A WW1 N/A N/A N/A Wind Wall Installation C45 SS3

Concrete C5 Davis N/A Pigmanted Concrete Graphite - 860 007 E Platform Refuge C1 + C5 Sealed N/A N/A N/A N/A WW1 N/A N/A N/A Wind Wall Installation C46 SS4

Vinyl Flooring V1 Shaw Commercial 90120 Resilient sheet flooring Jeogori- Muslin 008 NE Platform C1 Sealed N/A N/A N/A N/A WW1 N/A N/A N/A Wind Wall Installation C47 SS2

Carpet Tile CT1 Shaw Contract 41497 24" x 24", Cut Pile, Nylon Dyelab - FT041 009 SW Platform C1 Sealed WW1 N/A N/A N/A N/A N/A N/A N/A Wind Wall Installation C48 SS4

Truncated Dome TD1 Armor-Tile 33538 Certified ADA,  Cast-in-place Federal Yellow 010 W Platform Refuge C1 + C5 Sealed WW1 N/A N/A N/A N/A N/A N/A N/A Wind Wall Installation C49 SS1

Terrazzo Flooring TF1 Domus N/A Terazzo Flooring Black 011 SW Platform C1 Sealed WW1 N/A N/A N/A N/A N/A N/A N/A Wind Wall Installation C50 SS2

Custom Panel CP1 3-form N/A 2" thick for exterior install Vapor 101 SE Tunnel C2 Sealed XC Sealed N/A N/A G3 N/A XC Sealed Moire Wall Installation C51 SS3

Custom Panel CP2 3-form N/A 2" thick for exterior install Koda xt vapor 102 MTA Info CT1 Sealed AW 1,2,3 N/A XC Sealed XC N/A XC N/A Acoustic Tile Installation C52 SS4

Custom Glass Panel G1 Fusion Glassworks Inc. N/A Custom Frit Pattern Panel Custom 103 MTA Staff Rm CT1 + V1 AW 1,2,3 N/A XC Sealed XC N/A XC N/A C53 SS3

Custom Glass Panel G2 Fusion Glassworks Inc. N/A Custom Frit Pattern Panel Custom 104 E Hallway C1 Sealed N/A N/A AW4 N/A N/A N/A G3 N/A C54 SS2

Custom Glass Panel G3 Fusion Glassworks Inc. N/A Custom Frit Pattern Panel Custom 105 Storage C1 Sealed XC Sealed XC Sealed XC Sealed XC Sealed C55  SS1

Stainless Steel Panel SS1 Rimex N/A Coloured Stainless Steel Mirror Blue 106 WC 1 V1 W1 Sealed W1 Sealed W1 Sealed XC Sealed C56 SS4

Stainless Steel Panel SS1 Rimex N/A Coloured Stainless Steel Mirror Green 107 WC 2 V1 W1 Sealed W1 Sealed W1 Sealed XC Sealed C57 SS1

Stainless Steel Panel SS1 Rimex N/A Coloured Stainless Steel Satin Electro - Blue 108 Gallery Office CT1 AW 1,2,3 N/A XC Sealed WC1 NA XC Sealed C58 SS4

Stainless Steel Panel SS1 Rimex N/A Coloured Stainless Steel Satain Electro - Green 109 Janitor C1 Sealed XC Seald XC Seald XC Seald XC Seald C59 SS3

Wood W1 Fraser Wood N/A Engineered Wood / Glulam Douglas Fir, Cedar 110 W Mezzanine C1 Sealed G2 N/A AW4 N/A AW4 N/A G2 N/A C60 SS2

Wall Covering WC1 Maharam 399561 Wall Application - Cloak 001 Puff 111 E Mezzanine C4 Sealed C3 Sealed N/A N/A CP1 N/A N/A N/A C61 SS3

Fabric F1 Maharam 464940 Seating Upholstery 001 Glacier 112 NW Entrance C1 + C5 Sealed XC N/A N/A N/A AW4 N/A G1 + G2 N/A Moire Wall Installation C62 SS2

Acoustic Wall Panel AW1 BuzziSkin N/A 3D Tile Acoustic Wall Panel Navy 1007 113 N Mezzanine C4 Sealed G3 N/A G3 N/A C4 Sealed N/A N/A C63 SS1

Acoustic Wall Panel AW2 BuzziSkin N/A 3D Tile Acoustic Wall Panel Light Blue 41 114 NW Entrance C1 Sealed XC Sealed G3 N/A XC Sealed G3 N/A C64 SS4

Acoustic Wall Panel AW3 BuzziSkin N/A 3D Tile Acoustic Wall Panel Olive 53 115 NE Entrance C1 Sealed XC Sealed G3 N/A N/A N/A XC Sealed C65 SS1

Wind Wall WW1 WindWall N/A Custom Built Wind-wall Stainless Steel 116 N Tunnel C2 Sealed XC Sealed G3 N/A N/A N/A XC Sealed C66 SS4

117 Janitor C1 Sealed XC Sealed XC Sealed XC Sealed XC Sealed C67 SS3

C68 SS2

C69‐81 C1

COLUMN SCHEDULE
SOUTH WALL WEST WALL

FINISH SCHEDULE

REMARKS

MATERIAL SCHEDULE
FLOOR NORTH WALL EAST WALL

ROOM NO. ROOM NAME

Table 2. 
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 P1  P2  P3 C2 C3 C4 C5 V1 CT1

TD1 TF1 CP1 CP2 G1 G2 G3 SS1 SS2 SS3

SS4 W1 WC1 F1 AW1 AW2 AW3

ABBREVIATIONS 

P Paint
C Concrete
V Vinyl Flooring
CT Carpet Tile
TD Truncated Dome
TF Tarazzo Flooring
CP Custom Panel
G Custom Glass
SS Stainless Steel
W Wood Finish
WC Wall Covering
F Fabric
AW Acoustic Wall Panel

C1



5.13 ROOM FINISHES + COLUMN SCHEDULE 

MATERIAL CODE MANUFACTURER CODE DESCRIPTION COLOUR COLUM NO. MATERIAL

Paint P1 Sherwin Williams SW 1007 Interior/Exterior Grade Extra White MATERIAL FINISH MATERIAL FINISH MATERIAL FINISH MATERIAL FINISH MATERIAL FINISH C 1‐13 C3

Paint P2 Sherwin Williams SW 6938 Interior/Exterior Grade Synergy 001 Storage C5 Sealed XC N/A XC N/A XC N/A XC N/A C 14‐17 W1

Paint P3 Sherwin Williams SW 6902 Interior/Exterior Grade Decisive Yellow 002 East Gallery C5 Sealed CP1 + CP2 N/A XC N/A XC N/A XC N/A Custom Projection Walls C 18‐28 C1

Concrete C1 DAvis N/A Pigmanted Concrete White - 000 003 Storage C5 Sealed XC N/A XC N/A XC N/A XC N/A C29‐42 C1

Concrete C2 Davis N/A Pigmanted Concrete Euroblue 418 004 West Gallery C5 Sealed XC N/A XC N/A CP1 + CP2 N/A XC N/A Custom Projection Walls C43 SS1

Concrete C3 Davis N/A Pigmanted Concrete Euroyellow - 5447 005 Gallery Office CT1 XC N/A WC1 AW1,2 + 3 XC N/A Acoustic Tile Installation C44 SS2

Concrete C4 Davis N/A Pigmanted Concrete Willow Green - 5376 006 SE Platform C1 Sealed N/A N/A N/A N/A WW1 N/A N/A N/A Wind Wall Installation C45 SS3

Concrete C5 Davis N/A Pigmanted Concrete Graphite - 860 007 E Platform Refuge C1 + C5 Sealed N/A N/A N/A N/A WW1 N/A N/A N/A Wind Wall Installation C46 SS4

