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Fig 1. Amsterdam cyclist,  2014
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In many places thought to be leading the movement towards 
climate-resilient cities, the importance of encouraging multi-
modal transportation options is critical in not only reducing 
emissions and positively affecting public health, but also 
allowing for design opportunities. When the car-centric model 
is challenged, opportunities arise to implement designs that 
have both environmental and social impacts on the city.

However, in cities where the cold temperatures grant the 
designation of a ‘Winter City,’ there is little to no research 
done on how to adapt these multi-modal models. Beyond 
that, Winter Cities, in general, are often missing from the 
literature, except those who contributed to Livable Winter City 
Association (LWCA) publications in the 1980s and 1990s. 

In this practicum, the relevant themes of a bike-friendly city 

Abstract
will be adapted to the context of a Canadian winter city, 
such as Winnipeg. These themes will be explored as possible 
catalysts in changing mentalities surrounding winter cities.

This research focuses on how cycling in the city of Winnipeg, 
Manitoba, can be used as a catalyst for inspiring people to 
change their perception of winter from a thing that must be 
endured. This is achieved by thinking beyond the design of the 
network itself and focusing on the thresholds between cycling 
infrastructure and the rest of the city. 

“Winter in the north is more a condition than an episode. We become prisoners of its cold and snow... Our white houses and steel-
and glass skyscrapers look bleak against the gray sky and snow, and most of them leak precious energy. Our landscape displays 
more dying elms than evergreens. 

Yet winter doesn’t have to be this way. No one can take the cold away but we can add color and cheer to our lifestyles, buildings, 
and natural surroundings, and conserve our energy as well. Our yards, neighbourhoods, and cities can be made more livable during 
the winter

… if we can’t beat winter, we must learn how to join it” 

(Rogers and Hanson, 1980, p 15-16)
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As designers, we have been comfortable with the 
notion that during the winter, most outdoor spaces 
become less-used and sometimes even hostile. 
Designers first think in terms of the best weather, 
that perfect summer day, for instance. However, 
if we are ever to design cities with usable outdoor 
winter spaces, we must first shake the idea that 
winter renders outdoor spaces unusable. In a city 
such as Winnipeg, where snow begins as early as 
October and stays well into April, the winter season 
is an unavoidable state, why not design for it? 
 
Through exploring cities by bicycle, I have noticed 
many of the nuances not always immediately 
observed. For instance, in Winnipeg, the river is 
often an afterthought outside of flood seasons. 
When cycling, we not only are aware of the 
presence of the river but also the sheer number 
of neighbourhoods it touches. This is, in large 
part, due to Winnipeg’s paths often leading to the 
river as well as following the river’s edge to other 
neighbourhoods and destinations in unbroken trails. 
Unfortunately, these pathways sometimes have 
limited access points, making it difficult to enter 
into the system and enjoy the corridor winding 
through the city. 
 
A major deterrent to cycling as a mode of 
transportation is the perceived safety of the 
infrastructure. This is especially true in winter as 

River City 
Movement
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the conditions of the shared spaces – mainly, 
streets – becomes more unpredictable. The 
ideal solution to this problem is to build 
cycling networks that feel safer to the user. 
As can be seen in later chapters through 
the chosen case studies, the separation of 
transportation modes, and giving priority 
to the more vulnerable users is critical in 
creating comfortable cycling scenarios. In 
the public realm, the most vulnerable are 
those not driving a motor vehicle such as 
cyclists, pedestrians, and transit users. What 
is striking about Winnipeg is that for four or 
more weeks of the year, a path exists which 
not only cuts right through the city but also 
does so uninterrupted and separate from the 
streets. This path is the frozen waterways of 
the Assiniboine and Red River. 
 
For several years, Winnipeg has been 
promoting the use of the frozen river as a 
piece of recreational infrastructure. However, 
with the southernmost end of the river trail 
landing within a kilometer of the new bus 
rapid transit-way, there lies potential to 
utilize this shifting landscape as a connector 
between areas of the city and provide safe 
passage to those users who crave that sense 
of safety that being off-road presents. This 
exploration of the topic of winter cities 
will begin with a literature review of urban 
cycling followed by accounts of immersing 
myself in a city known to be a ‘great cycle 
city,’ Malmö, Sweden, an opportunity 
achieved through my exchange study at the 

Swedish Agricultural University (January-
June 2017).
 
The perception of winter as a negative force 
is understood to be a cultural construct. Many 
internationally known cold climate cities, 
such as those found in Finland, do not hold 
the same level of loathing of winter as many 
southern Canadian cities do. The willingness 
to “suffer through” is robbing people of the 
possible experiences unique to a city such as 
Winnipeg. In what other cities can one move 
through the centre of the city uninterrupted 
by trains, bridges, or even stoplights? All 
while surrounded by trees and snow, an 
utterly blank canvas to inspire in the middle 
of the coldest, bleakest of months. While the 
extreme cold weather and high precipitation 
is a deterrent to using Winnipeg as a model 
for all-season cycling networks, the flat 
terrain and short shoulder seasons increase 
its value as a candidate. Further, given the 
extremes of Winnipeg’s winters, if it can 
work here, then there are only thin excuses 
not to seek opportunities in other cities.       
 
My goal with this practicum is not only to 
inspire people to seek out opportunities to 
ride their bikes during the winter but also to 
encourage people to want to be outside and 
when they are to enjoy the experience.

Fig 2. Hygge hut and winter cyclist, 2019
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Fig 3. Commuter on a snow bank, 2016
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1.0 Winter Cities
“Blame the early invention of the furnace for the lack of a truly northern 
architecture. Instead of designing buildings for winter, our forebears merely 
threw more logs on the fire. It wasn’t until 5,000 years later that the air 
conditioner was invented. So early southern architects had to be more 
resourceful than their boreal counterparts” 

(Rogers and Hanson, 1980, p 54).

A winter city, for this practicum, relies on the definition put forth by 
previous authors on the subject. In that regard, a winter city is one where 
the temperature does not rise above zero degrees Celsius for at least 
two consecutive months (Pressman, 1988). With this definition in mind, 
a majority of Canadian cities are classified as winter cities as well as 
some northern United States cities (in particular cities located inland), 
Chinese cities such as Harbin and many Russian cities also fall within this 
definition. It is common for these winter cities to be located around and 
north of the 45th parallel (Pressman, 1985, p 28). 
 
A significant percentage of Canadians live in a ‘Winter City.’ However, 
most of these city designs are similar to many - more southern - cities 
in the USA, despite the differing climates. From the streets, the plazas, 
parks, and everything in between, cities are built for summer enjoyment. 
Nevertheless, the climate cannot be considered a constant, especially 
with growing awareness and alarm regarding climate change. The current 
weather and climate norms are apt to change, and this leads to cities 
especially being increasingly at risk from weather events escalating 
in both frequency and intensity. One primary task a city can take on 
to address the effects of these changing pressures is to reduce the 
proportion of city resources spent on cars and car owners. At the same 
time, designers have the opportunity to lessen the amount of impervious 
surfacing through opening up streets and parking facilities for projects 
that reduce the strain of storms, flooding, heat waves and other events 

known to be destructive to cities and their citizens. Increasing the viability 
of public transportation and active transportation options to reduce 
car usage is one step towards change. However, the question remains, 
how can one design spaces to encourage people to use alternative 
transportation networks for both recreation and commuting during the 
winter months?
 
While it is essential to consider the climate in the design process, there 
is little discussion on the ideal climate for the designer. In Winnipeg, 
the argument too often seems to be that summer is too short and that 
the outdoors and winter are too extreme to enjoy. At the same time, the 
perception is that the coldest part of winter is not long enough to utilize 
the River Trail or other winter-centric projects. The first reaction to 
building a ‘Winter City,’ seen in many Canadian cities, is to extend the 
indoor space by using sky walks and tunnels. However, these alternative 
networks go against much of what we know to be true about streets and 
public space. Streets are the great equalizer, bringing everyone together 
as stewards of the space. Sky walks introduce a level of segregation often 
rooted in classism (Gehl, 1987, p. 100-102). The desire for these spaces 
is ultimately born from the desire to separate the pedestrian environment 
from the elements. While these serve the very temporary purpose of 
separating the pedestrian from the wind or other egregious elements, it 
also serves the more permanent transition of removing pedestrians from 
the street-level. Pressman and Gehl, among other contemporary urban 
designers, attribute this move to many issues regarding the liveliness 
of downtowns. Pressman cites direct links between the decline in 
retail establishments to this move by cities to separate people from the 
outdoors. In order to maintain a vibrant street life, that scenario must be 
just as enticing as the concourses (1995, p 145-148). A concourse or sky 
walk might be very useful at -50 degrees Celsius. However, the average 
January temperature is -23.9 degrees Celsius, which is a very different 
experience and a different design scenario (Climate Data, n.d.).
 
The literature on the subject of Winter Cities has been sparse and can be 
dated, with most of the work published in the 1980s. Two authors who 
have made a significant contribution to the literature are Michael Hough 
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cater to summer and secondly - if at all - to winter. 
 
Winnipeg is a city known for its cold but with a 
high number of sun hours during the winter months; 
design considerations can be made to expand on 
days that are ‘easy’ to enjoy. For the days with the 
most extreme temperatures, Winnipeg has already 
begun to explore the possibilities with projects such 
as the Warming Huts, Festival du Voyageur, The 
Red River Mutual Trail, Outdoor Skating Rinks, 
and the first-ever Crokicurl. These projects are 
meant to inspire people to remove themselves from 
their ordinary conception of winter and enjoy a 
cold day for once. What these projects barely touch 
on, however, is how to encourage people to enjoy 
winter in their everyday lives. For the answer to this 
question, several cities known to enjoy all seasons, 
especially by bike, should be studied and observed 
to find commonalities in the perception of winter 
and the design of their networks and everyday 
spaces. 

and Norman Pressman. Each of these designers is 
recognized and widely cited as an authority on the 
topic of Winter City Design. However, they still did 
most of their work pre-1990s. Despite the somewhat 
dated nature of their works, there are several design 
trends regarding Winter Cities that are evident in 
their research. 

