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Abstract

Portage Avenue, in downtown Winnipeg, is one of the best-known streets in the city, and

indeed in Canada. Frequented by residents and visitors alike, the street is an important

symbol of the city. However, the potentiai of downtown Portage Avenue to remain a

positive symbol of the city is compromised by a number of problems that affect the vitality

and image of the area. The objective of the practicum is to determine solutions that will
address the problems associated with downtown Portage Avenue, and that will re-establish

it as a Great Street - described by Allan Jacobs as a place that is comfortable for, and

attractive to, pedestrians.

The issues and solutions associated with downtown Portage Avenue are determined

by surveying merchants in the area and key informants. These findings are compared and

contrasted with recent surveys and other data pertaining to the downtown, and to

downtown Portage Avenue in particular.

The issues that are relevant to the re-establishment of downtown portage Avenue as

a Great Street are primarily the degree to which the area accommodates general vehicular

traffic, parking, transit operations, pedestrians, and street-oriented businesses. The

solutions include the reconfiguration of the Portage Avenue righrof-way, landscaping,

erecting signage identifying parking locations, standardizing parking rates in private lots,

expanding the "Easy Streets" parking token program, and implementing an improvement

program that would encourage property owners to renovate their buildings. In addition,

solutions associated with Portage Place are the improvement of skywalk connections with

the sidewalks, the encouragement of tenants to use their on-street entrances, the erection of

canopies and banners, and the improvement of the bus waiting areas.

The practicum concludes by recommending to the client, North portage

Development Corporation, actions it can take that will contribute to the re-establishment of

downtown Portage Avenue as a Great Street.
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Introduction

Portage Avenue, in downtown Winnipeg, is one of the most well-known streets in the city,

and, indeed, in Canada. Frequented by residents and visitors alike, the street is an

important symbol of the city. However, the potential of downtown portage Avenue to

remain a positive symbol of the city is compromised by a number of problems which affect

the vitality and image of the area. That problems persist along downtown portage Avenue

is of particular concern to North Portage Development Corporation. With a mandate to

address the physical and social decline of the central core of Winnipeg, the Corporation,

along with private interests, facilitated considerable redevelopment of four consecutive

blocks of downtown Portage Avenue. Given the investment made in the area, it is essential

that the current problems be understood in terms of their causes and possible solutions. As

well, recognizing the importance of Portage Avenue as a symbol of the city, it is

appropriate that North Portage Development Corporation's potential role to re-establish

downtown Portage Avenue as a Great Street, as defined by Allan Jacobs, be examined.

Problem Statement

In 1981 the City of Winnipeg, Province of Manitoba, and the Government of Canada

entered into the Core Area Initiative agreement "to facilitate redevelopment, rehabilitation,

and revitalization of the downtown core area"l of Winnipeg. This action was in response

to the decline in the physical and social environment of the core area of Winnipeg, that

began when housing, retailing, industry, and office functions relocated from the downtown

to the suburbs. At the time the Core Area Initiative began, there was a real and perceived

problem of decay and erosion of the city's image and sense of vitality, brought about by the

t 
ryoTn Pgrtage Development Corporation, Final Concept anl Financiøl planfor North portage
Redevelopmenr (North portage Development corporátion, winnipeg, l9g4i page 9.

xlll



degeneration in the character and quality of downtown property, the lack of public

amenities, and a reduced level of safety and cleanliness.

In December 1983 Nonh Portage Development Corporation was established by the

three levels of government to redress the decline by planning, coordinating, and

implementing redevelopment of the area of ciowntown Winnipeg bounded by Colony and

Balmoral Streets, Hargrave Street, Notre Dame Avenue, and the lane south of and parallel

to Portage Avenue (see Figure i).

Together with the private sector, institutions, and government agencies the

Corporation has redeveloped large portions of the mandated area. Development completed

to date includes: $10 million in roadway and service improvements on adjacent city streets;

252 units of seniors housing in Kiwanis Chateau and Fred Douglas place; place

Promenade with 376 units of market rental housing and 20,000 sq. ft. of street level retail

space on two new pedestrian-oriented streets; Information Systems Management

Corporation's 100,000 sq. ft. business and computing centre; and One Canada Centre with

280,000 sq. ft. of office space.2

The most significant component of the redevelopment was the construction of

Portage Place, a facility consisting of 200,000 sq. ft. of retail space, 36,000 sq. ft. of

commercial office space, an IMAX theatre, the Prairie Theatre Exchange, Famous players

cinemas, the downtown YM-YWCA, skywalk connections to The Bay and Eaton's,

Edmonton Court - an indoor public amenity space, and 1100 underground parking stalls.3

Portage Place, spanning four blocks on the north and south sides of portage Avenue, has

significantly transformed downtown Portage Avenue. The facility has greatly expanded the

amount of downtown retail space, provided new climate-controlled pedestrian routes

parallel to Portage Avenue, necessitated the closure of two downtown streets at portage,

and dramatically altered the visual character of several blocks along Portage Avenue.

North Portage Development corporation, Annual Report (winnipeg, 1991).
North Portage Development corporation, Annual Riport (winnipeg, tggs).
Ibid.
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Clearly, this is an integral part of the broad strategy of North portage Development

Corporation to reverse the decline in the physical and economic environment of the

downtown core area of V/innipeg. However, it is apparent that real and perceived

problems of decay and erosion of the city's image and sense of vitality continue to persist.

Problems are particularly evident along Portage Avenue, east of Memorial Boulevard.

Casual observation reveals that these blocks have a significant number of vacant and run-

down buildings, have a notable presence of panhandlers, and are lacking in on-street

pedestrian activity. Given the extensive redevelopment of Portage Avenue between

Colony/Balmoral Street and Hargrave Street with One Canada Centre and, most

importantly, Portage Place, one must ask the following questions:

'Why do problems persist in the downtown Portage Avenue area after

redevelopment?

'what are the current problems of downtown portage Avenue?

.What pre-Portage Place problems continue?

.What problems have arisen post-portage place?

.What are the causes of these problems?

'Specifically, and of particular concern in this practicum, which of the post-portage

Place problems can be attributed fully or partially to the Portage Place development?

'And, which of these problems can be attributed to factors other than Portage place?

'How might Portage Avenue be reinforced as a Great street, once again?

''What strategies can North Portage Development Corporation undertake to re-

establish Portage Avenue as a Great Street, given its mandate, its participation in,

and commitment to, the culrent downtown planning initiative - Centre plan, and its

active membership in the Downtown Winnipeg Business ImprovementZone?

'Should the mandated area of North Portage Development Corporation be expanded

to include the Portage Avenue area east of Hargrave street?



Objectives

In describing the pu{poses of streets, Allan B. Jacobs, in his book Great Streets, reveals

the qualities of a Great Street, and its importance as an integral component of the city,

beyond utilitarian concerns.

Beyond functional pulposes of permitting people to get from one place to
another and to.g1in a-qc.es¡ to p-roperty, itieetì - mo-st assuredly ih" b"rt
streets - can an! should help to do other things: bring people togðther, help
build community., cause.people to act and intéract, to"a'chiêv" to!"ift"i'*t ät
they might not alone-. Ai such, streets should encourage socialÏzation and
participation g{ Wode i1 the community. They serve aí locations oi fublicexpression. Thgy should be physicaliy comiortable and safe. fnã ¡est
streets create.and leave strong, lasting, positive impressions; they catch the
eyes and the imagination.. They are jóyful places tò be, and givei a chánce
one wants to return to them. Streets are places for activity, including
relaxation. The best streets continue, are long_lived.a

Historically a Great Street, Portage Avenue remains an important part of downtown

Winnipeg. It is one of the most well-known streets in the city, frequented by residents and

visitors alike. Given the importance of downtown Portage Avenue, its present challenges,

most notably that of reinstating it as a Great Street, it is clear that the status quo is

unacceptable.

The objectives of this practicum are to determine the problems of the downtown

Portage Avenue area, the causes of those problems, and actions that can be taken by North

Portage Development Corporation that could lead to re-establishing Portage Avenue as a

Great Street. Of particular interest are strategies that can strengthen the street by better

integrating Portage Place with its urban environment.

4 Jacobs, Allan, Great streets (Massachusefts Institute of rechnolog y, 1993), page312.
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Fígure i. Plan of downtownWinnipeg indicating the stuày area of the practicum

and North Portage Development corporation's (NZDC) mandated area.

Study Limitations

The problems faced in the central areas of cities are varied and complex; crime, poverty,

disinvestment, degradation of the pedestrian environment, inconvenience for motorists, and
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1. The study area, referred to as the downtown Portage Avenue area, is taken to be the

Portage Avenue right-of-way and all adjacent properties east of Colony

Street/Memorial Boulevard and west of Fort Street/1.{otre Dame Avenue. The east

and west boundaries were selected to include Portage Place and the area of

downtown Portage Avenue similarly characterized as having a significant retail

component. The north and south boundaries, encompassing adjacent properties,

were selected because this practicum is concerned with the quality of portage

Avenue; and properties fronting on the Avenue have a strong influence on the

character and vitality of the srreet (Figure i).

2' Issues that transcend or originate outside the study area are regarded as beyond the

scope of this study. For example, traffic circulation is not addressed in the

practicum.

3. Definition of the problems, their causes, and solutions is based upon the attitudes,

opinions, and perceptions of key informants and merchants, who are

knowledgeable about, or operate within, the study area.

4. Evaluation of Portage Place is based upon a combination of the survey of merchants

within the study area and key informants, as well as upon an application of urban

design theories, in conjunction with an analysis of issues known to arise with the

introduction of a major shopping centre and an off-grade pedestrian network in a

downtown setting.

5. The urban design theories and the identification of issues are derived from a review

of literature with particular emphasis on the North American context. The focus on

both Canadian and American cities is due to the similarities in our culture and

development history.

6. Portage Avenue in the downtown is evaluated as it presently exists. The study does

not examine the history of Portage Avenue.
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7. This practicum focuses on a case study of downtown Portage Avenue in general

and Portage Place in particular, with the client being North Portage Development

Corporation.

Structure and Method of Practicum

The practicum is organized into five Chapters (see Figure iii). The first Chapter is a review

of urban design theories. It begins with an examination of the concept of place, with

particular emphasis on the street as place, and the concept of a Great Street, as developed

by Allan Jacobs. It then explores the linkage and figure-ground theories of Roger Trancik,

and the necessity of integrating qualities of place with linkage and figure-ground, in order

to develop an effective approach to urban design.

The second Chapter comprises a literature review of downtown retail and mixed-

use centres, and off-grade pedestrian networks, in North American cities. By examining

the experiences in other cities with similar urban design interventions, insight can be gained

into those issues and aspects that must be given special consideration when analyzing

Portage Place and its impact on Portage Avenue.

In Chapter Three the focus of the practicum shifts from a general examination of

streets as places, of downtown retail centres, and of off-grade pedestrian networks, to a

specific case study . This Chapter describes downtown Portage Avenue and portage place

as they presently exist, and places the study area in context by summarizing recent surveys

which identify issues of downtown Winnipeg in general. The rationale and method of

conducting the survey of merchants and key informants is described as it relates to the

objectives of this practicum. The results of the survey form the basis of the assessment of

the study area and are used to generate possible solutions to the problems of the area.

Chapter Four presents the findings of the survey and identifies rhe effecrs that

Portage Place has had on the area. Both the positive aspects and problems, of downtown



Portage Avenue in general, are identified. As well, the opinions of the merchants and key

informants are contrasted and assessed in relation to the urban design theories reviewed in

Chapter One. As the predominant redevelopment project on Portage Avenue, portage place

is then assessed in detail, based on the urban design theories and precedents as presented in

Chapters One and Two, as well as the survey findings. Finally, the potential solutions to

the problems of Portage Avenue, arising out of the analyses, are reviewed with reference to

the qualities of a Great Street, as developed in Chapter One.

Chapter Five places the solutions to the problems of the study area in the context of

North Portage Development Corporation's mandate, its participation in and commitment to

Centre Plan, and its active membership in the Downtown Winnipeg Business Improvement

Zone. Recommendations are made to North Portage Development Co¡poration on the role

it can play in re-establishing Portage Avenue as a Great Street. In particular, the issue of

widening the Corporation's mandated area to include the entire study area, as defined in the

practicum, is explored. Bearing in mind the complexity of the problems of the downtown

Portage Avenue area and its many stakeholders, the particular focus regarding this issue is

on the appropriateness and capacity of North Portage Development Corporation to take on

the broader responsibilities associated with expanding its mandated area.
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Chapter One

Urban Design Theories: The Street as place

This Chapter examines urban design in relation to the importance of place - meaningful

public places - in the city, with particular emphasis on the street as place. It is shown that

streets can provide meaningful public places in the city. Given the objectives of this

practicum, the focus is on urban, commercial streets. The urban design theory of Roger

Trancik is described here as well because it contributes to an understanding of downtown

Portage Avenue in terms of its potential to become, once again, a Great Street.

Jan Gehl's Lifu Between Buildinss (1987) illustrates the imporrance of public

places in our cities, with an emphasis on the social function of place in urban life. The

importance of public places in reinforcing the downtown as a marketplace is also described,

based on the Urban Land Institute's 1988 publication Designíng the Successful

Downtown The focus then shifts to the street as place, identifying several qualities that

make up a Great Street. Allan Jacob's Great Streets (1993) and, to a lesser extent,

Designing the Successful Downtown, are drawn upon to explore this area in some detail.

The figure-ground and linkage theories of Roger Trancik, described in the 1986 publication

Finding Lost Space, broadens our understanding of the qualities of urban space. These

theories are shown to provide meaningful insights into what constitutes a Great Street. The

Chapter closes with a surìmary of the theories of urban design as they relate to the qualities

of a Great Street.

1.1 The Social Function of Public places

As the primary source for this Section, Jan Gehl (1987) states that the composition of

today's society is significantly different from a generation ago. Fewer children, and a

growing elderly population in good heaìth and active in their retirement, has led to a larger



adult population with a great deal of free time. In addition, technological advances and

efficiency measures have reduced the social and creative content in the workplace.

Furthermore, these societal changes have created a demand for quality recreation and social

activitiesl.

To a certain extent, the numerous means of communication available in modern

society have satisfied many of the needs for social interaction. Advances in technology

have provided us with the telephone, television, video, and the personal computer. These

have also combined recently to add new dimensions of communication in the form of the

Internet and Virtual Reality. To some extent, this technology has replaced face to face

communication and active participation in many of the activities and events traditionally

associated with public places.

recognizing the importance of public places

There is, however, a notable amount of dissatisfaction with our technologically-

dependent lifestyle. The high degree of individual mobility and our increasingly abstract

means of communication do not seem to satisfy the demand for quality recreational and

social opportunities (Gehl, 1987).

That something is missing is evident in the widespread popular protests for a better

physical environment for recreational and social community functions. Improved

conditions for children, the elderly, and pedestrians and bicycle traffic are typical of the

changes people desire for their cities.

Planners and architects are increasingly recognizing the relevance of public places

as an integral part of urban life. There has been a revival in the notion of the city as

something more than a functional entity. Streets, squares, and parks are again being seen

as significant architectural elements, requiring careful planning to accommodate a broad

range of social and economic functions.

1 Gehl, Ian, Life Between Buitdings (New york: Van Nostrand Reinhold, t9g7), page 51.



the need for public places

To have cities which provide a high quality of life, public places should be provided

for people:

to be able to move about easily and confidently, to be able to linger in cities
-9 *jl{ip 991gle¡es, ro be able to take pieasure in spaceiluuil¿ingr,
and city life, and to be able to Te9! and gei togerher wiitr oitrer peoplõ -
informally or in more organized fashion.2

Presently, the physical form of many North American cities is made up of multi-

story buildings, underground parking facilities, large volumes of automobile traffic, and

often great distances between buildings and functions. Buildings and automobiles are

highly visible. often, pedestrian activity is low. Many outdoor spaces in these cities are

large and impersonal, and the large distances between centres of activity dilutes city vitality

over time and space' The tendency is for people to remain indoors or utilize private

outdoor spaces such as their home or cottage.

However, within many North American cities there are places which have lower,

closely spaced buildings that encompass pedestrian oriented streets. These streets

encourage people to stop in outdoor areas and patronize the nearby businesses. One

experiences people and their enterprises in a more direct manner.

It is possible to influence activity patterns, to create better conditions for outdoor

events, and to create lively cities, through careful design practices and planning measures.

Just as building new roads and expanding existing ones tends to generate an increase in

automobile traffic, a physical framework designed for human activities in cities tends to

lead to a growth in the number, duration, and scope of outdoor activities. It is possible to

influence, through the design of the physical environment, how many people and events

use public places, how long the individual activities last, and which activities can develop

(Gehl, 1987).

2 G"hl, Jan, Life Between Buitdings (New york: van Nosrrand Reinhold, l9g7), page 53.



Although this practicum is concerned with the re-establishment of downtown

Portage Avenue as a Great Street, accommodating both pedestrians and vehicles; the

conversion of one of Copenhagen's main streets to a pedestrian street illustrates that the

value of a quality pedestrian environment often remains unrecognized. 'When the main

shopping street in Copenhagen was converted to a pedestrian street in l962,many critics

predicted that the street would be deserted because pedestrian-based activity was not

perceived to be a characteristic of the northern European tradition. However, pedestrian

activity has grown in scope and creativity, far beyond expectations. This main street, along

with others which were also converted to pedestrian streets, have become indispensable

components of urban life providing the physical framework for a range of recreational and

social activities. This example suggests that the value of a quality street-oriented pedestrian

environment may also be underestimated in Winnipeg. The re-establishment of downtown

Portage Avenue as a Great Street could also lead to an increase in pedestrian activity.

the social function of public places

Recognizing that the value of pedestrian-oriented streets, as defined in Section 1.3

The Street as Place, is often underestimated, suggests that there is the potential to increase

the number of social activities in our cities. In streets and city spaces not amenable to the

pedestrian, only necessary activity occurs. People go to school or work, wait for the bus,

run errands, and hurry home. However, in quality environments the spectrum of human

activities is much wider. Weather permitting, people take a walk, sit on benches, window

shop, and conduct their necessary activities in a more leisurely fashion. If the place is

inviting, these activities occur with greater frequency and duration than if it is lacking in

pedestrian amenities. The quality of the urban space is directly related to the length of time

that people spend in it3. People remaining longer in an outdoor space leads to an increase

in optional activities that resurts in an increase in social activities.

3 G"hl, Jan, Life Between Buildings(New york: Van Nost¡and Reinhoìd, l9g7), page 13.



In city streets, social activities generally involve simply seeing and hearing a great

number of unknown people. On the surface, this may seem to be a superficial and

somewhat trivial experience. However, as opposed to simply observing other people,s

experiences on television, video, or film, individuals in a good quality public place are

modest participants in their community. Experiencing others in this way offers people a

variety of situations and stimuli. In addition, the city centre frequented by people is far

more interesting to experience than one that offers only buildings and other inanimate

objecrs (Gehl, t9g7).

It is generally true that people and human activities attract other people; and new

spontaneous activities usually begin in and around events already in progress. Given a

choice, most people would prefer to walk on a lively rather than a deserted street.

Sidewalk cafes also focus on those areas with the most human activity. Chairs face the

sidewalk - the prime attraction.

An analysis of pedestrian behavior, carried out in Copenhagen, illustrates the types

of activities and land uses that cause people to stop and look, and show interest. Banks,

offices, showrooms, and exhibits showing such items as cash registers, and office

furniture, received the least attention. In contrast, a great number of people stopped at

newspaper kiosks, photography exhibits, movie posters at cinemas, clothing stores, and

toy stores - places which relate directly to people and their social environment. The greatest

interest was shown in the various forms of human activities taking place on the street itself.

Child¡en at play, newlyweds on their way to and from the photographers, and people

simply walking by, as well as the less frequent occurrences such as the street artist,

musicians, and other entertainers received considerable attention.

People, and human activity, by simply seeing and hearing others, is more

rewarding and are in greater demand than most other attractions in the public places in

cities. The spaces and buildings are merely the physical framework to provide

opporrunities for a range ofrecreational and social activities in our cities.



1.2 The Downtown as Marketplace

That cities, and particularly their downtowns, should provide opportunities for social

interaction is also stated by the Urban Land Institute in their 1988 public ation Designing the

Successful Downtown This is the principal source for this Section. It is stated that the

city centre must meet the needs of first-time users with a clear physical structure yet at the

same time the visual character must be sufficiently dynamic and complex to encourage

people to revisit the area. Opportunities for choice, surprise, and adventure must exist to

ensure long term interest in the downtown.

the pedestrian environment

Easy, convenient, and continuous pedestrian access between and throughout land

uses such as commercial, recreational, office, and residential, with a high level of

pedestrian amenity, is fundamental for a successful downtown. Designing downtown

spaces with a concern for human scale, and physical and psychological comfort provides

the physical framework for social interaction. By ensuring that the downtown offers an

environment amenable to the pedestrian, leisure activities, and land uses such as housing,

retail, and entertainment are encouraged. This strategy takes advantage of opportunities

provided by the downtown market, comprised of both employees and residents. Intensive

pedestrian use is particularly important for the success of retailing functions, largely

dependent on a high volume of pedestrian traffic.

attractiveness of the downtown

Revitalization of the city centre through improving the pedestrian environment is

most effective when the existing physical assets and special visual qualities of the

downtown are integrated in the overall approach. Given that the "basic principles for



creating a successful place include the concepts of coherence, continuity, and identity,"4 i1

is evident that new development must be linked with existing development both visually

and functionally. The traditional pattern and scale of development, the architecture, and the

history of the existing city centre are meaningful components of the city.

Whereas the success of suburban shopping centres indicates the expectations of

consumers in terms of the quality, comfort, and convenience of the indoor, privately

owned pedestrian street, the downtown must be recognized for its distinctiveness from the

suburban environment. While the consistent use of high quality materials, the employment

of focal points, such as fountains or sculptures, and ample seating to create inviting social

places, and the high level of maintenance offered in suburban shopping centres, can also be

provided in the downtown, it cannot provide the homogeneity of these privately owned

streets. The downtown is unlike the suburbs in that it is a heterogeneous place where

various social and economic forces come together, where a range of people - both residents

and visitors - share the same sidewalks. The city centre is a multi-use place with a variety

of businesses and other activities. Instead of competing with the largely single use-

suburban retail centres, downtown businesses can offer consumers surprises, the

unexpected, and, invariably, some ragged edges. It is a dynamic place, rich in texture,

with a broad range of choices.

choosing downtown

One of the strategies to entice people downtown is to provide a physical setting

which demonstrates the city centre's potential as both a market and a place. If implemented

carefully, investments in downtown infrastructure and public spaces can influence people's

perceptions and attitude towards downtown. For example, streetscape improvements, a

plaza that serves as a focal point and amenity, improved transit service, and a balanced

approach to accommodating automobile access and parking, a¡e all visible expressions of

4 Paumier, Cyril, Designing the Successful Downtown (Washington: Urban Land Institute, lggg), page
50.



economic health and revitalization progress. In addition, public expenditures on the

downtown can encourage private investment by demonstrating that there is a commitment

to the area and that problems are surTnountable.

By providing a physical environment that promotes social interaction, the city centre

has the potential to have a vital, expanding, multiple-use market. The downtown can be an

attractive place that people will choose to patronize over other locations in the city.

L.3 The Street as Place

Creating a downtown environment amenable for pedestrians satisfies social needs and

helps strengthen the downtown's role as marketplace. If our public spaces and the

buildings along them are attractive, people will choose to come downtown to be with other

people, to shop, and to conduct business.

The most visible public spaces in our cities are streets. Allan Jacobs' book, Great

Streets, 1993, the primary source for this Section, states that streets are crucial components

of the urban landscape. Not only do they serve the functional purposes of facilitating

movement of people and goods and providing access to adjacent property, they have the

potential to serve as the place where people socialize and participate in the wider community

of their city. Jacobs expands on this, stating that a truly Great Street does all this while

providing a comfortable, safe, and memorable atmosphere. The best streets are joyful

places to be; people return to them; they are long-lived.

The qualities that can, to a certain extent, be built into a street to make it Great

include: providing comfortable places for people to walk and sit; well-defined and

interesting streets; inviting buildings - complementary yet with diverse functions; and well

maintained high quality spaces. Ease of access is also a factor which must be addressed to

ensure the success of a Great Street.



places for people to walk and sit

The most important quality that a Great Street must have, Jacobs states, is that it

must be a place that people can explore as pedestrians. In this way other people become a

part of the surroundings. Public socializing and community enjoyment can only be

experienced once we get out of our cars, or off the bus, and onto the sidewalk. As

pedestrians we come into close contact with the urban environment; not only with other

people, but with stores and other activities along the way.

The sidewalk must be wide enough to permit people to walk at varying paces,

without a sense of overcrowding, or of being alone. A street always in use by pedestrians

is the most effective way to create a safe and secure environment; as do high levels of street

lighting and a well kept environment. Safety from vehicles is also of prime importance.

On streets dominated by vehicles, it is necessary to separate the roadway from the sidewalk

by a curb. Placing trees, closely spaced, near the curb creates a pedestri an zone separated

from the traffic and, therefore, with a sense of safety. Although not a requirement for a

Great Street, on-street parking provides an additional separation between vehicle traffic and

pedestrians.

For a street to be amenable to the pedestrian, if it is relatively long, it should

provide places to pause and look around, such as small plazas, parks, widenings, or open

spaces. Some of these places should be large enough to provide venues for special events

(Cyril Paumier, 1988). All public spaces must provide places ro stop and sit (William

Whyte, 1988). Allan Jacobs identifies benches as specific design elements which invite

people to stay on the street by facilitating rest, conversation, and passing the time. Benches

are important amenities, particularly for commercial streets, for they help build community

by facilitating socializing.



physical comfort

Providing for physical comfort by restricting or admitting sunlight, and by reducing

precipitation and wind speed along the sidewalk, can have a marked effect on the

attractiveness of a given street, particularly in cities with extreme climates. In marked

contrast to many urban streets whose buildings actually accelerate the wind, a good urban

street provides pedestrians with a sheltered environment. Buildings with set-back upper

stories are best suited to reduce down-draft airspeeds at street level. As well, the sidewalk

should be in sunlight when it is cool, and shade when it is warm. people respond to

variations in the micro-climate. During cooler weather the sitting areas receiving sunlight

are used while the shady areas remain vacant (Jan Gehl, lg87). One of the most effective

ways of providing a comfortable physical environment is with a closely spaced row of
deciduous trees. They permit sunlight to reach the street in winter when it is most needed

and provide some shade and a degree of protection from rain in the summer. Building-

mounted awnings also contribute to physical comfort by restricting sunlight and

precipitation. In cooler climates, it is important to ensure that sunlight is not blocked by

buildings, particularly in the winter months.

definition

Another requirement for a Great Street, according to Jacobs, is that it must have

definition. Streets are defined vertically - a function of the height of buildings, walls, or

trees along the street; and they are defined horizontally in terms of the length and spacing

between the defining elements, usually buildings in an urban environment. In addition, the

beginnings or endings of Great Streets, or portions of them, are defined both vertically and

horizontally.

In terms of vertical definition, both proportion and street width are the key

variables' Wider streets require tall elements to define them. However, at some point a

street can be so wide that it is not possible to give it clear definition. For example, when

l0



the width of a place exceeds 450 feet, it has been observed that spatial definition is weak,

regardless of building height.

Street definition differs from human scale in that the ìatter is concerned with

perceiving other people in their surroundings whereas the former focuses on the broader

issue of creating a place. A vertical (building height) to horizontal (srreet widrh) rario of 1: l
gives strong definition; at a ratio of l:2there is still good street definition. However, as the

ratio gets smaller, to 1:2.5 and lower, there is a lack of street definition. In this situation

focal points such as fountains, statues, or obelisks, or cross-streets that provide endings,

are required to give the street definition and a sense of place (Figure l.l).

Figure I.I . A building height to street width ratio of I:2 provides good street d.efinition.s

There may be a point at which the height of the building becomes oppressive.

Jacobs states that the best streets are lined with buildings not more than 100 feet in height.

This limitation, however, does not appear to be a function of proportion, but of absolute

5 Jacobs, A\lan, Great streets (Massachusetts Institute of rechnolog y, 1993), page 279.

l1



height; buildings along the t5 foot wide via dei Greci in Rome are approximarely 45 feet in

height, giving a ratio of 1:0.3. Yet this street is pleasant. It may be that the maximum

height of buildings adjacent to the street is more a function of their effect on sunlight,

temperature, and wind, at street level, given the local climate, than of abstract notions of
spatial proportion and absolute height.

The other consideration regarding buildings as defining elements is their spacing

along a street. There is no set rule on the minimum space between buildings; however it is
clear that closer spacing of buildings strengthens the street definition (Figure 1.2).
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Figure l -2. Greater horizontal spacing and weaker street definition.6

Another important element which defines the street is a row of trees along the curb

or set in the roadway, adjacent to a parking lane. Trees are of particular significance for

very wide streets where the buildings are unable to provide that sense of enclosure.

Furthermore, Cyril Paumier (1988) states that street tree planting provides a visual

matrix which is capable of unifying uninspiring architecture or inconsistency between

buildings. Deciduous trees have the added advantages of providing a relatively

6 Jacobs, Allan, Great streets (Massachusetts Institute of rechnorog y, 1993), page 2gr.
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unobstructed zone along the sidewalks

visibility of storefronts (Figure 1.3).

which permits pedestrian movement and the

Figure 1.3. A row of trees can provide visuar continuity.T

To reinforce effectively the linear nature of the street, trees should be planted a

uniform distance from the right-of-way edge, and at regular intervals. In addition, the trees

must be placed close enough together in order to create a distinct line that defines the street

as well as separates the pedestrian from the roadway. The spacing should be such that

people on the sidewalk perceive a distinct vertical plane or boundary extending along the

length of the street. Generally, the most effective tree spacing is between 15 and 25 feet.

For the trees to provide good street definition, it is also important that there are no

discontinuities. Interrupting the line of trees for sightlines preceding intersections, for bus

stops' for driveways, or for buildings along the way dilutes the definition that would

otherwise be provided by a continuous line of trees. A row of deciduous trees at 25 foot

intervals is a permeable plane which drivers can look through and pedestrians can easily

negotiate (Figure 1.4). In making a Great Street, the emphasis is on designing the street as

a whole, without exceptions for specific land uses along the street.

7 Paumier, Cyril,, Designing the Successful Downtown(Washington: Urban Land Institute, lggg), page
61.
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Figure 1.4. 25 foot tree spacing from corner to corner (top) ß significantly

more effective than 50 foot spacing set backfrom the corners (bonorn¡.t

The beginnings and endings of Great Streets are

definition. A change in building height and spacing, open

monuments, are all means of identifying the beginnings and

special areas along an otherwise average street (Figure 1.5).

also important aspects of

spaces, tree plantings, and

endings of a Great Street or

Figure L5. column that starts/ends the Ramblas, Barcelona.g

visual interest

Streets that are visually stimulating, yet not disorienting, strike a careful balance

between complexity and chaos. A variety of design elements within a uniform visual

framework can capture the eye's attention and also orient the user. However, a

8 Jacobs, Allan, Great streets (Massachuseß Institute of rechnolog y, 1993), page 295.9 tUt¿., page296.
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straightforward street plan can be negated if every component is not carefully considered.

This is evident in Hong Kong where a cacophony of commercial signs overwhelm the

user.

The potential to provide complexity within a holistic context is evident in the variety

of elements which makes up a street. People, vehicles, trees, buildings, street lights, and

signs; paving patterns, tree grates, benches, fountains, sculptures, and even street and

traffic signs, manhole covers, and fire hydrants, are the stuff which we experience along

urban streets.

Both Gehl (1987) and Jacobs (1993) state that people and acrivity are whar caprure

and keep our attention. Particularly on commercial streets, with their relatively large

volumes of pedestrian traffic, compared to residential streets, people moving along the

sidewalks and stopping in public places contribute to making the streets interesting places

to be.