Vinyl Flooring V1 Shaw Commercial 90120 Resilient sheet flooring Jeogori- Muslin 008 NE Platform C1 Sealed N/A N/A N/A N/A WW1 N/A N/A N/A Wind Wall Installation C47 SS2

Carpet Tile CT1 Shaw Contract 41497 24" x 24", Cut Pile, Nylon Dyelab - FT041 009 SW Platform C1 Sealed WW1 N/A N/A N/A N/A N/A N/A N/A Wind Wall Installation C48 SS4

Truncated Dome TD1 Armor-Tile 33538 Certified ADA,  Cast-in-place Federal Yellow 010 W Platform Refuge C1 + C5 Sealed WW1 N/A N/A N/A N/A N/A N/A N/A Wind Wall Installation C49 SS1

Terrazzo Flooring TF1 Domus N/A Terazzo Flooring Black 011 SW Platform C1 Sealed WW1 N/A N/A N/A N/A N/A N/A N/A Wind Wall Installation C50 SS2

Custom Panel CP1 3-form N/A 2" thick for exterior install Vapor 101 SE Tunnel C2 Sealed XC Sealed N/A N/A G3 N/A XC Sealed Moire Wall Installation C51 SS3

Custom Panel CP2 3-form N/A 2" thick for exterior install Koda xt vapor 102 MTA Info CT1 Sealed AW 1,2,3 N/A XC Sealed XC N/A XC N/A Acoustic Tile Installation C52 SS4

Custom Glass Panel G1 Fusion Glassworks Inc. N/A Custom Frit Pattern Panel Custom 103 MTA Staff Rm CT1 + V1 AW 1,2,3 N/A XC Sealed XC N/A XC N/A C53 SS3

Custom Glass Panel G2 Fusion Glassworks Inc. N/A Custom Frit Pattern Panel Custom 104 E Hallway C1 Sealed N/A N/A AW4 N/A N/A N/A G3 N/A C54 SS2

Custom Glass Panel G3 Fusion Glassworks Inc. N/A Custom Frit Pattern Panel Custom 105 Storage C1 Sealed XC Sealed XC Sealed XC Sealed XC Sealed C55  SS1

Stainless Steel Panel SS1 Rimex N/A Coloured Stainless Steel Mirror Blue 106 WC 1 V1 W1 Sealed W1 Sealed W1 Sealed XC Sealed C56 SS4

Stainless Steel Panel SS1 Rimex N/A Coloured Stainless Steel Mirror Green 107 WC 2 V1 W1 Sealed W1 Sealed W1 Sealed XC Sealed C57 SS1

Stainless Steel Panel SS1 Rimex N/A Coloured Stainless Steel Satin Electro - Blue 108 Gallery Office CT1 AW 1,2,3 N/A XC Sealed WC1 NA XC Sealed C58 SS4

Stainless Steel Panel SS1 Rimex N/A Coloured Stainless Steel Satain Electro - Green 109 Janitor C1 Sealed XC Seald XC Seald XC Seald XC Seald C59 SS3

Wood W1 Fraser Wood N/A Engineered Wood / Glulam Douglas Fir, Cedar 110 W Mezzanine C1 Sealed G2 N/A AW4 N/A AW4 N/A G2 N/A C60 SS2

Wall Covering WC1 Maharam 399561 Wall Application - Cloak 001 Puff 111 E Mezzanine C4 Sealed C3 Sealed N/A N/A CP1 N/A N/A N/A C61 SS3

Fabric F1 Maharam 464940 Seating Upholstery 001 Glacier 112 NW Entrance C1 + C5 Sealed XC N/A N/A N/A AW4 N/A G1 + G2 N/A Moire Wall Installation C62 SS2

Acoustic Wall Panel AW1 BuzziSkin N/A 3D Tile Acoustic Wall Panel Navy 1007 113 N Mezzanine C4 Sealed G3 N/A G3 N/A C4 Sealed N/A N/A C63 SS1

Acoustic Wall Panel AW2 BuzziSkin N/A 3D Tile Acoustic Wall Panel Light Blue 41 114 NW Entrance C1 Sealed XC Sealed G3 N/A XC Sealed G3 N/A C64 SS4

Acoustic Wall Panel AW3 BuzziSkin N/A 3D Tile Acoustic Wall Panel Olive 53 115 NE Entrance C1 Sealed XC Sealed G3 N/A N/A N/A XC Sealed C65 SS1

Wind Wall WW1 WindWall N/A Custom Built Wind-wall Stainless Steel 116 N Tunnel C2 Sealed XC Sealed G3 N/A N/A N/A XC Sealed C66 SS4

117 Janitor C1 Sealed XC Sealed XC Sealed XC Sealed XC Sealed C67 SS3

C68 SS2

C69‐81 C1

COLUMN SCHEDULE
SOUTH WALL WEST WALL

FINISH SCHEDULE

REMARKS

MATERIAL SCHEDULE
FLOOR NORTH WALL EAST WALL

ROOM NO. ROOM NAME

Table 3.

Table 4. 
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Chapter 6: conclusion

6.1 CONCLUSION

As subway ridership around the world increases, the station 
typology has an opportunity to play an increasingly important 
and complex role in the daily routine of urban dwellers. As an 
underground space, subway stations pose unique psychological 
and physiological stresses on occupants; therefore, an opportunity 
presented itself to rethink the subway station interior to respond 
to the experiential and existential conditions of the traveler. This 
practicum has aimed to address these issues by redesigning 
an existing subway station that responds to the convergence 
of picnolepsy, non-place, and biophilic design methodologies – 
all constructs of movement. Throughout this project it has been 
my goal to create more exciting and comfortable space without 
impeding existing efficiencies.

To reiterate, my design is based on rethinking transitional 
experiences in the ephemeral environment of the subway station 
focusing on perception, human behaviour, and comfort. In order 
to do this I have looked to the history of the subway, conducted 
a site analysis, completed a literature review, analyzed three 
precedents, and considered programmatic requirements to 
create a new design outcome. 

Paul Virilio’s theories have cultivated aesthetically derived 
notions of disappearance and fractalization in relation to both 
physical space and disappearance. Moreover, his concept 
of picnolepsy informed spaces of accelerated procession by 
evoking a deconstruction and analysis of the labyrinthine term. 

This interpretation was completed through an analysis of film-
sculpture, the creation of video documentation, and the deepened 
understanding of moiré’s effects on human perception. These 
multidisciplinary modes of investigation have brought to life the 
coherence – incoherence relationship that currently exists in 
transitional environments. Overall, the concept has equipped the 
final design with a conceptual aesthetic laden with ephemeral 
veracity. 

Looking to Thorsten Fleisch’s film, Dromosphere, led to two 
distinct observations: 1. Vibration produces visual distillation and, 
2. This distillation suggests movement. These findings were then 
coalesced with discoveries from the video analysis of subway 
navigation. This second study fundamentally focused on active 
planes of navigation and the overall result of disorientation. Finally, 
these investigations were given the opportunity to materialize via 
the moiré effect, which is a completely individualized phenomena 
and remains dependant on the position of each traveler. 
The resulting effect of the fritted glass moiré pattern shapes 
experience by heightening the pedestrian’s awareness of travel 
through space, enhancing the picnoleptic perspective and adding 
animation and energy to a previously mundane procession. 

Although non-place designates transience and alludes to 
insignificance, these fragmented experiences can compose a 
substantial portion of one’s life. Culturally, place is created and 
altered via speed through a gradating contact zone. This contact 

zone begins at the subway station’s entrance becoming the 
most intense inside the subway car as people are possessed by 
space and are prescribed by movement to remain in place. As 
passengers are increasingly forced to be still in the same space, 
human behaviour is modified and sociopheres result. 