As a component of this degree, and through the 
completion of course LARC7040: Landscape 
Topics, a literature review was completed on the 
works related to the topic of Winter Cities (See 
Appendix A). The conclusions of this paper were 
that:
 
1. Multi-modal design is essential to climate-
resilient cities. Everyone experiences more than 
one mode of transportation throughout their 
daily routine. Often part of this is as a pedestrian. 
Designing quality, all-season streets capable 
of pedestrian and cyclist movement will aid in 
achieving livable winter cities.
 
2. There are two main categories of city designs in 
a winter city. Winter cities designed for the winter 
months and Winter Cities designed for summer 
months. Designing first for the winter and then the 
summer will be beneficial in not only achieving all 
season environments but also avoiding the tendency 
to retreat from the cold and build protected indoor 
environments to substitute exteriors such as 
sidewalks and streets.
 
Designing a multi-modal city network that achieves 
usability throughout the winter should be the first 
task for designers. Usually, we find designs to first 
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Fig 4. River trail as the sun sets, 2018.
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Fig 5. Snow storm in march, 2018
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There is a need to change how we think 
about designing a winter city. Designing 
for summer often becomes about designing 
for the best day possible, and assuming that 
winter represents the worst day possible. 
Pressman suggests that designers are often 
in one of two mindsets regarding winter. 
The goal is either to protect humans from 
the elements fully or to do nothing to protect 
humans from the elements (1985, p. 15). If 
designers are to tackle the climate crisis and 
design more climate-resiliency into cities, 
the city should be identified as two distinct 
scenarios, the winter city and the summer 
city. 

Very little work exists on how to design for 
a winter climate. However, one of the most 
significant contributions in the literature 
is the work of the Livable Winter City 
Association (LWCA). The LWCA, founded 
by John Royle in the 1980s, sought to 
raise awareness and exposure on this issue 
(Pressman, 1985, p. 15-16). Unfortunately, 
with the discontinuation of this publication 

in 2005, the movement towards generating 
and sharing advancements in winter design 
was also lost. The problem of winter design 
became mainly an engineering solution to a 
design problem. 

Winter cities consist of different elements 
than their summer counterparts as the nodes 
and connections in the urban environment 
change with the weather and introduction of 
snow into the public realm. For instance, a 
pathway in the winter will change as barriers 
appear – or disappear – with the addition of 
snow piles and the loss of herbaceous matter. 
This phenomenon is observed on the site of 
the proposed practicum design. In summer, 
a path runs down the nearly vertical bank. In 
winter, the path is seen in the snow instead, 
and travels gradually down to the river edge, 
generating a more horizontal trail.
 
Pressman offers the solution to winter design 
as first focusing on the city at three primary 
levels, the macro, meso, and micro levels. 
The macro-level, in this case, is focused 
on designing mainly with connectivity 
and landmarks in mind, solving the central 
question of how people move and what 
motivates their movement. The meso level 
is more human scale and begins to address 

Winter Cities: Designed  
for Summer

how the built form affects the experience 
outside. These experiences can be addressed 
with solutions such as allocating spaces for 
wind and sun to either dissipate or gather, 
creating more desirable micro-climates. The 
micro-level is, even more, an issue of shelter 
and infrastructure. At this level, the concept 
of using planting to modify the immediate 
climate can be employed. The scale of the 
individual site element can significantly 
affect people’s connection to their 
surroundings, especially in winter (1985, p 
27-44). In a survey conducted by Pressman 
and Xenic Zepic (Metropolitan Toronto 
Planning Department, Policy Development 
Division), key common issues barring winter 
cities from being ‘livable’ were revealed as 
an absence of objects and spaces designed 
for the context of a colder, snowier climate. 
It was revealed that there was a desire 
to have safer routes with less distance/
time to destinations. As well, there was an 
interest in enhancements to the winter urban 
environments through lighting and aesthetic 
considerations (Pressman, 1987, p 58-59). 
Throughout his work, Pressman displayed 
that a few simple design choices would make 
the winter environment far less inhospitable. 
These include rethinking bus shelter designs, 
heated pavement, eliminating street curbs at 
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intersections, orienting open spaces to trap 
sun, developing positive attitudes, and using 
bold colours (Pressman, p 62-63).
 
Much of Pressman’s work focuses on the 
architect’s responsibility towards designing 
more climate-responsive cities. However, 
in his book, Northern Cityscape: Linking 
Design to Climate (1995), Pressman 
begins to draw links to urban designers 
and landscape architects. He illustrates the 
benefit to designing the outdoor spaces rather 
than designing the edges (buildings) only. 
When designing the outdoor space, serious 
consideration should be given to the sun and 
wind within the outdoor space and how to 
situate activities of public life for maximum 
human comfort. Pressman suggests that one 
such way to diffuse negative imagery of 

The Role of Cycling in Cold 
Climate Cities
In designing cities that can respond to 
increases in the intensity and frequency of 
weather events, a movement away from 
car-centric design models is critical. Not 
only is the industry around car manufacture 
damaging to the environment and producing 
emissions that affect the earth’s atmosphere, 
so too is the use of those vehicles. An 
investment in alternative modes of 
transportation is a critical component in 
making the switch from a car-oriented city to 
one which can boost more climate resilience. 
Often stated in opposition is the fact that 
some cities are not suited to year-round 
cycling and transit riding due to the average 
winter climate. However, that should not 
be the end of the discussion. In designing 
climate-sensitive cities, winter cities cannot 
be dismissed so readily.
 

The question for designers is how to 
encourage a change in the perception of 
winter. The designer must directly affect 
the options for commuters and recreational 
cyclists alike to show that winter does not 
have only to be for the extreme cyclists. With 
this in mind, the winter city must be designed 
for the broadest range of users, specifically 
the most vulnerable populations such as 
pedestrians and cyclists. Designers must 
switch their perception of winter from the 
setting of an extreme adventure to the setting 
of everyday activities. With this comes the 
desire to increase the perception of safety as 
well as comfort. Urban designer, Jan Gehl, 
reinforces that one of the most crucial aspects 
of a healthy urban environment is a safe one. 
Methods of dealing with increasing safety 
often comes down to providing appropriate 
solutions to improve “walking, biking, and 
waiting:” (2010, p. 91).

northern environments is to support carnivals 
and celebrations within the winter months, 
much like Winnipeg’s Festival du Voyageur. 
However, the question remains of how to 
bring that level of enthusiasm and activity to 
everyday experience.

“being a basic element of the natural 
environment, climate is one of the parameters 
of all architectural and urban design. The 
more extreme the climate is, the more 
necessary it becomes to respond to it” 

- Norman Pressman

(as cited in Culjat and Erskine, 1983; 
Gappert, p. 49).
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Fig 6. Biking through the first snow, 2016.
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Chapter 2.1
Malmö

In reviewing bike-friendly cities, 
Copenhagen is one of the first to emerge, 
whereas less international acclaim is given 
to its Swedish sister city across the Øresund 
Strait. The city of Malmö is devoted to 
creating a ‘people first’ city. That intention 
includes implementing several cycling 

initiatives. With up to 10,000 cyclists per 
day on the busier routes, this city has been 
acknowledged through the Copenhagenize 
Index of Bike Friendly Cities several years in 
a row (Copenhagenize Index, ‘Malmö’). 

 

Fig 7. View of the turning torso from Ribersborg, Malmö, 2017.
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The choice of Malmö as a case study city 
was initially due to the program between 
the University of Manitoba and the Swedish 
Agricultural Sciences University.  This 
program allowed me to visit and observe 
cycling provisions in Sweden and understand 
them in the context of transportation and 
local culture. This experience was valuable 
because there are several different ways 
of interacting with a city. Visiting and 
navigating through a day that includes tourist 
sites and meals out is vastly different from 
one with commutes and grocery shopping. 
This unique user experience, rather than 
being from a ‘visitor’ perspective, became 
key to observing the city. It soon became 
apparent though that Malmö was too mild 
to be considered an winter city. However, 
the population (approximately 300,000) and 
the size of Malmö were similar to Winnipeg. 
They also have similar flat topographies and 
industrial pasts. With this in mind, Malmö 
became the first case study for a bike-
friendly city with lessons to be learned and 
applied in Winnipeg. 
 
Malmö’s goal in recent decades has been 
to prioritize sustainability, and this has 
dramatically affected the treatment of 
roadways and transportation. Although 
not as well-known as the larger Swedish 
cities, Stockholm and Göthenburg, Malmö 
has shown more advocacy and support 
for cycling than either. In the summary 
of Malmö’s inclusion in the Copenhagen 
Index, the apt words, “Stockholm talks 
helmets – Malmö builds infrastructure.” 
(Copenhagenize Index, ‘Malmö’). The 
almost 500 kilometres of separated bike 

paths throughout the city facilitate 30% 
of total trips made by bicycle, the city 
officials have indeed made cycling safe and 
comfortable (Goodyear, 2013).
 
The commuting I did in Malmö was 
quite unlike what I was accustomed to in 
Winnipeg. For instance, I rode separated 
from traffic more often than not. When 
vehicles and bikes did cross, I was in 
the habit of slowing – or even stopping 
– to ensure that the way was safe. To my 
surprise, this was the hardest habit to shake 
as the cars instead stopped well out of the 
range of being unsafe and would let me 
pass if I was within a reasonable distance. 
These bike paths within the city were often 
grade-separated and then separated again 
from pedestrians, either through physical 
barriers or clear indicators. Outside the city 
was a different story. I lived in what could 
be considered a suburb, in an Eco-Village 
named Augustenborg, a neighbourhood 
that is closer to the ring road than to the 
center of the city – although neither was 
more than a leisurely bike ride away. I could 
cross to the waterfront on the other side of 
the city in 30 minutes. The bike paths in 
my neighbourhood, leading towards the 
edge of the city, were the ones I rode most 
often, these paths would take me to my 
university classes on campus in a small town 
approximately 10km past the Malmö city 
limits. The pathways that I rode there were 
more trail-like, winding through parks and 
industrial areas. Clearly, these pathways 
were better suited to getting people from one 
place to another rather than accommodating 
a wealth of users. The pathways forked or 

Fig 8. Trail through Alnarp, Sweden, 2017.
Fig 9. Rural roads and bike trails, Sweden, 2017.
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Fig 10 (opposite) Travel times in Malmö 

Fig 11 (right) Author’s transportation in Malmö,  2017.

occasionally intersected, leading to other 
major destinations, and once I departed the 
main path to the school, the route continued 
up to the next major town and beyond. 
 