Automobiles, by virtue of their movement, can also provide a sense of activity

along streets. However, their movement must be perceived as non-threatening to be a

positive contributor to the visual environment. Vehicles must travel at a safe speed relative

to the pedestrian; or they must be comfortably separated from the pedestrian environment -

by a row of trees, for example.

Trees also stimulate the eyes. The movement of their branches and leaves, the light

that filters through this movement, and the shadows cast upon the buildings and sidewalks

add a layer of complexity to the street. Even in winter, deciduous trees pattern the street

with light passing through rheir branches (see Figures 1.3 and 1.6).

Buildings also interact with light. Those with texture and pattern are more

interesting than simple, two-dimensional facades. Light and shadow play over the

surfaces, inviting the eyes (Figure 1.6).

As with a row of trees, streetlights contribute in that they help to unify the street by

emphasizing it linearity. The best streetlights are under 20 feet in height - scaled for the
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pedestrian' not the automobile. White glass globes are more visible in the daytime than

clear globes; the former invites the eyes while the latter disappears.

Commercial signage also adds interest. By using similar styles, business signs

contribute to unifying an area, and are unique things to look at - a form of public art (Figure

1.6).

Figure 1.6' Light and shadows play on the surfaces of buildings rich in texture.lo

Both streetlights and signs, as well as store windows, contribute to the special

atmosphere of the street at night. It is a more focused place; upper floors are less visible;

the space is more intimate. Depending on the adjacent land use, the street may be nearly

l0 Paumier, cyril,, Designing the successful Downtown(washington: Urban Land Institute, lggg), page
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deserted, or it may take on a different vitality. Especially at night, there is a sense of safety

if many people are on the sidewalks, and if high levels of lighting are provided.

There are many elements that contribute to the street by unifying and enriching the

place' Consistent paving patterns add to the visual identity of an area. Fountains provide

refuge from the sounds of traffic with the steady rhythm of falling water. They are not

unlike pieces of art, which can give a place special meaning, contemplative or festive.

Benches, besides serving the essential purpose of creating sitting space, can help unify a

street and identify an area. Even utilitarian objects such as street and traffic signs, manhole

covers' and fire hydrants provide opporrunities to establish a uniqu e areain the city.

To maintain interest in a street, it is necessary that variety occurs along the way. A
special focal point such as a statue, a unique building such as a theatre, a change in street

cross-section, or a change in emphasis of adjacent land uses provide opportunities or even

suggest the appropriate places to foster a varied atmosphere along the street. This variety,

however, must not be such that the unity of the street is lost. Extreme changes in building

heights, and distinct changes in land uses from, for example, a concentration of office uses

to only commercial uses, should be avoided.

transparency

Another quality of Great Streets is transparency. That is, the buildings along the

street are open and inviting; one can view inside or know what is behind their walls, Jacobs

(1ee3).

Windows and doors give transparency (Figure 1.7). On commercial streets,

windows are particularly inviting, showing the goods or services for sale - enticing the

customer to come inside. Doorways invite the passerby simply because they are entryways

to the spaces inside the buildings. And the more doorways the better; the best streets have

them as little as 12 feet apart. In addition , a zone of receding show windows or space for
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outside displays or sidewalk cafes are welcome attention

area between the public street and the less public shop.

getters which create a transitional
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Figure 1.7. Windows and doorways give transparency to the buitdings along

a street by inviting the passerby to look inside, and enter the build.ing.tl

complementarity and diversity

Generally, the most successful streets are characterized by buildings which

complement one another. Both Allan Jacobs (i993) and Cyril Paumier (1983) srate thar

buildings should be of similar height, massing, facade proportions, set-back, and

materials. Variations in height of one or two stories are not significant. However, larger

changes in height are appropriate for buildings of cultural significance, such as a church, or

for buildings in strategic locations - at a corner, for example. In addition, architectural

landmarks are most effective when they contrast with a relatively consistent setting. For

example, the office towers at Portage and Main, Winnipeg, contrast with their

surroundings because they are much higher than nearby buildings.

I I Paumier, Cyr1l,, Designing the Successful Downtown(Washington: Urban Land Institute, lggg), page
57.
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Complementarity, however, does not mean uniformity. While it is important that

buildings relate positively to one another, it is also important that variations occur

throughout the street' The more buildings in a given area, the more likely a larger number

of architects' with varying styles of design, have contributed to the street. As well, it is
also likely that there will be a greater diversity of building owners and possibly also land

uses in the area' A number of building owners leads, in time, to each structure developing

its own particular character. An interesting patina is created along the street which cannot

be duplicated in a single complex. A mix of land uses also adds interest to an area and

helps build community by attracting a mix of people from various parts of the city. This

diversity of owners and uses, Jacobs observes, may also lead to socio-economic diversity,

thus giving the area a healthy resilience during difficult economic periods.

quality and maintenance

A commitment to quality and maintenance is also a commitment to the long-term

success of a street. To have streets that maintain their attractiveness, it is important that

sidewalks, streetlights, benches, building facades, and other elements that make up a Great

Street are made with the appropriate materials, and that care is taken in their construction

and installation. This does not mean that a large investment is required. Instead, it is a

matter of choosing materials and designs suitable to the required function - durable, not

difficult to construct, and easy to maintain. For example, street furniture should be

designed to be difficult to vandalize. As well, textures and colours should be selected that

do not require frequent cleaning.

Implementing the appropriate designs with suitable materials makes maintenance

relatively simple. Keeping elements of a street clean and in good repair also helps to create

a positive image. Merchants understand the importance of regular maintenance,

recognizing that people tend not to shop in run-down areas. Merchants' associations often
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keep the windows of closed stores clean, sometimes filling them with merchandise sold

elsewhere or other items of interest, such as the work of local artists.

Trees are one element that are particularly dependent on good maintenance and are

also a major contributor to the street. Trees require special care, given the demands placed

on them - salt from the roads, automobile exhaust, limited sunlight, and often a constrained

growing space.

accessibility

Good accessibility within and to a street contributes to its vitality as a place. It was

shown, at the beginning of this discussion of qualities that make up a Great Street, that

streets serve the obvious functional purposes of facilitating movement of people and goods,

and providing access to adjacent property. What distinguishes a Great Street is that it can

accommodate pedestrians, drivers, or transit users , in a setting that is attractive to the eye -

inviting the passerby to stop or revisit the street and partake in what it offers. Especially if
rapid vehicular traffic is permitted, there should be a protected environment for those on

foot. And the best streets accommodate the less mobile pedestrian traffic. Ramps, curb

cuts, and places to stop and rest make it a comfortable place for a wide range of pedestrians

to use.

Accessibility also means that Great Streets are easy to find and get to within the

entire city or in a more local context. They must be convenient for pedestrians, motorists,

and transit users to access. Accessibility, to a large extent, is a function of the frequency of
cross-streets or other public ways along the street. Allan Jacobs states that blocks which

are 300 feet in length provide many opportunities to access a given street.

For a retail or entertainment area to be attractive to motorists, short-term parking

should be provided that is nearby, easy to locate, and affordable. Cyril paumier (l9gg)

states that clear and consistent signage is required to identify parking locations, and

validation programs should be implemented to reduce costs. These policies can be effective
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strategies to encourage people to choose downtown for shopping and entertainment instead

of suburban shopping centres. And long-term employee parking must also be available;

though such facilities can be located further from the users' destinations than the short-term

parking facilities.

Jacobs (1993), however, cautions that, although merchants want ample parking

adjacent to their businesses, too much parking in a certain area can have a negative impact

on the pedestrian environment. Parking facilities located behind stores tends to shift

activity to that area, at the expense of the street. And parking lots directly adjacent to streets

create discontinuities in street definition and activity. Providing on-street parking, to a

certain degree, is a positive way to meet the demands of the merchants. Not only does on-

street parking create a buffer between the traffic and pedestrians, it also provides drivers

with a chance to park very close to their intended destinations. That there is a possibility of

parking on the destined street seems to attract drivers; and if there are no available spaces

they find a nearby lot. Even though the number of on-street spaces is far below demand, it

appears that it has a marked effect on peoples' perception of the accessibility of a street to

vehicles. We will see in Section 4.1A Issues Associated with the Portage Avenue Right-

of-Way - availability of parking, that the perception that short-term parking is readily

available is an important consideration for re-establishing downtown portage Avenue as a

Great Street.

Great Streets are also places that one can conveniently reach by public transit, either

along the street or on cross-street routes. Cyril Paumier (1988) suggests that a transit loop

could be provided to link major activity nodes in the downtown and facilitate ease of access

between the core and adjacent districts. Frequent service, low fares (or free service in the

downtown), and a policy to discourage internal downtown trips by motor-vehicle could

make transit the preferred mode of transportation. This would have the particular benefit of

reducing parking demands and traffic volume along urban streets.
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Another aspect of accessibility is density. Having a large number of people living
and working in a specific area provides the potential for these groups to have convenient

access to aparticular street. Both Allan Jacobs (1993) and Jane Jacobs (196l) state that

higher density areas tend to have "24-hotJr" streets, that is, populated all the time. Allan

Jacobs claims that this safer community atmosphere can be created with as little as 15

dwelling units per acre' A density of 50 units per acre can be developed without exceeding

four storeys in height or requiring streets with high traffic capacity. Alternatively, a mix of
residential and other land uses can generate a high degree of pedestrian activity with

building heights less than four storeys. This is due to the area's ability to attract people

from other areas by way of offering opportunities for employment, entertainment, and

shopping.

contrast with other streets

The North American city is characterized by the grid system of streets with uniform

block sizes and consistent right-of-way widths. Yet many cities have at least a handful of

streets within their urban areas that stand out from the overall pattern, either in width,

length, or regularity of form. This in itself makes these streets special places and could

provide opportunities to build upon. It is shown in Section 3.1 Downtown Winnipeg -

transportation and parking, that Portage Avenue is unique from the downtown street grid in

terms of alignment and right-of-way width.

Nevertheless, the qualities of providing places for people to walk and sit,

responsiveness to climate, definition, visual interest, inviting buildings, complementarity

and diversity, well maintained high quality spaces, and accessibility, are the things which,

taken together, make a street Great, and, therefore, unique from other streets.
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1.4 Urban Design Approaches

Roger Trancik, in his book Finding Lost Space (1986), identifies three theories of urban

design which are of particular relevance to the making of a Great Street. The theories

developed are figure-ground, linkage, and place. Together they provide a comprehensive

approach to urban design which facilitates an understanding of the factors that influence the

qualities of urban spaces.

figure-ground theory

Figure-ground theory is the study of the land coverage of buildings (figure) in

relation to the surrounding open space (ground). A figure-ground study is a two-

dimensional drawing in plan view which illustrates the building - open space relationships;

buildings are indicated as solid black objects and the open spaces are white forms in-

between and around the objects. A figure-ground study is also important because it
identifies the public realm of open spaces and streets, and the private realm of buildings.

Figure-ground drawings reveal the nature of urban space in terms of the disposition

of buildings at its edges, scale of the buildings, and the horizontal dimensions of the space.

A study of figure-ground relationships also reveals that the pattern of solids and voids

forms a grid in most North American downtowns.

A clearly defined system of solids and voids gives shape and definition to the public

spaces. With a high percentage of building-occupied land, compared to exterior space,

there is also the potential to achieve spatial continuity throughout the urban spaces.

Outdoor areas can be well-defined and integrated with the surrounding solids. And the

pattern of solids and voids - the urban fabric - can be punctuated by landmark buildings,

monuments, or major open spaces to create focal points within the city. The outdoor space

in central Boston in 7929, shown in Figure 1.8, appears as a continuous element which

links the various interior and exterior spaces and activities to one another. These tight
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urban spaces provide a sense of enclosure and tend to be well-used by pedestrians much of
the time.

Figure 1-8. In 1929 Central Boston had wetl-defined, ínterconnected, outdoor spaces.t2

In most contemporary cities, however, modern concepts of space have transformed

the urban fabric into a collection of buildings as freestanding objects within uncontained

open space. The high-rise buildings, common to the modern landscape, cannot give

continuous spatial definition to the environment because of inadequate ground coverage.

Urban form which is predominantly vertical instead of horizontal tends to read as individual

buildings; the block pattern is weak and urban spaces are largely undefined voids. These

spaces tend to be too large for human comfort and are generally deserted. We see that by

1980 Central Boston's open-spaces have lost much of their visual coherence; the area reads

as a collection of isolated buildings surrounded by unformed space (Figure 1.9).

l2 Jacobs, .ãllan, Great streets (Massachusetts Institute of rechnolog y, 1993), page 264.
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Figure 1.9. By 1980 Central Boston's open-spaces have lost much of their

definition and coherency, and buildings are isolated. objects.t3

Figure-ground studies are useful exercises, for they reveal weaknesses in the urban

fabric and suggest oppofunities to clarify the structure of urban spaces. By establishing a

hierarchy of different sized spaces, individually evolved, but spatially related to one

another, the urban fabric can be repaired and quality public places can be created.

r
k*@x"-@

ffi--
H'ff¿æ,.{T LËU ,l+.ïr:.¡iit::ì:Ì.;l \
lli. t"..:j -tr..{rf.a

ts+ii]

l1f+:rir-:'l

ÞÎ.liii.îl t$
[Ínþ,, F',8 F
E¡+-i;Y/.Ì G lF.Jä:rr.}S r,..r;

rq
H
ÈÍJ
ÉÉ

E#
Í41
b-itÆÆ
ffi
&è¡f3:t

Iinkage theory

Linkage theory, unrike figure-ground theory, is concerned with

pedestrian ways, linear open spaces, or other elements which connect the parts

Emphasis is on movement systems and efficiency of infrastructure rather than

defined outdoor space.

the streets,

of the city.

patterns of

1 3 Jacobs, Allan, Great streets (Massachusetts Institute of rechnolog y, 1993), page 265.



Trancik cites Fumihiko Maki's treatise Investigations ínto Collective Formwhich

identified compositional, mega-, and group form as the three types of spatial linkage

(Figure 1.10).

Compositional Form
Group Form
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Figure 1.10. Three types of spatial linkage.Á

Compositional form is described as comprised of individually tailored buildings

composed abstractly in plan. Linkage is implied through the relative positioning of
buildings' In compositional form the perimeter edges of open space have less importance

than the buildings which define them. As with modern concepts of figure-ground

relationships exemplified in many contemporary North American cities, the object building

is dominant.

The megaform, or megastructure, is characterized by individual components -

buildings or portions thereof - interconnected by a large, hierarchical, open-ended

framework. Linkage is physically imposed as part of the structure. The structure has a

formally defined perimeter with an internal space, which is often enclosed. The

megastructure, typically, does not acknowledge its surroundings but creates its own

interio¡ milieu. The suburban shopping centre, with its interior malls lined with small

l4 Trancik, Roger, Finding rnst space (New york: Van Noshand Reinhord, 19g6), page 107.

Megølorm
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shops, central public space, and large anchor stores, is a modern manifestation of this type

of form.

Group form, by contrast, is created by the incremental accumulation of elements

along an armature of open space. Linkage evolves naturally, as part of an organic,

generative structure. This form of linkage is typical of many historic towns, such as the

settlements built by the early settlers along the Red River, Manitoba. particularly in this

context, group form is characterized by a consistency of materials, responsiveness to the

natural topography, respect for human scale, and by the sequential spaces as defined by

buildings, gateways, and spires. Clearly, this type of linkage is one of the major ordering

devices of Great Streets.

an integrated approach

The third theory of urban design, place theory, is concerned with the potential of

urban spaces to have personal significance to those using them. Section 1.3 The Street as

Place demonstrates that several qualities derived from the local culture and regional context,

such as responding to climate and encouraging a diversity of local businesses, are needed

to make a street a place.

However, Roger Trancik observes that implementing only pìace theory (best

described in terms of streets by Allan Jacobs in Section 1.3 The Street as place) may result

in the loss of important connections to adjacent areas. For example, it may be difficult to

access the area by car. As well, certain spatial opportunities, such as the c¡eation of a well-

defined open space, may go unrecognized.

In order to create an urban space that provides meaningful places for people, that is

integrated with the rest of the city, and that has continuity and definition, an approach

consisting of a layering of figure-ground, linkage, and place theory must be utilized.
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This Chapter has brought forward several theories on, and approaches to, the

making of quality urban places. Taken as a whole, these various perspectives facilitated a

broad understanding of the relevance of public space for human interaction and economic

vitality. The theories give insight into the importance of streets as urban spaces and the

special qualities that make them work. The urban design theories provide alternative ways

of looking at the street, revealing certain weaknesses and strengths which can be built upon

to make quality public places.
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Chapter Two

Urban Design Interventions:

Qualities of RetaillMixed Use Centres and Off-Grade pedestrian Networks

In the last Chapter, the social and economic importance of place was described. As well,

the qualities that make up a Great Street were identified. Roger Trancik,s figure-ground

and linkage theories broadened our understanding of urban space. The linkage theory is

particularly applicable to urban streets. The group form type of linkage, chuacterized by

the incremental accumulation of elements along an armature of open space, is manifested in

the traditional street' By contrast, the contemporary suburban shopping centre, with its

enclosed internal mall and formally defined perimeter, exemplifies the megaform linkage

type.

This Chapter examines the qualities of downtown retail or mixed-use centres and

off-grade pedestrian networks, urban interventions which are also the megaform type of
linkage. The downtown retail centre, a hybrid of the suburban shopping centre has been

modified' with varying degrees of success, to fit into its urban setting. However, it is
similar to suburban shopping centres in that it is typically comprised of an interior mall

Iinked with small shops and a central public space, between large "anchor,, stores. The

off-grade pedestrian network is characterized as a megaform type of linkage because it is
often made up of individual buildings with several retail and service establishments,

interconnected by internal, often climate-controlled bridges, tunnels, and corridors, in an

open-ended framework.

Understanding the qualities of these types of urban interventions is directly

relevant, as Portage Place, North Portage Development Corporation's major redevelopment

project, is a retail and mixed-use facility that is an integral part of Winnipeg's off-grade

pedestrian network.
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2.1 Rationale for Internalizing pedestrian Space

Intemal pedestrian networks and downtown retail centres have been constructed all over

North America, especially in the cold weather cities of Canada and the Upper Midwest of
the United States. Kent Robertson (1988) states that Toronto's off-grade pedestrian

network dates back to the 1890's, and for some time the cities of Syracuse, Milwaukee,

Minneapolis, Saint Paul, Duluth, and Montreal have had some form of pedestrian network.

At present, there are over 17 North American cities with grade-separated systems

that connect at least 20 blocks in their central business districts (Maitland, lggz). Thirty-

four cities have networks linking at least 10 blocks. And of the 85 North American cities

with some form of skywalk or tunnel linkages, 30 are significantly developed. Winnipeg,s

downtown walkway system connects l8 blocks with climate-controlled skywalks and

tunnels (Eady, 1990). The prevalence of retail centres is even greater. Many small cities,

and most medium and large cities, have one or more retail or mixed-use centres in their

downtowns.

rationale for internalizÍng pedestrian space

Perhaps surprisingly, the widespread internalization of pedestrian space suggests

that climate or other local factors are not the prime reasons for their existence.

Barry Maitland (1992) verifies this conclusion, citing a lggl survey of North

American cities' rationales for developing an interior pedestrian network. 'Whereas 
only I 1

percent cited climate, 4l percent of cities surveyed stated that their prime reason for
developing a network was economic, and in particular the commercial advantages provided

to adjacent property owners. Ease of pedestrian movement was cited by one-third of the

respondents. only eight percent of the cities developed their networks in order to revitalize

their downtowns. The remainder cited other reasons. And uses which had the greatest

influence on the growth of a pedestrian network were the availability of parking garages,
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cited by 32 petcent of respondents, office towers by 29 percent, department stores by 11

percent, both retail and underground rail stations by eight percent, and 1 1 percent ofcities
cited other uses such as hotels, conference centres, and public buildings.

The fact that 4l percent of those cities surveyed identified economics as the major

factor to internalize pedestrian space suggests that the more than 30 years of competition

between the city centre and suburban shopping centres has been the specific impetus to

developing downtown retail centres and off-grade pedestrian networks. V/ith the arrival of
enclosed climate-controlled shopping centres, the downtowns of cities were pressured into

responding to this alternative and highly successful type of retailing, in order to retain retail

activity' The response of many cities, Maitland (lgg2) states, was to provide a comparable

amenity for pedestrians in the form of an off-grade pedestrian network, or a downtown

retail centre, or both.

suitabÍlity of internarizing pedestrian space downtown

However, the unique context of downtown, as compared with the suburbs,

suggests that competing directly with suburban shopping centres by providing comparable

amenities, is not necessarily a suitable strategy to retain pedestrian and economic activity

downtown' 'Whereas 
almost all of those entering a suburban centre do so to shop, only 25

to 30 percent enter downtown to shop (The Downtown Research and Development Centre,

1986)' This indicates that the downtown market differs from the suburban ma¡ket in terms

of people, me¡chandise, and shopping habits. Whereas the mode of transport to suburban

shopping centres is primarily the automobile, there is a modal split between private and

public transport to the downtown. It is critical to assess accurately the modal split for
transport to downtown in order to determine parking requirements. In addition, pedestrian

travel is significantly greater in city centres as compared to the suburbs.

As well, downtown differs from suburbia by market segment. In downtowns there

are often large numbers of school and college age people, industrial and commercial
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workers, tourists, conventioneers, and people working in or visiting at hospitals in the city

centre. Even in terrns of daily, weekly, and seasonal use patterns, downtowns are unique.

However, although introducing retail or mixed-use centres and off-grade pedestrian

networks downtown has had some success in re-establishing the economic health of the

city centre, many of these strategies have also had a marked negative impact on several

aspects of urban life. In many instances, the harmful effects of these urban interventions

(see Section 2.3 Negative Qualities of Downtown Retail Centres and Off-Grade pedestrian

Networks) are recognized through improved designs, evident in recent facilities, and

through a re-evaluation of the strategy to emulate the suburban shopping centre with a

comparable downtown amenity (see Section 2.4 Changing Attitudes Towards Internalizing

Pedestrian Space).

2.2 Positive Qualities of Downtown Retail Centres

and Off-Grade Pedestrian Networks

In order to gain a balanced understanding of downtown retail or mixed-use centres and off-

grade pedestrian networks, it is necessary to examine, both negative qualities and positive

qualities of these urban interventions. It is evident that these facilities have the potential to

encourage the viability of downtown as a destination, foster a relatively high level of
density in urban areas, and provide a comfortable environment for pedestrians by means of
climate-control, separation from vehicles, and relative security from crime.

encourage downtown viability

Barry Maitland (1992) states that the internalization of pedestrian space increases

the viability of the city centre by providing a climate-controlled, traffic free, pedestrian

space' with private security - not unlike the suburban shopping centre. Retail and office

tenants, connected with an off-grade pedestrian network, view the system as an asset
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which keeps them from relocating to the suburbs. The second level of circulation and the

downtown retail centre contribute to the ability of the retail core of the city to remain

competitive with the suburbs, and to counter the potential loss of economic activity in the

downtown. In addition, the overall popularity of pedestrian networks leads to the

economic prosperity of network-connected establishments. David Milder (19S7) notes that

pedestrian networks act as feeders, bringing people to the downtown, enabling multiple

desti nation/purpose trips.

The second level of activity contributes to the economic viability of downtown by

increasing the density of, and therefore the amount of activity in, the area. This new level

of commercial activity, Milder states, increases real estate value, particularly commercial

and retail space connected to the pedestrian network.

physical comfort and safety

Obvious benefits of off-grade pedestrian networks, and to a lesser degree,

downtown retail centres' are that they provide downtown users with a weather-protected

circulation system that is separated from vehicular traffic (David Milder, 1gg7). The safety

of the walkways, in terms of conflicts with vehicles and the climate-controlled atmosphere,

has resulted in these systems receiving wide acceptance by the public. In addition, these

characteristics facilitate the ease of mobility of the disabled and elderly, provided that level

changes are avoided and doors are easy to open. This is particularly apparent during

inclement weather - the walkway remains clean, dry, and at a comfortable temperature,

regardless of the conditions outside.

In terms of crime, Milder states, people generally feel safer in pedestrian networks

than on sidewalks. This is probably due to the presence of many people and shops along

the systems that occurs on well-used sections, and the visibility of security personnel in the

pedestrian networks. However, on outer and less frequented walkway segments, people

often feel vulnerable, having limited escape routes from possible assailants.
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The provision of a safe and comfortable environment in which people can patronize

various downtown destinations, although a benefit in itself, is directly related to improving

the viability of the city centre. The rationale is that a downtown with amenities similar to

those found in suburban shopping centres will be as economically successful as the

suburban centres.

2.3 Negative Qualities of Downtown Retail Centres

and Off-Grade Pedestrian Networks

The intern alization of pedestrian space, in order to improve the economic health of the

downtown, is not an approach recommended by the Urban Land Institute in their 19gg

publication Designing the Successful Downtown. Chapter one identified the Institute,s

strategy, described by Cyril Paumier, as one of strengthening the outdoor pedestrian spaces

and building upon the unique assets of the city centre, instead of competing directly with

suburban centres by offering similar internalized amenities.

The negative effects of internalizing pedestrian spaces suggests that the alternative

approach described in Chapter One is, in many ways, more suitable to establishing a

healthy city centre. As is described below, the negative qualities of internalized facilities

are that they replace public places with privately owned or quasi-public space, harm the

street and sidewalk environment - particularly for pedestrians, radically alter the pattern of
streets and buildings, and have a negative impact on the visual quality of urban streets. In

addition' internalizing pedestrian space often results in poor quality places for people,

patronized only because of the decline in the quality of the street environment and adjacent

land uses.
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the internalized pedestrian environment

Internalized pedestrian environments, particularly the off-grade pedestrian

networks, are, in many instances, created with less than desirable results (Maitland, Igg2).

Retail areas are usually characterized by congested walkways, and office areas range from

opulence to banality.

The various segments of privately owned and operated pedestrian networks usually

have non-uniform hours of operation - a significant inconvenience to users. However,

public systems, although offering uniform hours of operation, are often characterized as

being monotonous, repetitive elements in the urban landscape (Maitland, lgg2).

With the completion of several pedestrian networks in various cities it is apparent

that there is a need for consistent and clear signage within the systems to orient users. This

is indicative of the confusing nature of off-grade pedestrian networks. The disorientation is

caused by the internalized environment, with little or no reference to the street. Entries are

usually inside private buildings, linked with their vertical circulation systems. However,

providing direct access to the sidewalk creates an important link between the street and the

network, orienting users through visual exposure to the outdoors. Another method used to

orient users, is the formation of a clear spatial structure, composed of a hierarchy of routes

with unique, recognizable places throughout.

privatization of space

The shift of retailing and other activities from the street to the retail or mixed-use

centre and the off-grade pedestrian network represents a privatization of space. Shopping

centres are privately owned and as such take steps to restrict the activities which can take

place on their property. William H. Whyte (198s) srates that malls do not rolerare

"controversy, soapboxing, passing of leaflets, impromptu entertaining, happenings, or
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eccentric behavior, harmless or no."15 This is in direct contradiction to the rich and varied

occurrences on the public street, square, orpark.

Furthermore, profitable activities, and thus only specific types of people, are often

the exclusive focus of internal pedestrian space and the establishments connected with it
(Maitland, 1992). The result is an impoverished public realm. Many cities deal with this

situation by requiring private building owners to provide public amenities, such as

fountains and seating areas, to the pedestrian networks. Unfortunately, amenities are often

later replaced by profitable fast food courts and lottery kiosks. Because off-grade

pedestrian networks cross into building interiors, bringing the public into contact with
banking floors, restaurants, hotel lobbies, and office space, there is a changed perception

of public and private space. Public sidewalks are being replaced, in many instances, by

private or semi-private off-grade pedestrian networks as the primary means of pedestrian

circulation. This necessitates a new understanding of public and private interests and

priorities in order to maintain a diverse downtown.

Presently, however, the typical user of skywalk systems is noted to be a white,

middle-class office worker (Maitland, 1992). This can be attributed to the type of buildings

which are linked to the networks. The majority are office buildings, upscale stores, luxury

hotels, and expensive condominiums. The tendency is for the networks to cater to people

of higher income - the primary users of the facilities. This leads to the formation of a dual

Ievel society based on economic stratification.

There is ample evidence indicating this economic segregation. For example, the

over-street mall in Charlotte, North Carolina, is patronized by affluent office workers who

can afford the items at the expensive shops lining the skywalks (David Milder, l9g7),

whereas low-income city residents support lower-end street level establishments. The

same is found in Houston's below-grade system which is primarily used by white collar

workers.

l5 vy'hyre, william, ciq,: Rediscovering the centre(New york: Doubleday, Iggg), page 20g.
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As with off-grade pedestrian networks, the building of shopping cenrres

downtown, with interior oriented shops, also leads to social stratification @illiam Whyte,

1988)' Similar to suburban malls, the developers of downtown shopping centres select a

specific tenant mix catering largely to middle- and upper-income shoppers. Bargain and

convenience stores are relegated to the street, often in areas marginalized by the centre,s

ability ro draw acriviry to ir.

detriment to public places

The extent of pedestrian networks in some cities, and the widespread construction

of downtown retail centres, has led to a process of inversion of socio-economic activity,

with roots dating back to the 19th century arcade. Commercial value, pedestrian activity,

and architectural significance have turned inwards from the perimeters of city blocks. peak

real-estate values have shifted from the corners of blocks to their centres. The influence of
internalizing pedestrian space on the city is profound. And it is now clearly apparent that

this change is not a temporary aberration (Maitland, lgg}).

The result is that downtowns are becoming increasingly indoor-oriented and

therefore less dependent on the street for vitality. Economically, the pedestrian networks

and downtown retail centres cause major shifts in peoples' shopping, entertainment, and

business habits. This greatly affects land-use and investment patterns. This internalization

of pedestrian space has reached such a level of development that the "interior city,, is on the

verge of being tealized in several North American cities - people are able to park in a
downtown garage and go to work, shop, conduct business, or partake in any number of
activities without ever having to be outside, on the public streets (Maitland, lgg2).

Roger Trancik (19S6) cites Detroit's Renaissance Centre as an example of a large

enclosed mall, isolated from the downtown. Visually it is quite dramatic, however, the

internalized complex is separated from the existing city by walls housing the mechanical
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systems, therefore limiting pedestrian access. In addition, the project has not realized the

expected result of economically revitalizingthe area in which it is located.

Figure 2.L Detroit's Rennissance Centre, an urban

c omplex ís olated from its suroundíng s.t6

l6 Trancik, Roger, Finding r.ost space(New york: van Nostrand Reinhold, 19g6), page 49.
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Renaissance Centre reveals that an internalized facility does not itself benefit the

existing downtown. The Downtown Research and Development Centre (19g6) emphasizes

the necessity of improving the existing downtown through streetscaping and refurbishment

of retail functions, and the importance of integrating the new centre with its context by

orienting stores to the street, for example. otherwise existing businesses cannot compete

and are forced to relocate to the new centre, or out of the downtown. Not responding to

the existing downtown often leads to a shift in retail activity from the street to the

internalized mall- This shift in retailing results in empty storefronts, and diminished

pedestrian activity on the street. What is presented to the pedestrian and motorist alike is a

bleak image of the city centre (Figure 2.1).

Off-grade pedestrian networks have a particular impact on street level. Because

pedestrian networks facilitate easy access to many parts of downtown, people tend to use

them year-round. This has resulted in changing land use patterns where the pedestrian

network level is dominant ; the ground level becomes under-used, giving way to lower-end

establishments only (David Milder, 1987). The result, as with downtown retail or mixed-

use centres, is an undermining of the viability of street level in terms of pedestrian use and

active frontage.