My interpretation of non-place is aimed to better understand the 
subway station by means of movement and the resulting effects on 
human behaviour; moreover, my hope was to design space that is 
insightful and appropriate to the behaviours associated with non-
place. This analysis did not stem from a desire to transform non-
place to place, but instead from a desire to achieve synchronicity 
with ephemeral identity formations, however, as a consequence 
of this research I have given the opportunity to transform non-
place to place in the final design where appropriate. Place and 
non-place have been used to better understand human behaviour 
through the increasingly personal concepts of culture, space and 
identity. Through this sharpened understanding programming 
has been based on places of speed and pause - complex and 
exciting daily experiences can now occur. 

Biophilic design methodologies have been implemented to 
increase comfort and evoke emotion through the contrasting 
yet interrelated concepts of prospect and refuge. Understanding 
these co-conditions has enabled bold design strategies to 
be implemented with confidence to enhance the traveler’s 
experience. The subway typology has provided a unique setting 
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Apppendix:
a,b,c,d,e

for the deployment of biophilic techniques as an underground, 
transitional and public space. The aesthetic that resulted from 
this investigation merges the artificial with natural, imbuing the 
interior with a new complexity and logical hierarchy that our 
evolutionary senses desire. 

Refuge has been created by mimicking the natural environment 
through the use of fractal geometry, colour, and form. Inherent 
and instant cognition results, providing mental stimulation through 
the implementation of complementary contrasts, application of 
texture, use of light reflectance and the providence of irregular 
forms – all without being too literal. Prospect adds legibility to the 
landscape by enabling humans to orient themselves via multiple 
reference points. These references are implemented to ease 
wayfinding and reduce feelings of disorientation through the use 
of bold design strategies to create easily understood sub-tasks; 
consequently, symbols have been used to provide a shorthand 
for understanding the navigation of space.

All of these concepts are related and created by human 
movement – a benchmark of any travel space. Although this 
project addresses the subway station typology specifically there 
is opportunity to expand on these concepts to other spaces 
of travel as well. In conclusion, this project provides only the 
impetus to rethinking the typology as an infinitely complex set of 
constraints and opportunities exist; however, it is my hope that 
this project has represented how interrelated concepts can be 
used to support conceptual development within interior design 
practice.

. 

.
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Appendix a: programming

A.1 INTRODUCTION TO PROGRAMMING

The program outlined in this chapter is a detailed description 
of both the client and user group that will occupy and control 
the subway station. Also included in the programme is a review 
of vehicles that use the rail tracks and a Code Review. The 
summation of this information will help to inform the design of the 
subway station regarding its function. 

A.2 CLIENT PROFILE

The major client is the Metropolitan Transportation Authority 
(MTA), a public benefit corporation responsible for public 
transportation in the state of New York. The MTA was chartered 
by the New York State Legislature in 1965 to operate the bankrupt 
Long Island Rail Road, and eventually the New York City Transit 
Authority in 1968.The system carries over 11 million passengers 
per average weekday. The MTA Mission Statement reads: The 
MTA preserves and enhances the quality of life and economic 
health of the region we serve through the cost-efficient provision 
of safe, on-time, reliable and clean transportation services. 
The MTA is governed by a 17-member board nominated by the 
Governor, the mayor and one to represent surrounding counties. 

A.2.1 CURRENT NEEDS AND FUTURE GOALS

The MTA is responsible for developing and implementing a 
unified transportation policy for the New York metropolitan 
area., making it the largest public transportation provider in the 
Western Hemisphere with over 65,000 employees. The MTA has 
a growing budget deficit with over 31 billion in debt, creating the 
need for fare increases and employee cuts. 

Future goals include: 

1.  Improving commuter transit access and mobility

2.  Contribute to attainment of regional and local   
 environmental goals

3.  Support smart residential and economic growth 

4.  Improve efficiency, convenience, and integration of   
 transportation services

A.3 USER PROFILE

There are two types of travelers that utilize New York City subway 
interiors: visitors to New York and the local residents who use the 
interchange for everyday travel. Visitors use the subway service 
to both experience and navigate the city and local residents 
commute to and from locations for both work and pleasure. A 
third user group is the Metropolitan Transportation Authority’s 
staff, which includes administration, ticketing, maintenance, 
security and retail employees. With such a wide range of users 
and demographics, the design of the subway station must be 
accessible by all, including implementing wayfinding, universal 
design and barrier-free principles.  The Following is data from 
the Scarborough Report on Subway Rider Demographic Profile 
Report for the 5-Boroughs of New York City from March 2011-
2012:  

A.3.1 PRIMARY USER

MTA Employees:

Janitorial: Ages 20-55 (M/F)
Job Description: The daily cleaning of subway stations.
Activities + Frequency: Washing floors once per day, changing 
garbage thee times per day, Picking up trash several times of 
day.

Psychological Needs: Ease of access to materials, safe access 
to storage rooms, ease of disposing garbage.
Special Needs: A mobile janitorial cart.

Ticketing: Ages 20-55 (M/F)
Job Description: The selling of metro tickets to patrons, 
answering patron questions, knowledge of the subway, customer 
service and interpersonal skills are required. 
Activities + Frequency: Sitting and selling tickets in a booth in 8 
hour shifts, cash transactions in 8 hour shifts.
Psychological Needs: A comfortable and safe space to conduct 
work, will be sitting or standing for several hours per day.
Special Needs: Considerations for safety and for comfort.

MTA Police: Ages 20-55 (M/F)
Job Description: Law enforcement within New York subway 
stations. 
Activities + Frequency: Constant circulation through various 
subway stations in 8 hour shifts, responding to emergency calls 
from other MTA workers.
Psychological Needs: Ability to navigate through space 
confidently and securely. 
Special Needs: Enforcement training.

Commuter (5-7 Days a week): Ages 16-65 (M/F)
Description: People commuting to and from work on a weekly 
basis. 
Activities + Frequency: Entering the station. Purchasing metro 
tickets. Reloading metro card. Waiting on the platform. Reading 
maps. Sitting. Reading. Texting. Gaming. Buying refreshments. 
Carrying baggage. Exiting the station.
Psychological Needs: Ability to navigate through space 
confidently and securely. A space to sit comfortably and await the 
train. Private reflection time, social interaction, safety, comfort, 
stimulation.
Special Needs: None.

78



A.3.2 SECONDARY USER

Commuter (2-3 Days a week): Ages 16-65 (M/F)
Description: People commuting to and from the station.
Activities + Frequency: Entering the station. Purchasing metro 
tickets. Reloading metro card. Waiting on the platform. Reading 
maps. Sitting. Reading. Texting. Gaming. Buying refreshments. 
Carrying baggage. Exiting the station.
Psychological Needs: Ability to navigate through space 
confidently and securely. A space to sit comfortably and await 
the train. 
Special Needs: None.

Maintenance: Ages 20-55 (M/F)
Job Description: The daily maintenance of subway stations.
Activities + Frequency: Fixing or repairing subway station 
machines, objects and space.
Psychological Needs: Space to comfortably and securely fix or 
maintain items.
Special Needs: Access to special equipment, ability to bring in 
special and sometimes heavy equipment. 

A.3.3 TERTIARY USER

Tourist/ Area visitors: Ages 16-65 (M/F)
Description: People who visit the station rarely or even once. 
Activities + Frequency: Entering the station. Purchasing metro 
tickets. Reloading metro card. Waiting on the platform. Reading 
maps. Sitting. Reading. Texting. Gaming. Buying refreshments. 
Carrying baggage. Exiting the station.
Psychological Needs: Ability to navigate through space 
confidently and securely. A space to sit comfortably and await the 
train. Social interaction, safety, comfort, stimulation.
Special Needs: Orientation mechanisms.