Perhaps it was my temporary resident 
status that made this seem so, but often the 
directions I would follow would rely on 
landmarks. Of these landmarks, only a few 
were roadways. These would include small 
towns, parks, train stations, and significant 
buildings. Trips made within my day-to-
day life involved specific destinations. 
The grocery store, the park, the beach, or 

arrows and place names as well as distances. 
The network itself is separated into major 
types - the inner city bike paths, on-street and 
off-street, and the greenways, which bypass 
entire neighbourhoods, connecting towns and 
distant destinations. 

the university. Occasionally trips to the 
downtown core or the suburban shopping 
area for essentials or meetings with friends. 
These destinations defined a very particular 
section of the city for me, and I quickly 
became accustomed to the routes - often 
moving through large parks, industrial areas, 
or cemeteries as part of those trips.
 
The network in Malmö is well connected 
and can be navigated with ease if one has 
a destination in mind. The signage and 
wayfinding elements lead the user through 
the pathways and intersections with repeating 
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Malmö Conclusions

In instances of vehicle/bike conflict, such 
as intersections, the vehicle makes way for 
the bike. The bike paths are designated by 
either a curb or a rise in the ground plane. 
As well, the network changed depending 
on the area of the city. The effect that clear 
wayfinding had on my ability to navigate 
a strange network was abundantly clear in 
my experience. In any bike path system, 
whether or not the user is fluent in the native 
language, a clear signage system that not 
only confirms the route but also directs to 
destinations significantly lessens the stress on 
the user. 
 

Intersections were treated much differently 
in this network compared to North American 
examples. Conflicts with roads and rails were 
minimal as most of the paths outside of the 
inner city were separated from that system. 
Any time these would meet, cycle paths 
would go under or over to avoid needing to 
cross at street level. When street crossings 
were necessary, the path would continue with 
its own crossing, lights, and stop area so that 
the bikes were still not in the way of cars or 
pedestrians.
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Fig 12. Centralen (Central Station), Malmö, 2017.
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Chapter 2.2
Oulu

Oulu has been the subject of study for 
many Winnipeg-based bicycle enthusiasts. 
Anders Swanson of Winnipeg Trails has 
made the journey several times, bringing 
back to Winnipeg the knowledge of trail 
systems and their maintenance, and often 
including Finnish speakers in the annual 

Mode Shift conference. Jeffrey Pratt wrote 
his thesis on the lessons learned from Oulu 
while completing his City Planning degree 
at the University of Manitoba. The reason 
Oulu has so often become the subject of 
Winnipeggers’ attention is that the city, 
while smaller than Winnipeg, has a very 

Fig 13. Bike lane under train station, Oulu, Finland, 2017.
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five kilometers is too much for the winter 
cold” (Babin, 2014)
 
Paths downtown have built-in heated 
pavement, which allows for quick and easy 
removal of the snow. As of October 2017, 
Oulu has set out to maintain 15% of the 
network, 24 hours a day. This dedication 
shows a continued effort from the local 
government to prioritize cycling and 
pedestrian experiences and infrastructure 
(Macrae, 2017).

similar winter. Despite their weather, Oulu is 
considered by many as ‘The Winter Cycling 
City.’
 
A small city with a population of 190,000, 
Oulu has long been regarded as a winter 
cycling city in part due to its innovative 
winter maintenance plans. The city boasts 
one of the most extensive bicycling networks 
per inhabitant, a total of 613 kilometers, and 
as of 2009, a cycling modal split of 22% 
(Perälä, 2015).
 
Timo Perälä, Winter Cycling Federation 
founder, supports Oulu’s focus on winter 
cycling by stating, “People who stop 
cycling as the winter comes mention two 
obstacles—no safe infrastructure, no winter 
maintenance—as the most important barriers. 
Once there is no proper cycling infrastructure 
nor winter maintenance, cycling through the 
year becomes an extreme sport. By investing 
in winter maintenance, the number of winter 
cyclists has increased by 25% in Oulu” 
(Jaffe, 2016).  The winter cycling population 
in Oulu is approximately 33% of the summer 
cycling population (Perälä, 2015).

all this time to travel to Oulu and I ended up 
not seeing a single bike? My worries soon 
dissipated as I exited the train station and laid 
eyes on the first commuter of the morning, 
a haggard but average looking man on an 
ordinary-looking mountain bike, slowly 
making his way down the otherwise empty 
street.
 
In Oulu, specific bike routes are prioritized 
for cleaning in the event of snowfall. This 
ensures that the cycling population will not 
be met with uncertainty upon wakening, 
wondering if they will be able to make it to 
their destination. In addition to prioritizing 
clearing, the paths are not cleared in the 
same way as in many Canadian cities. 
Instead, snow is packed down and smoothed. 
Tom Babin, a Calgary journalist, had this 
to say about his personal experience and 
observations in Oulu, 

“This may seem counter-intuitive — snow is 
slippery, so it should be removed, right? But 
I was amazed at how well my bike coasted 
across the snow. Using a regular commuter 
bike with no special tires, not once did I feel 
like I was about to lose my balance. Yes, 
there were icy patches, but for the most part, 
the pathways are a dream for both cyclists 
and pedestrians. More than that, snow makes 
your ride soft, quiet, and pretty as a postcard. 
Until now, I hadn’t realized how ugly 
Calgary can get after a winter of that ugly 
slurry of brown mud and sand.” Babin goes 
on to say that within the city, shorter trips 
are more common, despite the longer trails 
available through the industrial areas. The 
general feeling seems to be that a trip over 

I arrived in Oulu, tired due to my fitful sleep 
in the train car,  observing a light dusting of 
snow through the window. As the sun rose 
and we neared the city, my heart grew heavy. 
It was Easter weekend, this must be a late 
snow – and it was deep for only a morning’s 
worth of precipitation. What if I had spent 

Oulu Experiences
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Chapter 2.3
Minneapolis

Minneapolis has a long history of being 
a city well suited to cyclists. This status 
is confirmed with numerous awards and 
accolades from various organizations. 
Minneapolis has maintained a bike-minded 
approach to urban design since the form of 
transportation was first popularized. The 

first dedicated cycle routes were built in 
1895 and many of the first main roads in 
the city continue to be bicycle routes to this 
day (Pflaum, 2011, p. 11-12). The ease with 
which the Minneapolis Park and Recreation 
Board (MPRB) was able to build a connected 
network within the city was in large part 

Fig 14. Minneapolis greenway trails, 2019
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due to the earlier work of Horace Cleveland 
in initiating a connected greenway system 
throughout the Minneapolis Metropolitan 
Region (Pflaum, 2011, p. 14). In Access 
Minneapolis’ 2011 Minneapolis Bicycle 
Master Plan, a historical account of the path 
system illustrates that these pathways within 
Cleveland’s greenway system, while useful 
in connecting the city, were mainly serving 
the recreational rider base. A need was seen 
to focus on both the commuter and the 
recreational cyclist as having two different 
sets of needs (Pflaum, 2011, p. 15).
 
The Minneapolis City Council, Mayor, 
and MPRB approved a plan in 2001 which 
outlined criteria for the addition of future 
bike paths into the system. These criteria 
emphasized the importance of easy access 
throughout the city by dictating the ideal 
spacing between paths. As well, the criteria 
outlined several features that bike paths must 
attempt to satisfy, at least in part, such as 
access to transit hubs and closing gaps within 
the existing bike path system. Improving 
safety and access to destinations such as 
institutions, green space, and commercial 
areas, were also highlighted (Pflaum, 2011, p. 
39). As of 2011, the network was categorized 
by Access Minneapolis into an inventory of 
nine unique bike path types (Pflaum, 2011, p. 
81-83). 
 
In the Minneapolis Bicycle Master 
Plan (Access Minneapolis, 2011), the 
importance of removing barriers to those 
not currently cycling was addressed as an 
area of importance. In order to improve 
cycling conditions within the city, key 

issues were identified that would need to be 
solved in the design of new infrastructure 
projects. These barriers include the physical 
(railroads, rivers, roadways, bridges) and 
the perception of safety as well as weather 
and issues of convenience (Pflaum, 2011, 
p 62). Barriers due to proximity also exist 
as Hirsh concludes, “proximity to off-
road infrastructure and travel patterns are 
relevant to increased bicycle commuting. 
Bicycle facilities, especially off-road trails 
that connect a city’s population and its 
employment centers, [are] likely to lead 
to increases in commuting by bicycle” 
(Hirsh, 2017, p 1). As well, since distance 
and weather become issues for cyclists, 
the addition of modal connections and 
allowing seamless integration between public 
transportation and the bicycle path system 
is vital to encourage a greater volume of use 
(Pflaum, 2011, p 94). 
 
Through the creation of the 1997 Hennepin 
County Bicycle Transportation plan, three 
main corridors were identified to aid 
cohesiveness in future planning. These had 
different contexts depending on the area 
(urban, suburb, and rural roads) and were 
summarized as the primary, secondary, 
and independent trails. These classification 
definitions ranged from the mixed-commuter/
recreational focus to full recreational focus 
(Pflaum, 2011, p 31). 
 
As stated previously, weather and 
convenience can become convincing barriers 
to cycling all year round. Nevertheless, 
Minneapolis does have a larger than average 
winter cycling population, despite its cold-

Fig 15. Minneapolis trail signage, 2018
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Fig 16. Midtown Greenway, Minneapolis, 2018
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climate status. Many of the city’s paths are 
cleared and maintained throughout the winter 
(Pflaum, 2011, p 67).
 