A study of the impact of off-street retailing networks in Charlotte, NC, revealed that

40 percent of on-street merchants felt that the networks hurt their businesses (Terry Lassar,

1988). It has also been said that off-street networks, that remove pedestrians from the

streets, represent a non-traditional type of downtown. Many critics, including William

Whyte (1988), have suggested that the booming business on the pedestrian network level is

actually a redistribution of commercial activity at the expense of street-level retail

businesses.

A 1986 study revealed that three quarters of Saint Paul's downtown retail business

was located on the second level. The problem with skywalks, remarked William H.
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Whyte, "is not that they fail to function, but that they function too well,,lz. While business

flourishes on the second lever, street level sales often plummet (Figure 2.2).

Figure 2'2. A concentration of activíty on the second level compromises

the viability of the street as a meaningÍul place.t8

Clearly, the negative socio-economic impact of downtown retail centres and off-
grade pedestrian networks on the vitality of on-street pedestrian activity and businesses

raises serious doubts as to the suitability of these urban interventions for revitalizing the

downtown as a marketplace.

a transformed urban fabric

Another consideration, specific to downtown retail centres, is that they require large

parcels of land which often necessitates the closure of public streets. Not only does this

transform public space into private or quasi-public space, but it dramatically alters the

l7 whyte, v/illiam. city: Rediscovering the centre(New york: Doubleday, lggg), page 199.l8 lbid., page 195.
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existing urban fabric (The Downtown Research and Development Centre, 19g6). The

existing pattern of open space (streets) to solids (buildings) is often transformed. A large

intervention of this type causes a sudden change in the urban fabric. The figure-ground

theory, developed by Roger Trancik and described in Chapter one, emphasizes that the

urban fabric' which is the pattern of solids and voids created by buildings and open space,

gives shape and definition to the public spaces in cities. In the downtowns of North

American cities this pattern is typically a grid, formed by the street and block pattern.

Disrupting this pattern weakens the grid as a major ordering device, as well as its potential

to create continuous open space capable of linking the various interior and exterior spaces

and activities to one another (Trancik, l9g6).

the visual Ímpact

Off-grade pedestrian networks, specifically those segments consisting of bridges,

referred to as skywalks or as the "plus 15" in Calgary, for instance, have a significant

visual impact on urban streets (Terry Lassar, l98s). In some instances, skywalks

contribute to an area by providing a sense of enclosure or by serving as gateways.

However, in most settings these structures detract from the urban experience by blocking

valued vistas and, where they cross streets, by preventing sunlight from reaching the

sidewalk.

In addition, it is difficult to connect skywalks with existing structures, particularly

historic buildings, such that they do not detract from building facades. However, it is often

possible to provide connections at back-lanes or facades which face side streets, thereby

avoiding disrupting the principal building facades.

The negative qualities of internalizing pedestrian space in the downtowns of cities -

an indoor pedestrian environment which is often disorienting to the user, privatization of
space and social stratification, degradation of the urban street as a place, a disrupted urban

fabric, and a compromised visual aesthetic - have led decision-makers to reevaluate the role
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of the downtown retail centre and the off-grade pedestrian network in our cities.

Regulations restricting where skywalks can be erected, and street-oriented designs, are

marking a shift in emphasis from intern alizingspace to addressing the problems associated

with outdoor public urban space.

2.4 changing Attitudes Towards Internalized pedestrian space

The shift in emphasis from internalizing the pedestrian environment, to preserving or

improving the public open spaces, particularly the urban streetscape, is taking place in

several cities throughout Canada and the United States. Planners, architects, and

politicians, along with their constituents, are recognizing that streets are crucial components

of the urban landscape. Beyond facilitating the movement of people and goods and

providing access to adjacent property, streets have the potential to act as meaningful public

places in which people can socialize and participate in the wider community of their city.

changing attitudes

Te.ry Lassar (i93B) highlights the changing attitude towards rhe inrernalization of
urban space' by the growth of regulations, specifically those that pertain to skywalk design

and location, in several North American cities. There is a growing concem over the visual

and environmental impacts of this alternative pedestrian environment on the character of the

city. Regulations establishing and protecting view corridors have been enacted in some

cities to prevent skywalks from blocking valued vistas. In portland, Oregon, the City,s

regulations are designed to encourage street life, promote pedestrian activity, protect views,

and to protect the integrity of the city's short blocks. Their goal is to maintain the sidewalk

as the primary means of pedestrian circulation. Atlanta, Georgia, like most cities, is

concerned over skywalk expansions. The city's long range plan recommended not

allowing pedestrian bridges in areas where retail and other street or special district activities
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are important functions, and also in historic districts and along view corridors. Both

Montreal and Toronto discount below-grade commercial areas for floor-area-ratio (FAR)

densities in order to discourage expansion of their below-grade pedestrian networks.

The size of the skywalk bridges is another significant issue. In the retail core of

cities, developers prefer to place shops on the skywalks to create a continuous retail

frontage. Whereas Minneapolis, Minnesota, has refused these proposals, Saint paul has

allowed a 30 metre wide skywalk to be constructed. Calgary approved three-srory bridges

ranging from 34 to 43 metres in width. However, this was done against the planners'

recommendations who saw the proposals as air-rights developments rather than as bridges.

positive examples

Modifications in the way off-grade pedestrian networks and downtown retail

centres are designed to improve the way these urban design interventions interact with the

existing system of public streets.

Calgary's planners have recognized the value of the street (Glenn Lyons, Don

Sinclair, and Sophia Lum, 1988) with a shift in emphasis of the bonuses for developers

from the plus l5 to grade level, and by requiring that skywalk bridges be equipped with

stairs at both ends, linked to the sidewalk. The former change encourages developers to

orient building entrances and commercial space towards the street, rather than the plus l5

system. The latter stairs requirement allows for pedestrians on the skywalk to locate street

access points easier, facilitates greater public surveillance from street level, and discourages

vandalism and other crime. In addition, a place to sit and buy a paper, for example, is

provided at the foot of the stairs. New office buildings linking up to the network only

provide elevator access between office floors and grade-level, not stopping at the plus l5

level. A shuttle elevator provides the vertical link between the plus l5 and the lobby. This

elevator configuration encourages office workers to choose gradeJevel over the plus 15.
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Roger Trancik (1986) cites Eaton Centre, Toronto, as a downtown centre that is

fairly successful in integrating with the existing downtown streets. While the centre is

primarily ordered around a central mall, it also has some small shops located along the

outside edge, facing Yonge street. This externally-oriented configuration retains the

physical continuity of the city grid and contributes to the pedestrian environment along the
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Figure 2.3. Eaton Centre retains the continuity of, and activity along, Yonge Street .19

I 9 Trancik, Roger, Finding Last space(New york: van Nostrand Reinhold, l9g6), page 50.
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The changing attitudes towards downtown retail or mixed-use centres and off-grade

pedestrian networks are in response to the negative qualities of these urban interventions,

particularly their detrimental effect on the street. This Chapter has described how these

interventions encourage the economic viabilify of the city centre. While they may satisfy

the primarily economic motive for building such structures by benefitting businesses

connected with the internalized space, downtown retail centres and off-grade pedestrian

networks are generally unable to satisfy the broader socio-economic demands, identified in

Chapter One, for quality urban places and commercially viable on-street businesses.
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Chapter Three

Downtown winnipeg's Portage Avenue and portage place:

The Study Area and lts Context

Chapters one and Two, through a literature review, have provided a broad understanding

of the importance and characteristics of quality urban spaces, as well as the effects of
intemalizing pedestrian space on the urban environment. Combining the theories on urban

design, with the experiences of other cities with urban interventions similar to portage

Place' enables an informed analysis of the downtown Portage Avenue area to be

conducted.

Chapters Three, Four, and Five, concentrate on the case study, that is, the potential

re-establishment of downtown Portage Avenue as a Great Street, and the role that North

Portage Development corporation can pray in achieving this objective.

This present Chapter is concerned with identifying and describing the characteristics

of, and issues relevant to, Winnipeg's downtown and, specifically, the study area, as

defined in the practicum. This information provides the basis for a survey to be developed.

The survey is intended to facilitate a focused understanding of the dynamics of the

downtown Portage Avenue area and its potential to be, once again, a Great Street.

The City of Winnipeg Planning Department's Downtown Profile (1991), the Centre

PIan committee's centre planworking Draft (rgg4) and centre plan (1995), the winnipeg

Police Department's 1993 Statistical Report, a survey of residents of 10 Canadian cities,

and five surveys focusing on downtown Winnipeg provide the basis for an appreciation of
Winnipeg's downtown and help to describe, both quantitatively and qualitatively, the

context of the study area. The study area is then depicted by means of a general land use

map and a survey identifying storefront vacancies on Portage Avenue between

Colony/Ì\4emorial and Fort/Notre Dame. Portage Place, North portage Development

Corporation's major urban intervention, extending four blocks along portage Avenue, and
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identified in the Introduction, is further described by means of site and building plans,

North Portage Development Corporation's Final Concept and Financial planfor North

Portage Redevelopment (1984), and the Corporation's 1990 and l99l Annual Reports.

Given this understanding of the study area and its context, the Chapter closes with a

description of the rationale for, and method of conducting, the survey of merchants and key

informants.

3.1 Downtown Winnipeg

As one of the most well-known streets in Winnipeg, Portage Avenue plays a major role in

shaping our perceptions of the downtown. This is particularly true because downtown

Portage Avenue is used by many people in the city. Transit users, motorists, and

pedestrians use the street to access various locations in the downtown, and as a means to

get from one area of the city to another. The subsection below, that is, importance of
downtown, identifies how Winnipeggers rate their downtown, how often they use it for

shopping and entertainment, its importance to the city, and the importance they place on

developing a plan for downtown. These findings reveal that Winnipeggers regard their

downtown poorly, yet they consider it an important aspect of the city that is in need of
improvement. Knowing that a Great Street plays a significant role in an urban

environment, the re-establishment of downtown Portage Avenue would be a positive

change for downtown Winnipeg, and, if traffic concerns are addressed (see Section 4.1A

Issues Associated with the Portage Avenue Right-of-Way - general traffic), it is likely to

receive widespread support from Winnipeggers. Furthermore, the re-establishment of
downtown Portage Avenue as a Great Street has the potential to act as a symbol of a good

downtown that can change peoples' perception of their city.
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In addition to this over-all assessment of the importance of the downtown to city-
wide residents, this Section is concerned with downtown demographics, crime and safety,

transportation and parking, land use, and the physical environment. These aspects of the

downtown are explored in detail in order to gain a better understanding of the context of the

downtown Portage Avenue area - the study area of the practicum. Figure 3.1, which
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Figure 3.1. Plan of downtownwinnipeg indicating the study area.
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depicts downtown Winnipeg as defined by the Downtown Winnipeg ZoningBy-Law,

illustrates the boundaries of the study area.

Many of the Tables referred to in this Section are presented in the Appendix.

the importance of downtown

The Institute of Urban Studies Report by Catherine Charett e, public Opinion in

Canadian Praírie Inner Cities (1994),provides illuminating insights into how Winnipeggers

perceive their city as compared to the perceptions of residents of Regina, Saskatoon,

Calgaty, Edmonton, Vancouver, Toronto, Ottawa, Montreal, and Halifax, towards their

respective cities.

Table 3.1 reveals that V/innipeggers are the least satisfied with their downtown,

compared to the perceptions of the residents of the nine other Canadian cities included in

the survey. This low ranking is emphasized by the fact that the city ranks eighth in the

"Attachment to City" category. As well, the "Overall Qualiry of Life Ranking,,, determined

from the findings for the 11 categories in the study - the Economy, physical Environment,

Social Harmony, Crime and Safety, Cultural/Recreational Amenities, Downtown,

Housing, Transportation, Services and Infrastructure, Lack of Stress, and Attachment to

City - puts Winnipeg in eighth place. Clearly, Winnipeggers perceive the downtown as

contributing little to the overall quality of life of their city.

This finding is further illustrated by the low percentage of respondents affirming

that the downtown is one of the best things about Winnipeg. The percentage of residents

of the downtown, inner city, older suburbs, and newer suburbs who rated this dimension

highly is 21, 9, 12, and 10, respectively20. This poor perception of the downtown is

greater for those living outside the downtown area. One can speculate that this is due to the

differences in the urban and suburban lifestyles.

20 Charette, Catherine, Public opinion in Canadian Prairie Inner Cities (Winnipeg: Institute of UrbanStudies, 1994), page 35.
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While the survey suggests that there are short-comings in the downtown,s

contribution to the quality of life in the city, it is also apparent that Winnipeg's downtown

faces by similar challenges to those faced by the downtowns of other Canadian cities.

Table 4.1, in Appendix A, illustrates that residents of all 10 surveyed cities use their

downtowns less often for shopping and entertainment than they did in the recent past.

TABLE 3. 1 . RANKING OF HOV/ RESIDENTS OF I O CANADIAN CITIES

RATED TIIEIR DOWNTOWN AND ATTACHMENT TO CITY, AND

THE OVERALL QUALITY OF LIFE RANKING OF T}TE CITIES.2I

CANADIAN PRAIRIE CITIES CDN NON-PRAIRIE CITIES
DIMENSION HAL
The Downtown
Attachment to C
Overall Quality of Life Ranking

Yet there remains a reasonable amount of optimism that the city centre of Winnipeg

will improve. Forty-six percent of respondents residing in the downtown of Winnipeg

believe the area will improve. But in the inner city, older suburbs, and newer suburbs, the

percentage of residents that believe downtown will improve are 34, 24, and 2g,

respectively22. While the perception of the downtown is not as positive for those not living

there, city-wide residents have indicated that the downtown is an extremely important

component of their ciry (Figure 3.2).

6
7

2374
I 5 10 3

21

22

Charette, Catherine, Public Opinion
Studies, 1994), page 15.
Ibid., page 35.

in Canadian Prairie Inner Cities (Winnipeg: Institute of Urban
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86214
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Figure 3.2. Overall Importance of Downtown to the City.z3

Not surprisingly, there is strong support from Winnipeggers for the development of

a plan for the downtown (Figure 3.3).

Table 4.2 illustrates that respondents overwhelmingly place the responsibility to

improve downtown ÏVinnipeg on the City, in co-operation with business, other levels of

government, and residents.

23 Criterion Research Corporarion, public Attitude Stud), Finql Report(Winnipeg: The City of Winnipeg
Planning Deparrmenr, 1994), page 7.
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Figure 3.3. overall Imporfance of Deveroping a pranfor Downtown.24

demographics

Downtown winnipeg (as defined by the Downtown zoning Bylaw) has a
residential population of 14,000, located primarily in the residential enclaves south of
Broadway Avenue and in the vicinity of Central Park in the north-west. Given the total

area of the downtown as 1.2 sq. mi., or 780 acres, the density of residents is lg people per

acre' In the next ten years the population is expected to increase by 3,000 (Centre plan

Committee, 1994). Currently over two percent of the city's residents live in the

downtown.

24 criterion Research corporation, Public Attitude study Final Report(winnipeg: The city of winnipegPlanning Department, 1994), page g.
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In terms of employment, for more than 15 years the downtown has accounted for

more than 25 percent of the city's total employment. More than 68,000 people work in the

city centre. This large percentage indicates the economic importance of the downtown to

the health of the city, and the number of people who use the area on a daily basis.

crime and safety

The Winnipeg Police Department's 1993 Statistical Report provides crime staristics

which indicate that 41 percent of the crimes against persons committed in 1993 in V/innipeg

took place in District One, an area encompassing the downtown and adjacent

neighborhoods. It is also indicated that District One has only l3 percent of the ciry,s

population. This finding is relevant because the downtown is located within this district. It

must be cautioned, however, that this does not suggest that the incidence of crimes against

persons is higher in the downtown. The downtown makes up less than one-sixth of the

population of this district. Instead, this data describes the context in which the downtown

is located in terms of crimes against persons. It is this larger area, namely District one,

with its disproportionately high percentage of crimes against persons, that may contribute

to the widespread belief that the downtown is unsafe, a perception indicated by various

downtown studies.

Other probable causes of the perception that the downtown is unsafe are indicated in

Table 3.2, which identifies the attitudes and perceptions of Downtown Business

ImprovementZone (BIZ) members regarding this issue.

Tables A'3, A.4, and 4.5, indicate the severity of the problem. panhandlers

downtown is one of the most disliked features of the area. The downtown is also not

perceived as a safe place to be. Furthennore, Table 4.3 shows that only three percent of
respondents of the Public Anitude Study believe that one of the best features of the area is

that it is safe in the daytime.
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TABLE 3.2. ATTITUDES OF BIZ MEMBERS ON TIIE DEGREE TO

WHICH TIIE LISTED DIMENSIONS AFFECT TIIE PUBLIC'S

PERCEPTION OF SAFETY IN TTIE DOWNTOWN.25

RATING, ON A SCALE OF 1 . 10, NO IMPACT
DIMENSION TO |-ABGE IMPACT, RESPECTTVELY
Panhandlers/street 8.3
Prostitution 7.O
Street ki 8.0
Media reporting which
focuses on downtown 7.7
Lack of visible
Poor lighting 7.7

Table 3.3 and Figure 3.4 reveal that personal safety is an important issue which

must be addressed to ensure a successful downtown.

TABLE 3.3. DOWNTOWN BIZ MEMBERS' ATTITTIDES

REGARDING T}TE MPORTANCE OF PUBLIC SAFETY

TO TFTE SUCCESS OF THE DOWNTOWN.26

IMPORTANCE n=207

8.1

Very important
Somewhat important
Not very important
Not at all important
Not stated

87
11

1

1

1

We have seen in Section 1.3 The Street as Place - places for people to sit and walk,

that a street always in use by pedestrians is the most effective way to create a safe

environment. This is due to "self-policing" and the sense of safety one experiences on a

Dennis McKnight 205 I Inc., Quantitative Resuhs of BIZ Members' Attitudes and perceptions Toward.s
the Promotion of the Downtown and Various BIZ Programs (The Downtown Winnipeg BIZ, lgg¿),
page 14.
Ibid., page 13.

25

26
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street with many pedestrians. Table 4.5 indicates that there is support for making
downtown more pedestrian-friendly and increasing the number of things to do in the area.
other strategies that are recommended by winnipeggers, to mitigate this problem, include
i mproving safety/police patrols and addressi ng panhandling.
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Figure 3.4. Downtowtt Winnipeg Attributes _

rating and importance by city-wide residents.2T

transportation and parking

Downtown Winnipeg is unique in comparison with many other cities in that it has

several major traffic arteries passing through it which are of considerable width. Main
street, running north-south is typically eight lanes wide, with an additional lane for left
turns, and a right-of-way over 130 feet wide. Broadway and portage Avenues, the
27 Criterion Research Corporation, public Attitude Stud), Final Report(Winnipeg: The City of WinnipegPlanning Department, 1994).
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principle east-west streets, are also over 130 feet wide, the former with six lanes of traffic,

and the latter with the same roadway configuration as Main street.

The Centre Plan Committee's document Centre PIan, Working Draft (1gg4)

indicates that there are over 25,000 vehicles entering the downtown during the morning

peak hours. As well, the downtown streets are used by many drivers to travel from one

area of the city to another. Over 40 percent of vehicles entering the city centre are destined

for other locations. For those drivers stopping downtown, there is a large supply of

parking spaces in the area. Since 1971 the supply has increased by 35 percent to the

present level of 37,000 spaces; the opening of Portage Place in 1987 added 1 100 parking

spaces to the supply. Winnipeg Transit provides a high level of service on four streets

which criss-cross the downtown. Main and Osborne Streets carry the principal north-south

bus routes, while Portage and Graham Avenues provide the east-west service in the city

centre.

Figure 3.5 indicates the transportation mode used by those who work downtown.

It is noted that34 percent of these people use public transit. In comparison to the private

vehicle, which is used by 52 percent of downtown workers, this may seem a low figure.

However, this proportion is only four percentage points below the average for the sample

mentioned earlier2s. More relevant is the fact that Winnipeg has the highest proportion of

downtown workers using public transit compared to the other Canadian prairie cities

(Regina, Saskatoon, Calgary, and Edmonton).

In terms of people coming downtown to shop, Dennis McKnight (1991) identified

through focus group discussions that a variety of transportation modes are used. A ,,high-

end" retailer, for example, stated that her clientele arrived by car, or on foot, from a nearby

hotel. Another retailer noted that, while some walk, most seniors rely heavily on transit.

Younger patrons walk to and from work, or drive.

tt 
Ï" sample includes Winnipeg, Regina, Saskatoon, Calgary, Edmonton, Vancouver, Toronto, ottawa,
Montreal, and Halifax.
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clearly, public transit plays a significant role in the accessibility of downtown.

Furthermore, the high proportion of transit users and the fact that people will often walk to

stores suggests that the pedestrian environment is a significant component of this

accessibility to downtown locations.
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Figure 3.5. Transportation Mode(s) Used by Those Who Work Downtown.ze

Tables A'3 to A'6, and Figure 3.4, indicate that parking downtown is an important

issue to Winnipeggers whereas there is less of a consensus whether vehicle congestion or

transit service are problems. All of these Tables, and Figure 3.4, reveal that parking

availability and cost are considered the most important issues. Table A3 - Recommended

Changes for Downtown's Success, identifies "improved parking/weekend free parking,, as

the dimension receiving the largest response - 32 percent of those surveyed.

Table 4.6 and Figure 3.4 separate the issues of parking cost and parking

availability. Both Table and Figure identify the cost of parking as the worst attribute of
downtown Winnipeg. Figure 3.4, which combines attribute rating with its relative

29 charette, catherine, Public opinion in canadian Prairie Inner cities(winnipeg: Institute of urbanStudies, 1994), page 52.
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importance, reveals that parking availability is seen as more important than cost; however,

availability is not rated as poorly as the cost of parking.

Table 3.4, below, indicates, not surprisingly, that people would come downtown

more often if parking were free. Respondents were tairly ambivalent over the current

parking token program operated by the Downtown BZ. under the program, known as

"Easy streets", merchants provide customers whose purchases are over $20 with a token.

The token, or "blue loonie" can be substituted for the $1 coin at parking meters and parking

lots3o.

TABLE 3.4. ATTITUDES TOWARDS DOWNTOWN PARKING ISSUES.3I

DIMENSION MEAN RATING % IAGREE, %
Would go downtown more often if

was free. 5.0
Would come downtown more often
if received parkino tokens. 4.3
Can afford to park Oowntown bui

to 4
Downtown offers more than
suburban malls.
Availability of parking is a
greater problem than cost of
parking.

Dimemsionswere rated on aseven pointscale;Disagree -1&z,Neutral-3-5, and Agree -6 & 7.

The recent reinstatement of free metered parking on Saturdays will do much to

reduce the cost of parking downtown for shoppers. Given the high cost of downtown

land, it is unlikely that parking charges in lots would be reduced. The current downtown

planning initiative, Centre Plan, suggests that standardizing parking rates throughout the

city centre will enable motorists to pred.ict their parking costs in the area. With over

Downtown Winnipeg Business 
-Improvement 7nne, 1992/93 Annual Report (Downtown WinnipegBusiness Improvemenf Znne,1993), page g.

charette, catherine, Public opinion- ii canadian Prairie Inner cities (winnipeg: Institute of urbanStudies, 1994), page 40.
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37,000 parking places in the downtown it seems unlikely that there is a problem of
availability. However, the numerous lots scattered throughout the downtown are often

difficult to find and many are unknown to drivers. Again, Centre plan recognizes this

problem and recommends that standardized signage clearly identifying parking locations is

erected.

land use

The downtown is made up of a wide variety of ]and uses. Table 3.5 indicates that

public land is the predominant use downtown, followed by commercial uses (generally

retail and restaurant functions), office, then institutional land uses. In contrast, the total

floor areas occupied by these uses are dominated by office space, followed by residential,

commercial, then institutional uses. The total floor area ratio of the downtown is 1.1,

indicating that there is more building floor space than the total geographical area of the city

centre. The highest density use is hoteVmotel. This is followed by office, then residential

uses. These uses are made up of a range of low- and high-rise buildings. public uses are

of such a low density (0.4) because the open space - the streets and parks - are alarge part

of this category.

Table 4.8 indicates the frequency that residents use downtown by purpose, over a

one year period. The commercial uses of shopping and dining dominate. It is these uses

that are particularly relevant to this practicum, since they form the dominant land use in the

study area.

We see from Tables 4.3 to A.5, and Figure 3.4 that the shopping opportunities

provided by downtown contribute significantly to a positive perception of the area. The

variety of shops, the department stores, and Portage Place are perceived by many

Winnipeggers to be positive attributes of the downtown. Furthermore, retail and restaurant

uses are particularly important for a Great Street because they tend to generate pedestrian
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activity. Other positive aspects of the city centre include The Forks and the riverwalks,

cultural facilities, and the restaurants and nightclubs.

Figure 3.4 indicates that cultural facilities and points of interest for visitors are seen

as positive and important attributes. The restaurants and shopping opportunities are

identified as being less important contributors to the downtown as a whole. In contrast, the

residential neighborhoods and recreational or sports facilitiçs in the downtown are rated

poorly, but are also seen as less important to the area by winnipeggers.

TABLE 3.5. DOWNTOV/N LAND USE.32

Public

Commercial

Office

lnstitutional

lndustrial

Residential

Hotel/Motel

Miscellaneous

SITE SIZE
SF

1 0,699,147

8,220,030

4,695,293

4,617,439

3,079,990

2,909,904

720,945

7,269.888

%oF
TOTAL

FLOOR AREA
SF

4,205,959

7,196,075

16,972,492

1,970,300

2,992,700

8,276,360

3,043,895

137.261

%oF
TOTAL SITE SIZE

25.4

19.5

11.1

1 1.0

7.3

6.7

1.7

17.3

9.4 0.4

16.1 0.9

38.0 3.6

4.4 0.4

6.5 0.9

18.5 2.9

6.8 4.2

0.3 0

Total 44,695,041 100.0 42,101,325 100.0 1.1

Table 4.7 cites land use related changes that should be implemented to encourage

the success of the downtown. Lower rents and taxes to help business, more events or

things to do, and the building of an arena downtown, are the most popular ideas, in

descending order.

A land use issue that relates directly to sidewalk pedestrian activity is whether food-

cart vending should be permitted in the downtown. Table 4.9 indicates that most

Downtown BIZ members are in support of allowing licensed street vendors. Even

32 city of winnipeg Planning Department, Downtown profire (city of winnipeg, 1991).
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restaurants, that are competing with this type of business, give tentative support to their

continued operation.

Finally, it must be noted that Table 4.3 identifìes "everything close together" as one

of the most liked features of the downtown. It is this higher density, not found in the

suburbs, that makes the city centre a unique and interesting place to be.

the physical environment

The physical environment includes such factors as climate, air quality, and the

visual environment' The emphasis is on the manner in which pedestrians experience their

surroundings.

Tables 4.3, 4.6, and 4.5, and Figure 3.4 indicate that certain aspects of the

physical environment are seen as assets, while many others detract from the downtown

experience.

Both the over-all appearance and the cleanliness of the area are rated ambiguously

by residents of V/innipeg. These features tend to be seen somewhat neutrally, neither

strong contributors to, nor detractors from, the downtown. However, Figure 3.4 does

indicate that, while these features are generally rated neutrally, they are important

considerations fo¡ the city centre. Pedestrian-orientation of the downtown is also rated

neutrally, except that it is not seen as important as appearance or cleanliness. However,

Table 4.3 indicates stronger opinions regarding the downtown's off-grade pedestrian

network, its historic buildings, and the empty and derelict buildings. The climate-

controlled pedestrian network is seen as a significant positive attribute of the downtown.

To a lesser degree, the historic buildings in the downtown are also seen this way. In
contrast, the empty and derelict buildings are noted to be one of the most disliked features

of the area.

Table A'10 shows how Winnipeggers rated their climate, by area of ¡esidence. A
minority of residents surveyed believe that climate is not a drawback, indicating that it is a
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concern for most of those surveyed. This finding may explain why the climate-controlled

walkways are seen as such positive features of the city centre

The physical environment of the downtown plays a significant role in shaping our

perceptions of the area. Land use characteristics, accessibility, and a sense of safety are

also important considerations. While there are several features of the city centre which are

poorly rated, the positive attributes are equally noteworthy. Citizens of V/innipeg indicate

that they are committed to their downtown and it is believed that it is important to develop a

plan for the area. That the downtown makes up less than one percent of the land area of the

city, yet is home to over two percent of Winnipeggers, has more than 25 percent of the

working population, provides the City with 23 percent of the net business tax, and

comprises seven percent of the total realty assessment, clearly demonstrates that the area is

a crucial component of the city (Centre plan Committee, 1995).

3.2 The Study Area

The study area, as defined in this document, consists of nine contiguous city blocks along

downtown Portage Avenue, including the right-of-way and adjacent properties (Figure

3.6). This area is the primary commercial area of downtown Winnipeg, with retailing as

the predominant land use, particularly on the ground floor.

From west to east, the major retail centres along Portage Avenue are The Bay, in

the first block, Portage Place, in the second, third, and fourth blocks on the north side of

the street, and on the second floor of the fifth block on the south side, and Eaton's, in the

sixth block of the study area. Outside the study area, immediately south of Eaton,s is

Eaton Place, comprised of a variety of stores, a food court, and offices.

The Portage Avenue right-of-way, the adjacent land uses, and portage place are

discussed individually in this Section. Table 4.11, pertaining to these three aspects of

Portage Avenue, is placed in the Appendix.
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at Edmonton and Fort streets, and at the west-bound stops at Garry and Donald streets.
The west-bound stops at Edmonton and colony streets have large heated shelters.
vaughan, Edmonton, Hargrave, smith, and Fort streets are one_way, north_bound.
Kennedy, carlton' Donald, and Garry Streets are one-way south-bound. All intersections

are signalized.

PORTAGE AVENUE RIGHT.OF.WAY
BUS STOP

LARGE HEATEO SHELTER æ
SMALL UNHEATED SHELTER

Figure 3.7. Schematic represenÍation of portage Avenue.

Table 3'6, below, shows the volume of automobiles and transit buses moving on

Portage Avenue during the day, as well as their respective person-movement volumes.
This Table reveals that automobiles account for the vast majority of the vehicular traffic - 93

to 95 percent of the volume, whereas transit buses make up the remaining five to seven
percent' However, transit buses account for 45 percent of off-peak person-movements and
between 59 and 60 percent of peakperiod person-movements. clearly, in this portion of
Portage Avenue, transit buses play a significant role in urban transportation, facilitating the
movement of large numbers of people without generating a great deal of congestion.
casual observation reveals that during peak periods the buses dominate the curb lanes.

They occupy 25 percent of the through lanes, at these times, yet carry the majority of the
passenger volume.

IlV N.r.s

64



TIME PERIOD

VEHICLES PER HOUR

PER DIRECTION

PASSENGERS PER HOUR

PER DIRECTION

AUTOS I TRRTSr AUTOS I TRANSIT
AM peak (07:00-0900)

Vehicle or pgr volume

"/o of lolal

1700 128

937
2210 3200

41 59
Midday (09:00-1S:30)

Vehicle or pgr volume

% of total

900 - 1300 54

95s
1 320 1 080

SS 45
PM peak (15:30-17:30)

Vehicle or pgr volume

% of total

1700 - 1800 137

937
2275 3425

40 60

TABLE 3.6. TRAFFIC TRANSM, AND PERSON-MOVEMENT VOLUMES.34

A 1984 survey of shoppers in an area of south side Portage Avenue, bounded by

The Bay on the west and by Eaton's and Eaton Place on the east, and a lggg study of
shoppers, which includes, in addition to the area defined in the 1984 survey, the north side

of Portage Avenue encompassed by Portage Place and its skywalks, reveal that 45 percent

of 1984 and 1988 respondents use the bus as their mode of transportation, and over 30

percent use the automobile. This high percentage of shoppers taking the bus is also

reflective of the importance of transit, particularly for shoppers and merchants in the study

area (Table 3.7). In addition, it is of note that a fairly high percentage of shoppers walk to

their destination(s). This suggests that the pedestrian environment is of particular

importance in this area.