A.4 FIXTURES, FURNITURE + EQUIPMENT 

Entrance
 Furniture: Bench seating.
 Fixture: Water fountain, ATM, Map
 Equipment: Metro card machines.
 Material & Maintenance: Extremely durable,   
 washable, all weather, outdoors.

Ticketing
 Furniture: Chairs (x3), Storage lockers, Filing   
 cabinets, garbage, counter.
 Fixture: small sink, fridge, microwave.
 Equipment: Computers (x3).
 Material & Maintenance: Easily cleaned, durable,   
 comfortable.

Janitorial
 Furniture: N/A
 Fixture: Mop sink, sink, garbage cans.
 Equipment: Cleaning cart, storage space.
 Material & Maintenance: Extremely durable,   
 washable. 

Turnstile
 Furniture: Bench seating.
 Fixture: Turnstiles (number required changes   
 depending on space)
 Equipment: Metro card machines.
 Material & Maintenance: Extremely durable,   
 washable.

Platform 
 Furniture: Bench seating.
 Fixture: Maps.
 Equipment: Platform barriers.
 Material & Maintenance: Extremely durable,washable

A.5 FLOOR AREA REQUIREMENTS

Entrances
 East Entrance:   6,220 sqft
 West Entrance:   1,464 sqft
 Northwest Entrance:   644 sqft
 Northeast Entrance:  1,857 sqft

Ticketing
 West Ticketing:    1,780 sqft
 East Ticketing:   1,213 sqft
 North Ticketing:      455 sqft

Washroom
 Men’s Washroom:     400 sqft
 Women’s Washroom:    500 sqft

Platform
 West Platform:  11,571 sqft
 East Platform:    9,644 sqft

Mezzanine
 South Mezzanine:   1,497 sqft
 North Mezzanine:   1,315 sqft

Total Square Footage:  38,960 sqft
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A.6 LIGHT AND SHADOW STUDIES

Although little natural light penetrates below grade and into 
the station, light studies were completed to initiate a dialogue 
between surface conditions and the underground environment. 
Analyzing the busiest times of day of this station (8:00am to 
7:00pm) was done in one-hour increments for the fi rst of each 
month. For Example: January 1st at 8:00am, 9:00am, 10:00am, 
11:00am, 12:00pm, 1:00pm, 2:00pm, 3,00pm, 4:00pm, 5:00pm, 
6:00pm and 7:00pm. These snapshots were compiled into a 
video that was layered with the other 11 months. The resulting 
video depicts an overlay of the changing shadow conditions 
throughout the busiest times of day. The results are as follows:

8:00am: Sun is not blocked from the east towards the bridge. 
This creates a sunny sections between City hall and the Tweed 
Courthouse. The Northern part of the public plaza is less bright 
as the Borough President building blocks the sunrise on the east.
9:00am: Sunlight continues from the bridge and is not blocked. 
More sun appears in the public plaza as it is less blocked by 
the Borough President building. Nearly all entrances are in direct 
sunlight. 
10:00am: Sunlight continues to round past the Borough President 
building. The plaza’s southern half is now in full sunlight. Northern 
areas are not affected.
11:00am: Public plaza is now in 75% direct sunlight. Shadows 
are faced north-west.
12:00pm: Public plaza is now in 90% direct sunlight. All station 
entrances are exposed expect for the most northern stairways. 
Shadows are facing north. 
1:00pm: Public plaza is now in 90% direct sunlight. All station 
entrances are exposed expect for the most northern stairways. 
Shadows are facing north. 
2:00pm: Shadows are now parallel to the building grid. Streets 
that are east-west facing are in complete shadow and north-
south facing streets are in full sunlight.
3:00pm: Shadows are oriented north-east as north-south facing 
streets are in 50% shadow. The public plaza is still in 70% direct 
sunlight.
4:00pm: Shadows change drastically as the sun comes from the 
south-west. The plaza becomes noticeably darker.
5:00pm: The plaza is now in 80% shadow. No entrances have 
direct sunlight.
6:00pm: The plaza is now in 80% shadow. No entrances have 
direct sunlight.
7:00pm: The plaza is now in 90% shadow. No entrances have 
direct sunlight.

 
Figure 71. Image of Revit model used to study light and shadow.
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APPENDIX B: CODE REVIEW

The most recent edition (2012) was used of the United States’ 
National Fire Protection Agency’s Code. The following information 
is from Volume 8, Section 130 titled Stations:Transit and Passenger 
Rail Systems which was last updated in the 2010 edition. Chapter 
5: Stations and Chapter 6: Trainways are covered in that order with 
only applicable information pulled for this project’s scope.

Appendix b:
code review 
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Appendix b: code review

130-12 CHAPTER 5.

5.1. Occupancy
5.1.1 The primary purpose of a station shall be for the use of 
passengers who normally stay in a station structure fro a period 
of time no longer than that necessary to wait for and enter a 
departing passenger-carrying vehicle or to exit the station after 
arriving on an incoming passenger-carrying vehicle. 
5.1.2 Where contiguous commercial occupancies share 
common space with the station, or where the station is 
integrated into a building the occupancy of which is neither 
for fixed guide-way transit nor for passenger rail, special 
considerations beyond this standard shall be necessary. 
5.1.3 A station shall also be for the use of employees whose 
work assignments require their presence in the station 
structures.

5.2.2 Construction
5.2.2.1 Building construction for all new enclosed stations shall 
be note less than Type I or Type II or combinations of Type 
I and Type II noncombustible construction as defined in the 
NFPA 220, in accordance with the requirements of NFPA 101, 
Chapter 12, for the station configuration or as determined by an 
engineering analysis of potential fire exposure hazards to the 
structure.
5.2.2.3 Where access for firefighting is restricted, standpipe 
sized for water flow and pressure for the maximum predicted 
construction fire load shall be installed within 61 m (200 ft) of 
the most remote portion of the station. The flow and pressure 
required at the outlet shall be approved.
5.2.2.4* Illumination levels of enclosed stations shall not e less 
than 2.7lx (0.25 ft-candles) at the walking surface.
5.2.3 Compartmentation
5.2.3.1 Interconnected Floor Levels
5.2.3.1.1* Stair and Escalator Enclosure. Stairs and escalators 
used by passengers shall not be required to be enclosed.

5.2.3.1.3. Enclosed Stations. Public areas on different levels 
in enclosed stations shall be permitted to be interconnected, 
provided fire separation is not required for smoke control or 
other fire protection purposes. 
5.2.3.2* Separation Between Public and Nonpublic Floor Areas. 
All public areas shall be fire separated from adjacent non-public 
areas.
5.2.3.3 Ancillary Spaces. Fire resistance ratings of separations 
between ancillary occupancies shall be established as required 
by NFPA 101 in accordance with NFPA 251.
5.2.3.4* Agents and Information Booths
5.2.3.4.1 Agents’ or information boots shall be constructed of 
non-combustible material
5.2.3.4.2 Booths used only as agents’ and information booths 
shall not be required to be fire separated from public station 
areas. 
5.2.3.5* Separation Between System and Nonsystem 
Occupancies. All station public areas shall be fire separated 
from adjacent non-system occupancies.
5.2.4 Seating Furniture. Seating furniture in stations shall be 
noncombustible, or it shall have limited rates of heat release 
when tested in accordance with ASTM 1537, as follows:
 1) The peak rate of heat release for the single seating  
 furniture item shall not exceed 80kW (270 kBtu/hr).
 2) The total energy released by the single seating   
 furniture item during the first 10 minutes of the   
 test shall not exceed 25 MJ (23,700 Btu)

5.5* Means of Egress
5.5.1* General. The provisions for means of egress for a station 
shall comply with Chapter 7 and 12 of NFPA 101, except as 
herein modified. 
5.5.1.1 For a station, the design of the means of egress shall be 
based on an emergency condition requiring evacuation of the 
trains(s) and station occupants to a point of safety. 
5.5.1.2 Stairs and escalators permitted by 5.2.3.1 to be 
unenclosed shall be permitted to be counted as contributing to 

the means of egress capacity in stations as detailed in 5.5.2 
and 5.5.6.
5.5.1.3 Alternate Egress. At least two means of egress remote 
from each other shall be provided from each station platform.
5.5.1.3.1 Means of egress from separate platforms shall be 
permitted to converge.
5.5.1.3.2 Where means of egress routes from separate 
platforms converge, the subsequent capacity of the egress 
route shall be sufficient to maintain the required evacuation time 
from the incident platform.
5.5.1.4* Common Path of Travel. A common path of travel from 
the platform ends shall not exceed 25m (82 ft) or one car length, 
whichever is greater.
5.5.1.5* Horizontal exits compliant with NFPA 101 shall be 
permitted for up to 100 percent of the number and required 
egress capacity provided that not more than 50 percent of the 
number and required capacity is into a single building. 