One significant component of the 
Minneapolis bicycle network is the Midtown 
Greenway. This project bears mention in part 
due to its similarity to Winnipeg’s frozen 
river. The greenway utilizes a disused rail 
line, recessed into the ground. This protected 
path system runs straight through the city, 
predominantly separated from the roadways 
and other infrastructure while still connecting 
significant areas of the city. The Midtown 
Greenway Planning and Design project was 

a collaboration between organizations such 
as SRF consulting group, Close Landscape 
Architecture, and Midtown Community 
Works Partnership. Stretching 5.5 miles 
(8.85 kilometers) in the Midwest region of 
Minneapolis, this greenway serves to connect 
at least eleven neighbourhoods and acts as a 
primary bike thoroughfare (SRF Consulting, 
n.d.). 
 
In The Winter City Book: A Survival Guide 
for the Frost Belt (1980), Rogers and 
Hanson suggest several ideas about what 
makes a winter city “great” and, more 
importantly, what makes it “terrible.” 

Focusing on Minneapolis and their own 
experiences, the importance of snow clearing 
and maintenance, as well as aesthetics, 
are apparent. In addition to these, general 
knowledge is pointed out as being important. 
Education in such matters as what to wear 
can significantly change how comfortable 
people can be while outside. Most important, 
though, is the motivation to enjoy the season. 
Encouraging people to get out and move is 
as essential as designing the possibility and if 
that encouragement can be achieved through 
the design, even better.

Fig 17. Separated cyclist and pedestrian crossings, 2018.
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Typology of  
Cycling Facilities
One significant difference between each of these three case studies and 
Canadian winter cities is the collective mentality about weather and 
winter.  In Malmö, the appreciation for the sun’s warmth goes beyond the 
temperature outside. In spring, students line up outside, pressed against 
the courtyard wall, faces turned to the sun to sit and eat lunch despite 
the chill in the air. Perhaps this has led to the general understanding and 
willingness to allow for planning and design, which permits a richness of 
winter lifestyles.

However, there are design elements present in each of the cities which 
encourage the natural use of their cycling networks. Wayfinding 
and communication affected the usability of each network greatly. 
Malmö excels beyond many others as a cycling city in this respect, 
signage communicating distance or time to essential destinations 
such as neighbourhoods or train stations. The signage serves to easily 
communicate directions and help users orient themselves within the city, 
even if they are not native Swedish speakers. Ideally, these elements 
should help users navigate to locations within five or ten minute walking 
distances and be graphically clear and sized to allow for easy readability 
(Global Street Design Guide, 2010, p. 91). Within this type of cycling 
facility is also the idea of a destination-based network. In each of these 
cities, the network – especially the more regional pathways – provided 
access to major institutions such as hospitals and universities and also as 
connectors into other modes of transportation. Along with the bike paths 
themselves, nodes can be identified where the system crosses with train 
lines and bus routes. Each city also designs their paths in the context of 
the density of the nearby areas. These design considerations affect the 
relationship with the roadway, the width of the path, and the surface type. 

Secondary to a destination-based network is the concept of designing for 
two types of cyclists, the commuter and the recreational cyclist. Each 
has its own barriers and incentives and, as we will see in the following 
chapter, can be even further categorized into winter and summer riders. 
So, when designing future networks and facilities, all four of these types 
of cyclists must be considered. 
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Fig 18. The four categories of cyclists by E. Sinclair, 2018, Private Collection. 
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Fig 19. Destinations signage, 2017. Fig 20. Symbols on the path, 2017. Fig 21. Travel times on trail signage, 2017.

Communication

Fig 22. Inner city bike paths, 2017. Fig 23. Suburban bike paths, 2017. Fig 24. Park corridor, 2017.

Density Context
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Minneapolis Activity

What this map comparison shows between 
the summer cycling activity and the winter 
activity in Minneapolis is stark. In the winter, 
there is a deliberate movement away from the 
road network. Instead, activity is intensified 
around the lake path systems and the river 
trails through the city. This is likely in large 
part to the absence of vehicular traffic and the 
prevalence of 24 hour lighting along many of 
these pathways (Meet Minneapolis: City by 
Nature).

Initially, the difference between a winter 
cycling city and a summer cycling city was 
observed through a fitness app called Strava. 
This app generates heat maps of activity in 
each city through user-inputted data. These 
maps showed the density of activity in both 
summer and winter. This tool proved useful 
in ascertaining which routes were used in 
all seasons and which routes were used less 
as the weather changed. Many of the routes 
shown to be preferred in winter confirm 
the assumption that providing low-stress 
routes and direct connectors help users feel 
safer within cycling networks (Global Street 
Design Guide, 2010, p. 94). 

Summer Cycling >>

Heat Map Analysis
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Fig 25 (Above) Strava, Heat map showing density of Minneapolis winter cyclist activity, 2017. 
Retrieved from https://www.strava.com/heatmap#10.30/-93.33254/44.99951/hot/winter.
Fig 26 (Left) Strava, Heat map showing density of Minneapolis cyclist activity,  2017. Retrieved from 
https://www.strava.com/heatmap#10.30/-93.33254/44.99951/hot/ride.

Winter Activity ^̂



34 | River City

Oulu Activity

As the season changes in Oulu, more use of 
regional trails is seen to emerge. With Oulu’s 
clearing policies and priority trails, the city 
has some control over which of these trails 
have intensified use throughout the winter 
months. Mauri Myllyäs, a planner for the 
city of Oulu, identifies one aspect of a good 
winter network as separated and protected 
bike paths. Myllyäs states, “What good is 
relying on a painted bike lane in a white-
covered world? The wisdom of protected 
bike lanes becomes obvious” (Swanson, 
2016).

The pathways which show the greatest 
winter use in and around Oulu are the paths 
in-between towns. This would suggest that 
winter trips are most often done on the more 
rural trails.

Summer Cycling >>



River City | 35

Fig 27. (Above) Strava, Heat map showing density of Oulu winter activity, 2017. 
Retrieved from https://www.strava.com/heatmap#10.67/25.37336/65.03949/hot/winter.
Fig 28. (Left) Strava, Heat map showing density of Oulu cyclist activity, 2017. 
Retrieved from https://www.strava.com/heatmap#10.67/25.37336/65.03949/hot/ride.

Winter Activity ^̂

,
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Malmö Activity

In summer, Malmö is a bike haven, pathways 
crisscross over the city as seen in the image 
adjacent, without the clear hierarchy that 
is demonstrated in the North American 
examples. The paths are heavily influenced 
by the streets themselves, and there are less 
meandering pathways through parks and 
along water bodies. 

In Malmö’s winter, usage becomes 
concentrated on Ribersborg - the beach park 
pathway - and a loop to the southern end of 
the city connecting two major parks. Like 
the other examples in Oulu and Minneapolis, 
there is a clear draw towards less urban 
landscapes and, in particular, water bodies.

Summer Cycling >>
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Fig 29. (Above) Strava, Heat map showing density of Oulu winter cyclist activity, 2017. 
Retrieved from https://www.strava.com/heatmap#12.00/12.99465/55.58633/hot/winter.
Fig 30. (Left) Strava, Heat map showing density of Oulu cyclist activity, 2017. Retrieved from 
https://www.strava.com/heatmap#12.00/12.99465/55.58633/hot/ride.

Winter Activity ^̂
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Fig 31. (Above) Strava, Heat map showing density of Winnipeg winter cyclist activity, 2017. 
Retrieved from https://www.strava.com/heatmap#10.78/-97.15228/49.85396/hot/winter.
Fig 32. (Left) Strava, Heat map showing density of Winnipeg cyclist activity, 2017. Retrieved 
from https://www.strava.com/heatmap#10.78/-97.15228/49.85396/hot/ride
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Winnipeg Activity

In winter, Winnipeg’s cycling activity 
is oriented to the river. The presence of 
this spine through the city offers a strong 
connector between several neighbourhoods 
and destinations in the city. This same spine 
already exhibits many of the characteristics 
of a suburban pathway seen in the case study 
cities. Since Winnipeg’s neighbourhoods 
can all be classified as suburban in density, 
this type of pathway should be prioritized 
if creating a properly connected city-wide 
network. 
 
With a strong parkway system running along 
the rivers, the river-centric trail and the paths 
leading to it, could be used in both summer 
and winter. Most of the city is within 3 
kilometres (a 10-minute bike ride, assuming 
no barriers) of one of these river paths. The 
question that remains, however, is how riders 
are expected to approach these pathways and 
access the river?
 
When discussing winter strategies and aiming 
to promote winter cycling, the rivers can 
connect the city even further and add a spine 
to the network, which does not yet exist. 
Tying this spine into the existing pathways 
could help increase network connectivity and 
allow a heavier use of the off-road cycling 
system.
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3.0
Winnipeg
Several studies on bicycle facilities in Winnipeg have been conducted 
over the years by various groups. One such study, titled Winnipeg’s 
Bicycle Route Study, was conducted by the City of Winnipeg in light of 
an apparent increase in the popularity of the mode of travel within the city 
(Winnipeg’s Bicycle Route Study, 1973, p. 1). The result of this report 
were the following recommendations:
 
1) A system of bicycle routes be developed in Winnipeg consisting of:
           a) Bicycle Paths - ribbons of pavement designed explicitly for  
 bicycles located in areas where it is possible to prohibit motor  
 vehicle traffic, and
           b) Bikeways - suggested cycling routes, utilizing existing vehicular  
  roadways (preferably minor streets) where cyclists would share  
  the roadway with other types of traffic.
 
2) In the immediate future, bicycle routes are constructed mainly for 
recreational purposes, although their use for other purposes such as 
commuting to and from work may be attractive to some cyclists. 
 
3) A network of bicycle routes should be adopted in principle as a guide 
for future planning purposes.
 