'o çttY of Winnipeg Department of Streets and Transportation and Winnipeg Transit, Traffic, Tratzsit, øndPedestrian Facilities on Portage Avenue Between^Colony and Mainlwiinipeg: 'Ír," io*.irsioner ofWorks and Operations, 1994), page 4.
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TABLE 3.7. MODE OF TRANSPORTATION FOR SHOPPERS INTERVIEWED

BETWEEN TFIE BAY AND EATON'S AND EATON PLACE, SOUTH-SIDE

PORTAGE AVENUE - 1984 AND 1988 - AND PORTAGE

PLACE, INCLUDING SKYWALKS - 1988.35

The high percentage of shoppers who walk to the stores from their place of

residence or work correlates with the findings presented in Table A.11. In l9gg, 1g

percent ofshoppers indicated the closeness ofshops to place ofresidence and 12 percent

indicated the closeness of shops to work or school, as the best features of shopping

downtown. In 1984, 25 and,l7 percent of shoppers, respectively, rated these features as

the best aspects of shopping downtown.

In terms of accommodating automobiles, or general traffic, The Department of

Streets and Transportation (1994) consider the level of service quite adequate for this

downtown street. During any of the a.m. peak, midday, and p.m. peak time periods

drivers can traverse the section of Portage Avenue between Colony and Main Streets in

approximately four minutes. Nevertheless, the 1988 and 1984 findings indicate that l0 and

13 percent of respondents, respectively, cite traffic congestion and construction as the

worst features of shopping downtown. Some dissatisfaction with the roadway's ability to

accommodate general traffic does, therefore, exist. However, City of Winnipeg traffic

engineers estimate that 45 percent of downtown Portage Avenue traffic is using the

35 criterion Research coPo.l!g!, Portage Avenue Shopper InterceptSrady (winnipeg; North porrage
Development Corporation, 1 988).
Criterion Research Corporatio_n, Portage Avenue Shopper Intercept Survey (Winnipeg: North portage
Development Corporation, I 984).

% OF RESPONDENTS

MODE OF TRANSPORTATION
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roadway as a means to get from one area of the city to another, passing through the

downtown.36 While Portage Avenue does offer a direct route for drivers, particularly for
those travelling between the west and north-east areas of Winnipeg, their preference for this

street indicates that the level of service is satisfactory.

Generally, the roadway also works well for Transit buses. Travel times in the

section between colony and Main are in the order of six to eight minutes, at all times of the

day' However, buses are often delayed by vehicles turning right, off portage Avenue, and

by vehicles stopped in the curb lanes. obstructions in the curb lanes require buses to wait

for a break in traffic in order to weave into the next lane, then return back to the curb lane.

This results in a deterioration in the reliability of service and passenger comfort.

The pedestrian environment, by comparison with the roadway, is noted to be of
poor quality (Department of Streets and Transportation and Winnipeg Transit, 1994). As

was stated earlier, only two heated bus shelters are provided, in the study area, along

Portage Avenue. One of these shelters is built into Portage place, on the north side of
Portage Avenue. The othe¡ is located at the north-east corner of Colony and portage, the

only place with space for such an amenity. The stop in front of Eaton's, one of the busiest

bus stops in the city, has no facilities at all; and the stop in front of The Bay, also quite

busy, only has a canopy over the sidewalk. This is because of the large volume of
pedestrian traffic and the lack of sidewalk space to accommodate that traffic and to provide

heated bus shelters. The relatively narrow sidewalks are also a problem for pedestrians

travelling along Portage Avenue. There is often a conflict between people waiting for the

bus and those walking by.

The wide roadway is also a problem for pedestrians. Crossing eight through-lanes

and one lane for left turns is particularly difficult for elderly and disabled people. Some

3 6 Redekop , Blll, Busl'anes, parking proposal for Portage @innipeg Free hess, June 9, 1994), page ¡¡3.
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find it necessary to take refuge in the centre median and wait for a second "walk" signal.

This often results in transit patrons missing their buses.37

Finally, the streetscape is considered to be of poor quality. Both Gehl (1987) and

Paumier (1988) emphasize the importance of the pedestrian environment for its social and

marketplace functions. However, the wide roadway, narrow sidewalks, and high noise

Ievels due to the large traffic volumes, make it difficult to attract activity to Portage Avenue.

The lack of pedestrian activity along Portage Avenue compromises the viability of street-

front retail businesses and the personal safety of those who do walk in the area.38 The

importance of pedestrian activity as an integral component of a Great Street is emphasized

by AJlan Jacobs, cited in Section 1.3 The Street as Place - places for people to sit and walk,

and - visual interest.

parking

The worst features of shopping downtown, as identified in the 1988 study and the

1984 survey (by Criterion Research Corporation), are the cost and availability of parking.

Table A.l1 indicates that, in 1988, 22percent of respondents cited cost and 20 percent

cited availability. In 1984, 29 percent and 34 percent of respondents cited cost and

availability of parking, respectively. This reversal can be attributed to the construction of

Portage Place, which provides 1100 underground parking stalls adjacent to Portage

Avenue. Table 3.8 supports this conclusion, indicating that the largest percentage of

respondents to the 1988 study used the Portage Place parkade. On-street parking was used

by the next largest group of respondents. Since parking is only permitted on Portage

Avenue in evenings and on Sundays, the cross-streets are the primary sources of this type

of parking.

City of Winnipeg Department of Sfieets and Transportation and Winnipeg Transit, Trffic, Transit, and
Pedestrian Facilities on Portage Avenue Between Colony and Main (Winnipeg: The Õommissioner of
Works and Operations, 1994), page 6.
Ibid., page 6.

37

38
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Regarding on-street parking, it is noted by The Department of Streets and

Transportation and Winnipeg Transit (1994) that the lack of parking on Portage Avenue is

not supportive of street-front retail businesses. It is perceived by several members of the

downtown business community that the provision of on-street parking during the business

day is important to facilitate convenient access for prospective customers. Again, Allan

Jacobs identifies on-street parking as a viable way to improve the accessibility of a Great

Street to motorists (Section 1.3 The Street as Place - accessibility).

TABLE 3.8. PARKING LOCATION FOR SHOPPERS INTERVIEWED BETWEEN

TFIE BAY AND EATON'S AND EATON PLACE, SOUTH-SIDE PORTAGE

AVENUE AND PORTAGE PLACE, INCLUDING SKYWALKS - 1988.39

PARKING LOCATION % OF RESPONDENTS

Poftage Place parkade

Street

Bay parkade

Eaton Place parkade

Other

26

24

15

14

o

Iand use

As was previously stated, the boundaries of the study area are selected to

encompass the land uses along downtown Portage Avenue that are predominantly

commercial, with particular emphasis on ground floor retail space. Figure 3.5 reveals that

the buildings which are mainly made up of commercial space are found on the south side of

Portage Avenue The exception is Portage Place, the bulk of which is on the north side of

Portage Avenue, at the western end of the study area. Many of the buildings that are

39 Criterion Research Corporation, Portage Avenue Shopper Intercept Slud¡, (Winnipeg: North Portage
Development Corporation, I 988).
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indicated as office land use have their ground floors dedicated to retail or, sometimes,

restaurant space. Thus the ground floor of Portage Avenue buildings can be characterized

as being dominated by retail functions. Restaurants, financial services, travel agencies and

other office space make up the remainder of the space.

Figure 3'6 is also important because it indicates where vacant storefronts existed in

the study area, as of January 1995. A vacant storefront, in this case, is defined as any

empty ground floor space within a building, with an entrance onto portage Avenue. If
access to the space is through a lobby, the ground floor area of that building is considered

to be one storefront. This information was collected by visual inspection of the ground

floor of Portage Avenue properties. The findings reveal that there are few vacancies

between Colony and Hargrave Streets. None of these storefront vacancies are found in

Portage Place. However, there are a large number of vacancies in the blocks west of
Hargrave Street' The highest number of vacancies occurs on the north side of portage, in

the block bounded by Donald and Smith Streets. This is followed by the sourh side of
Portage, between Garry and Fort. There are five, and four, storefront vacancies in these

blocks, respectively. There is a total of 2l storefront vacancies in the study area. This

includes the vacant lot on the south side, between Kennedy and Edmonton Streets, which

is presently a temporary park (Merchants, park).

The vacancies obviously detract from the area. They present an image which

suggests that downtown Portage Avenue is in decline (Figure 3.8). They also detract from

the pedestrian environment by creating discontinuities in the active and interesting land uses

of the area, and, in many instances, by degenerating into eyesores4O. Not only do these

vacancies present an image of decline, but the dilapidated state of some of the buildings

tends to contribute to perceptions that the area is unsafe. The importance of well-
maintained buildings with active storefront businesses as part of a Great Street is identified

by Jacobs in Section 1.3 The Street as place.

40 Muny of the buirdings have broken or boarded-up windows and are unkempt.
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However, these vacancies also represent potential opportunities to redevelop the

area and re-establish a human presence along the street. Several buildings are of histor.ic

value' and, if rehabilitated, can contribute greatly to the visual interest of the area, as Allan

Jacobs (1 993) suggesrs.

Figure 3.8. vacancies along portage Avenue, while detracting from

the area, represent potential opportunities for redeveropment.

Table 4.11 indicates that shoppers in the area are attracted by the specific retail uses

found there. Both the 1988 study and the 1984 survey, by Criterion Research

Corporation, identify the variety of stores and merchandise as the best feature of shopping

downtown - 51 and 65 percent, respectively. Other positive aspects of the retail uses in the

area are the distinctive specialty stores, the size and "depth" of merchandise of the major

department stores, and the close proximity of the stores. The latter quality, in the context

of the other positive qualities, suggests that the higher density of downtown, which
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facilitates the close proximity of various establishments, is one of the strengths of this part

of the city. The only negative feature related to land uses is the high prices of goods and

services, cited by eight percent ofrespondents ofthe 19gg study.

Of the three major retailers in the study area - Portage Place, Eaton's, and The Bay -

Portage Place was identified as the most visited location. Before portage place was built,

Eaton's was patronizedthe most, as shown in the 1984 survey. Eaton place, immediately

south of Eaton's and outside of the study area, was patronized the least, compared with the

other facilities (Table A.l2). However this may change, given that the shopping centre is

currently undergoing renovations. Taken together, these four retail centres, known as the

"Big Four," make up the largest interconnected shopping area in the city.4t

Portage place

In December i983, North Portage Development Corporation was established by the

City of Winnipeg, the Province of Manitoba, and the Government of Canada to facilitate

redevelopment of the area of downtown Winnipeg bounded by Colony and Balmoral

Streets, Hargrave Street, Notre Dame Avenue, and the lane south of and parallel to portage

Avenue.

Together with the private sector, institutions, and government agencies the

Corporation has redeveloped large portions of the mandated area. Development completed

to date includes: $10 million in roadway and service improvements on adjacent city streets;

252 units of seniors housing in Kiwanis Chateau and Fred Douglas place; place

Promenade with 376 units of market rental housing and 20,000 sq. ft. of street level retail

space on two new pedestrian-oriented streets; Information Systems Management

Corporation's 100,000 sq. ft. business and computing centre; and One Canada Centre with

280,000 sq. ft' of office space.42 The most significant component of the redevelopmenr is

:: Survey of study area merchants and key informants, September, 1994.+r North Portage Development corporation, Annual Repàrt (winnipeg, l99l).
North Portage Developmenr corporation, Annuar Riport iwrnnip.!, tees).
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Portage Place, a facility consisting of 200,000 sq. ft. of retail space, 36,000 sq. fr. of
commercial office space' an IMAX theatre, the Prairie Theatre Exchange, Famous players

cinemas, the downtown YM-YWCA, skywalk connections to The Bay and Eaton,s,

Edmonton Court - an indoor public amenity space, and 1100 underground parking stallsa3

(Figures 3.9 and 3.10).

'l
lt'
)
)

i
)

7
Fígure 3.9. portage prace and other NpDC Deveropments.

The land that Portage Place occupies north of Portage Avenue is owned by North
Portage Development Corporation, and is part of the over-all land assembly undertaken to

develop the corporation's mandated area. The corporation was also responsible for
advancing funds to construct the underground parking structure, the skywalks and

connections, support structures for future development, and the public amenities that form
part of the retail complex. Cadillac-Fairview corporation Limited entered into a

43 North Porrage Deveropment corporario n, Anttuar Report(winnipeg, l99r).
Norrh porrage Development Corporatio n, Annual Riport iwi""iprä, lsSSl.
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development agreement with North Portage Development Corporation to develop the retail

shopping mall components of the project. Cadillac-Fairview leases the land, the

underground parking structures, the skywalks and connections, the public amenities, and

the retail complex from North Portage Development Co¡poration (The Corporation). The

underground parking structure is then leased back to the Co¡poration which operates the

facility. On the south side of Portage Avenue Cadillac-Fairview leases the second floor of
the buildings that the skywalk passes through from their respective owners. The exception

is the building at the south-east corner of Portage and Carlton, which is owned by Cadillac-

Fairview.

The IMAX Theatre, the Prairie Theatre Exchange, the Famous players cinemas, the

downtown YM-YWCA, and that portion of Place Promenade within portage place are

excluded from the lease agreement and are not part of Cadillac-Fairview,s holdings due to

specific air rights designated in the development agreement.4

one of the most distinguishing features of Portage Place is the extent of the

enclosed pedestrian space (Figure 3.1045). On the ground floor an interior pedestrian mall

extends from Vaughan to Carlton Streets on the north side of Portage Avenue. This mall

also connects with Portage Avenue at Kennedy Street, and at Edmonton Street and place

Promenade with Edmonton Court. Edmonton Court functions as the primary open space

of the facility and provides a north-south axis, intersecting the east-west Central Mall. The

second floor pedestrian space is much longer, linking together The Bay and Eaton,s. From

west to east, this space is comprised of a skywalk extending diagonally across portage

Avenue from the south side of Portage at Vaughan, the interior mall of portage place which

intersects Edmonton court, a skywalk spanning Portage Avenue from near the north-west

corner of Portage and Carlton to the south side of Portage at Carlton, an interior mall

passing through the second floor of buildings on the south side of portage between Carlton

and Hargrave, and a skywalk across Hargrave to Eaton's.

11 I""l PorrageDevelopment Corporarion, Annual Report(Winnipeg, 1990).+) North Portage Development corporation, portage ptace ptans Sinnipeg, i992).
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Table A' l I indicates that shoppers in the area of Portage place cited the climate-

controlled walkway and enclosed shopping area as one of the best features of shopping

downtown' Conversely, before the facility was built, the lack of climate-controlled

connections was noted by respondents as one of the worst features of shopping

downtown' Table 3.9 illustrates the effectiveness and popularity of the interior pedestrian

links provided by Portage Place. The total number of pedestrians passing the places

identified in the Table increased by 45 percent between l9B4 and lggg - before and after

the completion of Portage Place. This suggests that there has been a rise in pedestrian

traffic, indicative of the ability of the interior pedestrian mall and retail centre to attract

people to the area. FurtherTnore, excluding the skywalk pedestrian counts from the 19gg

findings, the total number of pedestrians on the sidewalks, in the time periods of the study

was 1256' This 32 percent drop in pedestrian activity at street level verifies the results of
Table A' 1 1, that the climate-controlled walkways are one of the best features of shopping

downtown' There is a preference for using these amenities over the public sidewalks.

TABLE 3.9. PEDESTRI,AN COI.INTS BETWEEN TFTE BAY

AND EATON'S, 1988 AND 198436

PEQESTRTAN COUNTS 8 FIVE MINUTE INTERVALS
LOCATION ocToBER 1984

Bay entrance, Portage & Vaughan

Skywalk to The Bay

Portage & Edmonton, SW corner

Eaton's entrance, Portage & Hargrave

to Eaton's

1 850 2680

338

nla

1057

455

nla

362

543

544

350

881

46 criterion Research coPotlrlgl, Portage Avenue shopper Intercept study (winnipeg: Norrh porrage
Development Corporation, t 9gg).
criterion Research corporation, Portage Avenue shopper Intercept survey (winnipeg: North portage
Development Corporation, l9g4).
AIso see Appendix B.
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These findings present serious implications regarding the effect of the interior
walkway on the vitality of the street. This issue will be explored in some detail in the

following Chapter, as part of the definition of problems associated with the study area.

3.3 The survey of Key Informants and study Area Merchants

sections 3' I and 3.2 provide a great deal of information directly or indirectly related to the

downtown Portage Avenue area, the study area of this practicum. section 3.2 The study

Area describes the characteristics of the Portage Avenue righrof way, parking issues of the

area, the various land-uses along downtown Portage Avenue and their strengths and

shortcomings, and qualities of Portage Place. Section 3.1 Downtown Winnipeg describes

demographic traits of the city centre and issues related to crime and safety, transportation

and parking, land use, and the physical environment. The Section also identifies the

attitudes and perceptions of members of the Downtown Winnipeg Business Improvement

Zone regarding a number of issues. Directly relevant to the study area are the opinions of
city-wide residents on downtown issues, also presented in this Section. These findings

identify the downtown issues that are most important to Winnipeggers and provide a
valuable perspective on the problems of, and possible solutions for, downtown portage

Avenue' In addition, the downtown is identified as an important part of the city by its
residents - there is strong support for a plan of action addressing downtown problems. As

was stated earlier, these findings suggest that there is support for the re-establishment of
downtown Portage Avenue as a Great Street, and as a symbol of a good downtown.

goal of survey

Clearly, there is a substantial amount of information on downtown Winnipeg and,

to a lesser degree, on the study area. Many issues and features of the downtown have been

identified that are relevant to the study area. The primary objectives of conducting the
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survey were to identify those issues and features that pertain to downtown portage Avenue

and to expand on the information that is presented in Section 3.2 The Study Area.

However, in order to understand the dynamics of the area it was also necessary to

determine the interrelationships of the issues. Another goal of conducting the survey was

to identify possible strategies to address the issues of downtown portage Avenue, in order

to bring people back to the sidewalks and businesses of the area. Being aware of the

interrelationships of the issues enables an informed assessment of the possible solutions

and their probable effects.

The survey of key informants and study area merchants has not been sufficient in

itself, however, to provide workable strategies. Therefore the findings of the survey are

compared and contrasted in Chapter Four with the information presented in Sections 3.1

Downtown Winnipeg and 3.2 The Study Area. This places the findings in the wider

context of the downtown and establishes their validity against other surveys and data. In

addition, referring to the literature reviews of Chapters one and Two creates a balanced

approach drawing on the body of knowledge on urban space, the effects of urban

interventions similar to Portage Place, and the attitudes and perceptions of users of the area

and key informants.

method of the survey

John Zeisel's Inquiry by Design (1988) identifies two basic survey rypes - the

standardized questionnaire and the focused interview.

The standardized questionnaire is useful when dealing with a well-defined problem.

Knowing what main concepts and attributes are important, and developing hypotheses

about how they relate to one another are necessary requirements for utilizing this survey

format. Standardized questionnaires enable researchers to test their hypotheses and

understand more fully how the concepts are interrelated. These questionnaires ask the

same set of questions to a large number of people, in order to determine patterns within the
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varlous groups of respondents' This survey type is implemented in person, over the

telephone, or is delivered to people to answer on their own.

The focused interview, on the other hand, is not a suitable method for gathering

large amounts of easily comparable and quantifiable data. It is, instead, a useful way to
"find out in depth how people define a concrete situation, what they consider important

about it, what effects they intended their actions to have in the situation, and how they feel

about it"47. Before undertaking the focused interview, the researcher must use theory and

observation to analyze the structure of the situation, in order to develop an interview guide

for conducting the survey. The interview guide provides a loose conceptual map of the

topics to be covered' The guide provides the basis for discussing the situation in detail

with the respondent. The respondents' attitudes and perceptions of the subject allow

researchers to test, refine, and modify their analysis. The principal tool of the interviewer

is the probing question. Through specific questions in response to statements made by

interviewees, or simply by attentive listening, the researcher can gain an understanding of
the importance of various topics to those being surveyed, their personal context, and the

details of a situation. This flexible survey method allows respondents to provide the

structure for information relating to complex environmental-behavior situations, thereby

becoming active participants in the research.

Therefore, the focused interview survey is best suited to the concerns of this

practicum. While large amounts of information are available to help identify the major

issues of downtown Winnipeg, there is a lack of material particular to downtown portage

Avenue' without knowing which issues are relevant to the study area, or how they relate

to one another, the flexible, probing approach of the focused interview provides the best

means to uncover the dynamics of the situation.

47 Zeisel, John, Inquiry by Design(Cambridge University press, lggg), page 137.
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The interview guide that was developed for the survey was derived from the

findings presented in the various surveys of Winnipeggers and downtown shoppers and

merchants, and from the issues raised in the literature reviews of Chapters One and Two.

The guide provides basic questions to ask merchants along portage Avenue in the

study area, as well as the key informants. These questions open up a discussion of the

general area and, because of their open-ended nature, lead to specific topics being revealed.

A list of topics to be explored ensures that the interview has sufficient breadth, and

provides a means of keeping the interview going. Interviews typically lasted 20 minutes

with merchants and 40 minutes with key informants. The merchants consisted of store

managers' assistant managers, or owner-operators. The key informants included a broad

range of professionals in various disciplines, and with interests relevant to the study area.

The interview guide that was used for the survey, conducted in Septemb er of 1994,

is located in Appendix C.

the survey participants

The survey of study area merchants and key informants includ ed 22merchants and

11 key informants.

Of the 22 merchants, two were with major department stores within the study area.

Fourteen merchants were associated with storefront businesses along downtown portage

Avenue, and six of the merchants were Portage Place tenants with entrance doorways on

Portage Avenue as well as on the internal mall of Portage Place. Of the 14 storefront

businesses, 10 were located between Vaughan and Hargrave Streets, and four are located

between Donald and Fort. This is reflective of the distribution of retailers and resraurateurs

in the study area.

Appendix C provides a list of the key informants, their positions, and the

organizations they are associated with.
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This Chapter has described downtown Portage Avenue and Portage place as they

presently exist, and placed the sfudy area in context by summarizing existing surveys that

identify issues of downtown Winnipeg in general. As well, the Chapter explained the

survey method, and identified the previous Chapters as instrumental in shaping the

interview guide needed to conduct the research. This survey provided the information

needed to undertake an informed assessment of the situation. The survey findings are

presented in Chapter Four.
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Chapter Four

Downtown Portage Avenue and

Issues and Solutions Associated

Portage Place:

with the Study Area

This chapter reports the findings of the survey of study area merchants and key informants

as well as the proposed solutions to problems associated with the study area. The issues

and problems of the study area, as identified in the survey, are assessed in relation to the

data that describes the study area, and its context, presented in chapter Three. As well, the

effects that Portage Place has had on the area is assessed based on the survey findings, and

the theories and issues brought forward in Chapters one and Two. Strategies to address

the problems of the study area are derived from the survey findings, and from other

sources' including the recommendations made by Centre Plan, and the Winnipeg Transit

proposals' These strategies are assessed with reference to the literature reviews of
Chapters One and Two.

Chapter Four is divided into six parts. The first two Sections deal with the

problems and solutions associated with the portage Avenue righrof-way.a8 The next two

Sections deal with land uses adjacent to downtown Portage Avenue, excluding portage

Place. The last two Sections explore that facility in detail. Clearly, these three areas are

interrelated. Problems occurring along the portage Avenue right-of_way, may be

addressed by taking action on the adjacent land uses. The reverse may also apply. These

three geographical divisions, however, were delineated to demarcate, not only the physical,

but also the jurisdictional boundaries and hence the areas of responsibility. The right-of-

way is clearly public property and has certain functions and characteristics. The adjacent

Iand uses are comprised of a number of properties that are mainly privately-owned

buildings. Portage Place, spanning four blocks along Portage Avenue, is part of North

48 since most buildings are built to the property line, the right-of-way is generally bounded by thebuildings along Portage Avenue.
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Portage Development Corporation's redevelopment strategy, and ownership is presently

held by one company - Cadillac-Fairview.

In addition, examining the right-of-way, the land uses, and portage place,

separately, facilitates an examination of how solutions or strategies designed to address the

problems of the study area can be implemented. This is particularly relevant in chapter
Five, which examines the role that North Portage Development Coqporation can play in
addressing the problems.

4.lA Issues Arising from the Survey,

Associated with the portage Avenue Right-of-Way

This Section deals with the physical and social problems associated with the portage

Avenue right-of-way. The problems are either caused by the right-of-way, given its
present physical configuration, or they are evident along the sidewalks or roadway. The

problems, or issues, are identified from results of the survey of key informants and study

area merchants' Reference is made to Section 3.2 The Study Area, and the downtown in

general, as described in Section 3.1 Downtown Winnipeg. General traffic, on-street

parking, public transit, the pedestrian environment, and safety, are considered in this

Section, as they relate to the portage Avenue right_of_way.

general traffic

Eight study area merchants raised the question during the focused interviews as to

whether accommodating general traffic, defined as all vehicles except transit buses, is an

important function of downtown Portage Avenue. Four of these respondents felt that it
was important that the street functions well for traffic, whereas another four believed that

this was not a necessary requirement of the street. Within the former group it was noted
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that the large volume of general traffic gives businesses high visibility. The latter group

believed that the street was too vehicle-oriented.

The key informants noted that, while the roadway carries a high volume of traffic, it
has excess capacity. It was stated that 45 percent of traffic entering the downtown is

destined for other areas. A significant portion of that traffic uses portage Avenue, which

is, therefore, an important arterial street to the city.

Commentary:

Section 3.2 The Study Area - Portage Avenue right-of-way, revealed that

automobiles (general traffic) make up the vast majority of the vehicular traffic - 93 to 95

percent of the volume. The general through traffic during the day is not using the curb lane

because it is used for loading during the midday period, and is dominated by transit buses

in the morning and evening rush hours. Therefore, the general traffic is concentrated on

three lanes in each direction. This sub-section verifies the key informants' statements that

the level of service was quite adequate for general traffic. Furthermore, it is estimated that

45 percent of the traffic on downtown Portage Avenue is using the roadway as a means to

get from one area of the city to another.

It is apparent that there is a conflict between the perceptions of some study area

merchants and the normative traffic engineering standards indicating that the street performs

satisfactorily for general traffic. This discrepancy is also suggested by other surveys,

summarized in Table 4.1 I of Section 3.2 The Study Area, and Table 4.7 of Section 3.1

Downtown Winnipeg. These Tables indicate that traffic congestion is a problem that must

be addressed' However, other surveys contradict these findings. From Section 3.1

Downtown Winnipeg, Table 4.3 shows a lack of consensus among Winnipeggers as to

whether traffic is a problem. Table 4.6 and Figure 3.4 also suggest that traffic flow is not

a problem.

While these surveys do not specifically consider Portage Avenue, the street is a

major component of the downtown traffic grid. It can be concluded that these surveys
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support the key informants' and half the study area merchants' statements, as does section

3'2The Study Area - Portage Avenue right-of-wav, namely, that the roadway has excess

capacity.

availability of parking

A significant number of study area merchants commented on the issue of parking

availability near their businesses. while nine merchants believed that there is no lack of
parking in the area, seven of the merchants interviewed stated that there is a shortage of
parking' It was noted that customers complain about the availability of parking. Many of
those merchants who believed that there is ample parking indicated that people perceive the

area as having an inadequate parking supply.

There was significant consensus among the key informants regarding the

availability of parking. It was stated that there is no shortage of parking in the portage

Avenue vicinity. one informant even suggested that the city would benefit from filling the

existing parking lots with buildings. As with certain merchants, it was noted that people

perceived a parking shortage in downtown. This problem was contrasted with the ease of
access to parking in suburban shopping centres, whereas the downtown provides users

with numerous lots that are sometimes hard to find.

Commentary:

Given that there are over 37,000 parking spaces downtown, an increase of 35

percent since 1971, and that Portage Place added 1100 spaces to the supply when it opened

in 1987, it can be concluded that the parking availability issue is a perceived problem,

rather than a factual problem. This perception, however, is quite extensive among

Winnipeggers. Tables 4.3 to 4.5 and Figure 3.4 of Section 3.1 Downtown Winnipeg -

trønsportation and parking, and Table A.l1 of Section 3.2The Study Area - parkíng,

indicate that there is a widespread belief that parking availability is a significant downrown
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issues' Table A.l 1, which summarizes survey findings of shoppers within the study area,

correlates with the surveys pertaining to the downtown at large.

public transit

There is strong consensus among the merchant group that took part in the study

area survey regarding the importance of public transit to their businesses. While one

merchant stated that transit is not important for business, the majority stated that it is the

means of transportation for a large portion of their customers. Percentage of transit use by

customers was estimated by certain respondents at between 20 and 50 percent. The close

proximity of bus stops is seen as a major benefit for businesses. The presence of people at

bus stops and the advertising opportunities of bus shelters were mentioned as some of the

benefits of transit on Portage Avenue.

The key informants also recognize public transit as an important service in the area.

The high density land-uses adjacent to the Portage Avenue right-of-way have resulted in a

great demand for public transit. It was stated that V/innipeg Transit recognizes this demand

and operates a large number of routes on Portage Avenue. During the day, there are 100

buses per hour on Portage Avenue in the off-peak hours and 130 buses per hour during

peak hours. The street functions well for the operation of this large volume of bus traffic.

Parking restrictions facilitate good service during day-time off-peak hours; and in the rush-

hour periods the large number of buses operating in the area dominate the curb lanes. In

addition, the one-way system of cross-streets has facilitated the placement of bus stops at

intersections where the cross traffic is travelling from right to left (from the perspective of

motorists on Portage Avenue), eliminating a conflict between right turning vehicles and

buses at these corners.

Commentary:

Section 3.2 The Study Area - Portage Avenue right-of-way, also indicates that there

is a great deal of transit traffic on Pofage Avenue. Table 3.6 shows that there are between
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128 and 137 buses per hour per direction along downtown portage Avenue during the a.m.

and p'm' peak periods, respectively. Fifty-four buses per hour in each direction use the

street during the midday period' As was stated in this section, travel times are in the order
of six to eight minutes between colony and Main. However, this high level of service is
sometimes compromised by vehicles blocking the curb lanes. Traffic turning right, off
Portage Avenue, and automobiles stopped in the curb lane require buses to wait for a break

in traffic in order to weave into the next lane, then return back to the right lane. Generally,

though, the present right-of-way works weil for Transit buses.

Section 3'1 Downtown Winnipeg - transportatíon and parking, emphasizes the
importance of Portage Avenue as a transit route. Portage and Graham Avenues provide the

east-west bus routes for Transit' since Portage Avenue is a continuous street from the
downtown to the Trans-canada Highway at the city's western boundary, it carries 60

percent of the east-west transit traffic (key informants). Furthermore, the importance of
Transit to the area is indicated by Figure 3.5 of Section 3.1 Downtown winnipeg -
transportation and parking, and Table 3.7 of section 3.2 The Study Area - portage Avenue

right-of-way' Figure 3.5 illustrates that a higher percentage of people in winnipeg use

public transit to get to work downtown, relative to Regina, saskatoon, calgary, or
Edmonton' Table 3.7 shows that45 percent of shoppers within the study area who were

surveyed used public transit to come downtown.

All of these findings confirm that high quality transit service is a valued
characteristic of the area.

the pedestrian environment

Much was said concerning the pedestrian environment by the study area merchants.

six respondents commented that the pedestrian volumes along the street are adequate.

Three of the merchants are not satisfìed with present pedestrian activity, stating that portage

Avenue used to be the busiest street in the city, and this is no longer the case. Some
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merchants also remarked that downtown Winnipeg is "not happening', and that there are not

many people in the area. It was added that people go inside during the winter, patronizing

the shopping centres. Merchants also commented on the degree to which their businesses

depend on pedestrian traffic. some merchants stated that the pedestrian traffic along the

sidewalks is not a large portion of business. others stated that the walk-in traffic is their
main source of customers.