5.5.2 Escalators.
5.5.2.1 Escalators shall be permitted as a means of egress in 
stations, provided the following criteria are met:
 1) The escalators shall be constructed of    
 noncombustible materials
 2) Escalators running in the direction of egress shall be  
  permitted to remain operating.
 3) Escalators running reverse to the direction of egress  
 shall be capable of being stopped locally and remotely
 as follows”
 a) locally by manual stopping device at a remote location
 b) remotely by one of the following
  i. A manual stopping device at a remote   
  location.
  ii. As part of a pre-planned evacuation   
  response. 
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 4) Where provision is made for remote stopping of   
 escalators counted as means of egress, where   
 one of the following shall apply:
 a) The stop shall be delayed until it is preceded by a   
 minimum 15 second audible signal or warning   
 message sounded at the escalator.
 b) Where escalators are equipped with the necessary   
 controls to decelerate in a controlled manner under the  
 full rated load, the stop shall e delayed for at least 5   
 seconds before beginning deceleration and the   
 deceleration rate shall be no greater than 0.052   
 m/sec2 (0.17/ft./sec2)
 5) Where an audible signal or warning message is   
 used, the following shall apply:
 a) The signal or message shall have a sound intensity  
 that is at least 15 dBA above the average    
 ambient sound level for the entire length of the   
 escalator.
 b) The signal shall be distinct from the fire alarm signal.
 c) The warning message shall meet audibility and  
  intelligibility requirements. 

5.5.2.2 Escalators with or without intermediate landing shall be 
acceptable as means of egress, regardless of vertical rise 
5.5.2.3 Escalators exposed to the outdoor environment shall 
be provided with slip-resistant landing and floor plates, and if 
they are exposed to freezing temperatures, the landing the floor 
plates and steps shall be headed to prevent the accumulation of 
ice and snow.
5.5.2.4 Stopped escalators shall be permitted to be started in 
the direction of egress in accordance with the requirements for 
stopping escalators described in 5.5.2.1(3),(4), and (5), provided 
that the escalators can be restarted in a fully loaded condition 
and that passengers are given warning.
5.5.3 Fare Collection Gates or Turnstiles. The design features 
of 5.5.3.1 and 5.5.3.2 shall be provided to facilitate the exit of 
passengers in the event of an emergency. 

5.5.3.1 The fare gates or turnstiles shall assume an emergency 
exit mode in the event of a loss of power to the fare gates or 
turnstiles or upon actuation of a manual or remote control.
5.5.3.2 Fare collection gates or turnstiles shall be designed so 
that their failure to operate properly will not prohibit movement of 
passengers in the direction of emergency egress. 
5.5.4 Platform Screen and Edge Doors. Horizontal sliding platform 
screen or platform edge doors shall e permitted to separate the 
platform the train-way in stations, provided that following criteria 
are met. 
 1) The doors permit emergency egress from the train   
 to platform regardless of the stopping position   
 of the train.
 2) The doors provide egress when a force not   
 exceeding 220N (50 lb) is applied from the train side of  
 the doors.
 3) The doors are designed to withstand positive and   
 negative pressures caused by passing trains.

5.5.5 Occupant Load.
5.5.5.1* The occupant load for a station shall be based on the 
train load of trains simultaneously entering the station on all 
tracks in normal traffic direction plus the simultaneous entering 
load awaiting trans.
5.5.5.2 The train load shall consider only one train at any one 
track.
5.5.5.2.1 The basis for calculating train and entraining loads shall 
be the peak period ridership figured as projected for design of a 
new system or as updated from an operating system.
5.5.5.4 At multilevel, multiline, or multiplatform stations, the 
maximum occupant load for each platform shall be considered 
separately for the purpose of sizing the means of egress from 
that platform.
5.5.5.4.1* At multilevel stations, multiline, or multi-platform 
simultaneous loads shall be considered for all egress routes 
passing through each level of hat station. 
5.5.5.5 Where an area within a station is intended for use by 

other than passengers or employees, the occupant load for that 
areas hall be determined in accordance with the provisions of 
NFPA 101 as appropriate for the class of occupancy.
5.5.5.5.1 The additional occupant load shall be include in 
determining the required egress from that area.
5.5.5.5.2 The additional occupant load shall be permitted to 
be omitted from the station occupant load when the area has 
independent means of egress of sufficient number and capacity.
5.5.5.6* Calculation of Platform Occupant Load. The platform 
occupant load for each platform in a station shall be the maximum 
peak period loads calculated according to 5.5.5.6.1 through 
5.5.5.6.4.

5.5.5.6.1 The peak period occupant load for each platform shall 
be based on the simultaneous evacuation of the entraining load 
and the train load for that platform in the peak period
5.5.5.6.2 The entraining load for each platform shall be the sum 
of the entraining loads for each track serving that platform.
5.5.5.6.2.1* The entraining load for each track shall be based 
on the entraining load per train headway factored to account for 
service disruptions and system reaction time.
5.5.5.6.2.2* Where platform serves more than one line on 
one track, the calculation of entraining load shall consider the 
combined effect of accumulation for each of the lines served.
5.5.5.6.3 The train load for each platform shall be the sum of the 
train loads for each track serving that platform.
5.5.5.6.3.1 The maximum train load for each track shall be based 
on the train load per train headway factored into account for 
service disruptions and system reaction time.
5.5.5.6.4 The maximum train load at each track shall be the 
maximum passenger capacity for the largest capacity train 
operating on that track during the peak period. 
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5.5.6* Number and Capacity of Means of Egress.
5.5.6.1* Platform Evacuation Time. There shall be sufficient 
egress capacity to evacuate the platform occupant load as 
defined in 5.5.6 from the station platform in 4 minutes or less.
5.5.6.1.1 The maximum travel distance on the platform to a 
point at which a means of egress route leaves the platform shall 
not exceed 100m (325 ft).
5.5.6.1.2* Modification of the evacuation time and travel 
distance shall be permitted based on an engineering analysis 
by evaluating material heat release rates, station geometry, and 
emergency ventilation systems.
5.5.6.2* Evacuation Time to a Point of Safety. The station also 
shall be designed to permit evacuation from the most remote 
point on the platform to a point of safety in 6 minutes or less.
5.5.6.2.2 For enclosed stations equipped with an emergency 
ventilation system designed in accordance with Chapter 7, 
where the emergency ventilation system provides protection for 
the concourse from exposure to the effects of a train fire at the 
platform as confined by engineering analysis that concourse is 
permitted to be defined as a point of safety. 