As well as the above,  the suggestion is that any future plans be created 
through collaboration with community committees, local cycling 

associations, and the Manitoba Association of Landscape Architects 
(MALA) (Winnipeg’s Bicycle Route Study, 1973, p. 1-4). According 
to this study, “bicycle routes should encourage recreational uses due to 
the observational evidence, which suggests that motorists have trouble 
discerning cyclists in the network and so create unsafe conditions. 
These recreational networks were proposed to originate from residential 
neighborhoods and connect to shopping areas, recreational areas, 
and schools while showcasing the few instances of elevations within 
Winnipeg whenever possible - to provide interest and variety” (1973, p. 
6). This study also covers the feasibility of the network use throughout 
the colder months. Findings showed that if the paths were not going to be 
used for the cycling population, then at least other forms of activity can 
take place on the recreational network such as cross-country skiing and 
snowshoeing (1973, p. 26). The river trail can be seen to be doing this, 
as snowshoeing, skiing, and skating all take place along the same path 
as the walking and cycling route. Also, it reverses the idea of winter as a 
recreation route on a summer commuter route. With the river, commuting 
activities take place near the downtown node of the Forks in the winter, 
while in summer, the river acts mainly as a recreational boating area. 
 
An additional study was conducted by Koroluk & Nelson (1981), which 
reinforced these recommendations as crucial components of the plan for 
the future Winnipeg cycling network. The 1981 study further identified 
the desire for ‘imageable environments’ and the creation of pathway 
systems for both commuters and recreational users. In order to do so, the 
designers must ensure that imageability is within the scope of the design 
(Koroluk & Nelson, 1981). Furthermore, in 1993, a more in-depth report 
was released on the topic of cycling in Winnipeg. This report generated 
by Marr Consulting and Communications utilized surveys to provide 
the base information to make an informed decision on what would be 
relevant to the future planning of bicycle facilities in the city. The findings 
were different from the original assumptions of the City reports in that 
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Fig 33. Winter cyclist on the Red River mutual trail, 2019.
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the desire was for safer and more accessible 
commuter routes rather than focusing 
primarily on recreational routes (Marr 
Consulting and Communications, 1993, p. 
2). Findings from the user study showed 
that respondents with casual or non-existent 
bike usage would cite safety as their greatest 
deterrent to cycling for recreational and 
commuter purposes. Those who made more 
frequent trips by bicycle were more likely 
to cite the weather as their major deterrent 
(Marr Consulting and Communications, 
1993, p. 28-30). 
 
Winnipeg’s existing bike infrastructure 
could be identified as an amalgamation of 
several different plans, both from the City 
and from individuals. The bike route signs 
within the city have an interesting history 
in that it is rumored that their placement 
was never intended to mark bike routes and 
was intended to be event infrastructure. 
Perhaps this is evidenced by the fact that 
they do little actually to guide or educate 
people riding on the trails and instead only 
confirm the presence of a bike lane. As the 
network is planned around these, designers 
must also begin to take into consideration the 
destinations people wish to bike.
 
The state of cycling in Winnipeg has 
changed dramatically over the last few 
years. The most recent cycling maps (2018), 

Winnipeg: a Cycling City

demonstrated the main desire as being for 
future bike paths to connect the existing 
pathways and create a more cohesive 
(connected) network.

When the river is frozen, it offers a 
streamlined connector between Winnipeg 
neighbourhoods. Its separation from the 
roadway generates the feeling of safety often 
cited as missing from the current network. As 
well, its width and seclusion lend well to the 
contextual pathway, proven by comparison 
to bike-friendly cities to fit Winnipeg’s 
suburban-like density. 
 
While the river is a potentially useful 
connector within the city, there is an issue 
of access. Within the winter months, the 
access points can be clearly determined by 
desire lines appearing in the snow. However, 
without the reliable planned entrances onto 
the river, several informal access locations 
emerge. There are two potential issues 
immediately evident in the informal nature of 
these access points. 
 
1) The riverbanks within the city are not 
always public property, and therefore, access 
can be an act of trespass. However, the nature 
of ownership is not always immediately 

apparent from the river.  
 
2) The riverbanks are a valuable and 
extremely delicate ecosystem (the 
Riverbottom forest). The ordinary stresses 
of an urban environment act on these 
ecosystems, reducing their ability to provide 
flood management and bank stabilization. 
The movement of human traffic through the 
winter months pushes this system’s health 
into further decline.
 
Aside from the Forks, access is mainly 
informal despite the river trail being known 
to reach as far as the point of Churchill 
Drive Park and run, at its longest, up to 10 
kilometres. Opening the river to access on 
both ends (and even more along the route) 
would allow for additional commuting 
options. Assuming an average pace of 2-5 
miles per hour, a skater could make the 
trip between Churchill Drive Park and 
the downtown in 1-2 hours, a cyclist on 
the frozen river could make the trip in 
approximately 30 minutes.
 
As seen in the chart opposite (K. Pauls, 
personal communication, March 1, 2019), the 
trail has been recorded as being accessible 
8-20% of the year, since 2008. The record for 
the duration was set in 2019, with 76 days 
spanning from December 27th to March 12th. 
That range equates to nearly eleven weeks.

The River as a Connector
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River Trail Seasons 2008-2019
Fig 34. River trail seasons (Data retrieved from K. Pauls, personal communication, March 1, 2019)

December January February March April May June July August September October November
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Fig 35. River Trail Access
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1 2

3 4

Fig 36. West Broadway, Spence Street access, 2018. Fig 37. Legislative building access, 2018.

Fig 38. Churchill Drive Park East, 2018. Fig 39. Churchill Drive Park West, 2018
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Fig 40. Red River mutual trail, 2019.
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crossing points (TMP, p 9-26). The 2011 TMP 
focuses on cycling as the most energy efficient 
mode of transportation and establishes that 
many of the daily trips made in Winnipeg can be 
accomplished by bike. The plan also lists the main 
comments about cycling in Winnipeg to be in regard 
to safety, connections, and facilities at destinations 
for cyclists (TMP, p 44). 

Winnipeg’s Pedestrian and Cycling Plan sets the 
groundwork for the future of active transportation 
in the city. The benefits outlined in this plan could 
affect economics, environmental health, and 
personal safety as well as provide societal benefits 
(Urban Systems, p 27-31).

A telephone survey revealed that the type of cyclists 
in Winnipeg range from those who regularly 
commute to people who prefer to ride on calmer 
routes and primary recreational (Urban Systems, p 
44). Many of the survey participants who stated that 
they did not walk or cycle also stated that they are 
interested but have worries such as safety (Urban 
Systems, p 45-49).

The inspiration for this practicum was heavily 
influenced by the experience of cycling in Winnipeg 
and recognizing the deficiencies in the network. 
Throughout the completion of this practicum there 
was a very clear movement within the city towards 
a more thoughtful cycle network design. 

Two documents which have heavily influenced 
the most recent upgrades to Winnipeg’s cycling 
infrastructure are the 2015 Pedestrian Cycle Study 
and the 2011 Transportation Master Plan (TMP). 
The TMP focuses on creating more ‘complete 
streets’ models throughout the city. Not only does 
this document advocate for the inclusion of safer, 
more sustainable, and healthier transportation 
options but it also notes the barriers presented by 
the rivers and rails which run through the cities. 
Along with these barriers TMP illustrates the 
conflict that arises through the presence of limited 

The Future of Winnipeg’s 
Cycling Networks
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The River Trail

When designing bike paths in a suburban 
context, the pathways most used when 
separated from the road. Seen in the rural 
paths of Oulu and Malmö as well as the 
spine networks of Minneapolis, this same 
argument can be applied to Winnipeg. With 
the new major construction of the Southwest 
Rapid Transitway and the related Active 
Transportation corridor, Winnipeg is well 
on the way towards having a robust and 
connected network based on the suburban 
greenways throughout the city. 
 
However, the issue of access down to the 
river, as discussed earlier, remains a problem. 
Approaches to the river are either temporary 
or non-existent outside of the Forks area. 
Without clear access points on either end and 
throughout the trail, there is still a need for 
improvement if the river trail is to become 
an essential piece of winter infrastructure. 
As illustrated in the adjacent images (Fig 
42 and 43), the river bank has a tendency to 
be steep enough that the accessibility of the 
frozen river is restricted to the areas where an 
entrance is planned (such as the Forks). 

Fig 41. B. Ellen. Approach from Spence Street to river, 2019.



River City | 49

Fig 42. River bank on Spence Street, 2018
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4.0
Churchill Drive Park
Choosing a site located within the existing network of each transportation 
type (bus, bike, car, skating) is vital in creating the first of, hopefully, 
many multi-modal nodes. The approach to the river and the resulting 
connection to other pieces of infrastructure nearby is vital to the 
functionality of this node. For the commuter using the system, these 
nodes act as stations in providing essential amenities to the user. In the 
traditional sense, a station is a place to meet and often is used as a place 
of transition. 

Churchill Drive Park, when it was first built, was planned as a significant 
entrance into the bike network, specifically the Assiniboine Parkway 
(Marr Consulting & Communications, 1993, p 9-10). With connections 
to the south and down to Osbourne Street, this pathway offers a strong 
connection within the network. However, over time, this node became an 
afterthought, sitting on the end of a quiet residential street and clumsily 
transitioning users from the forested riverside path through unmarked 
shared streets and on to highways and busy intersections. 
 
The pathway along the riverbank beside Churchill Drive offers potential 
links to both the commuter and recreational cycling routes. Connections 
such as these were identified as a major desire of survey respondents 
as part of the 1993 Bicycle Facilities Study (Marr Consulting & 
Communications, 1993, p 9-10). 
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Winnipeg Riverbank
Parkway System
The Parkway System consists of

both paths and roadways. Cars,

cyclists, in-line skaters and

pedestrians all share portions

of it. Please stay alert, use

common sense and respect others.
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2
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4

5

6

1 North Winnipeg Parkway

2 Kildonan Parkway

3 North Assiniboine Parkway

4 South Assiniboine Parkway

5 Boni-Vital Parkway

6 South Winnipeg Parkway
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Legend

South Winnipeg Trail Surfaces

       Sidewalk or Street

       Asphalt Path

       Granular Path

       Grass Path

       Future Path
 

Other Elements

       Park | Open Space

       Distance from The Forks

       Trail Condition Caution

       Trailhead

       Other Parkways

       Other City Trails

2 km

N0 1 1.5 km.5

Fig 43 Winnipeg Trails Association. n.d. South Winnipeg Parkway. Retrieved from 
http://www.winnipegtrails.ca/wp-content/uploads/SouthWpgParkway.jpg.
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Fig 44. Churchill Drive threshold, 2019.
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1
2

4
3

MULTI USE PATH

BIKE NETWORK (2016)

ROAD

PARKS AND OPEN SPACE

NATURAL SPACE

WINTER ACTIVITY (STRAVA)

Fig 45. Bike Routes Around Jubilee

250M
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1 2

3 4

Fig 46. Winter trail with drop off to river, 2019. Fig 47. Winter trail, Churchill Drive, 2019.