The quality of the pedestrian environment was also an area of concern for
merchants' The large vehicular traffic volume was cited as a problem for pedestrians. The

traffic was seen to create noise and air pollution, and to make it difficult to cross the street.

Seven merchants stated that additional landscaping is required along portage

Avenue' It was noted that there is a lack of pedestrian amenities along the street, such as

trees and benches.

The key informants also stated that while Portage Avenue successfully

accommodates the movement of general traffic and transit buses, it is lacking in providing a

quality pedestrian environment. one prob]em, it was noted, is that the sidewalks are not

wide enough to permit bus shelters of adequate capacity. The significance of this problem

is emphasized when considering the fact that several stops on portage are among the

busiest transit stops in the city. There is a large number of people waiting for portage

Avenue buses, many without adequate shelter. This has led to sidewalk ove¡crowding in

the vicinity of bus stops, an inconvenience for pedestrians passing by.

As with the me¡chants, the key informants stated that the wide roadway and

significant traffic volume is a problem for pedestrians. It was stated that it is difficult to

link activities on one side of the street to the other. It was also stated that bus noise and

fumes detracts from the pedestrian environment. However it was also recognized that

buses are a fact of life in an urban environment.
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Another consideration for the pedestrian environment, cited by the key informants,

is the low levels of lighting on Portage Avenue. This problem was described as both an

issue of aesthetics and safety.

When discussing the pedestrian environment, certain informants cited Osborne

Village and Corydon Avenue as examples of positive pedestrian spaces. Both streets are

chatacterized by street-front boutiques and restaurants and pedestrian level lighting.

Corydon has the added benefit of on-street parallel parking, a feature that improves

accessibility and provides a buffer between pedestrians and vehicular traffic.

Commentary:

Section 3-2 The Study Area - Portage Avenue right-of-wa-y, supports the concerns

of the key informants and study area merchants, citing the Department of Streets and

Transportation and Winnipeg Transit (lgg4). The lack of heated bus shelters, conflict
between people waiting for their bus and those walking by, the wide roadway with its

considerable traffic volumes, and the poor quality streetscape are the problems brought

forward in this Section. The importance of the pedestrian environment is suggested in

Table 3.18 which indicates that a fairly high proportion (17 percent) of those shoppers

interviewed in a 1988 study and a r9g4 survey walked to their destinations.

Therefore, it can be concluded that the quality of the pedestrian environment is an

important issue that must be addressed, in order to strengthen the viability of the street.

safety

Regarding personal safety along downtown Portage Avenue, it was noted by the

study area merchants that the large vehicular traffic volumes are seen more as an

inconvenience rather than as a danger to pedestrians. However, the presence of
panhandlers and youth gangs in the area was considered to have a marked effect on safety,

or perceptions of safety.
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Merchants' rating of the safety of the area ranged from moderately safe to not very

safe' one person knew of someone who had been assaulted in a backlane and another who

was attacked on Portage Avenue. Another merchant stated that a co-worker was slashed

while waiting at a bus stop. However, most respondents had a greater concern over the

presence ofpanhandlers as a nuisance rather than a threat to safety.

Regarding a sense of safety and time of day, three merchants stated that it is safer

on Portage Avenue during the day. one person noted that Portage Avenue feels dangerous

at night' Another merchant stated that his business used to be open in the evenings but it is
now only open during the day, because of reduced safety at night.

Seven merchants, nearly one-third of those surveyed, believed that the problem in

the a¡ea is the perception that it is unsafe. It was stated that the media sensatjonalizes

violence and other crime in the downtown. The perception problem was also attributed to

the presence of undesirables (panhandlers) in the area; it was stated that the problem is

exacerbated after 8:00 p.m. because there are few pedestrians other than the .,drunk,,

panhandlers. It was emphasized that the perception that the downtown is dangerous must

be dispelled in order to attract more people to the area.

As was stated above, the merchants stated that panhandlers are a major factor in

contributing to the perception that downtown Portage Avenue is unsafe. While many view

the problem as severe, some merchants have little concern. It was stated that there are not

many panhandlers in the area; also, they are seen to be a part of life in the downtown.

However most respondents feel that the panhandlers are disruptive and annoying. Some

people went so far as to say that panhandlers who are drunk, abusive and belligerent harass

people, particularly at the bus stop on Portage Avenue at Portage place. panhandlers were

even seen to be a problem in Portage Place itself. one merchant suggested that the liquor

store at Ellice and Hargrave contributes to the problem. Vagrancy was said to be the

number one problem by one respondent because it drives people away from the area.
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Youth Gangs were mentioned, in some instances, as being a problem for the area.

It was said that gangs or people hanging-out were troublesome and disruptive, but not

dangerous. They, too, were seen to contribute to the perception that the area is not safe.

It is noteworthy that none of the key informants stated that the downtown is a

dangerous place. One respondent emphasized that there is nothing to be concerned about in

terms of crimes against persons. Similar to the merchants, the key informants attribute the

perception that downtown is unsafe to the presence of panhandlers on portage Avenue. It
was noted that panhandlers have been aggressive, especially while intoxicated. In addition,

it was stated that people feel threatened by gangs in the area. However, it was also stated

that the perception that the downtown is dangerous is due to the "suburban mindset of
western Canadians" ! People in the west (of Canada) see urban areas as "bad,,. It was also

mentioned by one respondent that the Winnipeg Free Press articles on gangs in the city

centre, and media reporting in general, has fueled peoples' negative perception of
downtown.

Commentary:

That safety is a problem of people perceiving the area to be dangerous is also

supported in the findings of Section 3.I Downtown Winnipeg - crime and. safety. It was

stated that the higher incidence of crimes against persons in the central area of the city - an

area including the downtown and surrounding neighborhoods - in relation to the city as a

whole, may contribute to the belief that the downtown is unsafe. Table 3.2 shows that

Downtown BIZ members perceive that panhandlers, youth gangs, and media reporting

negatively affects the public's perception of safety in the downtown, verifying the findings

of the survey of key informants and study area merchants. Table A.3 also verifies that

panhandlers are problematic. Thirty-three percent of V/innipeggers surveyed cited

panhandlers as one of the most disliked features of downtown.

9t



There is , therefore, ample evidence to suggest that safety is perceived as a critical

issue for the area and the downtown in generar (Tabres 3.3, A.3, A.4, and A.5, and Figure

3.4).

In conclusion, the safety issue in the study area is a problem of people perceiving

the area to be dangerous. In terms of the Portage Avenue right-of-way, the panhandlers

and youth gangs along the street are the causes of this perception. Casual observation

reveals that the presence of panhandlers is most acute in the eastern portion of the study

area' This may be linked to the higher number of beverage rooms in and near this portion

of the study area.

4. 1B Solutions Arising from the Survey,

Associated with the portage Avenue Right_of_Way

In the previous Section, general traffic, availability of parking, public transit, the pedestrian

environment, and safety were identified as the areas of concern regarding the right-of-way

for study area merchants and key informants. A summary of the previous Section

identifies the issues that must be taken into account by the solutions associated with the

rightof-way.

It was shown that while some merchants believe that accommodating general

vehicle traffic is important, the roadway presently has capacity to carry even greater traffic

volumes' While this attribute of the street is positive in some respects, it has a deleterious

effect on the pedestrian environment.

Regarding the availability of parHng, it is evident that there is ample parking in and

near the study area. The problem is that Winnipeggers perceive there to be a lack of
parking.

Public transit was shown to be one of the most important functions of the area, in

terms of the Portage Avenue right-of-way. This point is emphasized by the fact that many
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of the bus stops along downtown Portage Avenue are among the busiest in the city. while
Transit buses must negotiate vehicles stopped in the right curb lanes during off-peak hours,

the roadway is generally seen to work well for these users.

The pedestrian environment, however, was identified as an area of concern for
study area merchants, key informants, the Department of Streets and Transportation, and

winnipeg Transit. The lack of pedestrian amenities, in particular heated bus shelters, the

conflict between pedestrians walking along the Avenue and those queuing for their bus,

and difficulty in crossing the wide roadway with it considerable traffic volumes, are the

problems that were identified. That a number of merchants identified walk-by traffic as

important to the viabitity of their businesses underlines the relevance of this issue.

Improving the pedestrian environment would contribute to increased pedestrian traffic
volumes and prolonged stays in the area (see Gehl, l9g7).

The issue of personal safety was also identified as an area of concern. with respect

to the right-of-way, the presence of panhandlers, particularly in the eastern portion of the

study area, and to a lesser degree, youth gangs, contribute to the perception that the area is

unsafe.

In summary, the problems of the Portage Avenue right-of-way are: l) that there

exists a poor quality pedestrian environmen t,2) aperception that the area is unsafe, and 3)

a perceived lack of parking. Considerations that must be taken into account in any solution

are the degree that the roadway should accommodate general traffic, and the maintenance or

improvement of the operation of Transit buses.

allowing on-street parallel parking

one of the solutions endorsed by merchants, to address the perception that there is a

Iack of parking in and near the study area, is the proposal to accommodate 45 metered

parallel parking spaces along downtown Portage Avenue. The solution allows for one

hour parking between 9:00 a.m. and 3:30 p.m. on weekdays and between 9:00 a.m. and
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5:30 p'm. on saturdays. There would be no stopping permitted during the morning and

evening peak periods. After 5:30 p.m. on weekdays and Saturdays, and all day on

Sundays and holidays the metered spaces would be free. The number of spaces is limited

by the need to accommodate Transit buses, loading zones, taxi stands, and traffic turning

right (Department of streets and rransportation and v/innipeg Transit, lgg4).

Sixteen study area merchants supported establishing parking on portage, while only

five were against. with 21 merchants commenting on this idea, it is the most discussed

issue of the survey' Those merchants who were in favour of on-street parking remarked

that it would give the perception of ease of shopping by suggesting that there is ample

parking and easy access to buildings. Another perceived benefit was that it would improve

the pedestrian environment in that the parked cars would act as a buffer from vehicular

traffic' In contrast, those who were against the idea said that there was too much traffic on

Portage to allow parking and that it is important to keep it flowing smoothly.

The issue of allowing day-time parking on Portage Avenue, except during peak

traffic hours, received a wide range of responses from the key informants. It must be

clarified that angle-parking was dismissed as a viable form of on-street parking due to

traffic safety considerations and the amount of space required. parallel parking space for

45 vehicles, the amount limited by transit, traffic, and loading zone requirements, is the

configuration that was discussed by the respondents.

Several positive statements were made by key informants regarding reintroducing

on-street parallel parking on Portage Avenue. It was stated that if the City permitted short-

term metered parking there would be a civic commitment to the health of the downtown.

As with the merchants, the key informants said that allowing parking would help create a

friendly environment for pedestrians by creating a buffer between the sidewalk and the

vehicular traffic. Correspondingly, it was anticipated that pedestrian life would increase

and panhandling would become less of a problem. Parked vehicles, it was suggested,

would further a sense of vitality, reduce theft by acting as a barrier to fleeing shoplifters,
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and slow down vehicular traffic. As well, allowing parking on portage could lead to more

shops in Portage Place utilizing their on-street entrances (see Sectio n 4.3A Issues Arising

from the Survey, Assocíated with Portage Place). The most positive statement made was

that on-street parking would help the commercial viability of the area.

In contrast, key informants also stated that on-street parking would have little or no

effect on the area's pedestrian environment and commercial viability. It was stated that 45

parking stalls will do linle to alleviate parking concerns of Portage Avenue merchants. A
few key informants remarked that while pedestrian level lighting could be installed on the

cunent right-of-way configuration, the limited sidewalk width restricts opportunities for

introducing pedestrian amenities such as heated shelters and seating areas.

Some key informants had concerns with respect to the impact that on-street parking

would have on Winnipeg Transit operations. It was outlined that parking in the curb lane

would necessitate buses servicing Portage Avenue bus stops to make two or more lane

changes. Transit buses would have to move over one lane into through traffic, and two

lanes, if vehicles double-parked. This situation would decrease rider comfort as the buses

stop and go, and \ryeave in and out ofthe curb lane. In addition, the delays to buses caused

by having to change lanes in and out of through traffic would compromise the level of
service. If Transit added buses to maintain current service levels, the costs would be

considerable' Assuming that each transit bus is delayed five minutes travelling between

Memorial and Main and back, additional expenditures to Transit in the form of extra buses

would amount to $300,000 per year. This figure alone suggests the significance of
deciding whether or not to permit parallel parking.

Commentary:

The Department of Streets and Transportation and Winnipeg Transit generally

support the statements made by the study area merchants and key informants with regard to

the right-of-way. They also recognize that parking spaces would contribute to the viability

of street-fronting retail businesses by providing convenient access for potential customers.
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Furthermore, in Section 1.3 The Street as Place - accessibilíty, AllanJacobs (1993) also

states that on-street parking can, to a certain degree, meet the demand of merchants for
ample parking. rVhile on-street parking rarely provides enough spaces, it does give drivers

a chance to park close to their destinations. That there is a possibility of parking on the

destined street appears to have a marked positive effect on peoples' perception of the

availability of parking in an area. In addition, Section 3.2 rhe Study Area - parking,

reveals that the street is, in fact, an important source of parking for shoppers in the area.

Table 3'8 indicates that the streets in the area are second to the portage place parkade as a

major parking location. Twenty-four percent of respondents who drove downtown parked

on the street.

Installing parking meters would generate additional revenue for the city. The

Department of Streets and Transportation and Winnipeg Transit estimate that annual

revenue would be approximately $75,000. However, with the recent reinstatement of free

two-hour parking at downtown meters on Saturdays, this estimate must be reduced.

Streets and Transportation and Transit also state that there would be serious

disadvantages with on-street parking. It is stated that delays for general traffic would result

from vehicles entering and exiting the parking spaces. As well, it is expected that the

incidence of double parking for loading and unloading would increase, further contributing

to traffic delays.

The most serious difficulties associated with this proposal are in the operation of
Transit buses. Since the present configuration permits stopping in the curb lane during off-

peak hours, in this proposal parked ca¡s would have a minimal impact on Transit service.

However, the vehicles negotiating in and out of those parking spaces, and the expected

increased incidence of double parking would seriously impede Transit efficiency and

passenger comfort. As was stated by the key informants, during off-peak hours, buses

would be required to stop for vehicles entering and exiting the curb lane, or move over to

the third lane from the curb to pass these vehicles. This would require two lane changes to
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service passengers at bus stops. Double-parked vehicles would also necessitate buses

change two lanes to the left and back to the right curb lane. The stop-and-go movement of
buses as they change lanes, and the curvilinear pathway would decrease rider comfort.

winnipeg Transit indicates that passenger surveys show that Transit patrons value rider
comfort, particularly in the downtown, where high passenger volumes require many peopte

to stand in buses.

Another problem associated with buses having to make additional lane changes is

that it would lengthen the running time of buses on downtown portage Avenue. Again, the

key informants' statements are substantiated by this report. In order to maintain the

existing level of service, it would be necessary to operate additional buses. Transit

estimates that this would cost $250,000 per year. Since the key informants, estimate is

$300,000, the lower figure is used for the purpose of assessing this proposal.

Given that over 2100 Transit passengers per hour travel in both directions along

Portage Avenue during a typical midday period (Table 3.6), and that there are additional

costs associated with operating buses on Portage Avenue if there is on-street parking, it is
evident that there are serious difficulties associated with allowing on-street parking on

Portage Avenue. It is unlikely that the benefits of this proposal, such as the added revenue

generated from parking meters and the contributions of on-street parking to the quality of
the pedestrian environment, outweigh its drawbacks.

At this point it is appropriate to explore another solution, which is the

reconfiguration of the Portage Avenue right-of-way. Contrasting these two proposals will
provide insight whether on-street parking is an appropriate action to address problems

associated with the Portage Avenue right-of_way.

reconfiguration of the right-of_way

Given the lack of publicity at the time the survey of study area merchants and key

informants was conducted, it is not surprising that the merchants did not comment on
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Winnipeg Transit's proposal (Figure 4.1) to improve the efficiency of transit buses,

comfort of transit passengers, pedestrian environment, and availability of on-street parking

on downtown Portage Avenue. This proposal plans to narrow Portage Avenue to three

through-lanes in each direction at blocks where bus stops occur, and to permit metered on-

street parallel parking, Ioading zones, and taxi stands at blocks where there are no bus

stops' In the blocks which have bus-stops the sidewalks would be widened to the current

second-from-the-curb lane and heated shelters would be provided. An option to this

proposal is the designation of what would become the right through-lane as a bus lane.

However, given the Iarge volume of buses currently using Portage, it would effectively

become a transit lane if not designated as such49.
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Figure 4.1. Proposal to reconfigure the portage Avenue right_of_way

between Memorial Boulevard and Fort Street,

Referring to the previous sub-section, allowíng on-street parallel parking,we see

that the majority of study area merchants interviewed are in favour of this proposal.

However, regarding the importance of keeping traffic flowing smoothly on portage

Avenue, four respondents believe this is necessary, while another four do not see this as

important. Among the Iatter group, it was stated that Portage Avenue is too vehicle-

oriented and not pedestrian-friendly. By coincidence, some merchants suggested that
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Portage Avenue could be transformed into something similar to Nicollet Mall in
Minneapolis or Graham Avenue Mall (winnipeg). As part of these ideas it was stated that

extensive landscaping could be undertaken and vehicular traffic could be reduced.

Therefore, it can be concluded that there is general support for this proposal, but with some

concern over the congestion that would result by reducing the number of through-lanes by

two.

By contrast, the key informants discussed this proposal in depth, as well as the

pertinent background information. It was stated that both Centre plan and the Downtown

BZ endorse the scheme. Regarding Winnipeg Transit, it was stated that the Department

takes a fairly broad approach to its responsibility to provide public transportation. It has

been actively improving the level of service in the downtown by extending routes along

Portage and Graham Avenues which previously only partially serviced the city centre. This

action has increased the number of buses travelling in the downtown. However, the

distribution of buses along Portage and Graham Avenues has remained fairly constant at 60

percent and 40 percent, respectively. In addition, Transit has been developing four major

routes to concentrate transit service: Portage and Graham running east-west, and Osborne

and Main running north-south. one of the key benefits of concentrating routes on certain

streets has been the clustering of pedestrian activity and the resultant sense of safety while
waiting for a bus with other people present. As well, transit users have more alternatives if
several routes service an area.

It is of note that Winnipeg Transit considers quality of service from a passenger,s

origin to destination, not from bus stop to bus stop. That is, the environment in the vicinity

of bus stops is taken into account as part of the journey for transit users. This is evident in

the Department's concern for the quality of service of buses and the quality of the

pedestrian environment in the area near bus stops.

Certain key informants noted the similarity of the proposal to Graham Mall (Figure

4'Ð' e's with Graham Mall, there would be an improvement in the efficiency of transit
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services and the comfort of transit passengers by eliminating the need for buses to lane

change and therefore the associated tuming and stop-go motion.

The pedestrian environment would be improved by the widening of sidewalks.

This would enable the provision of bus shelters and other forms of pedestrian amenities

and landscaping on Portage Avenue sidewalks. Widened sidewalks would yield the

additional benefit of creating space for cafes, sidewalk sales, and buskers. As well,

narrowing the Portage Avenue roadway would make the street easier for pedestrians to

cross by slowing traffic down and reducing the curb to curb distance. This would lead to

stronger linkages between the north and south sides of portage Avenue.

Figure 4.2. The reconfiguration of Portage Avenue would provide the opportunity

to install similar amenities as those found along the Grahnm Mall.

The key informants stated that the provision of on-street parking in this scheme

would yield several benefits similar to the original proposal of simply allowing parking on

the existing roadway' It was remarked that it would help create a buffer between the
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sidewalk and vehicular traffic, and that it could further a sense of vitality, and could lead to

more shops in Portage Place utilizing their on-street entrances. Generally speaking, on-

street parking could give the perception of available parking, provide easier access to

Portage Avenue shops, and improve the commercial viability of the area. However, it must

be reiterated that the effectiveness of providing parking to improve the pedestrian

environment and commercial health of business on Portage has been questioned by several

key informants (Section 4.18 Solutíons Arising from the Survey, Associated with the

Portage Avenue Right-of-Way - allowing on-street parking). In addition, concern was

expressed that it may be difficult for vehicles to cross the transit lane (or transirdominated

lane) to access and exit the parking lane.

The obvious disadvantage of narrowing the roadway is the resultant traffic

congestion in and near downtown. This was seen to be either a positive or a negative

attribute of the proposal by various key informants.

Traffic congestion, and the slowing down of vehicles on Portage Avenue was

perceived to be a positive effect of this initiative, for two reasons. Reduced traffic speed

and volume would also enable pedestrians to cross Portage Avenue easier than in the

current street configuration and generally improve the pedestrian environment; and slowing

down traffic would encourage motorists to take-in their surroundings, resulting in higher

visibility for Portage Avenue merchants. It was also emphasized that it is important that the

street creates benefits for the buildings and businesses on it, as well as the pedestrian and

transit users. The viability of the street as a destination was seen to be more important than

the mobility of traffic.

By contrast, it was pointed out that reducing vehicle accessibility to downtown may

reduce its use by non-residents. People driving from one area of the city to another may

avoid downtown entirely. This could have the dual effect of reducing the visibility of

downtown and increasing a perception that it is not a vehicle-friendly place. This
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perception could lead to suburban residents using only suburban shopping and

entertainment facilities, thereby avoiding downtown entirely.

Another consideration was that increased congestion could lead to employers and

employees relocating to the suburbs5O.

It was stated by certain key informants that, while the carrying capacity of Portage

Avenue would be reduced under this scheme, and traffic congestion is inevitable, drivers

would gradually adjust (not without a difficult transition period) to the altered rraffic flow

by finding alternate routes. The problem is that there are a limited number of alternate

routes which are continuous, direct, and have excess capacity to carry the additional traffic.

This problem is especially acute for vehicles travelling from the south and west of the city

to the north-east (or vice-versa). Traffic detouring around downtown Portage Avenue

could create traffic problems on other city streets and may even necessitate their upgrading.

While the expected congestion is considered to result in serious consequences, it was also

stated that Winnipeg drivers may accept a reduced level of service downtown.

Commentary:

The Department of Streets and Transportation and Winnipeg Transit (1994) verify

the statements made by the key informants. In addition, they state that if 25 to 35 percent

of existing peak period traffic diverted to alternate routes, the level of service for general

traffic would be comparable to its present level. Recalling Section 4.7A Issues Arising

from the Survey, Associated with the Portage Avenue Right-of-Way - general traffic, the

street currently has the capacity to carry additional vehicles. In addition, it was stated in

Section 3.2 The Study Area - Portage Avenue right-of-way, that City of V/innipeg traffic

engineers estimate that 45 percent of downtown traffic is using the roadway as a means to

get from one area of the city to another, that is, passing through downtown. Therefore,

given that the street would provide the same level of service for general traffic with only 56

percent of the present traffic passing through the downtown via Portage Avenue diverting

5 0 This speculation appears to be rather alarmist. It is unlikely that this would occur.
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to traverse from one side of the Avenue to the other, and providing better waiting areas for

transit patrons that do not conflict with pedestrian through traffic would greatly enhance the

street for those users. Section 1.3 The Street As Place - places for people to walk and sit,

cites Allan Jacobs (1993) who states that a Great Street must be a place that people would

explore as pedestrians. He notes that only as pedestrians do people come into close contact

with the urban environment. The sidewalk, it is added, must be wide enough to permit

people to walk at varying paces, including a leisurely walk, without a sense of
overcrowding, or being alone. Jacobs also states that what distinguishes a Great Street is

that it can accommodate transit users, drivers, and pedestrians, and provide an interesting

setting.

While the proposal to install parking meters would impede the operation of Transit

buses, the reconfiguration of Portage Avenue would improve the efficiency of Transit and

the comfort of passengers. As was shown earlier, Transit plays a significant role in the

study area. Transit contributes to the viability of the area and is responsible for as high as

60 percent of the person-movements along the roadway during the peak hours.

In contrast, automobiles, or general traffic, are responsible for as much as 4l
percent of the person-movements during the peak hours (Table 3.6) yet they make up 93

percent of the traffic in these periods. And, as much as 45 percent of that traffic is using

downtown Portage Avenue as means of getting from one area of the city to another.

Comparing the proposal to allow on-street parking with the reconfiguration of the

right-of-way we see that the proposal to allow on-street parking, while addressing the

problem of people perceiving there is a lack of parking in the area, offers limited

opportunities to improve the pedestrian environment, and has a detrimental effect on Transit

operations. The reconfiguration of the right-of-way addresses the perception problem

regarding parking availability, offers a range of opportunities to provide pedestrian

amenities, contributes to the efficiency and quality of service of Winnipeg Transit, and

dec¡eases the carrying capacity of downtown Portage Avenue. V/ith regard to the
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decreased carrying capacity, it must be reiterated that much of the through traffic on portage

Avenue could find alternate routes, thereby maintaining the present level of service. As

well, having the downtown accommodate large traffic volumes, which supposedly ensures

its viability through high visibility, results in the status quo for downtown portage Avenue.

Given the poor quality pedestrian environment of Portage Avenue in the downtown, there

is linle incentive for the motorists to stop and utilize the area. .

Clearly, the proposal to widen the sidewalks at bus stops, narrow the number of
through lanes by two, and provide on-street, metered, parallel parking would be the most

effective way to increase the pedestrian orientation of Portage Avenue and its potential to be

a Great Street. This action would directly address two of the problems defined in Section

4'7A Issues Arising from the Survey, Associated with the Portage Avenue Right-of-Way.

It would address the perception that there is a lack of parking; and it would address the

poor quality pedestrian environment. As well, it indirectly mitigates the problem of safety,

particularly the presence of panhandlers. By making the area more amenable to

pedestrians, it is likely that the number of people along the sidewalks would increase,

thereby reducing the visibility of the panhandlers. Among the key informants, a common

response to the perception that the area is unsafe is that there must be more people on the

streets of downtown Winnipeg. The self-policing and sense of safety inherent in large

numbers of people downtown is seen as a powerful tool against this urban problem.

Further to this, Allan Jacobs (1993) cited in Section 1.3 The Street as place - placesfor

people to walk and sit, and Jane Jacobs (1961) state that a street that is constantly used by

pedestrians is the most effective way to create a safe and secure environment.

The following sub-section discusses another strategy to increase the attractiveness

of the pedestrian environment and, therefore, decrease peoples' perceptions that the area is

unsafe.
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landscaping

The study area merchants have several suggestions regarding landscaping

improvements that could be important for the Portage Avenue right-of-way. There was

concern that Portage Avenue is not well lit for pedestrians. If lighting is increased, not

only would the area improve visually, but there would be an added sense of security, and

to make the sidewalks more attractive there could also be more trees. One merchant

described the current landscaping as 'Just OK"; another said that recent improvements,

such as trees and sidewalk paving, have been good.

In Section 4.lA Issues Arising from the Survey, Associated with the portage

Avenue Right-of-Way - the pedestrian envíronment, it was noted that key informants are

also concerned with low lighting levels along Portage Avenue. Installing pedestrian-scaled

lighting, similar to that found in Osborne Village and Corydon Avenue was a suggestion

made by this group of survey respondents.

Commentary:

As part of the scheme to reconfigure the righrof-way, Winnipeg Transit proposes

to install not only heated bus shelters at bus stops, but an integrated set of amenities,

including transit signage, benches, newspaper box holders, planters, notice boards, and

public telephones. These amenities have been provided at many Transit stops throughout

the city as a means of improving the waiting areas for Transit patronss4. As with the

merchants and informants, the Department of Streets and Transportation and Winnipeg

Transit (1994) state that other streetscape elements could be added (whether or not the

right-of way is reconfigured), such as sidewalk paving patterns, pedestrian-scaled lighting,

and trees.

Allan Jacobs (1993) and Cyril Paumier (1988) identify several landscaping

elements that can contribute to the pedestrian environment of the street. Elements that help

54 The style, or aesrheric of the design
Portage Avenue. It may be more
significance of Portage Avenue.

of this integrated set of amenities may not be appropriate for
suitable to adopt an aesthetic which refers to the historical
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make a street an interesting and comfortable place for pedestrians, Jacobs and paumier

confirm, include pedestrian level lighting, trees, benches, and to a lesser degree, paving

patterns, tree grates, manhole covers, fire hydrants, and street and traffic signs.

As was discussed in Section 1.3 The Street as Place, high levels of lighting help

create a safe environment for people walking along the sidewalks, and they add to the

visual interest of the area by emphasizing the linearity of the street. The best streetlights,

Jacobs states, are white glass globes, visible in the daytime (Figure 4.2). To be scaled to

the pedestrian, Jacobs adds, they must be no more than 20 feet in height. These lights are

in addition to the "cobra" lights required for traffic safety.

Figure 4.3. Pedestrían scaled opaque globes increase lighting levels

and are highly visible during the day, Osborne Village.

Deciduous trees are one of the most effective elements to enhance the quality of a

street for pedestrians. Jacobs states that for a single row of trees to be effective, they must

107



be at no more than 25 foot intervals. For two or more rows of trees, the spacing could be

greater without losing their effectiveness. Furthermore, there should be no discontinuities;

tree plantings are most effective when they extend from corner to corner, not stopping for

specific land uses along the street. While trees may reduce the visibility of commercial

signs, the benefits they provide to the pedestrian environment are of greater importance. A

dense row of trees provides an effective separation between the roadway and the sidewalk.

In addition, a continuous canopy of leaves provides shade and some shelter from rain. In

the winter, sunlight warrns the sidewalks (psychologically, at least). A row of trees also

helps to define and unify a street, particularly when the buildings vary in size and

architectural styles. Furthermore, the leaf and shadow patterns on the sidewalk and

building faces contribute to the visual interest of the street.

While landscaping improvements to the present righrof-way can be implemented,

this action would be most effective when combined with the functional improvements such

as increasing the efficiency of transit buses and separating the transit waiting areas from the

pedestrian through-traffic, that would be realized by the reconfiguration of the right-of-

way.

parking signage

Besides permitting parking on Portage Avenue, either on the present righrof-way,

or on a reconfigured street, the key informants presented another action to mitigate the

perception that there is a lack of parking in the area.

Figure 3.6, which identifies land uses in and near the study area, indicates that there

are a number of parkades in the vicinity of downtown Portage Avenue. In addition there

are a number of surface lots which contribute to the inventory of parking spaces near

downtown Portage Avenue. Lots are located north of the Investors Building and north of

the TD Centre. Along Ellice Avenue, north of the study area, lots are located between

Edmonton and Carlton, at Donald, and between Garry Street and Notre Dame Avenue.

108



Along Graham Avenue, south of the study area, lots are located at Kennedy, at Carlton,

between Carlton and Hargrave, between Smith and Garry, and between Garry and Fort

Streets.

Given the numerous parking lots, the key informants suggest that standardized,

easily recognizable signage be placed along Portage Avenue to direct people ro the lots and

garages. Furthermore, it is suggested that pamphlets, identifying the location of parking,

be distributed to downtown users, and to would-be-patrons.

Commentary:

Centre PIan supports the improved signage for parking. It recommends that "a

consistent, identifiable parking logo and standardized signage"Ss be established to direct

drivers to garages and lots.

increased police presence

In addressing the perception that the area is unsafe, it is believed that the most

effective strategy is to make the area more attractive for pedestrians. Reiterating, it is

assumed that an improved pedestrian environment will draw more people to the area; an

increased presence of people walking along the sidewalks is inherently safer than an area

with few people.

Nevertheless, some merchants would like to see an increased police presence on

Portage Avenue. One merchant said that permanent security is required at the Portage place

bus shelter on Portage Avenue. The storefront police station on Portage Avenue is seen as

a positive step in increasing safety.