5.5.6.3.1 Platforms, Corridors, and Ramps.
5.5.6.3.1.1 a minimum clear width of 1120 mm (44in.) shall be 
provided along all platforms, corridors, and ramps serving as 
means of egress. 
5.5.6.3.1.2* In computing the means of egress capacity 
available on platforms, corridors and ramps, 300 mm (12 in.) 
shall be deducted at each side wall and 450 mm (18 in.) at open 
platform edges.

5.5.6.3.2 Stairs and Escalators
5.5.6.3.2.1 Stairs in the means of egress shall be a minimum of 
1120 (44 in. ) wide.
5.5.6.3.2.2* Escalators shall be permitted to be used as a 
means of egress.
5.5.6.3.2.4 Escalators shall not account for more than half of the 
means of egress capacity at any one level. 
5.5.6.3.2.5 Escalators shall be permitted to account for more 

than half of the means of egress capacity at any one level 
where the following criteria are met:
 1) The escalators are capable of being remotely   
 brought  to a stop in accordance with the requirements  
 of 5.5.2.1 (3) (b), 5.5.2.1 (4), and 5.5.2.1 (5).
 2) A portion of the means of egress capacity from each  
 station level is comprised of stairs.
 3) For enclosed stations, at least one enclosed exit   
 stair or exit passageway shall provide continuous   
 access from the platforms to the public way.
5.5.6.3.2.6* In calculating the egress capacity of escalators, 
one escalator at each level shall be considered as being out of 
service.
5.5.6.3.2.7 The escalator chosen shall be the one having the 
most adverse effect upon egress capacity.
5.5.6.2.2 Elevators
5.5.6.3.3.1 Elevators meeting the requirements of sections 
5.5.6.3.3.2 through 5.5.6.3.3.4 shall be permitted to account for 
part of the means of egress capacity in stations.
5.5.6.3.3.2 Capacity and Numbers. Where elevators are 
counted as contributing to the means of egress capacity the 
following shall apply:
 1) They shall comprise no more than 50 percent of he  
 required egress capacity.
 2) *At least one elevator shall be considered out of   
 service, and one elevator shall be reserved for   
 fire service.
 3) *The capacity of each elevator shall be the carrying  
 capacity of the elevator within 30 minutes.

5.5.6.3.3.3 Holding Area. Elevators counted as contributing to 
the means of egress capacity shall be accessed via holding 
areas or lobbies that shall be designed as follows:
 1) The holding areas or lobbies shall be separated   
 from the platform by a smoke-tight fire separation   
 having a fire resistance rating of at least 1    
 hour, but not less than the time required to evacuate   
 the holding area occupant load. 
 2) At least one stair shall be accessible from the   
 holding area

 3) The holding area shall be sized to accommodate   
 one person per 0.46m2 (5 ft2)
 4) If the holding areas includes portions of the   
 platform, the area within 460 mm (18 in.) of the   
 trainway shall not be considered in the calculation.
 5) Upon activation of smoke control in the platform or   
 adjacent trainway areas, the holding    
 area shall be pressurized to a minimum of 25   
 Pa (or 0.051 in. of water gauge).
 6) The holding area shall be provided with emergency  
 voice alarm devices with two way communication to   
 the system operations control center. 

5.5.6.3.3.4 Design Features. Elevators counted as contributing 
to the means of egress capacity shall be designed as follows:
 1) Shaft enclosures shall be constructed as smoke-  
 tight fire separations having a 2-hour fire resistance   
 rating.
 2) *The design shall limit water flow into the shaft. 
 3) No more than two elevators used for means of   
 egress or fire department access shall share the same  
 machine room.
 4) Machine rooms shall be separated by fire    
 separations having a minimum fire resistance rating of  
 2 hours.
 5) The elevators shall be connected to emergency   
 power.
 6) *During emergency evacuation, the elevators shall   
 travel only between incident platform level and a point  
 of safety.

5.5.6.3.5 Fare Collection Equipment.
5.5.6.3.5.1 Gate-type fare collection equipment shall meet the 
following criteria:
 1) They shall provide a minimum of 450mm (18 in.)   
 clear width at and below a height of 960 mm (38 in.)   
 and 710 mm (28 in.) clear width above a height of 960  
 mm (38 in.) when deactivated.
 2) Consoles shall not exceed 1010 mm (40 in.) in   
 height.
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5.5.6.3.5.3 Electronically operated fare collection equipment 
in the required means of egress shall be designed to release, 
permitting unimpeded travel in the direction of egress upon the 
following conditions: 
 1) Power failure or ground fault condition.
 2) Activation of the station fire alarm signal.
 3) Manual activation from a switch in a constantly  
 attended location in the station or operations    
 control center.

5.6 Emergency Lighting
5.6.1 Illumination of the means of egress in stations shall be in 
accordance with Section 7.8 of NFPA 101, except as otherwise 
noted in this standard.
5.6.2 Means of egress shall be provided with a system of 
emergency lighting in accordance with Section 7.9 of NFPA 101, 
except as otherwise noted in this standard.
5.6.2.1 Emergency lighting for stairs and escalators shall be 
designed to emphasize illumination on the top and bottom of 
steps and landings. 

5.7 Fire Protection
5.7.1 Protective Signaling Systems.
5.7.1.1 Stations equipped with fire alarm devices shall be 
protected by a proprietary system that was defined in NFPA 72.
5.7.1.2* Each station having fire alarm initiating devices shall be 
provided with a fire alarm annunciator panel at a location that is 
accessible to emergency response personnel in accordance with 
NFPA 72.
5.7.1.4* Separate zones shall be established on local station 
annunciator panels to monitor water flow on sprinkler systems 
and supervise main control valves. 
5.7.1.5 Automatic fire detection shall be provided in all ancillary 
spaces by the installation of listed combination fixed-temperature 
and rate of rise heat detectors or listed smoke detectors except 
where protected by automatic sprinklers.

5.7.2 Emergency Communication
5.7.2.1 A public address (PA) system and emergency voice 
alarm reporting devices, such as emergency telephone boxed 
or manual fire alarm boxes conforming to NFPA 72, shall be 
required in stations.
5.7.2.3 Emergency alarm reporting devices shall be located on 
passenger platforms and throughout stations such that the travel 
distance from any point in the public area shall not exceed 100m 
(325 ft) unless otherwise approved.
5.7.2.3.1 Such emergency devices shall be distinctive in color, 
and their location shall be plainly indicated by appropriate signs. 
5.7.3 Automated Sprinkler Systems.
5.7.3.1 An automatic sprinkler system shall be provided in areas 
of stations used for concessions, in storage areas, in trash 
rooms, and in the steel truss area of all escalators and other 
similar areas with combustible loadings, except trainways.
5.7.3.1.2 Installation of sprinkler systems shall comply with NFPA 
13 or applicable local codes as required.
5.7.6 Fire Command Center.
5.7.6.1 Underground stations shall be provided with a fire 
command center in accordance with NFPA 72.

5.9 Interior Finish.
5.9.1 Enclosed Stations.
5.9.9.1 Interior sall and ceiling finish materials in enclosed 
stations shall comply with one of the following:
 1) Interior wall and ceiling finish materials shall be   
 noncombustible materials.
 2) Interior wall and ceiling finish materials, other than   
 textile wall coverings or foam plastic insulation,   
 shall exhibit a flame spread index not exceeding 25 
 and a smoke development index not exceeding 450,   
 when tested by ASTM 84.
5.9.1.3 Interior Floor Finish. Interior floor finish materials in 
enclosed stations shall be noncombustible or shall exhibit a 
critical radiant flux not less than 0.8W/cm2 when tested in 
accordance with ASTM E 648. 