Fig 48. Churchill Drive east, 2019. Fig 49. Churchill Drive west, 2019
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1000m

1

2

BUS RAPID TRANSIT STATION 
(PROPOSED)

BUS RAPID TRANSIT STATION 
(EXISTING)

The proposed design bridges the gap between 
the winter river trail and the rest of the 
network. The intention is to enhance the 
winter experience, encourage more people 
to utilize their outdoor environment, provide 
better systems for those who do commute, 
and to support healthier river banks.

Churchill Drive Park terminates within one 
kilometer of the Bus Rapid Transit Station 
at Jubilee and the proposed Parker Lands 
Station, as well as the accompanying active 
transportation trail. Situated within a short 
distance of Jubilee Underpass and Pembina 
Highway, the location of Churchill Drive 
Park provides potential access to many active 
trails moving to far-flung points of the city 
with eventual destinations such as the Forks 
and the University of Manitoba located 
within those networks.
 
What this space suffers from is lack of 
coherent signage, a poorly designed threshold 
between trail and road, a lack of pedestrian 
space, and a nearly blind corner, which 
further exacerbates each of these problems. 

A Node within the Network
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1000m

3 4

BUS RAPID TRANSIT STATION 
(EXISTING) CHURCHILL DRIVE /

COCKBURN STREET S. 
CHURCHILL DRIVE /

OSBORNE STREET 

Fig 50. Jubilee area access points
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Park Theatre

Bridge Drive In

Sobeys

Pembina Highway

Jubilee Street

Fig 51. Amenities in surrounding neighbourhood
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1.00 km 
1.25 km (5 minute by bike)
2.50 km (10 minute by bike)

Park Theatre

Jubilee Street

Retaining the principles of winter urban design, this ill-fitting node 
in the network has the potential to satisfy the need for an integration 
of previously conceived trail networks with the newer BRT network. 
Doing this could highlight the value of a node prioritizing access to 
the winter network along the river and provide a potential case study 
in the communication of assets to both drivers and trail users through 
signage and wayfinding elements. With more connections to grocery 
stores, shopping streets, entertainment, and residential neighbourhoods, 
Churchill Drive Park could reduce many of the concerns about safety on 
main roads such as Osborne, Jubilee, and Pembina Highway.
 
Churchill Drive Park runs along the Red River from west to east along a 
downhill slope from Churchill Drive to Osborne Street. This orientation 
produces several vistas towards the river along the path. Increasing 
the length of the river trail could provide even more access points to 
Churchill Drive Park and permeate the nearby neighbourhoods even 
further, allowing greater access to the additional transit and recreation 
options.
 
The connection to Churchill Drive has long been an important one to 
maintain in the network plans. However, the trail is unpaved and unlit, 
reducing the likelihood of it being useful for more than daytime recreation 
rides.
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Winter at Churchill Drive

Summer at Churchill Drive

Fig 52. Churchill Drive at Cockburn St. S., winter, 2019

Fig 53. Churchill Drive at Cockburn St. S., summer, 2018

In the winter, this site has conflicting characteristics. 
The presence of a cleared path can be found shortly 
after a snowfall, but the entrance does not allow 
for the machinery to access the path, forcing the 
maintenance crew to create an additional path over 
the grass. As such, the actual entrance to the path 
cannot be adequately cleared, and the pathway 
entrance is sometimes left with a build-up of snow.

Summer at Churchill Drive West demonstrates the 
tendency of people to gravitate towards the water’s 
edge, with a small path cutting through the grass 
and herbaceous plants on the river bank. The ever-
present sight of fishers, joggers, dog walkers, and 
other site visitors - as well as the activity on the 
river itself - showcases the many uses the site has as 
a node and is a significant component of the active 
transportation system within the city. 
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Fig 54. Path heading east, cleared after snowfall
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Fig 55. Boating on the red, 2018 Fig 56. Bridget carrying her bike, 2018 Fig 57. River’s edge, 2018
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Fig 58. Desire lines revealed in the snow, 2019 
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5.0
Site Design
As has been noted, the river provides excellent paths for efficient 
movement in the winter but there are few opportunities for access to it. 
The park located at Churchill Drive and Cockburn Street South is not 
only within easy reach of the end of the river trail; it also has connections 
to Bus Rapid Transit stations. This context makes the area a convenient 
node within the winter cycling network. 
 
Churchill Drive Park is an essential landmark in the pathway system. The 
presence of ice fishing and small skating rinks on the ice in the winter, 
and activities such as boating and fishing in the summer demonstrate 
how often it is used. With the park acting as the trailhead to the South 
Winnipeg Parkway along with the nearby forest restoration site, there is a 
clear need for an intentional site design that engages with all users, in all 
seasons.

Fig 59. View from site facing east, summer, 2018
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Fig 60 View from site facing east, winter, 2018
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TWO WAY PATH

VIEWING 
PLATFORM

GABION WALL

PLAZA/SNOW 
STORAGE

FIX-IT

FOREST 
RESTORATION

PUMP HOUSE

CHURCHILL DRIVE

MEADOW 
PLANTS
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0 5 20m

FOREST 
RESTORATION

RED RIVER WINTER SNOW 
RAMP

RIPRAP

Fig 61. Plan view, site proposal

Two Way Path

Fix-It

All pathways on the site shall be wide enough 
to accommodate two directional traffic for both 
cyclists and pedestrians.

A fix-it station allows people to change flat tires 
and attend to other common issues without greatly 
affecting their commute. Bike racks nearby allow 
for space to lock up bicycles. 

Gabion Wall
A gabion wall supports the pathway and protects 
from flooding and erosion. Railing shall be installed 
where the bank drops off too steep.

Plaza/Snow Storage
Plaza surface comprised of grasscrete pavers. 
During the winter snow is stored here to avoid piles 
on the path of travel and accommodate spring melt.

Meadow and Forest Restoration
Plantings along the pathway and roads are 
comprised of species known to grow in the area.  

Viewing Platform
The viewpoint allows people passing by to enjoy 
the view down to the river in any season. 
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Maintaining an unbroken path from Jubilee, through the site and into 
the forest or onto the river is critical to ensuring that this node operates 
effectively as a transportation hub. The placing of these pathways, path 
edges, planting, and other site elements should prevent unintended 
movement through the forest restoration area and the creation of random 
trails in the winter. This is important because the herbaceous layer does 
not present the same barrier in winter - when it is dormant -  as it does in 

the summer. All pathways should be wide enough to allow the passage of 
two-way traffic - both pedestrian and cyclist.

The ramp down to the river requires a slope of 8% to be comfortable for 
the passage of not only cyclists but users in wheel-chairs and other self-
propelled or wheeled vehicles. The ramp becomes a lengthy approach 
down to the river. As a result, ample time is allowed for users to enjoy 

Strategy: Ramp as Route to River
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Fig 63. North elevation, from Red River

the descent. Gabions support the ramp on the riverside, allowing for a 
more abrupt drop from the edge of the wall to the river. The viewpoints 
allow people to observe the river from a position not often available. 
The alignment of the ramp and gabion wall is designed to respond to the 
northward flow of the river, reducing their vulnerability to ice and high 
water levels in the spring melt. With fluctuating flood and ice levels, the 
height of the water is determined by factors that are not immediately 

measurable. In order to accommodate this, the final approach down to 
the river must be flexible. Utilizing the material at hand - snow - to build 
this ramp each year, provides the flexibility needed but also allows for 
opportunities for artists and designers to provide more visual interest to 
the frozen river through sculpture as, the design of the ramp may change 
each year. 
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Fig 64. Approach from Jubilee 
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Fig 65. Approach from the river
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Strategy: Snow as Material

One under-realized aspect of winter in 
Winnipeg is the use of snow as a temporary 
building material. Often the presence of 
snowbanks prevents passage through bike 
lanes, sidewalks, and sometimes but not 
often roadways. The potential of snow as 
a sculptural material is demonstrated in 
festivals - such as Festival de Voyageur, 
where ice and snow carving contests are 
staged - but not as everyday features. Yearly 
fluctuations in the ice level can be easily 
accommodated using a malleable material 
such as the snow. As well, possibilities arise 
then to incorporate artistic elements through 
the ice and snow on and around the ramp.  
 
As the ice freezes and becomes safe to walk 
on, snow shall be moved to the base of the 

concrete block, forming a pile of snow from 
the top of the block out to a point on the ice. 
This point will be determined once the height 
of the top of the ice is able to be measured. 
This point will be far enough out on the ice 
to allow for the ramp to achieve an accessible 
slope to accommodate a wide range of users 
safely and easily. 

Traction can be achieved on the surface by 
a method often used in Finland to combat 
snowfalls that are too often to justify regular 
removals. There, gravel will be layered 
and compacted with snow on the surface to 
provide extra traction (Jaffe, 2016). As the 
weather warms up, the ramp will melt so 
removal is not needed. At that time, the ramp 
will require signs and barricades.
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Extent of the initial snow mound will 
account for both the height needed to 
match the top of the concrete block 
and the length needed to achieve an 
usable slope.  

The compacted snow ramp maintains a 
slope of 8% to allow for a more gentle 
approach down to the river.

Fig 66. Side profile of potential snow ramp

The concrete block will act as a 
threshold between the snow ramp and 
the all season ramp up to the plaza.

River bank
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Strategy: Planting as a Barrier 
Reinforcement 

The planting in this design plays a significant 
role in defining the public and private areas. 
With the pump house on site (see Figure 68), 
the road nearby, and the forest restoration 
areas, the need to control where people go is 
essential. To avoid unnecessary movement 
through the woods, the planting locations 
encourage people to stay on the pathways 
and other designated areas. Snow fencing 
will be placed following the initial planting 
to guide visitors until planting is sufficiently 
established.