The key informants also commented on the safety issue. While the storefront police

station on Portage Avenue was established to give a sense of security, it was stated that too

large a police presence downtown would create the undesirable effect of a "police-state"

atmosphere.

55 Centre Plan Committee, Centre Plan, Ideas (City of Winnipeg, 1995), page 6.
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Commentary:

The City of Winnipeg recently passed a bylaw to restrict when and where

panhandling can take place. However, civil rights lawyers predict that the bylaw will not

withstand a Charter of Rights and Freedoms challenge56.

Clearly, increasing the police presence and restricting panhandling are complex

social issues. Resolving them is beyond the scope of the practicum.

4.2^ Issues Arising from the Survey,

Associated with the Study Area Land Uses

The strengths and weaknesses of the land uses in the study area are explored in this

Section. The issues related to the land uses along downtown Portage Avenue are identified

from the results of the survey of key informants and study area merchants. Reference is

made to Section 3.2 The Study Area, and to Section 3.1 Downtown Winnipeg. In this

Section the cost of parking, the buildings along downtown Portage Avenue, retailing and

other activities within the study area, and Window Park are considered. As was apparent

in the previous Sections in this Chapter, issues pertaining to the righrof-way have an effect

on the adjacent land uses. It is shown in this Section that problems manifested in the study

area land uses affect the Portage Avenue right-of-way.

cost of parking

The cost of parking was cited as a significant parking issue in the Portage Avenue

area by nine study area merchants. In contrast, five merchants stated that the cost of

parking is not a relevant issue. Many of these merchants mentioned that the "Easy Streets"

parking token program has helped address this problem. Of note is the fact that not all the

merchants interviewed participate in the program. It was mentioned that customers

56 Mart_i1, Nick, Begging bylaw needs some help, police chief says (Winnipeg Free Press, January
10,igg5).
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complain about the cost of parking; one respondent remarked that people go to suburban

shopping centres in the evening, thereby making use of free parking. Paying for parking

was seen as resulting in a reduced number of customers 'Just browsing"; those going

downtown to shop are serious about making a purchase.

The key informants also stated that the problem of the cost of parking is that the

downtown cannot compete with the free parking provided by the suburban shopping

centres. It was specifically mentioned that the cost of short-term parking is too high.

However, one informant stated that the cost of parking is not too high as it merely reflects

the expense of providing such a facility.

Commentary:

As with the availability of parking, the cost of downtown parking is seen as a

significant disadvantage by many V/innipeggers. Tables 4.3 to 4.5 and Figure 3.4 of

Section 3.1 Downtown Winnipeg- transportation and parking, and Table A.1 1 of Section

3.2 The Study area - parking, indicate that there is widespread dissatisfaction with the cost

of downtown parking. Table A.l 1, which summarizes survey findings of shoppers within

the study area, correlates with the surveys pertaining to the downtown at large. Therefore,

these various sources of data are relevant to the study area and emphasize the widespread

nature of this issue. It must be noted, however, that the City has reinstated free metered

parking on Saturdays, with a two hour limit to prevent downtown employees from

occupying those spaces. It is anticipated that this action will do much to reduce the cost for

downtown patrons and mitigate this parking problem.

Study area

Portage Avenue.

Regarding

that the diversity

buildings along downtown Portage Avenue

merchants commented on the visual interest of the buildings along

the architecture of downtown Portage Avenue, some merchants noted

of buildings is good and that the area's architecture is interesting.
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Hoi'vevei', a few llei'chants stateci that builclings aiong Fortage Avenue ar-e 
,,dlrll,,. ¡i terrns

of nraintaining bLrilcling exteriors it was stated that the buildings acl.oss from portage place,

between Var'rghan atld Carlton Streets, need lepairs, as they have deteriorated. The other.

probìem area identified is east of Poltage Place, most noticeably the north side of por.tage.

The Portage Village Inn (at the north-west corner of Portage and Donald) is consider.ed by

met'chants to be another building which detracts fi'om the area (Figure 4.4). It was stated

that the problem with the derelict buildings is that they reduce peoples' willingness to come

downtown. By contrast, it was also stated that buildings in the area are maintained ,,half-

decently", at least; while there are better stores along Portage and up-keep is improved, it
was cautioned that the area is "not healthy". Some merchants expìicitly rnentioned that the

vacant buildings are a problem for the area.

Figm"e 4.4. The Portage vilhge hut, ctt the conzer of portage and Donulcl.

In addition, fflany study area merchants noted that their lease lates ¿rre reasonable

and that they have a fair amount of space in which to operate their businesses (porrage

Place excluded).
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The key informants also stated that the greatest concentration of vacant and run-

down buildings is between Portage Place and Main Street. This has been attributed to the

development of commerciar office space, retair space, and the off-grade pedestrian network

in the Portage Place and Portage and Main vicinities, and the recent .,worrd-wide,, 
decrine in

real-estare demand, following the growth period of the earry r9g0's. The resurt of this

activity has been the concentration of activity at these two. nodes, at the expense of the

remainder of the street.

As with the merchants, the key informants stated that several empty store-fronts and

derelict buildings characterize this area, incruding the old capitar rheatre entrance on

Portage Avenue. In addition, certain informants also stated that the portage vilage Inn is

troublesome to several people in the area due to its crientele. The run-down appearance of
Portage Avenue' particularry in this area, is seen as one of the contributing factors to the

perception of downtown being unsafe. It must also be noted that the buildings across from
Portage Place could also benefit from improvements.

on the positive side, it was nored that both the paris Building and the curry
Building are noteworthy historic structures which add to the character of the area. As we ,

attractive lease rates of commercial space on portage Avenue has led to a decrease in

vacancies.

Commentary:

section 3'2 The study Area - Iand use, verifies the perceptions of the merchants

and key informants. As was stated, Figure 3.6 indicates where storefront vacancies exist.

This information was colrected by a visual inspection of the ground floor of portage

Avenue properties, conducted in January, 1995. These findings confirm that the greatest

concentration of vacancies within the study area is east of portage place. The btocks

between Donald and smith stfeets, and between Garry and Fort - the eastem boundary of
the study area, have the highest number of storefront vacancies.



retailing and other activities

There were many comments made by the study area merchants regarding retailing

and other activities along downtown Portage Avenue. The merchants commented on the

location of their businesses in relation to the rest of the city, the variety of stores and

merchandise, their clientele, and the area's use at night.

Five study area merchants cited the central location of the area in relation to the city

as a whole, as a positive quality. Another positive quality of the area, noted by four

merchants, is the diversity of the area. The diversity adds interest to Portage Avenue and

the variety of shopping in the area attracts people to the area. It was said that the broad

selection of consumer goods could off-set the cost of parking downtown. In addition, the

concentration of similar businesses in one area was also noted to be positive for the area

because of the selection of similar goods and competitive pricing that attracts customers.

Nevertheless, it was stated by a few merchants that the Portage Avenue area is lacking the

critical mass of retailers needed to make it a destination attraction.

Regarding the clientele , 1 I study area merchants revealed that one of the strengths

of Portage Avenue for businesses located there is the large number of people who work

downtown and shop during, or after, work. It is perceived that many customers are

downtown wotkers, described as office workers, business people and executives. Five

study area merchants stated that people from outside Winnipeg are often destined for

Portage Avenue and Portage Place. Merchants described this group as comprising tourists,

conventioneers (often coming to the area from the V/innipeg Convention Centre), and

people in Winnipeg for football games and concerts. It was speculated that25 percent of

customers were from outside the city. Two merchants noted that students of the University

of Winnipeg, Iocated two blocks west of the study area, patronized several retail

establishments along Portage Avenue. Two merchants, as well, indicated that their

businesses are specialty, or niche, stores having both a wide reputation and clientele. It

was also stated that downtown residents are another type of customer characteristic of
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downtown Portage Avenue. It is of note that a large percentage of people who patronize

the area are from outside of the city. Given that they are not familiar with the location of

the various parking lots and garages, this underlines the importance of identifying parking

locations, as specified in Section 4.tB Solutions Arising from the Survey, Associated with

the Portage Avenue Right-of-Way - parking signage. As well, it shows that the area is well

known, not only by Winnipeggers, but also by visitors to the.city.

However, certain respondents noted that more independent retailers are required

along Portage Avenue. It was stated that other downtowns have a critical mass of retailers,

unique from retailers found in suburban shopping centres. V/hat is needed in the area is

something different from the suburbs such as unique stores and independent (local)

merchants - an eclectic assortment of businesses. Granville Island in Vancouver was cited

as an example. It was cautioned that without these qualities people have few reasons to

come downtown.

It was also suggested that more activity is needed in the city centre. Activities such

as those held at The Forks and the Corydon Avenue Festival of Wine and Roses could be

brought to the area to make it alive and entertaining. It was suggested that organizers

should experiment by creating a market atmosphere or a farmer's market.

This is related to the sentiment that was expressed that the downtown is underused

at night. It was noted that few people are present downtown in the evenings. Some

merchants identified the lack of night life as a weakness of downtown Portage Avenue.

The need for activities and attractions to bring people to the area is indicative of the

importance of the study area land uses in making a Great Street. As Gehl (1987) stated,

businesses that have a wide appeal tend to be the most interesting. Jacobs (1993) noted

that a Great Street has an appeal to a variety of people. This is an important factor when

considering the area at night. As was stated earlier, a street well-used by pedestrians is far

safer than one that is deserted.
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As with the study area merchants, the key informants stated that the downtown is

easily accessible from all areas of the city. This is because the city of Winnipeg is not too

decentralized, which ensures relatively short travel times to the city centre. Related to this

is the central location of Portage Avenue; it was elaborated that the success of portage

Avenue is central to the success of downtown Winnipeg. Portage Avenue has long been

the most important retail street in the city, emphasized,by its reputation in Canada. Clearly,

Portage Avenue is the showcase street for the City of Winnipeg, offering high exposure to

those land-uses on the Avenue.

However, it was noted by the key informants that Winnipeg is not unlike other

North American cities in that the downtown must compete with suburban shopping centres

and large single-function suburban retailers, such as Office Depot. Therefore, the task at

hand is to keep the existing retailing in downtown healthy. Furthermore, certain key

informants stated that the future of downtown is other than retail. Areas of opportunity

include arts and culture, education, and urban tourism5T. Already, several educational

institutions, including the University of Winnipeg, have established a presence on portage

Avenue.

Increasing the diversity of Portage Avenue was seen by many respondents as an

important strategy to bring more people to the area. While it was noted that the people in

the Portage Avenue vicinity are diverse, including buskers, students, office workers, and

residents, the types of land-uses along the street could be expanded. portage Avenue,

described as the main downtown shopping district, was seen to lack restaurants, boutiques,

and independent retailers with street-fronting shops. Only one key informant believed that

there is an oppoffunity for residential development along the street. Another suggested that

buildings must be provided to attract people downtown; people must be convinced to come

downtown; and they must be well-serviced while they are using the area.

57 Surprisingly, housing was not noted to be an area of opportunity for the downtown. This is a relevant
omission because of the potential benefits of a Iarge dÑntown iopulation, such as a local clientele for
downtown businesses and a significant presence of pedestrians.'However, the large traffic volumes on
Portage Avenue defact from the area's potential to provide a pleasant residential eñvironment.
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Commentary:

Section 3.1 Downtown Winnipeg - land rJ¿, supports the positive statements made

by study area merchants and key informants. As is shown in Table A.8, the most frequent

purpose for Winnipeg residents to use downtown is for shopping. In addition, Tables A.3

to A'5, and Figure 3.4, indicate that shopping opportunities provided downtown

significantly contribute to apositive perception of the area. In addition, Section 3.ZThe

Study Area - Iand use, indicates that shoppers in the study area are attracted by the specific

retail uses found there. Table 4.1 l, summarizing findings from a 1988 study and a 19g4

survey, indicates that the variety of stores and merchandise is the best feature of shopping

downtown. Other positive aspects of the retail uses in the area, also identified in Table

4.1 l, are the distinctive specialty stores, the size and depth of the major department stores,

and the close proximity of the stores.

There is little evidence in the findings presented in Section 3.1 Downtown

Winnipeg or Section 3.2 The Study Area to support or refute the statements made by the

key informants and merchants that the area is lacking in diversity, independent retailers, or

night life' However, given the unique nature of the downtown, as described in Section 2.I

Ratíonale for Internalizing Pedestrian Space - suitability downtown,it is suggested that the

study area merchants and key informants recognize that the downtown portage Avenue area

cannot offer consumers similar amenities as those found in suburban shopping centres -

free parking and with all stores connected in a climate-controlled environment. Therefore,

the downtown can complete with the suburban shopping centres only by building upon it

uniqueness from the suburban centres, that is, its diversity and it collection of local

businesses. This point is emphasized by the Urban Land Institute, in their 19gg

publication Designing the Successful Downtown, cited in Section l.Z The Downtown as

Marketplace - attractiveness of the downtown. With regard to the lack of night life, casual

observation of the study area verifies that downtown Portage Avenue is not active after

hours. There are not many restaurants in the area; and the downtown theatres and night
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clubs are generally located in the north-eastern portion of the downtown, within the

Exchange area.

Window park

Located on the north side of Portage Avenue, immediately east of portage place,

Window Park (sometimes referred to as Air Canada Park) is the only permanent park

within the study area' A temporary park, consisting of plantings and pre-cast elements on a

gravel base, occupies a vacant lot between Kennedy and Edmonton Streets, on the south

side of Portage Avenue.

Seven study area merchants generally perceived V/indow park to be a positive

contribution to the area; it was described as being pleasant, clean, as well as ,.a bit sterile,,.

However it was cautioned that it is sometimes a panhandler's hangout and therefore must

be maintained and kept free of transients. There was also the neutral response that the park

is not seen as an issue for marketability for business. One Portage Avenue restaurant noted

that the hot dog carts at window park reduce its summertime business.

The key informants stated that Window Park is important in that it has created a

unique atmosphere on Portage Avenue. While concern was noted that it has created a gap

in the urban fabric (continuity of buildings), it has provided a venue for activities and

events, bringing people downtown, or at least, out-doors. While it provides a place for

concerts, for example, it has other positive characteristics as well. The park is permeable,

allowing people to make short-cuts through it; and Window Park provides a physical

escape from the street, and an auditory escape from traffic noise by means of a fountain.

However, concern was expressed over how to use the space in the winter. It was also

stated that a larger open space would be beneficial because it would facilitate bigger evenrs

on Portage Avenue.

There was a divergence of opinion as to whether more open spaces were needed on

Portage Avenue. One key informant suggested that there should be parks at every
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intersection on Portage. However, the general consensus was that additional park space

would be a detriment to Portage Avenue. Intense land-uses were preferred because of their

pedestrian activity-generating potential and because they maintain an urban continuity.

Furthermore, more green space could dilute the vitality and uniqueness of 'Window park.

Commentary:

As is shown in the survey results, the park is a positive contribution to the area.

Observation reveals that Window Park is well-used, particularly at lunch-hour in the

summer. This can be partly attributed to the ample seating provided. William Whyre

(1988) verifies this through his research on urban spaces. He discovered that there is a

relationship between the number of people using a space and the amount of seating

provided.

The problem of panhandlers is not as acute as on the right-of-way, as discussed in

Section 4.lA Issues Arising from the Survey, Associated with the Portage Avenue Right-

of-Way - safety. This may be due to the significant number of people using the park. In

terms of the size of the park, it would be an expensive proposition to expand, given that the

most practical adjacent property is occupied by a six storey building.

4.28 Solutions Arising from the Survey,

Associated with the Study Area Land Uses

In the previous Section, the cost of parking, the buildings along downtown Portage

Avenue, retailing and other activities, and Window Park were all identified as areas of

concern with respect to the study area land uses. A summary of these issues idèntifies the

concems that must be addressed in the solutions associated with the study area land uses.

Regarding the cost of parking, it is evident that this is perceived as a significant

drawback to Winnipeggers considering using the downtown, and the study area in

particular. It is expected, however, that the recent reinstatement (March 1995) of free
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metered parking on Saturdays will do much to alleviate this problem, particularly in the

study area where 24 percent of respondents to a 1988 shopper study cited the street as their

parking location (see Table 3.8).

The most significant problems with the buildings along downtown portage Avenue

are the large number of vacancies and dilapidated exteriors. Concern was also expressed

over the restriction of sunlight on the north sidewalk of Portage Avenue caused by tall

buildings along the south side of the Avenue.

In terms of retailing and other activities, it was noted that while the area offers a

diversity of stores to area patrons, there is a Iack of independent retailers to make the area a

destination which can effectively compete with the suburban shopping centres. In addition,

it was noted that the limited opportunities to use the area in the evening have led to the

sidewalks being nearly deserted at night.

Window Park was seen as a positive contribution to the area. It was stated though,

that a larger public open space would facilitate the staging of bigger events.

As with the Portage Avenue right-of-way, a number of solutions to address these

issues are determined, based on the survey of key informants and study area merchants,

and the downtown initiative, Centre PIan. Reference is made to the urban design theories

in Chapter One in order to direct the solutions towards the goal of re-establishing

downtown Portage Avenue as a Great Street. It must be noted that certain solutions, such

as the lowering of the allowable building height, to be implemented along the land uses

adjacent to Portage Avenue, address problems associated with the right-of-way. This

emphasizes the interconnectedness of the right-of-way with the uses along it.

standardized parking rates and ,,Easy Streets"

As was stated in Section 4.2A Issues Arisíng from the Survey, Associated with the

Study Area Innd Uses - cost of parking, many study area merchants support the ,,Easy

Streets" parking token program instituted by the Downtown Winnipeg Business
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ImprovementZone in October of 1991s8. The program is designed to make parking less

expensive in the area. When customers make a purchase of $20 or more at participating

downtown businesses, they receive a blue "Easy Streets" token upon request. As well,

participating downtown professionals distribute the tokens at their own discretion. The

tokens can be used at over 80 downtown parking facilities and more than 2200 parking

meters at $1 value. In addition, Winnipeg Transit accepts the tokens at full fare and certain

taxi services accept them at their $1 value. The program is funded by all the participants.

Businesses purchase the tokens for $1 each at participating fTnancial institutions; and those

that accept the tokens redeem them for 90 cents each. Of the l0 ten cent difference, four

cents go to the financial institution as a handling charge and six cents is reinvested into the

program for marketing initiatives.

In terms of the key informants, one solution that was put forward to address the

cost of parking issues for downtown patrons is the standardization of parking rates for the

various downtown lots and garages. Although this may result in only certain locations

lowering their fees, it would make it easier for the user to know in advance how much it

will cost. It was also suggested by certain key informants that a comprehensive parking

validation program should be implemented. The program would require the participation of

merchants and owners of parking facilities. When customers make purchases, the

merchant stamps their parking stubs and pays for part or all of their parking cost.

Commentary:

Centre Plan also addresses the parking cost issue in the downtown, and in

particular, the cost of short-term parking. Centre Plan recommends that merchandising

packages should be developed which offer discounts on parking to customers. As well, it

is also recommended that suburban parking fees be introduced to narrow the gap between

the cost of driving to a suburban location and the downtown5g.

58 Downtow_n v/innipeg Business Improvementzone, rgg2/g3 Annual Repon
Business Improvement Zone, 1993), page 8.rv It is unlikely that winnipeg residents and, therefore, their city councillors
proposal.

(Downtown Winnipeg

would support such a
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Given that the "Easy Streets" program is already in place, it is unnecessary to

develop an additional program to alleviate the cost of parking. Instead, the effectiveness of

the program could be improved by encouraging more businesses to participate, Iowering

the minimum purchase amount to, say, $10, and by increasing peoples' awareness of the

program.

The other actions, that is, the standardization of parking rates and introducing

suburban parking fees would also alleviate this problem. The latter action, it can be

speculated, would have a marked effect on peoples' perception of the cost of parking in the

downtown, including the study area.

Allan Jacobs (1993) states that a necessary quality of a Great Street is that it is
convenient to access for not only pedestrians and transit users, but also for motorists. In

addition, Cyril Paumier (1988) specifically notes that, for an entertainment or retail area to

be attractive to motorists, short-term parking should be provided that is within or near the

area, easy to locate, and affordable. Paumier verifies the conclusions made above, stating

that a validation program should be implemented to reduce costs (see Section 1.3 The Street

as Place - accessibility).

Expanding the "Easy Streets" program, standardizing parking rates, and

introducing suburban parking fees, effective strategies to reduce the real or perceived high

cost of parking in or near the study area, would contribute to improving the accessibility of

downtown Portage Avenue. Improving the accessibility would help generate the potential

for downtown Portage Avenue to become a Great Street.

creative use of commercial signage

One of the specific suggestions to improve retailing on Portage Avenue made by

certain study area merchants and key informants is that commercial signage regulations be

relaxed. This would, it was stated, enable merchants to put up a variety of signs which

would add to the visual interest in the area.
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Commentary:

Centre Plan verifies the respondents' conclusions by recommending that the quality

and effectiveness of signage be improved in the downtown in general60. Cited in Section

1.3 The Street as Place - visual interest, Allan Jacobs (Igg3) states that a carefully

implemented policy on signage could enable businesses' signs to unify an area and add to

the visual richness of the place.

While regulations do not appear to be excessively restrictive, it would be add to the

visual interest of the area if merchants invested in the creative use of signage.

allowable building height

One key informant pointed out that it is important ro have set-back/height

restrictions for buildings on the south side of the street to ensure that sunlight reaches the

pedestrian (and retailing) environment on the north side.

Commentary:

Regarding allowable building height, the bulk range along downtown portage

Avenue is designated as Bulk Range Four. While this zoningestablishes a maximum Floor

Area Ratio (Total Floor Area:. Lot Area) of six, it permits a maximum building height of l5

storeys6l. Figure 4.5 illustrates that a l5 story building on the south side of portage

Avenue would prevent sunlight from reaching pedestrians on the north side of portage

Avenue, at midday, from early autumn to late spring. This conclusion is determined by

assuming a floor to floor height of 12 feet, a right-of-way width of l3l feet, no set-back,

and a pedestrian height of six feet. Given these dimensions, and knowing that the angle

between a perpendicular line across the righrof-way and due north is 30', it is calculated

that when the noon sun is no higher than 49" above the horizon, the pedestrian environment

on the north side of Portage Avenue is in shade. Since at equinox the noon sun is 40'

60 Centre Plan Committee, Centre Plan,ldeas (City of Winnipeg, 1995), page 6.6l 
9]?^.of Winnipeg Planning Department, Downtown Winnipeg Zoning By-Law (City of Winnipeg,
1988).
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above the horizon62, it can be concluded that

reaches the pedestrian environment.

the regulations do not ensure that sunlight
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Figure 4-5. Allowing a buildirtg height of I5 storeys does not ensure that sunlight

wiII reach the north sidewalk of Ponage Avenue d.uríng the winter months.

The importance of admitting sunlight to the pedestrian environment is emphasized

by both Jan Gehl (1987) and Allan Jacobs (lgg3). Referred ro in Sectio n 1.3 The Street as

Place - responsiveness to climate, Jacobs states that it is important to ensure that sunlight is

not blocked by buildings, particularly in cooler climates during the winter months.

Therefore, any new buildings along the south side of Portage Avenue should be

regulated so as not prevent sunlight in the winter from reaching the north sidewalk of
Portage Avenue.

62 Thater, Hans, Manitoba planetarium, a personal communication, February r995.
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building renovations

There was a lack of suggestions by study area merchants for strategies to address

the land use problems of vacant and derelict buildings, and the need for increased diversity

and independent retailers. As well, only certain key informants responded to the problem

of run-down buildings by suggesting that it is the responsibility of the landlords to repair

their properties in the study area.

Nevertheless, these problems must be addressed. By renovating the buildings,

particularly those that are presently vacant, several qualities of a Great Street can be re-

established along downtown Portage Avenue. As was stated in Section 1.3 The Street as

Place, the provision of canopies or awnings provides pedestrians with a sheltered

environment; the restoration of historic facades contributes to the visual interest of the

street, and the conversion of vacant buildings to active storefronts increases the

transparency and diversity of land uses along the street. The means of facilitating these

renovations is presented in Section 5.2 North Portage Development Corporation's Role in

Implementing the Solutions - create.

4.34 Issues Arising from the Survey, Associated with portage place

As with parking issues, much was said by both the study area merchants and the key

informants regarding Portage Place's effect on the study area and the role that it can play in

making downtown Portage Avenue a Great Street.

Regarding the study area merchants, four respondents stated that the facility has had

no effect on their businesses, and nine respondents stated that Portage Place is þositive for

business in the area. The mixed use and central location of Portage place were cited as

strengths of the project; and three of the merchants cited the indoor parking as a benefit.

However, it was stated by one of the merchants that Portage Place shifted the blight that

was originally on the north side of Portage Avenue across the street to the south side of the
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street. The project was described as a "disaster", a very "cold-looking" structure, and as

having visually destroyed Portage Avenue and ruined the "ambiance" of the street.

The most widespread positive comments, made by half the study area merchants,

centred around the off-grade pedestrian network and the internal mall in Portage place. It

was said that the facility eliminates peoples' reluctance to shop, draws customers from

various places in the downtown - including apartment complexes, connects people working

downtown with an all-season walkway, and is a positive addition to the area because it

links The Bay and Eaton's. The facility was described as convenient, warn, and free of

conflicts with vehicles. Those merchants with businesses on the pedestrian network, or in

the internal mall of Portage Place, often noted that there is a large volume of pedestrian

traffic using the facility and therefore passing by their establishments; and certain

businesses have display windows on the network to increase their exposure. It was also

stated that the variety of stores in Portage Place contributes to shopping opportunities in the

area. The most noteworthy positive statement was that the facility has increased the

number of people in the downtown. However, some merchants believe that this is not the

case, as is discussed below.

It is of note that, of the merchants who commented on their willingness to relocate

their businesses from their on-street locations to Portage Place, and vice versa, none

considered this a wise move. One of the reasons for merchants not to relocate their

businesses is that customers are familiar with their locations. Merchants in portage place

would not move to a Portage Avenue storefront shop because Portage Place advertising is

important, or because the pedestrian traffic in the mall is high. However, one tenant of

Portage Place noted that rent is twice that on the street. If it increased too much in portage

Place relocating onto Portage Avenue would be considered. Merchants with portage

Avenue storefronts oppose moving into Portage Place because the restrictions in the

shopping centre impede their independence, and lease rates are too high, especially for

businesses requiring a large space. One restaurateur on Portage Avenue cited the food
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court as the reason it would not move to Portage Place. This is because of the no-smoking

policy and the competition of other restaurateurs in the Portage Place food court. These

findings indicate that there is a high degree of commitment among study area merchants to

their present locations - either on portage Avenue, or in portage place.

The key informants' comments regarding Portage Place were quite consistent, and

tend to verify the perceptions of the study area merchants. The importance of portage place

to the city as a retail centre is made clear when considering the fact that The Bay, portage

Place, Eaton's, and Eaton Place are connected via the off-grade pedestrian network. Taken

as a whole, the "Big Four", as they are referred to, make up the largest shopping centre in

Winnipeg. And the central location of Portage Place makes it the anchor of retailing in the

downtown.

It was stated by certain informants that Portage Place replaced several run-down

buildings along Portage Avenue. The facility has brought more texture, people, and

commerce into the area than previously. This is evident in Edmonton Court which

provides the city with a "reasonably nice" plaza. It was stated that elements such as this

enrich the "civic presence" of the city.

The other primary benefit of Portage Place has been the skywalk linkages with The

Bay and Eaton's. This connection has amounted to an enormous expansion of the off-

grade pedestrian network developing in the city's downtown. The system facilitates

pedestrian movement to several areas of the city centre in a climate-controlled environment.

Retail, office, entertainment, and residential uses are connected by this system. The ease of

pedestrian access to various downtown facilities was noted by several key informants to be

a major factor in bringing more people to the downtown. The skywalks provide the

downtown with a competitive advantage over the rest of the city. As an example, it was

stated that seniors living in buildings linked with the system are not house-bound in the

winter. It was also stated that the Lion's Club seniors residence, to be built north of the

Post Office, will be connected with the southern portion of the pedestrian network, and, in
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turn, with Portage Place. However, one informant stated that while it is important to

complete the off-grade pedestrian network as planned, expansion of the system beyond that

would be undesirable due to the negative effects associated with the skywalks (see below).

It was also stated that the skywalk network should be kept open longer each day to increase

its convenience.

The economic benefits of the walkway system were illustrated with the Newport

Centre, an office building which was connected with the Portage place walkway sysrem.

One key informant stated that the property was valued at $7 million and had a 50 percent

vacancy rate in 1986. In 1990, three years after the opening of Portage Place, the value

increased to $16 million and the vacancy rate decreased to five percent. Clearly, network-

connected establishments derive significant economic benefits from the climate-controlled

walkway. It was stated that had the walkway been located in the lane to the south of the

building as was originally considered, instead of through it, the benefits would not have

been as great. Given these economic benefits, a few key informants stated that more

buildings should be integrated with the pedestrian system. This statement was

acknowledging the harsh winters experienced in Winnipeg.

Commentary:

The above summary, of the largely positive perceptions of Portage Place, suggests

that the benefits of the facility, with its internal pedestrian components, are realized by

businesses located within Portage Place, or connected to it via the off-grade pedestrian

network, and by users of these internal pedestrian spaces.

It will be shown below that the problems of the facility, as it relates to the study

area, are manifested along the Portage Avenue right-of-way which, in turn, affects the

adjacent land uses. Since the re-establishment of Portage Avenue as a Great Street is the

focus of this practicum, Section 4.34 defines existing problems, in order to develop

strategies to mitigate or reverse the detrimental effects of this facility on downtown portage

Avenue, and take advantage of its positive features.
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street connections

Three study area merchants commented that the connections between the off-grade

pedestrian route within Portage Place, and the sidewalk on Portage Avenue, are good for

business. Three other merchants, however, expressed concern over the facility. It was

remarked that additional street connections are required, and that the existing connections

are not appealing to users. The latter problem, it was suggested, causes people to remain

within Portage Place and the pedestrian network it connects with, instead of going down to

street level.

The key informants also noted that the existing linkages between the second-level

walkway and the sidewalk are beneficial to those businesses not connected with the

pedestrian network' However, they too recognize the need to improve the existing linkages

in order to encourage people to use the sidewalks.

Commentary:

The importance of providing clearly visible, accessible linkages between the second

level and the sidewalk is emphasized by the changing attitude among Calgary's planners, as

explained in Section 2.4 Changing Anitudes About Internalized Pedestrian Space - positive

examples. Glenn Lyons, Don Sinclair, and Sophia Lum (1988) note thar the City requires

that skywalk bridges be equipped with stairs at both ends, adjacent to the sidewalk. As

was stated, this allows for pedestrians on the skywalk to locate street access points easier,

facilitates greater public surveillance of the pedestrian network linkages to the street, and,

therefore, helps to discourage vandalism and crime.

alternative pedestrian routes

Among the study area merchants, six remarked that the internal walkway system

has removed pedestrians from Portage Avenue sidewalks. Some merchants, however,

were not greatly concerned with this problem. It was said that the system has not totally

affected business because specialty stores have a reputation and distinct clientele, that
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shoppers at Portage Place know where they are located, and that, in general, the facility has

not greatly disrupted business. The predominant statement was that Portage place is the

primary pedestrian route, diverting traffic off portage Avenue sidewalks.

The key informants also stated that the internal walkway system of portage place

has a detrimental effect on Portage Avenue. The attractiveness of the climate-controlled

walkway system and the internalized pedestrian mall in Portage place has caused a

significant shift in pedestrian traffic patterns on Portage Avenue. The result, it was stated,

has been a decrease in pedestrian activity at-grade, on Portage Avenue, with a concentration

of pedestrian traffic within the skywalks and Portage Place. It was stated that this has not

helped those establishments not connected with the pedestrian network and outside of

Portage Place' Furthermore, it was stated that Portage Place has contributed to the

perception of the downtown being unsafe by reducing the number of people using the

sidewalks.