5.10 Rubbish Containers. Rubbish containers shall be 
manufactured of noncombustible materials.
5.11* Combustible Furnishings and Contents. Where combustible 
furnishings or contents not specifically addressed in this standard 
are installed in a station, a fire hazard analysis shall be conducted 
to determine that the level of occupant fire safety is not adversely 
affected by the furnishings and contents.
130-17 Chapter 6 Trainways.

6.1* Applicability. This chapter applies to all portions of the 
trainway, including pocket storage and tail tracks not intended for 
occupancy by passengers.
6.2 Egress and Emergency Access.
6.2.1 General.
6.2.1.1* The system shall incorporate a walk surface or other 
approved means for passengers to evacuate a train at any point 
along the trainway so they can proceed to the nearest station or 
other point of safety.
6.2.1.2 System egress points shall be illuminated.
6.2.1.3 Where the trainway track bed serves as the emergency 
egress pathway, it shall be nominally level and free of obstructions.
6.2.1.4 Walking surfaces shall have a uniform, slip resistant 
design.
6.2.1.10* Guards.
6.2.1.10.1 Raised walkways that are more than 760 mm (30 
in.) above the floor or grade below shall be provided with a 
continuous guard to prevent falls over the open side.
6.2.1.11.1* Handrails.
6.2.1.11.2 Raised walkways greater than 1120 mm (44 in.) wide 
and located between two trainways shall not be required to have 
a handrail.
6.2.1.12 Passengers shall enter the trainway only in the event 
that it becomes necessary to evacuate the train.

85



Appendix c: list of figures 

*All images and tables unless otherwise stated are the original 
work of the Author.

**Permission has been granted for the use of all third-party 
images in this document. 

Figure 1. Image shows an abbreviated history of the naming of 
subway lines.
Figure 2. Maps showing location of site in New York. 
Figure 3. Site Plan.
Figure 4. Interior Plan.
Figure 5. Image showing beginning of Dromosphäre.
Figure 6. Image showing minute 2 of Dromosphäre.
Figure 7. Image showing minute 7 of Dromosphäre.
Figure 8. Image showing minute 9 of Dromosphäre.
Figure 9. Image shows the 18 distilled images from the video 
analysis.
Figure 10. Moiré pattern resulting from the superposition of two 
fields.
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Figure 13. Image showing Platform 5 Project.61 
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Figure 15. Image shows areas of prospect and refuge.
Figure 16. Diagram shows the principles of self-similarity in 
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Figure 17.  Collage showing shape of Cristalina by the 
Campana Brothers.
Figure 18.Image shows how prospect is used inside hte building 
by Mass Studies.
Figure 19. Image shows how prospect is used inside hte 
building by Mass Studies.
Figure 20. Image shows the use of glass to provide both 
prospect and refuge.
Figure 21. Image shows concrete benches used on platform 
space.

Figure 22. sense of prospect given form view of bench.
Figure 23. Image shows platform level of Metro Valencia.
Figure 24. Image shows grade level entry on blue side of 
station.
Figure 25. Image shows platform level and flame wall pattern.
Figure 26. Image shows exterior view of Metro Valencia.
Figure 27. Image shows entrance and ticketing area of Metro 
Valencia.
Figure 28. Rendering illustrating oculus and light reflected by 
the inner shell.
Figure 29. Early study of material reflectivity for inner shell.
Figure 30. Image showing Fulton Street Transit Centre lit at 
night, acting as a beacon.
Figure 31. Study model showing the reflective perforated 
surface and recessed lighting of the tunnels on the Dey Street 
entrance.
Figure 32. Diagram showing the fibre-optic light tubes.
Figure 33. Rendering showing the lowline concept.
Figure 34. Rendering showing the lowline concept and original 
trolley tracks.
Figure 35. Plan showing application of theory. 
Figure 36. Mezzanine Floor Plan.
Figure 37. Reflected Ceiling Plan.
Figure 38. Rendered Mezzanine Plan.
Figure 38. Mezzanine Plan. 
Figure 40. Rendered Platform Plan. 
Figure 41. Mezzanine Plan.
Figure 42. Rendered Reflected Ceiling Plan. 
Figure 43. Reflected Ceiling Plan.
Figure 44. West Entrance Perspective. 
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Figure 47. West Entrance Perspective.
Figure 48. Gallery _W Entrance.
Figure 49. Gallery _E Entrance.
Figure 50. Rendered Platform Plan.
Figure 51. Platform Perspective.
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Figure 54 Western Gallery Perspective.
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Figure 58. MTA Staff Room Perspective.
Figure 59. e1 – Southern Mezzanine Corridor Elevation.
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Figure 64. s2 – Longitudinal West Gallery Section.
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Figure 66. Key plan showing section cuts. 
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Figure 70. Room Number and Column Plan.
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Figure 5. Image showing beginning of Dromosphäre. Used 
with permission from Throsten Fleisch. Thorsten Fleisch, 
“Dromosphäre,” Fleisch Film, Accessed November 13, 2012, 
http://fleischfilm.com/?p=155

Figure 6. Image showing minute 2 of Dromosphäre. Used 
with permission from Throsten Fleisch. Thorsten Fleisch, 
“Dromosphäre,” Fleisch Film, Accessed November 13, 2012, 
http://fleischfilm.com/?p=155

Figure 7. Image showing minute 7 of Dromosphäre. Used 
with permission from Throsten Fleisch. Thorsten Fleisch, 
“Dromosphäre,” Fleisch Film, Accessed November 13, 2012, 
http://fleischfilm.com/?p=155

Figure 8. Image showing minute 9 of Dromosphäre. Used 
with permission from Throsten Fleisch. Thorsten Fleisch, 
“Dromosphäre,” Fleisch Film, Accessed November 13, 2012, 
http://fleischfilm.com/?p=155

Figure 13. Image showing Platform 5 Project. Used with 
permission from Jason Bruges Studio. “Platform 5,” 
JasonBrugesStudio, accessed October 22, 2012, Image 
from: http://www.ba-reps.com/brand_solutions/wp-content/
uploads/2012/02/jbstudio_platform5.jpg

Figure 18.Image shows how prospect is used inside the building 
by Mass Studies. Used with permission from Betty Kim on 
behalf of Mass Studies. “16/34,” Mass Studies, Photography 
by Yong-Kawn Kim,  Accessed January 27, 2013, http://www.
massstudies.com/projects/ann_pic.html

Figure 19. Image shows how prospect is used inside the 
building by Mass Studies. Used with permission from Betty Kim 
on behalf of Mass Studies. “20/34,” Mass Studies, Photography 
by Yong-Kawn Kim,  Accessed January 27, 2013, http://www.
massstudies.com/projects/ann_pic.html

Figure 20. Image shows the use of glass to provide both 
prospect and refuge. Used with permission from Héctor 
Santos-Díez from BISimages. “Alboraya Palaret Metro Station,” 
Rstudio.es, Accessed January 27, 2013,  http://rstudio.es/
es/?p=96

Figure 21. Image shows concrete benches used on platform 
space. Used with permission from Héctor Santos-Díez on behalf 
of BISimages. “Alboraya Palaret Metro Station,” Dezeen, by 
David Frutos.  Accessed January 27, 2013,  http://static.dezeen.
com/uploads/2011/07/dezeen_Alboraya-Palmaret-metro-station-
by-Rstudio_11.jpg.