Typically, a winter-centric design will 
incorporate coniferous and evergreen plants 
to invite as much colour and texture in 
the winter landscape as possible. With the 
riverbank location of the design, the goal was 
to incorporate existing tree and shrub species 
whenever possible. Riverbottom forests 
do not include many coniferous species, 
so the planting design includes the densest 
branching habits along with bright fall/winter 
branch colours whenever possible. Nearer 
to the roadway, Juniper and Mugo Pines are 
added to the palette. Though not typical to 
the area, these will be tested on site and the 
plant choice reviewed in two years. Fig 67. Section of viewing platform

Concrete piles to support 
viewing platform

133cm 180cm
626cm

90
cm

25
3c

m
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Deschampsia cespitosa
Hippophae rhamnoides
Juniperus sabina
Symphoriacpos occidentalis
Pinus mugo [trimmed hedge]
Cornus alba
Rhus glabra

31
4 
9 
17 
7 
12 
11

Fig 68. Planting plan
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Fig 70. River bank pathway
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Fig 71. West facing section 

The plant palette is heavily influenced by the 
Riverbottom forest plants that are noted as 
historically growing in the area.

Native vegetation is planted along the wall and 
pathway after initial construction to aid in bank 
stabilization efforts

400cm100cm
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Plants with branch architecture which lends to 
a strong presence in winter are chosen to help 
define the pathway limits in the snow. 

Hardy grasses and short shrubs are located in 
designated snow dump areas.

275cm 700cm
Churchill Drive

225cm
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Fig 72. Malmö Stad bike fix-it stations, 2017
Fig 73. Bike parking, Westergasfabrik, 2014

Strategy: Amenities for Cyclists 

One aspect of cycle commuting that is 
often overlooked is the services that cater to 
cyclists. From safe locking areas and showers 
at destinations, to rest areas, signage, and 
fixing stations, cyclist amenities are often 
overlooked. 

Nodes within a cycling network can provide 
several of these characteristics. They are 
natural stopping points within the network 
and are often characterized by an intersection 
of two or more pathways. The Churchill 
Drive Park node is not only a meeting 
between the river and the BRT route but also 
where the Churchill Drive pathway splits 
into several other paths. Namely, the shared-
use path along Jubilee, the surrounding 
neighbourhood paths, and the BRT active 
transportation route. 

Churchill Drive Park contains several areas 
located adjacent to the dominant pathway 
suitable to cyclists. Parking for short term - 
less secure locking options - is accompanied 
by a bench, a fixing station is located near the 
junction, ensuring maximum visibility, and 
the signage proposed is located at locations 
convenient to the passing cyclist. In front 
of the fix-it station, several metal bike racks 
provide options for more secure locking.  
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PATH SIGNAGE

BIKE PARKING 
INTEGRATED WITH 
SITE ELEMENTS

FIX-IT STATION

Fig 74 Plan view, bike facilities

BIKE RACK LOOPS
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Fig 76. Front elevation, bike bench

Fig 75. Plan view, bike bench
90mm180mm40mm
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Integrating cycling facilities with the 
proposed site elements allows opportunities 
beyond standard bike parking. In the bike 
bench concept, the parking is for temporary 
stays. The purpose of the bench becomes a 
gradient, utilized more for parking or seating, 
depending on the need. It is comprised of a 
concrete base for durability and wood seating 
surface for all-season comfort. The width of 
slots for bike wheels range from a typical tire 
to the wider fat bike tires.

The temporary stay fulfills only the need to 
rest a bike standing up. Typically, the rider 
will not move far away from the location. For 
those who do require a more long term secure 
solution, bike rack loops are installed near 
the fix-it station. 

Fig 77. Side elevation, bike bench

440mm
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Fig 78. Final site design
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6.0
Next Steps
The goal of this practicum was to explore common arguments against 
winter cycling and, using lessons from internationally recognized bike-
friendly cities, debunk many of the myths. Through that exercise, the 
importance of a separate, dedicated cycleway was seen as a needed 
addition to a city with Winnipeg’s population density. As the rivers allow 
this to happen during the colder months, the next steps are to locate areas 
that help connect that trail to the greater, year-round cycling network. As 
explored in the last chapter, the design of these areas - or nodes - can take 
on many forms so long as they embody the aspects of winter design that 
lessen the discomfort often experienced from being outside in below zero 
temperatures. 

These areas can be identified as areas along the river that:
1) are not so steep that they are dangerous or inaccessible and, 
2) are near to a desirable destination (institution, attraction, etc.) or,
3) are adjacent to or contained within greater city-wide network 
   such as bike paths or park systems

Potential areas matching these criteria could include significant 
recreational destinations such as the University of Manitoba, the Forks, 
and Assiniboine Park. Neighbourhoods such as St Vital and Whittier each 
showcase the park system adjacent to the neighbourhood and the river.

Assiniboine Park
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Churchill Drive Park

Whittier Park

St Vital Park

Fig 79. Parks and rivers
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5km

Downtown (20 mins)

Forks (13 mins)

Osborne Station 
(7 mins)

Churchill  
Drive Park

Cockburn  
Street (3 mins)

University of Manitoba (30 mins)
Fig 80. Destinations within network
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Conclusions

Winnipeg has, historically, been designed around the constraints and 
opportunities of its rivers. The city is constantly at risk from the rivers 
in terms of annual flooding and instability of riverbanks, but the city 
can reap the benefits of this enormous resource. The boon of having a 
continuous pathway through the city, which can be called upon to add 
significant elements of infrastructure, is immense. 

As a path for human movement, the river is underutilized. Much of 
the city lies with a three kilometre distance of one of the main rivers. 
That distance could be no more than a 15-minute bike ride if planned 
correctly. The question persists as to whether the reason Winnipeg does 
not currently have a substantial winter cycling population is that the 
infrastructure does not allow for such or the environment will prevent any 
winter active commuter activity from gaining popularity.
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Fig 80. Stations and bikes [Collage], 2019

As can be seen, through tracking self-reported trips in summer and winter, 
the rivers and river trails are currently some of the most popular cold-
weather trails. As well, data from Minneapolis and Oulu show that winter 
is only a deterrent if it is allowed to be through maintenance, education, 
and advocacy.  

The issue with Winnipeg’s current network is that it is incomplete, with 
little to no attention paid to the quality and quantity of intersections and 
connecting pathways. This is starting to change, as seen in the recent 
Jubilee overpass. However, the result is still that many stand-alone 
pathways or trails act as recreational routes and only operate as commuter 
networks once they are tied into the street network. Connecting these 
pieces of infrastructure is key to creating a cohesive cycling network 
in the city. In maintaining the connection to the winter recreational 
and commuter routes, tying into the river is of utmost importance. The 
missing link to an otherwise valuable winter activity feature is accessed 
along the edge of the river. 

These spaces, which can be small and unassuming, can be testing sites for 
Winter-centric design. What we know about winter city design is often 
left out of the design of cold climate cities, and it is the responsibility of 
landscape architects and other designers to start building those theories 
into their designs.  
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Encouraging All-Season Cities Through Cycling: A Winnipeg Focus
by Emily Sinclair

Keywords: Cycling, winter cycling, Winnipeg, all-season city, complete 
streets, alternative transportation networks, active transportation, climate 
sensitive city

1.0 Introduction

City planners, urban designers, and all others involved in building cities have 
been designing the modern city based around the knowledge that we can 
control the indoor climate (Hough, 1984, p. 28). These cities are designed 
knowing that, at most points during the day, a person will be able to step out 
of the sun, the rain, or the cold and be comfortable again with little to no 
effort on the part of that individual. This has grown in popularity to a point 
where the exterior environments in cities are no longer designed with the 
intent of having people spend time in them. This has resulted in a city model 
that can be extremely undesirable in most climates.

This paper will address the gap in city planning and urban design practices 
and begin to explore how cities can begin to address the issues of providing 
agreeable exterior environments throughout all the seasons, even in extreme 
situations. In this paper, the focus of extreme situations will be on winter 
cities and how designing for a cycling population can become a catalyst for 
this change.

2.0 Climate

2.1 Designing Outdoor Spaces with Climate

Aside from the potential health benefits of creating places that people will 
want to walk, run, and bike in, there are great environmental and economic 

benefits to creating better outdoor spaces (Calthorpe, 2010, p.9). As the 
global temperature increases, so do the frequency of weather events such as 
heat waves, cold snaps, and storms. In addition, the intensity of these events 
has begun to grow as well. Urban areas, typically, are ill-equipped to handle 
normal climatic variations and so, are even more vulnerable in extreme 
events. According to The United Nations, over half of the world’s population 
resides in urban areas (IPCC, 2014). It is critical that the urban areas are built 
to mitigate the effects of the extreme events rather than amplifying them, 
as has been the case so far (Hough, 1984, p.29). Hough, in his analysis of 
climate in urban areas indicated that the urban heat island effect - which is 
the higher temperature of an urban area compared to the rural surrounding 
area - makes cities particularly vulnerable in heatwaves (1984, p.32).

The increase in global temperature is caused in part by an increase in 
greenhouse gases becoming trapped in the earth’s atmosphere. The gases 
redirect longwave radiation from the sun, keeping it within the earth’s 
atmosphere and converting it into heat. Many cities are currently undertaking 
the task of reducing their greenhouse gas emissions by reducing the amount 
of distance and time spent travelling by car in the city. Often this is paired 
with efforts to increase alternative transportations such as: car-shares, buses 
and rapid transit, and cycling. Many arguments have been made suggesting 
that in order to promote these alternative transportations a move towards 
designing ‘complete streets’ should be made (Calthorpe, 2010, p.3; McCann,
2013, p.13). A complete street is one which is, “safe for everyone travelling” 
(McCann, 2013, p.18). This statement suggests that the safety of the 
individual is regardless of their abilities or mode of travel. In short, a 
complete street is a safe street.