Commentary:

Table 3.10 of Section 3.2 The Study Area - Portage Place, verifies the conclusions

of the study area merchants and key informants. As was stated in this sub-section, street-

level pedestrian counts were 32percentless in the 1988 study as compared to the t9g4

survey. Furthermore, David Milder (1987) states that, in general, off-grade pedestrian

networks have a significant impact on street level. As was stated in Section 2.3 Negative

Qualitíes of Downtown Retail Centres and Off-Grade Pedestrian Networks - detriment to

public places, pedestrian networks facilitate easy access to many parts of downtown,

causing people to use them year round. The result is that sidewalks become under-used,

giving way to marginal land uses and, therefore, an undermining of the viability of the

street in terms of pedestrian use and active frontage.

Figure 4.6, below, indicates the extent of the second level pedestrian route created

by Portage Place, between The Bay and Eaton's. The ground level route is also quite

extensive, located directly below the off-grade route, within the three-block internal
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complex. Thus, Portage Place presents pedestrians with two alternatives to the exterior

street. The linkage form of the internal mall and the off-grade pedestrian network within

Portage Place, competes with Portage Avenue (see Section 1.4 Urban Design Approaches -

linknge theory).
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Figure 4.6. Linkage plan of Portage place, second level.

stores on Portage Avenue

Another issue related to Portage Place is that many of its ground level stores with

entrances on the internal mall and the street, do not use their Portage Avenue entrances

(Figure 4.8 and Figure 4.7).

Half the study area merchants surveyed, including those within Portage place and

those with on-street locations, responded to this issue. Seven stated that they prefer that
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retailers within Portage Place use their on-street entrances. Four merchants were against

using street entrances. These merchants have retail establishments in Portage Place with on-

street entrances (which are locked).

It is of note that the restaurants in Portage Place with on-street access utilize these

entrances. However, a vestibule is seen as an important component to keep out winter

drafts. Positive aspects of this street orientation, it was remarked, are that there is natural

light from outside and some patrons are attracted from the street. In portage place,

establishments other than restaurants had various reservations regarding using their on-

street entrances. It was said that there are more people in the mall than on the street, and

that security would be a serious problem. It was also stated that, given the traffic

distribution, it is best to remain open to the mall and have a stock¡oom (where required) at

the Portage Avenue end. However, the street is seen to have some importance for these

stores because they believe that their Portage Avenue window displays attractcustomers.

If on-street parking is permitted on Portage during regular business hours, some merchants

stated that they would consider opening thei¡ on-street entrances.

Merchants not in Portage Place commented that the "back-end" of Portage place

faces the street or that the shops face inwards and present a wall to Portage Avenue.

Several Portage Avenue merchants stated that they would like to see the facility less self-

contained and more street-oriented. Suggestions included placing street-oriented cafes on

Portage Avenue similar to Place Promenade, opening up Portage Place based on the

atmosphere of Granville Island, Corydon Avenue, or Saint Catherine's Street, providing

more "night life" in Portage Place which is oriented to the street, and returning pedestrian

and retail activity to street level. This last suggestion was accompanied with the claim that

it would result in improved business for portage Avenue merchants.

The key informants said that the inward orientation of shops within Portage place

contributes to the negative image of Portage Place. Several informants stated that the

Portage Avenue facade is a "blank wall", uninviting to people.
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Figure 4.7. Interíor oriented shops leave the well-articulatedfacade devoid of ltfe.

It was noted that establishments with direct access to Portage Avenue which chose

not to use those entrances did so because of security problems. One informant, however,

pointed out that there are over-the-counter food outlets in Portage Place that utilize both the

mall and street entrances. While this key informant noted the opportunities with this type

of business, he questioned the appeal of encouraging fast food outlets on portage Avenue.

He suggested that independent restaurants would contribute better to the re-establishment of
Portage Avenue as a unique place. An idea that was shown to be impractical is the dividing

of retail space on the Portage Avenue side of Portage Place, such that shops open to either

the mall or to Portage Avenue. However, because of the higher lease rates associated with

mall-connected establishments, it was stated that it would not be cost-effective to transform

retail space in Portage Place to an external orientation. As with the merchants, it was stated

that allowing parking on Portage Avenue, in front of the shopping centre, would encourage

businesses to open their street entrances.

Commentary:

Clearly, this issue is linked to the problems associated with the alternative

pedestrian route within Portage Place. The inward orientation of shops is a manifestation

of the lack of dependence of retailers on the street for vitality, as Barry Maitland (lggz)
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suggests (see Section 2.4 Negative Qualities of Downtown Retail Centres and Off-Grade

Pedestrian Networl<s - detriment to public places).

In order to re-establish vitality along downtown Portage Avenue, particularly in the

immediate vicinity of Portage Place, a strategy must be developed to re-orient these

commercial spaces towards the street.

skywalks

V/hile the study area merchants did not comment on the visual qualities of the

skywalks, the key informants did have some observations. It was noted that the principal

drawback of the skywalks is their disruption of sighrlines, particularly along portage

Avenue. It was stated that the skywalks visually detract from the area in terms of the

perspective of people at-grade. The large size of the skywalks over Portage Avenue, while

providing retail opportunities which benefit system users, has contributed to the adverse

visual impact. It was also stated that the diagonal crossing over Portage is not as appealing

as a pelpendicular crossing would have been.

Commentary:

Terry Lassar (1988) cited in Section 2.3 Negative Qualities of Downtown Retail

Centres and Off-Grade Pedestrian Networks - the visual impact, verifies the key

informants' statements in stating that skywalks detract from the urban experience by

blocking valued vistas and, where they cross streets, by also preventing sunlight from

reaching the sidewalk. Furthermore, it was noted that it is problematic to integrate

skywalks with existing structures, particularly historic buildings.

Figure 4.8, below, illustrates that the Portage Place skywalks have affected portage

Avenue in the ways described by Terry Lassar. These bridges have obstructed the vista

along the historic Avenue; as well, sunlight has been restricted at the sidewalks, under the

walkways.
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Figure 4.8. víew along Portage Avenue obstructed by sþwark.

Figure 4.9 shows that the skywalks do not greatly disrupt the facades of buildings

they are connected to. Both The Bay and Eaton's, which are downtown landmarks, have

skywalk connections. It is noteworthy that the skywalks do not disrupt the portage

Avenue facades, thereby minimizing the impact.

Figure 4.9. sþwalks do not disrupt the portage Avenue facades.

135



While the skywalks have disrupted sightlines along Portage Avenue, and restricted

sunlight to the sidewalks, their integration with existing structures has been fairly well

implemented. Given that nothing short of demolition would alleviate the visual problems

associated with the skywalks, these issues are not considered as critical to the success of

re-establishing downtown Portage Avenue as a Great Street.

transit waiting areas

As with skywalks, only the key informants described some of the problems

associated with the Transit waiting areas provided by Portage Place, located on portage at

Edmonton and on Vaughan near Portage. While these facilities provide users with a

weather-protected environment with good sight-lines to see approaching buses, one key

informant stated that both shelters need improved access from Portage Place. It was stated

that vandalism of the waiting areas and harassment of transit patrons has occurred at both

waiting areas. These problems have been significant at the Vaughan street shelter, which

has no access to Portage Piace at the present time. In addition, vandalism of the Vaughan

street bus shelter necessitated its closure for a period of time.

Commentary:

While this issue was not examined in the literature reviews of Chapters One and

Two, it must be taken into account in order to improve the accessibility of the area for

transit patrons.

a transformed urban fabric

While the survey of study area merchants and key informants did not suggest that a

transformed urban fabric is an issue, an application of the figure-ground theory of Roger

Trancik (1986) as described in Section 1.4 lJrban Design Approaches - figure-ground,

theory, reveals that the component of Portage Place on the north side of the Avenue has

brought about a significant change in the urban landscape (Figure 4.10).
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Figure 4.10. Figure-ground plan of portage place and vicinity.

One of the positive effects of the facility is that it reinforces portage Avenue.

Portage Place does this because it is built adjacent to the right-of-way along its entire

Portage Avenue elevation. This corresponds with the buildings on the south side of the

street that are also built to the right-of-way. It has resulted in portage Avenue having a

strong sense of enclosure in this area. The open space of Portage Avenue, in contrast with

the large ground coverage of the adjacent buildings, has led to a richer urban environment.

However, the large ground coverage of Portage Place on the north side of the

Avenue, has had some detrimental effects as well. This three-block long facility was

introduced into a downtown characterized by buildings on lots taking up, at most, one

block; and many of the city blocks contain seven or eight buildings. The numerous

buildings on each block has given downtown diversity and complexity. The city block has

been the ordering device that has provided a unifying structure to the city centre. This
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development pattern is apparent in the figure-ground pattern on the south side of portage

Avenue.

In marked contrast, Portage Place has a larger footprint than any other building in

the downtown. Being three blocks long on the north side of the street, it necessitated the

closure of two public streets - Kennedy and Edmonton at Portage and Ellice Avenues.

Since Portage Place was part of North Portage Development Corporation's over-all plan to

redevelop a portion of downtown, a large parcel of land was assembled for the entire

project. This land assembly has provided a great deal of flexibility in building size and

siting. Not only does Portage Place extend three blocks on the north side of portage

Avenue, but the residential and commercial development, Place Promenade, north of the

centre, has been built over what was previously Kennedy street.

However, by not conforming to the existing urban grid scale, the facility does not

integrate into the existing downtown. V/hat was previously public space is now occupied

by buildings63. Instead, Portage Place dominates its surroundings due to its large building

footprint (Figures 4.10 and 4.ll).

Figure 4.11. Portage Place as seenfromthe south-east corner of Portage andVaughan.

This analysis emphasizes the significant impact that Portage Place has had on its

surroundings. Since the facility occupies a great deal of frontage along portage Avenue, it
63 Edmonton Court in Portage Place, while open to the public when portage place is open, is owned byCadillac-Fairview through a long-term lease with the Ñorth Portage Deve'iopment co.po.átion.
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is imperative that solutions be found to better integrate Portage Place with the street, and

contribute to making downtown Portage Avenue a Great street.

4.38 Solutions Arising from the Survey, Associated with Portage place

In the previous Section, street connections, alternative pedestrian routes, stores on portage

skywalks' transit waiting areas, and a transformed urban fabric, were identified as areas of

concern with respect to the relationship of Portage Place to downtown portage Avenue.

Summarizing these findings identifies the considerations that must be taken into account by

the solutions associated with Portage place.

Regarding street connections, it was remarked that the existing connections do not

attract people from Portage Place to the sidewalks along Portage Avenue. It was suggested

that people remain within Portage Place, rarely patronizing the street fronting businesses

along the Avenue. This problem is attributed to the alternative pedestrian routes provided

by Portage Place, in the form of an interio¡ mall, and an off-grade pedestrian system.

Another issue related to the internal orientation of Portage Place, is the inward

orientation of ground floor shops in the Centre. The concern is that most establishments in

Portage Place which have both mall and street entrances do not use their on-street doors.

The entry points are reserved for merchandise displays, which presents a lifeless exterior to

pedestrians on the sidewalks.

In terms of the skywalks, it was noted that they visually detract from the area by

blocking sight-lines along Portage Avenue, and that they restrict sunlight from reaching the

sidewalks where they cross. However, only by removing the structures can these

problems be addressed. Therefore, the visual problems associated with the skywalks are

not considered critical.
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The vandalism of transit waiting areas and the harassment of those waiting for

buses, is a concern of this practicum. In order to ensure accessibility to and from the area,

these places must be comfortable and safe.

While Section 4.3A Issues Arising from the Survey, Associated with Portage Place

- a transformed urbanfabríc does not suggest a paficular problem to be addressed, it does

emphasize the significance of Portage Place to downtown in general, and the study area in

particular. The problems described above must be addressed in order to instill qualities in

Portage Place that will make it contribute positively to portage Avenue.

The solutions identified below are derived from the survey of key informants and

study area merchants as well as from the findings presented in Chapter Two. In order to

di¡ect the solutions towards re-establishing Portage Avenue as a Great Street, reference is

made to the urban design theories presented in Chapter One, particularly, the conclusions

of Allan Jacobs and the Urban Land Institute. As will be evident, the solutions presented

would have a direct effect on the righrof-way, which, therefore, will affect other study

area land uses. As was stated in the previous Sections, the study area elements - the right-

of way, the adjacent land uses, and Portage Place - are interconnected.

additional skywalks

Certain study area merchants rema¡ked that more street connections are required,

particularly in the form of another skywalk between the two Portage crossings, linking

Portage Avenue south-side with Portage Place. It was even suggested that the portage

Avenue south-side area should have a skywalk parallel to portage Avenue.

In contrast, none of the key informants suggested that additional skywalks are

required.

Commentary:

Recognizing the negative effects of the skywalks on Portage Avenue, as specified

in Section 43A Issues Arisíng from the Survey, Associated with Portage place -
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sþwalks, the building of additional skywalks would be of quesrionable benef1t to the area.

Therefore it is not considered to be a solution to problems associated with portage place.

improved street connections

Study area merchants expressed concern over the quality of existing connections

between the skywalk and the sidewalk. Specific mention was made that the street-

skywalks connection at the Salisbury House on Portage should be more open and

appealing to encourage pedestrians onto the sidewalk from the pedestrian network.

Within the key informant group, it was stated that better information at street level

could be provided to access the walkway and that the linkages could be improved

generally. One can speculate that improved linkages and clear information for skywalk

users to access the street would increase pedestrian traffic at-grade.

Commentary:

It must be noted that before existing street connections had been constructed, there

was extensive discussion regarding the feasibility of various connection options64. North

Portage Development Coqporation, the City of Winnipeg, property owners, and merchants

on the south side of Portage Avenue between Eaton's and The Bay, attempted to arrive at a

consensus for a viable plan of action. Due to the concerns and demands of certain

stakeholders regarding this issue, an option to install an elevator in the power Building and

an escalator at the site of the Metropolitan Building (see Figure 3.9) was not feasible.

Nevertheless, since it is generally perceived that the existing connections are

unsuitable, it is evident that this problem must be revisited. Recall that the City of Calgary

requires bridges to have stairs adjacent to the sidewalks with clear visibility between the

stairway and the street, with a place to sit or buy a paper, for example, at the foot of the

stairs. The treatment of skywalk-street connections in Calgary provides a model on which

to base improvements to the existing connections. In order to provide a sense of safety

64 Smith, Kent, North Portage Development Corporation, a personal communication, october 1994.
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within the stairways, and a positive visual connection with the street, it is necessary to

redesign the connections such that they are adjacent to the street, that the exterior walls are

fully glazed, and that they are well lit and amenable to usage.

An alternative to redeveloping the existing connections is to provide new

connections from the skywalks directly to the sidewalks on the south side of portage

Avenue. However, given the limited width available with the present right-of-way

configuration, this option would only be feasible if the Portage Avenue right-of-way is

reconfigured. Furthermore, the proposed reconfiguration (see Figure 4.1) would have to

be modified to provide sidewalk space for the connections. However, this latter proposal

would have certain advantages over redeveloping the existing connections. Its high

visibility and direct linkage between the skywalks and the street would be easily recognized

by area patrons, and provide them with a safe and amenable linkage between the off-grade

pedestrian network and the public sidewalk. In addition, the existing connections could be

converted back to leasible space.

In any event, it would be beneficial to improve the signage that directs skywalk

users to the street. Therefore, it is recommended that signage be improved for skywalk

users, and that further study of the physical linkage options be undertaken.

encourage uses which use on-street entrances

As was stated in Section 4.3A Issues Arising from the Survey, Associated with

Portage Place - stores on Portage Aventte, the only businesses in Portage place that use

their entrances on Portage Avenue are restaurants. While interviewing restaurateurs with

Portage Avenue entrances, it was evident that they do not have the security concerns of

retailers. The latter are unwilling to close their mall entrances to the large volume of

pedestrian traffic. In order to use their entrances, retailers would have to hire additional

staff and possibly install another cash register near the street entrance to control losses due

to theft. Some of these retailers, however, did concede that they would use their on-street
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entrances if business could be improved sufficiently to off-set security concerns. On-street

parking was specifïcally mentioned as a means to use these entrances.

Commentary:

Given the interdependence of pedestrian volumes and the security concerns of

retailers, it is recommended that these retail tenants be replaced with restaurants, as space

becomes available. The retailers could even be relocated to other locations within portage

Place, when vacancies occur. It must be ensured, however, through lease agreements, that

future tenants would use their on-street entrances.

Jan Gehl (1987) states that people and human activities are more rewarding and in

demand than most other attractions in the public places of our cities. A restaurant, possibly

extending onto the sidewalk as a cafe, would be a valued addition to Portage Avenue. As

well, it would do much to reduce the negative perceptions of portage place.

canopies and banners on Portage Place

It was suggested by the key informant gtoup that installing banners and awnings on

the south elevation of Portage Place would enrich this facade.

Commentary:

As was stated in Section 4.28 Solutions Arising from the Survey, Associated with

Study area I'and Uses - building renovatíons, Jacobs (1993) notes that these elements can

add to the visual interest of a street. In addition, awnings can provide pedestrians with

shelter from precipitation and unwanted sunlight.

improved bus waiting areas

As with canopies and banners on Portage Place, only the key informants suggested

ways to improved the bus waiting areas provided by Portage Place. For the portage

Avenue waiting area, opening the waiting area to the food court of portage place, was

identified as a possible solution.
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Commentary:

This solution must be contrasted with the opportunity of building a sidewalk

shelter, provided by reconfiguring the right-of-way. A new shelter would be highly visible

and, therefore would have a positive effect on the incidence of vandalism and harassment

of transit patrons. Opening the existing shelter to the food court would also mitigate these

problems. In addition, it would be convenient for Transit patrons to take advantage of the

food court services while waiting for their buses.

Given the constraints of Vaughan Street, it is necessary to improve this waiting area

in order to address the vandalism and harassment problems.

It is recommended that further study be undertaken, linked with the reconfiguration

of the right-of-way, to determine which option is most suitable for the portage Avenue

waiting area.
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In this Chapter, issues related to the downtown Portage Avenue right-of way, the

study area land uses, and Portage Place have been determined as they relate to downtown

Portage Avenue and the potential to re-establish it as a Great Street. Throughout the

definition of problems associated with the study area, it became evident that many problems

are interconnected. Therefore, it was not unexpected to discover that the solutions

associated with either the right-of-way, adjacent land uses, or Portage Place have an effect

on the study area as a whole. This Chapter has identified a large number of solutions and

actions which would lead to downtown Portage Avenue, once again, being a Great urban

Street. The implementation of these solutions is explored in chapter Five.
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Chapter Five

Re'establishing Downtown Portage Avenue as a Great street:

The Role of North Portage Development Corporation

This final Chapter of the practicum revisits the qualities of a Great Street, as identified by

Allan Jacobs (1993). Given that the goal of this practicum is to develop strategies that will

re-establish downtown Portage Avenue as a Great Street, each quality of a Great Street is

shown to be associated with one or more of the solutions presented in Chapter Four. After

demonstrating the relevance of the solutions, there is a detailed exploration of the role that

North Portage Development Coqporation can play in realizing the goal of re-establishing

downtown Portage Avenue as a Great Street. The Chapter closes with an affirmation of the

importance of downtown public places, and, specifically, streets, in terms of their

contribution to the quality of life in the city.

5.1 Making the Street a Place

This Section focuses on the qualities of a Great Street, as described in Section 1.3 The

street as Place. As with section 1.3, this section examines the qualities of:

.providing places for people to walk and sit,

.responsiveness to climate,

.definition,

.visual interest,

.transparency,

.complementarity and diversity,

.quality and maintenance,

.accessibility, and

.contrast with other streets.
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However the concern here is to demonstrate that the solutions proposed in Chapter Four

directly contribute to the making of a Great Street by strengthening or creating the qualities

cited above. Table 5.1 presents in summary form the qualities of a Great Street, and the

solutions associated with those qualities. It should be noted that allowing on-street

parking, increased police presence, and additional skywalks are all solutions that were

determined to be inappropriate. As was stated in Chapter Four, allowing on-street parking

is precluded by the more suitable solution of reconfiguring the Portage Avenue right-of-

way (which includes some on-street parking as a component). The other solutions were

determined to be inappropriate because they have drawbacks which are considered to off-

set their projected positive effects.

places for people to walk and sit

The most important quality of a Great Street is that it must be a place that is

comfortable for people to explore as pedestrians. This suggests that sidewalks must be

wide enough to prevent overcrowding while not appearing to be underused. pedestrians

must not feel threatened by vehicles. The sidewalks should also provide amenities, such as

benches, pedestrian scaled lighting, and trees.

The reconfiguration of the right-of-way and landscaping, from Section 4.18

Solutíons Arísing from the Survey, Associated with the Portage Avenue right-of-way,

would significantly strengthen the pedestrian orientation of the street. The former proposal

would reduce the speed and volume of vehicles along Portage Avenue, provide a buffer

between through traffic and the pedestrian by facilitating some on-street parking, reduce the

roadway width that pedestrians must cross, and provide wider sidewalks on certain blocks.

Wider sidewalks would eliminate the overcrowding presently occurring at bus stops and

provide opportunities to install benches for people to pause. Landscaping the street would

include the provision of places for people to sit, pedestrian-scaled lighting, and continuous

tree planting along both sides of the street. The trees and, to a lesser degree, the
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pedestrian-scaled lighting, would create a visual barrier between the roadway and the

sidewalks. As well, they would strengthen the pedestrian orientation of the street.

responsiveness to climate

It is particularly important in Winnipeg to provide a street atmosphere that responds

to the city's climatic extremes of heat and cold, combined with strong winds and the

occasional heavy rain.

Landscaping the street can greatly strengthen its ability to respond to climate.

Deciduous trees can restrict summer sun, provide some shelter from precipitation, and

admit winter sun to the sidewalk. It can also somewhat reduce wind speed at ground level.

The proposed reconfiguration of the right-of-way, which includes the provision of

heated bus shelters, would provide pedestrians with temporary shelter during the coldest

days.

The modification of building height regulations and the renovarion of buildings,

from Section 4.28 Solutions Arising from the Survey, Associated with the Study Area

l^and Uses, would also contribute to the climatic responsiveness of the street. The former

action would ensure that new developments along the south side of Portage Avenue do not

prevent the winter sun from reaching the north sidewalk of the street. The latter action

would include the provision of canopies or awnings. Thus, pedestrians would be provided

with additional shelter from sunlight and rain. The installation of building-mounted

awnings or canopies is also a solution of Section 4.38 Solutions Arising from the Survey,

Associated with Portage Place.

definition

Not only do trees improve a street's responsiveness to climate, but they also have

the potential to strengthen its definition. This is particularly evident on streets which are
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lined with buildings of various heights and set-backs. A row of closely spaced trees can

provide the visual coherence needed to define a street.

Therefore, the solution to landscape the right-of-way, which includes the provision

of boulevard trees, would do much to define and unify the street. This is particularly

relevant for downtown Portage Avenue which is characterized by buildings of various

heights and disparate architecural styles.

visual interest

There are many design elements which can make a street stimulating to the eyes and

unify an area. Buildings, commercial signage, trees, tree-grates, street lights, paving

patterns, benches, and fountains; and utilitarian objects, such as manhole covers, fire

hydrants, and traffic signs, provide designers with numerous opportunities to enrich and

define a street as a unique place.

Landscaping of the right-of-way would directly add to the visual interest of portage

Avenue. If the sidewalks are widened at blocks with bus stops, as is proposed with the

solution to reconfigure the right-of-way, a wide range of opportunities would be provided

to create interesting places along the street. Sidewalk cafes or street vendors, for example,

could utilize the space.

The proposed renovation of buildings (see Section 4.28 Solutions Arising from the

Survey, Associated with the Study Area l-and Uses) would also contribute to the visual

interest of the street. Renovations that included the installation of canopies or awnings,

restoration of buildings facades, and the provision of creative commercial signage by

ground floor tenants, would enrich the visual environment.

Encouraging uses which use on-street entrances and installing canopies and banners

on Portage Place are two solutions associated with Portage Place which would contribute to

the visual interest of the street. The former solution would involve replacing tenants of

Portage Place that do not use their on-street entrances with ones that would. This would
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transform static display windows into inviting entrances to the uses within. In addition, if
the right-of-way is reconfigured and landscaped, restaurants locating in these spaces may

be inclined to provide outdoor cafe space. This would also contribute to the visual interest

of the area. The solution to install canopies and banners on the Portage Avenue facade of

Portage Place would add texture to the building and thus enrich the pedestrian environment.

transparency

Transparency - the openness of the private realm of buildings, to the street on

which they front, is another important quality of a Great Street that is encouraged by certain

solutions. Windows, doors, and sidewalk displays and cafes invite the passerby to take

interest in the land uses along the street.

Both the renovation of buildings along Portage Avenue, and the solution to

encourage Portage Place businesses to use their on-street entrances would foster this

quality within the study area. By encouraging building owners to renovate and lease their

on-street commercial space, vacant space along Portage Avenue would be replaced with

active store-fronts. Obviously, a building with its ground floor occupied by commercial

uses (retail or restaurant) has a greater degree of transparency than one that is vacant. This

same point can be made with regard to the solution to encourage Portage Place businesses

to use their on-street entrances. A view inside and an open door is more inviting than a

window display behind a locked door.

complementarity and diversity

One of the qualities of a Great Street is that the buildings along it complement one

another. That is, they should be of similar height, massing, facade proportions, set-back,

and materials. It is also important that a certain degree of variation and diversity exists

along a street. Buildings of cultural significance or at strategic locations may be several

storeys higher or lower than their counterparts. As well, a diversity of building styles adds
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to the variety along a street. Other forms of diversity can be realized by there being a

number of building owners and land uses along a given street. These variations among

buildings along a street cannot be duplicated by a single building complex, which, by

contrast, is often owned by a single corporation.

The renovation of buildings along Portage Avenue would contribute to the diversity

of the area. It is likely that independent retailers and restaurateurs would locate in the study

aÍea. Independents are more inclined to choose on-street commercial space whereas

franchises tend to locate within retail centres (Cyril Paumier, 1988).

quality and maintenance

In order to have a Great Street that maintains its attractiveness over a long period of

time, it is important that appropriate materials be selected to make up the elements that

comprise the street. For example, benches, pedestrian-scaled lighting, and building

facades must be designed to be durable and attractive. Furthermore, materials must be

selected which do not require frequent maintenance. Materials that require paint, or colours

that show dirt readily, should be avoided.

V/ith regard to trees, maintenance costs can be mitigated by choosing the

appropriate species and by careful planting. Nevertheless, given the restricted growing

space, air pollution from the motor-vehicles, and extensive winter salting of the roadway

and sidewalks, a rigorous maintenance program is required to nurture this investment.

While none of the solutions identified in Chapter Four explicitly address this

quality, it must be considered as a relevant aspect of re-establishing downtown Portage

Avenue as a Great Street.

accessibility

In order for a street to be a successful place, it must be easily accessible to a number

of people. It must be convenient for pedestrians, transit users, and motorists to access.
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Several of the proposed solutions would strengthen the accessibility of the

downtown Portage Avenue area for these three user groups. The proposed solutions are

the reconfiguration of the right-of-way and installing parking signage, from Section 4.lB

Solutions Arising from the Survey, Associated with the Portage Avenue Right-of-Way, the

standardization of parking rates and the expansion of the "Easy Streets" program, from

Section 4.28 Solutions Arisíng from the Survey, Associated with the Study Area Land

Uses, and improving street connections and bus waiting areas, from Section 4.38

solutions Arising from the survey, Associated with portage prace.

By providing on-street parking along Portage Avenue, the reconfiguration of the

right-of-way would improve the perceived accessibility of the area to motorists. While

only a limited number of parking spaces can be provided, their high visibility and

convenience would do much to give the perception that the area accommodates those

arriving by private vehicle. The installation of clearly visible signage, that identifies off-

street parking facilities, would also facilitate better accessibility for motorists. In addition,

standardized parking rates would make parking costs predictable to motorists, and

expanding the "Easy Streets" program would reduce the cost of parking.

Accessibility for transit users would be improved by the reconfiguration of the

right-of-way, which includes the provision of heated bus shelters, and by improving the

bus waiting areas in Portage Place. The former solution would improve the quality and

reliability of transit service along downtown Portage Avenue. In addition, by providing

heated bus shelte¡s along the Avenue, the solution would make it more amenable for people

to take a bus to (and from) the area. Likewise, improving the bus waiting areas at portage

Place would improve accessibility to and from the area by transit users.

Improving the connections between the Portage Place skywalks and the sidewalk

along the south side of Portage Avenue would contribute to the accessibility of the street for

pedestrians. Since the Portage Place skywalks are part of the off-grade pedestrian network

in the downtown, and since a great deal of the pedestrian traffic is concentrated in portage
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Place, this solution would likely increase the pedestrian traffic along the sidewalks of

Portage Avenue, in the downtown.

TABLE 5.1. QUALITIES OF A GREAT STREET

AND TIIE ASSOCIATED SOLUTIONS

QUALITY ASSOCIATED SOLUTION LOCATION

places to walk and sit t-of-way

ht

responsiveness

to climate land uses

land uses

Place

definition

visual interest ight-of-way

land uses

land uses

Place

Place

transparency land uses

Place

complementarity land uses

and diversi

accessibility of the right-of-way ht-of-way

srgnage ght-of-way

rdized parking rates & "Easy Streets" land uses

mproved street connections ge Place

bus waiting areas Place

ht-of

As with quality and

quality of contrast. That a

contrast with other streets

maintenance, none of the solutions directly contribute to the

Great Street stands out from other streets in the area is self-

of the right-of-way

and banners on Portaqe Place

use of commercial signage

urage uses which use on-street entrances

and banners on Portaqe Place

uses which use on-street entrances

ilding renovations
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evident. Portage Avenue, with its large right-of-way width, skewed from the grid, is in

itself unique. The predominantly retail nature of the land uses along the street further

contributes to its uniqueness.

By implementing the solutions that are proposed, the study area would be instilled

with many qualities of a Great Street. Downtown Portage Avenue would become a special

place, and would, therefore, contrast with surrounding streets, and even with the portion of

the street west of the study area.

5.2 North Portage Development Corporation's

Role in Implementing the Solutions

In Chapter Four, it became evident that a wide range of groups would be required to

implement the solutions associated with re-establishing Portage Avenue as a Great Street.

In terms of the reconfiguration of the right-of-way, the recent plan put forward by

V/innipeg Transit is endorsed by the Centre Plan Committee. Presently, Centre plan

recommends that City Council instruct the administration to undertake a study of traffic

impacts, costs, specific design considerations, and opinions on the proposal. Included in

this plan is the proposed solution to landscape the right-of-way.65

In terms of the standardization of parking rates and the installation of signage

indicating parking locations, the Centre Plan Committee is pursuing these proposals. The

former requires the cooperation of the owners of the private lots. With regard to the latter

proposal, the Centre Plan Committee is in the process of securing funding in order to

engage a consultant to undertake implementation. Funding may be through the Winnipeg

Development Agreement - a tri-level government-supported program. Those responsible

for the implementation of the signage program would include the Centre PIan Committee,

65 Centre Plan Committee, Centre Plan, Action Ptan 1995 - 1996 (City of Winnipeg, 1995), page 31,
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City Council, the Downtown and Exchange District Business Improvement Zones,

Tourism'Winnipeg, and Take Pride Winnipeg.66

Expansion of the "Easy Streets" parking token program would require the

leadership of the Downtown Brz and the support of its members.

Revision of the Downtown Winnipeg ZoningBy-Law to restrict building heights

along the south side of Portage Avenue would require the Planning Department to

undertake a study of this issue and make the necessary revisions. City Council would have

to approve the changes.