Figure 22. sense of prospect given form view of bench. 
Used with permission from Héctor Santos-Díez on behalf 
of BISimages. “Alboraya Palmaret Metro Station,” Dezeen, 
Accessed Janaury 27, 2013, http://static.dezeen.com/
uploads/2011/07/dezeen_Alboraya-Palmaret-metro-station-by-
Rstudio_10.jpg

Figure 23. Image shows platform level of Metro Valencia. 
Used with permission from Héctor Santos-Díez on behalf of 
BISimages. “Metro Valencia,” Collacubed, Accessed July 24, 
2012, http://collabcubed.com/2012/07/24/metro-valencia-luis-
ferrer/

Figure 24. Image shows grade level entry on blue side of 
station. Used with permission from Héctor Santos-Díez on 
behalf of BISimages. “Metro Valencia,” Collacubed, Accessed 
July 24, 2012, http://collabcubed.com/2012/07/24/metro-
valencia-luis-ferrer/

Figure 25. Image shows platform level and flame wall pattern. 
Used with permission from Héctor Santos-Díez on behalf of 
BISimages. “Metro Valencia,” Collacubed, Accessed July 24, 
2012, http://collabcubed.com/2012/07/24/metro-valencia-luis-
ferrer/

Figure 26. Image shows exterior view of Metro Valencia. 
Used with permission from Héctor Santos-Díez on behalf of 
BISimages. “Metro Valencia,” Collacubed, Accessed July 24, 
2012, http://collabcubed.com/2012/07/24/metro-valencia-luis-
ferrer/

Figure 27. Image shows entrance and ticketing area of Metro 
Valencia. Used with permission from Héctor Santos-Díez on 
behalf of BISimages. “Metro Valencia,” Collacubed, Accessed 
July 24, 2012, http://collabcubed.com/2012/07/24/metro-
valencia-luis-ferrer/

Figure 28. Rendering illustrating oculus and light reflected by 
the inner shell. Used with permission from Neil Nisbet on behalf 
of Grimshaw Architects. “Rendering illustrating oculus and light 
reflected by inner shell,” James Carpenter Design Associates 
Inc, accessed November 2, 2012, http://www.jcdainc.com/

Figure 29. Early study of material reflectivity for inner shell. 
Used with permission from Neil Nisbet on behalf of Grimshaw 
Architects. “Early study of material reflectivity for inner shell,” 
James Carpenter Design Associates Inc, accessed November 
2, 2012, http://www.jcdainc.com/

Figure 30. Image showing Fulton Street Transit Centre lit 
at night, acting as a beacon. Used with permission from 
Neil Nisbet on behalf of Grimshaw Architects. “Fulton Stret 
Transit Center,” Grimshaw, accessed October 19, 2012, http://
grimshaw-architects.com/media/cache/5a/1d/5a1d46d99a5fb35
e6cda8dd357da0598.jpg

Figure 31. Study model showing the reflective perforated 
surface and recessed lighting of the tunnels on the Dey Street 
entrance. Used with permission from Neil Nisbet on behalf 
of Grimshaw Architects. “Study model showing the reflective 
perforated surfaces and recessed lighting of the tunnels,” 
James Carpenter Design Associates Inc, accessed November 
2, 2012, http://www.jcdainc.com/

Figure 32. Diagram showing the fibre-optic light tubes. Used 
with permission from Robyn Shapiro on behalf of the Lowline. 
Meghan O’Rourke, “Meet the Lowline,” New Yorker, Accessed 
January 27, 2013, http://www.newyorker.com/online/blogs/
culture/2012/09/meet-the-lowline.html.

Figure 33. Rendering showing the lowline concept.Used with 
permission from Robyn Shapiro on behalf of the Lowline. 
“Lowline,” Trendland, Accessed January 27, 2013,  http://
trendland.com/wp-content/uploads/2012/02/ny-lowline-
underground-project-6.jpg

Figure 34. Rendering showing the lowline concept and original 
trolley tracks.Used with permission from Robyn Shapiro 
on behalf of the Lowline. “Lowline,” Construction Digital, 
Accessed January 27, 2013, http://www.constructiondigital.com/
innovations/a889596e81c640390ba444c0af082353_slideshow_
fg.jpg
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this is brooklyn-bridge city hall. we have a schedule adjustment. this local is now an express. waiting for a connecting train. unruly person on the train. transfers available to 
J and L trains. stay away from the platform edge, especially when a train is entering or leaving the station. stand clear of the closing doors, please. the next train is brooklyn 
bound. ding-dong. we have a red signal. this is brooklyn-bridge city hall. we have a schedule adjustment. this local is now an express. waiting for a connecting train. unruly person 
on the train. transfers available to J and L trains. stay away from the platform edge, especially when a train is entering or leaving the station. stand clear of the closing doors, 
please. the next train is brooklyn bound. ding-dong. we have a red signal. this is brooklyn- bridge city hall. we have a schedule adjustment. this local is now an express. waiting for 
a connecting train. unruly person on the train. transfers available to J and L trains. stay away from the platform edge, especially when a train is entering or leaving the station. 
stand clear of the closing doors, please. the next train is brooklyn bound. ding-dong. we have a red signal. this is brooklyn-bridge city hall. we have a schedule adjustment. this 
local is now an express. waiting for a connecting train. unruly person on the train. transfers available to J and L trains. stay away from the platform edge, especially when a 
train is entering or leaving the station. stand clear of the closing doors, please. the next train is brooklyn bound. ding-dong. we have a red signal. this is brooklyn-bridge city 
hall. we have a schedule adjustment. this local is now an express. waiting for a connecting train. unruly person on the train. transfers available to J and L trains. stay away 
from the platform edge, especially when a train is entering or leaving the station. stand clear of the closing doors, please. the next train is brooklyn bound. ding-dong. we have 
a red signal. this is brooklyn-bridge city hall. we have a schedule adjustment. this local is now an express. waiting for a connecting train. unruly person on the train. transfers 
available to J and L trains. stay away from the platform edge, especially when a train is entering or leaving the station. stand clear of the closing doors, please. the next train 
is brooklyn bound. ding-dong. we have a red signal. this is brooklyn-bridge city hall. we have a schedule adjustment. this local is now an express. waiting for a connecting train. 
unruly person on the train. transfers available to J and L trains. stay away from the platform edge, especially when a train is entering or leaving the station. stand clear of 
the closing doors, please. the next train is brooklyn bound. ding-dong. we have a red signal. this is brooklyn-bridge city hall. we have a schedule adjustment. this local is now an 
express. waiting for a connecting train. unruly person on the train. transfers available to J and L trains. stay away from the platform edge, especially when a train is entering 
or leaving the station. stand clear of the closing doors, please. the next train is brooklyn bound. ding-dong. we have a red signal. this is brooklyn-bridge city hall. we have a 
schedule adjustment. this local is now an express. waiting for a connecting train. unruly person on the train. transfers available to J and L trains. stay away from the platform 
edge, especially when a train is entering or leaving the station. stand clear of the closing doors, please. the next train is brooklyn bound. ding-dong. we have a red signal. this 
is brooklyn- bridge city hall. we have a schedule adjustment. this local is now an express. waiting for a connecting train. unruly person on the train. transfers available to J and 
L trains. stay away from the platform edge, especially when a train is entering or leaving the station. stand clear of the closing doors, please. the next train is brooklyn bound. 
ding-dong. we have a red signal. this is brooklyn-bridge city hall. we have a schedule adjustment. this local is now an express. waiting for a connecting train. unruly person on 
the train. transfers available to J and L trains. stay away from the platform edge, especially when a train is entering or leaving the station. stand clear of the closing doors, 
please. the next train is brooklyn bound. ding-dong. we have a red signal. this is brooklyn-bridge city hall. we have a schedule adjustment. this local is now an express. waiting for 
a connecting train. unruly person on the train. transfers available to J and L trains. stay away from the platform edge, especially when a train is entering or leaving the station. 
stand clear of the closing doors, please. the next train is brooklyn bound. ding-dong. we have a red signal. this is brooklyn-bridge city hall. we have a schedule adjustment. this 



this is brooklyn-bridge city hall. we have a schedule adjustment. this local is now an express. waiting for a connecting train. unruly person on the train. transfers available to 
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