In discussing alternative modes of transportation, a key issue comes to light 
immediately in winter cities. That is the assumption that most people do not 
enjoy being cold. In some cities the winter temperature commonly is reduced 
to temperatures which can feel like -50°C as is often the case in cities in 
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Northern Canada. Since Hough (1984) has suggested that a person’s comfort
level is very much related to their immediate climate, this could have a 
very negative effect on a person’s psyche. Even though, colder climates 
discourage cycling more than their warmer counterparts (Pratt, 2011, p.i), 
some cities are excelling at winter cycling. Oulu, Finland for example, 
is promoting their city as the most winter bike friendly city in the world 
despite its extreme winter season. Examples such as these suggest that while 
infrastructure can be updated, perceptions will have to be changed as well. 
As designers, the challenge becomes trying to focus on enhancing the winter 
experience, rather than treating it as a nuisance (Pressman, 1996, p.523). As 
designers, we already have access to the information regarding climate so 
the time has come to fashion creative solutions to the winter environment 
and extending that experience throughout all the seasons (Pressman, 1996, 
p.528).

In winter climates, the greatest disadvantage is the wind while the 
greatest asset is usually the sun (Gehl, 2000, p.48; Hough, 1984, p.39). 
In Copenhagen, a study conducted in 1997 by Jan Gehl and Lars Gemzøe 
revealed that in order to understand how the city had achieved its recognition 
as being a bike friendly city, the city had to be seen as two different cities. 
The first, the city during the summer and the second, the city during the 
winter. Each city has different lighting and weather conditions to be designed 
for and so, should be designed as a separate scenario (Gehl, 2000, p.48).

3.0 Designing for Winnipeg

Winnipeg, Manitoba is a city located at 49°N, 97°W. This city, which 
boasts average lows of -21°C during January and average highs of 23°C in 
June (Environment Canada), is no stranger to extreme winters or summers. 
According to Statistics Canada, the inner city census region of Winnipeg 
houses 127,435 people (4,172.9 people per km2) and 9% revealed a main 
mode of transportation other than a car, truck, van, or bus. 2.1% listed 

bicycle as the main mode of transportation. In the non-inner city (population 
536,180, with a density of 1,205.8 people per km2) these percentages 
remain the same (2011). With a small cycling population, the grassroots 
organizations such as Bike Winnipeg and Trails Manitoba have had to 
work hard to have their voice heard. The result has been a proposed cycle 
network in downtown Winnipeg. With the proposed network though, serious 
considerations should be made as to how a winter city such as Winnipeg 
should approach the task of creating a cycle network.

According to the European Council of Ministers of Transport, there are six 
barriers to bicycle use found in every city (as cited in Pratt, 2011, p. 161):
- fringe status,
- lack of coordination,
- perception of safety,
- lack of infrastructure knowledge,
- lack of road space,
- perception of recreational activity rather than transportation.

These issues can all be addressed by changing perceptions. This could 
potentially be achieved through increasing awareness and education for 
policy makers, cyclists, and potential cyclists. In this case, potential cyclists 
being the general public.

4.0 Case Studies

Fortunately for Winnipeg, it is not the first winter city to embark on such a 
venture and some have even done so with success. The cities which could be 
used for comparison with Winnipeg due to climate and/or topography are: 
Oulu, Copenhagen, and Minneapolis.

4.1 Case Study: Oulu, Finland
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According to Pressman, Finland is a country with many climatic similarities 
to Canada (as cited in Pratt, 2011, p. 103). It is considered as a case study 
for practices in Winnipeg because of its success in building a winter cycle 
network in a winter city. The city of Oulu, Finland has a modal share of 
cyclists which numbers 20% and a pedestrian modal share of 24% (Pratt, 
2011, p. 177). Pratt attributes the success of Oulu’s cycling network to the 
cultural attitude towards winter and a more favourable planning environment 
than that in Canada (2011, p. 161).

Pratt (2011) observed the infrastructure in Oulu and concluded the following:
 Oulu demonstrates that in a winter city infrastructure assumes  
 great importance. The city’s pathway network is extensive, well- 
 maintained, contains wayfinding signage, and features grade  
 separated crossings at major roadways. The pathway network  
 ensures a safe and attractive environment where cyclists need  
 not fear incidents ranging from severe (for example, a collision with  
 an automobile), to inconvenient (such as being sprayed with slush  
 from a passing motorist). (p. 161-162)

4.2 Case Study: Copenhagen, Denmark

Copenhagen has a much more mild winter than Winnipeg but is considered 
as a case study due to the enormous success of their biking community. It 
is also included because, as revealed by Gehl and Gemzøe in their 1997 
study of the city, the initial moves were made with great distrust from the 
general public (2000, p.11). Given that the current modal share of cyclists 
in Winnipeg is extremely low, there must be a move towards altering the 
perception of the safety and benefits of cycling in the city to increase 
the modal share by any significant amount. How this was achieved in 
Copenhagen could then maybe be adapted to the colder climate of Winnipeg.

In Copenhagen, 34% of city workers bike to work and a majority percentage 

of these continue to cycle throughout the winter and on rainy days (Gehl 
and Gemzøe, 2000, p.74). The willingness to cycle even in less than perfect 
conditions suggests that the practice has been normalized. In other cities 
(Winnipeg especially), the perception remains to many that the ill-weather 
cyclist is a fanatic. Gehl and Gemzøe suggested that this is made easier by 
environments designed to maximize sunlight and minimize wind (2000, 
p.30).

The initial movement towards a more cycle friendly city started with the 
pedestrianization of one of the major streets within Copenhagen. This street, 
Strøget, was shut to motor vehicle traffic in the sixties and now is known as 
the world’s longest shopping street, connecting two of the main squares and 
drawing enormous amounts of foot traffic. Even now, over fifty years later, 
the street remains a bustling hub of activity with locals and tourists fully 
embracing the pedestrian environment. The initial decision was meet with 
uncertainty from the public who assumed that losing a street would create 
traffic problems. As it happened, this was not the case. This is an excellent 
example of an approach initiated by governing organizations - or, a ‘top-
down’ approach - which was extremely successful.

4.3 Case Study: Minneapolis, USA

Geographically, Minneapolis resides below Winnipeg, just south of the 
border between the United States and Canada giving it similar climate and 
terrain to Winnipeg. A 2013 study conducted by University of Manitoba City 
Planning student, Dylan Harris, described the system in Minneapolis in the 
context of a cold weather city. Harris, examined the components present in
a well-designed cycle network and revealed their existence in Minneapolis’ 
system (Harris, 2013, p.ii). Two of the main components of Minneapolis’ 
system that make it one of the most bike friendly cities in the United States 
is the distribution of on- and off-street paths, a bike share program, and an 
extensive number of bike parking options (Harris, 2013, p. 45). In 2010, 
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Bicycling Magazine reported that 10% of all trips in Minneapolis were on 
bicycles, 4% of commuters travelled to work on bike in that same year (Pratt, 
2013, p. 46).

5.0 Designing for all Seasons

In order to design better cities, designers and planners are going to need to 
stop planning out of context solutions. Pratt observed in Oulu, a network 
which adapted to its location. They observed that the cycling solutions in the 
suburban areas were different than those in the city centre or inner city. They 
dubbed this a ‘context-sensitive networks’ (2011, p.163). This same context-
sensitive design can be seen succeeding in the new pathways which have 
been introduced in Malmö, Sweden and other Scandinavian cities. Designers 
need to be addressing this idea of the ‘two cities’, with the difference being 
that the location remains the same. The question then becomes which city 
should be designed first. With the greater maintenance requirements and 
perceived increase in risk of injury, winter should be designed for first.
Afterwards, the network should be looked at through the summer lens to 
ensure it operates just as well.

5.1 Designing for All Participants

Barbara McCann, creator of the Complete Streets movement, suggested that,
 Modal separation breaks down when it comes to bikes, feet,  
 personal, automobiles, and public transportation. People cannot be  
 categorized neatly as cyclist, pedestrians, drivers, and transit users.  
 Most people use more than one way to get around - even if the  
 pedestrian portion of the trip is only a walk across a parking lot  
 (2013, p.13).

McCann’s complete street movement is a key component to creating 
transportation environments that are safe and welcoming to all users. The 

quality of everyday interactions between transportation modes are the most 
important in these complete streets. While not specifically about cyclists, 
complete streets are extremely important to the inclusion of cyclists and 
creating all-season cities. By designing new networks alongside the existing 
networks, intertwining the old and the new, the possibilities for multi-
beneficial relationships between all users arise. When dealing with the 
formation of a street other issues of environmental sustainability, ecological
corridors and water runoff management - for instance - could be addressed 
alongside the implementation of healthier and safer transportation networks.

6.0 Conclusions

As we address the quality of the extreme outdoor experiences, we also 
must look at the quality of everyday experiences on the street. No matter 
how someone travels between their destinations, at some point, they will 
participate in the journey as a pedestrian. Even if it is just from the parking
garage to the elevator, that person is engaging with an exterior environment 
on foot. As most will agree, the exterior environment is predominantly 
geared towards the automobile. In a city such as Winnipeg, many have  
deemed the car a necessary form of transportation, which is true, a car is 
incredibly useful in some cases . For example, when moving, picking up a 
large grocery order, or travelling over long distances. However, as this essay 
hopes to show, the car does not need to be the main form of transportation. 
Even in Winnipeg, a city where the cold season has many residents balking at 
the very idea of moving around outside.
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Fig 74. 2019. Plan view, bike facilities. 
[Diagram]. Created in Illustrator.

Fig 75. 2019. Plan view, bike bench. 
[Diagram]. Created in QGIS.

Fig 76. 2019. Front elevation, bike bench. 
[Diagram]. Created in QGIS and Photoshop.

Fig 77. 2019. Side elevation, bike bench. 
[Diagram]. Created in QGIS and Photoshop.

Fig 78. 2019. Final site design. Created in 
Rhino and Photoshop.

Fig 79. 2019. Parks and rivers. [Diagram]. 
Created in QGIS and Photoshop.

Fig 81. 2018. Destinations within network. 
[Diagram]. Created in QGIS and Illustrator. 

Fig 81. 2019. Stations and bikes. [Collage]. 
(Private Collection)
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