Implementation of the building renovations would require the cooperation of North

Portage Development Corporation, the City of Winnipeg, the Downtown BIZ, and

downtown Portage Avenue property owners and merchants. Furtherïnore, since the area

of concern extends outside North Portage Development Corporation's mandated area, the

Corporation's shareholders would have to consider enlarging its mandated area. This

would enable the Co¡poration to take an active role in the renovation of buildings

throughout the study area. The role of North Portage Development Corporation in

implementing this solution is explored in further detail below.

The solutions associated with Portage Place - improved street connections,

encourage uses which use on-street entrances, installation of canopies and banners on

Portage Place, and improved bus waiting areas would require a commitment by Cadillac-

Fairview, the lease-holder of the facility. Improved street connections would require the

additional cooperation of the City of V/innipeg. The Downrown BIZ could help facilitate

the solution to encourage uses which use on-street entrances, with the cooperation of those

merchants affected. The solution to improve the bus waiting areas would require the

participation of Winnipeg Transit.

Since North Portage Development Corporation has a mandate to revitalize (a portion

of) downtown Winnipeg, it is in a position to take a prominent role in the re-establishment

66 C"ntt" Plan Committee, Centre Plan, Action PIan .l995 - I996 (City of Vy'innipeg, 1995), page 3g.
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of downtown Portage Avenue as a Great Street. The Corporation has committed financial

and staff resources to the Centre Plan process. In addition, one of the Corporation's board

members sits on the Centre Plan Committee. The Corporation is also an active member in

the Downtown V/innipeg Business Improvement Zone. Given it mandate, and active

participation in the downtown community, the Corporation can do much to facilitate the

implementation of the solutions for the study area. As is shown below, North portage

Development Corporation can endorse, propose, create, negotiate, and coordinate solutions

which would lead to the re-establishment of Portage Avenue as a Great Street.

endorse

Through North Portage Development Corporation's participation in Centre Plan, it

can endorse solutions identified in the Plan. It is recommended that North portage

Development Corporation endorse the proposal to study the issues pertaining to the

reconfiguration and landscaping of downtown Portage Avenue. The Coqporation should

also endorse the Centre Plan proposal to provide standardized signage identifying off-street

parking facilities and the proposal to standardize short-term parking rates in these facilities.

With regard to the latter proposal, the Corporation can take a leading role by

standardizing the rates at its own parking facilities. This, however, would require the

cooperation of Imperial Parking, which manages the facilities.

Given that North Portage Development Corporation is merging operations with the

Forks Renewal Corporation6T, its role in the downtown will be considerably broadened.

The Corporation is in a position to encourage the Winnipeg Development Agreement to

support the Centre Plan proposals. The V/innipeg Development Agreement, funded by the

three levels of government, is committed to improving V/innipeg's economic potential

through redevelopment initiatives. Alternatively, North Portage Development Coqporation

67 North Portage Development corporation , Annual Repon (v/innipeg, 1994), page l.
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could commit a certain amount of funds to facilitate the implementation of the Centre plan

solutions.

propose

As an active member of the Downtown BIZ, North Portage Development

Corporation should propose to the Downtown BV that the solution of expanding the "Easy

Streets" program be explored. The Corporation could assist the Downtown BIZ in

consulting the businesses participating in "Easy Streets" about the merits of reducing the

minimum purchase to receive a parking token, to $10. As well, the Corporation could

encourage and assist the DowntownBZ with expanding its promotion of the parking token

program. For example, pamphlets identifying participating merchants and lots which

accept the tokens could be printed and distributed to the public.

The solution of reducing the maximum allowable building height along the south

side of Portage Avenue could be brought to the attention of the City via Centre Plan. As a

major participant in this planning initiative, the Corporation should recommend to the

Centre Plan Committee that it endorse this proposal. The Planning Department would have

to make amendments to the Downtown Winnipeg Zoning By-Law, to ensure that new

buildings along downtown Portage Avenue do not block winter sunlight from reaching the

north sidewalk

create

The South Side Improvement Program, designed to address concerns relative to the

area along the south side of Portage Avenue between The Bay and Eaton's, provides a

useful model on which to base a strategy to increase retail activity along downtown portage

Avenue. Established by North Portage Development Coqporation in 1990, the program

provides building owners incentives of up to one-third the total cost, to a predetermined

maximum, to improve their retail units in order to remain competitive in the rental market.
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Together with the cooperative efforts of the south side property owners and merchants, the

City of ÏVinnipeg, and the Downtown BIZ, the program has facilitated improvements to

both the interior and exterior of retail space in the area. Not only has the program benefited

existing retail operations, but it has attracted new tenants. By 1993, the subsidy to building

owners, which totaled nearly $500,000, levered over $1.2 million in private investment,

from building owners and tenants, for building improvements. After only three years the

number of vacancies on the street decreased from 15 to two68. Evidence of the success of

the program is shown in Figure 3.5 which indicates that, as of January 1995, there are only

three storefront vacancies in the south-side area, including Merchants' park.

Therefore, it is recommended that a program of this nature be implemented

throughout the study area. And as with the South Side Improvement Program, it is
recommended that a market study on the future of retail along downtown Portage Avenue

be undertaken to suggest to property owners effective improvements that can be done to

their buildings. As well, it is recommended that in order to qualify for funding, building

owners must agree to make improvements to their buildings which would contribute to the

pedestrian environment along downtown Portage Avenue. As was stated in Section 4.28

Solutíons Arising from the Survey, Associated with the Study Area l¿nd (Jses - building

renovations, building-mounted awnings or canopies, restored historic facades, creative

commercial signage, and display windows are components of retail (and restaurant) space,

cited by Jacobs (1993), that contribute to the making of a Great Street.

Since the Corporation is exploring the possibility of expanding its mandated area

with its shareholders6g, and since North Portage Development Corporation is merging with

the Forks Renewal Corporation, it is recommended that the merged Corporations pursue

this issue. The mandated area should be expanded to enable the Corporation to implement

this program throughout the study area.

68 North Portage Development corporation , Annual Report(winnipeg, 1993).6e Ibid., page i.
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negotiate

Since Cadillac-Fairview is the present owner of Portage Place, through a long-term

lease agreement, it is necessary that North Portage Development Corporation negotiate with

cadillac-Fairview to realize the solutions associated with portage place.

The improvement of the connections between the skywalks and the sidewalk on the

south side of Portage Avenue requires the cooperation of Cadillac-Fairview and building

tenants and owners affected by the improvements. If the solution is to take the form of

new connections linking the skywalks to a reconfigured right-of-way, the Department of

Streets and Transportation and Winnipeg Transit would have to support the solution. The

Corporation should take a leadership role in exploring this proposed solution.

Consideration should be made for dedicating funds towards its realization.

The improvement of the bus waiting areas is also linked with the reconfiguration of

the righrof-way. 'Whether 
a new bus shelter is constructed on Portage Avenue along with

the improvement of the Vaughan Street waiting area, or both waiting areas are improved,

cooperation between Cadillac-Fairview and Winnipeg Transit is required. The Corporation

should encourage both parties to pursue this issue in order to arrive at a solution.

The replacement of tenants that do not use their Portage Avenue entrances with ones

that would use such entrances would, obviously, require the cooperation of the tenants

affected. It is recommended that the Coqporation negotiate with Cadillac-Fairview and the

retailers in question to implement this solution. In order to encourage tenants to relocate,

and replace them with businesses which would use the on-street entrances, it would be

necessary to fund the cost of relocation. A less expensive, and simpler alternative, is to

enter into an agreement with Cadillac-Fairview which would ensure that when businesses

vacate the space in question, they are replaced with ones that are committed to using their

on-street entrances.
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North Portage Development Corporation can also negotiate with Cadillac-Fairview

to facilitate the erection of canopies and banners along the Portage Avenue facade of

Portage Place. Possibly, funds can be made available to implement this solution.

coordinate

As is evident with the above recommendations, the proposed solutions require the

cooperation and commitment of a number of stakeholders in the area. It is also evident that

North Portage Development Corporation can play a significant role in promoting the re-

establishment of downtown Portage Avenue as a Great Street. The Corporation can

endorse Centre Plan recommendations, propose further action that the Downtown BIZ

could take, create arevitalization program, and negotiate with the owners of Portage place

to bring about improvements to that facility which would benefit the street. Given the

number of stakeholders required to bring about significant change to Portage Avenue, and

the potential of the Corporation to take on a leadership role in this change, it is

recommended that North Portage Development Corporation consider extending its

responsibilities to include acting as coordinator of the implementation of solutions.

The coordination of solutions would yield several benefits. For example, if the

reconfiguration of the right-of-way is to be implemented, building improvements could be

made during reconstruction of the right-of-way; and the reconfiguration of the righrof-way

could be done in such a way as to take into account specific land uses along the way by

providing space for cafes, for example. As well, the reconfiguration of the right-of-way

could be designed to provide opportunities to replace the Portage Place bus shelter (on

Portage Avenue), and the existing skywalk-sidewalk connections, with new structures (see

Section 4.38 Solutions Arising from the Survey, Associated wíth Portage Place).

Whether the Corporation or, possibly, the Centre Plan Committee, takes on this

role, it is imperative that the various solutions be integrated into an over-all plan which is

administered by one authority. This will ensure that the solutions are coordinated to yield
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the best possible outcome. Figures 5.1 through 5.4, below, indicate a possible

organizational structu¡e that would facilitate the implementation of solutions and, therefore,

the re-establishment of downtown Portage Avenue as a Great Street. These Figures

illustrate the complexity of the undertaking, and the need for a cooperative effort to make a

significant change.

prioritize

The solutions that can be implemented on the righrof-way, the adjacent land uses,

and Portage Place, would affect the study area in various ways. Given that the blocks east

of Donald Street, within the study area, have a high concentration of storefront vacancies

(Figure 3.6, Section 3.2 The Study Area), and that there are a number of run-down

buildings in this area, solutions that address these problems must be given high priority.

As well, solutions that will have an immediate positive effect on the study area, upon their

completion, should also be considered most important.

The implementation of a building renovation program would address the vacancy

problem in the study area. Of lesser importance is the creative use of commercial signage

by businesses along Portage Avenue. However, a building renovation program could be

designed to incorporate an incentive program for building owners and tenants to improve

their commercial signage.

The reconfiguration and landscaping of the Portage Avenue right-of-way would

provide the immediate positive effect required to initiate a transformation of the area. These

solutions are also important because they directly address the poor quality pedestrian

environment and the lack of on-street parking. The erection of signage identifying parking

locations can be incorporated into the landscaping of downtown Portage Avenue.

It is expected that the solutions associated with Portage Place would primarily

benefit the area immediately adjacent to it. Since vacancies are relatively low in this area,

(Figure 3.6), these solutions are of secondary importance. Furthermore, the solution of
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improving the skywalk-sidewalk connections in order to encourage people to patronize, not

only Portage Place businesses, but also businesses on Portage Avenue, would be most

effective if the buildings along Portage Avenue are renovated to attract people. However,

as was stated in Section 5.2 North Portage Development Corporation's RoIe in

Implementing Solutions - coordinate, the best possible outcome would be realized if these

solutions are implemented at the same time as the reconfîguration of the right-of-way.

The solution of standardizing parking rates and expanding "Easy Streets", and the

solution of revising building height regulations, are of lower priority than the solutions

associated with Portage Place. Since the solutions addressing the cost of parking would

only mitigate that cost, it is unlikely that they would significantly improve the attractiveness

of coming to the area. This conclusion is supported by Table 3.4, which indicates that

V/innipeggers, in general, would come downtown more often only if parking were free.

The revising of building height regulations is a lower priority because it would have no

effect on the area in the near future. As well, there usually is a lack of development in

downtown Winnipeg.
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5.3 The Great Street

Considering the problems that are associated with downtown Portage Avenue, it is difficult

to imagine that it can become, once again, a Great Street. However, as Jan Gehl (19g7)

states, redesigning the physical framework of cities to ¿rccoûrmodate better human activities

Ieads to a growth in the number, duration, and scope of outdoor activities. By

implementing the proposed solutions, it is possible to transform the area into a vibrant,

people-oriented place. The idea is not to provide an area that will compete directly with

suburban shopping centres, or other focal points in the city, such as The Forks. Instead,

the re-establishment of downtown Portage Avenue as a Great Street is intended to broaden

the scope of human activities in the city. By implementing the solutions, the urban vitality

that once characterized downtown Portage Avenue can be given the opportunity to re-

emerge. The case for re-establishing downtown Portage Avenue as a Great Street is not,

however, based in sentimentality. It would be unrealistic to expect the area to become the

retailing centre of former times, given the existing development of suburban shopping

centres. Rather, it can be expected to become a unique place in the city. The area can offer

people with a stimulating urban experience - a street to walk along, a place to shop or dine,

a place to take in the variety of people and events that occur in a downtown setting. This is

something that cannot be provided in the suburban shopping centres, or at The Forks. The

degree to which Winnipeggers and visitors to the city would respond to this atmosphere is

difficult to predict. However, it is clear that there is a lack of places like this in the city. By

providing a positive, pedestrian-oriented urban environment, it is likely that an

unrecognized need will be met.

Table 3.1, and Figures 3.2 and 3.3, from Section 3.1 Downtown Winnípeg,

suggest that there is a need to address problems associated with the downtown in general.

Table 3.1 indicates that Winnipeggers perceive their downtown in a negative light.

Considering this finding with Figure 3.2, which shows that residents consider the

r67



downtown as a highly important component of the city, suggests that there is potential to

make positive changes to the city centre that would be supported by Winnipeggers. This

point is emphasized in Figure 3.3 which indicates that there is strong support by residents

to develop a plan for the downtown.

In urban areas, the streets form the predominant open space. They are the principal

public places in city centres, followed by parks, plazas, and squares. We experience our

downtowns largely from the street, either in a vehicle, or as a pedestrian. Streets facilitate

movement from one area of the cify to another, and access to adjacent land uses. They are

also the place where we come into contact with the wider community of the city. Especially

in winter cities, streets come alive in the summer. Sidewalk sales, hot dog vendors, and

outdoor cafes appear where space and regulations permit. Not surprisingly, these are busy

places. In an informal way, people participate in the life of their city. Some walk quickly,

but many stroll casually, and many more sit and watch the everyday spectacle that is urban

life.

Portage Avenue has some of these qualities. In milder weather people gather at

Window Park and TDPlaza (at Portage and Notre Dame Avenues) to enjoy the weather and

take in city life. Ente¡prising merchants sell crafts or food, buskers entertain, downtown

workers relax. The street, though, has a wider importance as a symbol of the city. It is

frequented by Winnipeggers and by visitors to the city. It is a place where major

gatherings take place - parades and other celebrations. When the Winnipeg Blue Bombers

won the Grey Cup, people congregated along downtown Portage Avenue to share in their

victory. When the Pan-Am Games come to Winnipeg in 1999, it can be expected that

downtown Portage Avenue will play a major role in showcasing the city. This is not to say

that Portage Avenue should be transformed to impress visitors to the city. Rather, the

implementation of solutions should be done for the benefit of citizens of Winnipeg. By re-

establishing downtown Portage Avenue as a Great Street, it will become a symbol of the

city that V/innipeggers can take pride in.
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Appendix A

Tables

Winnipeg
Regina
Saskatoon
Calgary
Edmonton
Vancouver
Toronto
Ottawa
Montreal
Halifax

TABLE A.1. RESIDENTS' USE OF DO\A/NTOWN FOR SHOPPING AND

ENTERTAINMENT "NOW'AS COMPARED WTIH "A F]EW YEARS AGO''.70

(Numbers indicated as percentages.)

MORE OFTEN LESS OFTEN AS BEFOR LESS OFTEN+MORE OFTEN
3.3
3.1

3.0
2.4
3.1

14

17
16

19
17

29
\)!t

33
33
36

54
49
48
47
44

3.9
2.9
3.0
2.5
2.6

TABLE A.2. RESPONSIBILITY TO INITIATE CHAIVGE.TI

TOTAL

n=42O

OWN

n=301RESPONSIBILITY. %

The City's, in cooperation with business, other levels of

and residents.

with business.

with other levels of Government.

The business community.

70 Charette, Catherine, Public opinion in Canadian Prairie Inner Cities (Winnipeg: Institute of Urban
Studies, 1994), page 48.

t t Criterion Research Corporation, Public Attitude Study Finat Report (Winnipeg: The Ciry of Winnipeg
Planning Department, 1994), page 32.

68

20

71

17

53
47
42
43
52

30
36
38
37
27
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TABLE A.3. V/INNIPEGGERS' MOST LIKED AND MOST

DISLIKED FEATURES OF THEIR DOlVNTOWN.72

MOST DISLIKED FEATURE n=502 MOST LIKED FEATU

Derelicts/people who hang

nhandlers

Empty/derelict buildings

Lack of cleanliness

Safe

Traffic

rance/nol reen areas

One way streets

malls

Not pedestrian{riendly/

is difficult

iolence/vandalism

lnadequate night life/

entertainme to do

Cost of park

Far from home/location

Short

Crowded

lnadequate bus routes/

service/shelters

Wide/one way streets/traffic flow

n=502

40

27

12

11

10

10

72 Criterion Research Corporation, Public Anitude Study Final Report(V/innipeg: The City of Winnipeg
Planning Deparünent, 7994), page 12.

The shopping/department stores

Everything connected/

Lots to see and do/

varietv of olaces to

Central/access i b le/location

Dining/entertainmenVnight spots

Various other areas of downtown

Various buildings/

businesses/services

The Exchanoe District

Bus service/transit

Safe (daytime)lfamiliar/

relaxed atmosohere
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TABLE A.4. REASONS CITY-TVIDE RESIDENTS SHOPPED,

OR DID NOT SHOP DOWNTOWN.T3

REASONS FOR SHOPPING

DOWNTOWN

ot/o

n=442

REASONS FOR NOT SHOPPING

DOWNTOWN

o//o

n=442

More variety of shops/specialty

shopoino

21 More parking in suburbs 27

ific store/item/favorite store 14 Location/far from home 17

For a change/somethinq differenl 11 Parkinq is too exoensive 16

Was in the area I Hassle/inconvenienVprefer malls 14

access/take a bus I Don't shop 12

rtment stores I Too danoerous 7

Live downtown/close to downtown 5 Too expensive

Work downtown 4

Sales/advertisi 4

Go to The Forks !t

7 3 Criterion Research Corporation, Public Attitude Study Final Report (Winnipeg: The Ciry of Winnipeg
Planning Department, 1994), page 29.
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TABLE A.5. PERCENT OF RESIDENTS WHO GAVE

HIGH RATING TO DOWNTOWN TìEATUREST4

AREA OF RESIDENCE

FEATURE

Good availabi of parki

Good

Downtown is safe

rance/clean

Go downtown more often for

shoppin g/ente rtain ment

Newer Suburbs

rtainment 57

11

46

21

21

49

10

4',l

14

19

10

48

17

43

44

14

17

20

16

19

TABLE A.6. RATING OF ATTRIBLNES OF DOWNTO}VN WINNIPEG.?s

(on a scale of I - 7, very poor to excellent, respectively)

ATTRIBUTE RATING

Cultural facilities

Shopping

Public Transit

Restaurants and nightclubs

Oriented to pedestrians

Overall appearance

Cleanliness

Personalsafety

Traffic flow

Parks

Recreational and sports facilities

Availability of parking

Cost of parking

5.7

5.5

5.5

5.3

4.8

4.6

4.5

4.3

4.0

4.0

3.9

3.6

2.7

74

75

Charette, Catherine, Public opinion in Canadian Prairie Inner Cities (V/innipeg: Institute of Urban
Studies, 1994), page 35.
Ibid., page 37.
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TABLE A.7. RECOMMENDED CHANGES FOR DOWNTOWN'S SUCCESS.T6

RECOMMENDED CHANGES "/", n=502

lmproved parking/weekend free parking

Clean it up

lmproved appearance/green areas

lmproved safety/police patrols

RenUfix up old and empty buildings

Encourage business/lower rents/lower taxes

Address poverty/less panhandling

lmprove traffic flow/better access

More events/things to do/night life/restaurants

lmprove transit

Build arena downtown

The attitudes and behavior of Winnipeggers

More recreational opportunities

More pedestrian-f riendly

More upscale housing

More restaurants/outdoor cafes

Build bicycle paths

32

17

16

14

14

13

10

7

7

7

7

b

5

5

3

.t

3

7 6 Criterion Research Corporation, Public Attitude Study Final Reporr (Winnipeg: The City of Winnipeg
Planning Department, 1994), page 13.
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INNER CMY
n=1 50

TABLE A.8. FREQUENCY OF DOWNTOWN USE IN

ONE YEAR, BY PURPOSE (Mean Values)77

LOCATION WORK DOWNTOWN
NO

n=388

Dinin

Recreation or leisure

Professional &

rnment serv¡ces

Culture or enteftainment

Educational purposes

TABLE A.9. DOWNTOWN BTZ MEMBERS' ATTITUDE WHETIIER FOOD

CART STREET VENDING SHOULD BE PERMITTED IN TFIE DOWNTOWN.T8

77 Criterion Research Corporation, Public Attitude Study Final Report (Winnipeg: The City of V/innipeg
Planning DeparÍnent, 1994), page 28.

t ó Dennis Mclftight 2051 Inc., Quantitative Results of BIZ Members' Attitudes and Perceptions Towards
the Promotion of the Downtown and Various BIZ Programs (The Downtown Winnipeg BIZ, lgg}),
page 27.

35

30

20

19

18

15

53 26

18

16

15

15

13

67

69

34

34

29

20

28

25

15

19

16

13

41

33

21

24

18

FOOD

CART

VENDING

PERMITTED?

TYPE OF BUSINESS

TOTAL

n=2O7

RETAIL

fì=48

REST

fì=18

SERVICE

n=78

PROF

rì=43

OTHER NOT

STATED

Yes,7o

No,7o

Don't know, 7o

Not stated, %

89

I
2

1

92

B

0

0

50 95 91 100 83

503700
03208
00008
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TABLE A.10. RATING OF CLMATE, BY AREA OF RESIDENCE.T9

Downtown

lnner City

Older Suburbs

Newer Suburbs

21

25

32

28

TABLE A.I I. ATTITUDES OF SHOPPERS INTERVIEWED BETWEEN TIIE BAY

AND EATON'S AND EATON PLACE, SOLNH-SIDE PORTAGE AVENUE - Ig84

AND 1988 - AND PORTAGE PLACE,INCLUDING SKYWALKS - 1988.80

SHOPPER ATTITUDES

EEST FEATURES OF SHOPPING DOWNTOWN

Variety of stores and merchandise

Closeness of shops to place of residence

Climate-controlled/enclosed shopping area

Closeness to worUschool

Stores close together

Size and merchandise depth of major department stores

Distinctive

WqRST FEATURES OF SHOPPING DOWNTOWN 1984, %

Cost of parking

Availability of parking

Traffic congestion and construction

High prices

Lack of climate-controlled connections

No bad features

Did not know or state

51

18

12

10

9

I
nla

22

20

10

I
nla

11

21

65

25

nla

17

nla

34

15

29

34

13

nla

11

nla

nla

79

80

Charette, Catherine, Public Opinion in Canadian Prairie Inner Cirtes (Winnipeg: Institute of Urban
Studies, 1994), page 55.
Criterion Research Corporation, Portage Avenue Shopper Intercept Satdy (Winnipeg: North portage
Development Corporation, 1988).
Criterion Research Corporatio_n, Portage Avenue Shopper Intercept Survey (Winnipeg: North portage
Development Corporati-on, I 984).
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TABLE A.I2. LARGE DOWNTOWN RETAIL CENTRES VISITED BY SHOPPERS

INTERVIEWED BETWEEN TI{E BAY AND EATON'S AND EATON PLACE,

SOI-TTH-SIDE PORTAGE AVENUE - T984 AND 1988 - AND PORTAGE

PLACE, INCLUDING SKYWALKS - I988.8I

% OF RESPOND

LARGE DOWNTOWN RETAIL NTRES VISITED 1 984

Portage Place

Eaton's

The Bay

Eaton Place

66

60

51

41

nla

69

52

53

8 t Criterion Research Corporation, Portøge Avenue Shopper Intercept.Slaly (V/innipeg: North portage
Development Corporation, I 988).
Criterion Research Corporatio_n, Portage Avenue Shopper Intercept Survey (Winnipeg: North portage
Development Corporation, 1984).
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Appendix B

Data for Table 3.9

The pedestrian counts shown in Table 3.9 are derived from the data provided in the 19g4

Portage Avenue Shopper Intercept Survey and the 1988 Shopper Intercept Study by

Criterion Research Corporation. Since the 1988 data includes a greater number of five

minute pedestrian counts than the 1984 data only pedestrian counts which were conducted

at the same times and days as in 1984 are used to provide the pedestrian counts shown in

Table 3.9. This provides the validity required to compare the 1988 pedestrian counrs with

those of 1984.

1984 survey data

PORTAGE & HARGRAVE
Thurs. . Oct I1 Fri. . Oct L2 Sat. . Oct tl
10 Eo[ì¡ - ,l IZ pomr 59 ].1 Brrtr 482 porno 6t 4 p.m. - 87 J p.m. gj6 prñìo 48 g p.m. 26

Thurs.

1l Bo[ìr 78
2 pootr I24
5 p.m. 116
I p.m. ll

Thurs.

II BoÍtìr 24
1 p.m. 4I
7 p.m, 59

EDHONTON & PORTAGE
Fri.

L0 B¡rTìo 74
I p.m. - ll6
4 p.m. 164
7 p.m. - 66

5at.

LZ pornr 109
) p.m. I79

5at.

12 prrìo 44
4 poflìr -40

PORTAGE & VAUGHAN
Fri.
I p.m. - 79
5 p.m. 44
9 p.m. - 7
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l0:00 - l0:05 a.m.

ll:00 - ll:05 a.m.

l2:00 - l2:05 a.m.

l:00 - l:05 p.m.

2:00 - 2:05 p.m.

3:00 - 3:05 p.m.

4:00 - 4:05 p.m.

5:00 - 5:05 p.m.

6:00 - 6:05 p.m.

7:00 - 7:05 p.m.

8:00 - 8:05 p.m.

9:00 - 9:05 p.m.

TOTALS:

1988 study data

SKYWALK TO EATON'S

Thursday
Sept.29, 1988

30

80

l8l

147

92

ll5

149

7I

90

96

92

52

I 195

5 Minute Count

Friday
Sept.30, 1988

3l

98

168

l6l

123

t49

t3l

8i

94

86

97

9l

I310

Saturday
Oct. 1, 1988

43

87

109

r59

229

r86

r48

128

1 089
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PORTAGE AYENUE AT HARGRAVE STREET

l0:00 - l0:05 a.m.

ll:00 - ll:05 a.m.

l2:00 - l2:05 a.m.

l:00 - l:05 p.m.

2:00 - 2:05 p.m.

3:00 - 3:05 p.m.

4:00 - 4:05 p.m.

5:00 - 5:05 p.m.

6:00 - 6:05 p.m.

7:00 - 7:05 p.m.

8:00 - 8:05 p.m.

9:00 - 9:05 p.m.

TOTALS:

Thursday
Sept.29, 1988

24

64

t50

35

92

48

4I

74

30

ll
l8

22

5 Minute Count

Friday
Sept.30, 1988

24

34

60

r56

I I6

35

57

28

I2

J

7

8

540

Saturday
Oct. 1, 1988

t2

t7

34

46

63

63

32

14

281609

t79



SOUTH SIDE PORTAGE AVENUE AT BOYD BUILDING

l0:00 - I0:05 a.m.

ll:00 - ll:05 a.m.

I2:00 - l2:05 a.m.

l:00 - l:05 p.m.

2:00 - 2:05 p.m.

3:00 - 3:05 p.m.

4:00 - 4:05 p.m.

5:00 - 5:05 p.m.

6:00 - 6:05 p.m.

7:00 - 7:05 p.m.

8:00 - 8:05 p.m.

9:00 - 9:05 p.m.

TOTALS:

Thursday
Sept. 29, 1988

83

53

,14

78

69

73

7t

9s

42

20

t0

24

692

5 Minute Count

Friday
Sept.30, 1988

50

67

79

t32

79

69

74

54

32

IO

17

4

Saturday
Oct. 1, 1988

24

32

4t

57

62

r0

23

)t

286667

180



PORTAGE AVENUE AT VAUGHAN STREET

l0:00 - l0:05 a.m.

ll:00 - ll:05 a.m.

l2:00 - l2:05 a.nr.

t:00 - l:05 p.m.

2:00 - 2:05 p.m.

3:00 - 3:05 p.m.

4:00 - 4:05 p.m.

5:00' 5:05 p.m.

6:00 - 6:05 p.m.

7:00 - 7:05 p.m.

8:00 - 8:05 p.m.

9:00 - 9:05 p.m.

TOTALS:

Thursday
Sept.29, 1988

34

47

96

83

76

59

69

52

l9

20

37

3

595

5 Minute Count

Friday
Sept.30, 1988

37

59

82

94

7l

24

3l

43

22

I9

26

12

520

Saturday
Oct. 1, 1988

24

28

40

38

48

4t

47

25

297

l8l



l0:00 - l0:05 a.m.

I l:00 - I l:05 a.m.

l2:00 - l2:05 a.m.

t:00 - l:05 p.m.

2:00 - 2:05 p.m.

3:00 - 3:05 p.m.

4:00 - 4:05 p.m.

5:00 - 5:05 p.m.

6:00 - 6:05 p.m.

7:00 - 7:05 p.m.

8:00 - 8:05 p.m.

9:00 - 9:05 p.m.

TOTALS:

SKYWALK TO THE BAY

Thursday
Sept. 29, 1988

28

29

55

t06

7t

69

57

54

29

4T

69

27

635

5 Minute Count

Friday
Sept.30, 1988

t7

28

60

Ilt

82

90

60

64

25

46

64

22

669

Saturday
Oct. 1, 1988

34

68

82

97

I l6

t25

t25

87

734
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Appendix C

Survey of Key Informants and Study Area Merchants

The following is a list of the key informants and a sample of the interview guide used in

conducting the survey of September,1994.

key Ínformants

Ed Bates, Commercial Leasing Agent, Arnovitch and Leipsic.

cynthia cohlmeyer, Principle, cynthia cohlmeyer Landscape Architects.

steve cohlmeyer, Principle, cohlmeyer Associates - Architects and urban
Designers.

Gerry couture, Project Manager - centre PIan, centre plan committee.

steve Demmings, Rail west Equities, Real Estate Investment consultants.

Harry Finnigan, Executive Director, Downtown Winnipeg Business Association.

Mel Hurt, Traffic operations Engineer, city of winnipeg, Department of Streets
and Transportation.

Eamon Kelly, Manager of Portage Place, Cadillac-Fairview.

Chris Knoll, District Planner - Downtown, City of Winnipeg planning Department.

Bill Menzies, Superintendent of rransit Planning, winnipeg Transit.

5en Rosin, Manager -^Transportg[on Planning and Development, city of
Winnipeg, Department of Streeti and Transportatioñ.
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interview guide

PRELMINARY INFORMATION

Date and Time

Organization Name and Address

Name and Title of Person Interviewed

I-ength of Time Person in Position

MERCHANTS

1. What are some of the benefits and drawbacks of operating this business on downtown

Portage Avenue?

2. What types of improvements to downtown Portage Avenue would you like to see take

place that would improve your business?

KEY INFORMANTS

I . What are some of the positive and negative qualities of downtown Portage Avenue?

2 - What types of changes to downtown Portage Avenue would you like to see take place?

TOPICS

.parking, on-street parking

.parks and public places

.safety

.appearance - buildings and the Portage Avenue right-of-way

.traffic and transit

.move business to/from Portage Place

.entrance configuration for Portage Place shops

.effect of skywalks

.Portage Place, qualities of, effects of, desirable changes

.south-side Portage Avenue
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