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ABSTRACT

In recent decades, the role of port cities has changed dramatically. In many cases, the 
port function has been removed from the urban waterfront altogether. For this practicum, 
the subject is not the post-industrial, but rather an investigation into the role of landscape 
architecture in a place where industry persists on the shoreline. Halifax, Nova Scotia is the 
principle location for this exploration wherein the existing port-city interface is re-evaluated.

This study includes an examination of the course of worldwide port development and the 
resulting impacts on port-city interrelationships and a historical comparison of the Port 
of Halifax to the general evolution. Mapping is the core of the analysis and is the primary 
means of assessing current conditions and future considerations. The work concludes with 
a final design proposal. Design drawings demonstrate the conceivability of the working port 
environment as a place to reconnect citizens with their harbour and the activities that occur 
within.
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PART 1: THE EVOLUTION OF PORT CITIES



Ancient/medieval to 
19th century

Primitive port/city Close spatial and functional association 
between city and port

Expanding port/city 19th - early 20th 
century

Rapid commercial/industrial growth forces port to 
develop beyond city confines, with linear quays and 
break-bulk industries

Modern industrial 
port/city

Mid-20th century Industrial growth and introduction of containers/ro ro 
(roll -on roll-off) require separation/space

Retreat from the
waterfront

1960s-1980s Changes in maritime technology induce growth of 
separate maritime industrial development areas

Redevelopment of 
waterfront 

1970s-1990s Large-scale modern port consumes large areas of 
land/water space; urban renewal of original core

Renewal of port/city links 1980s-2000+ Globalization and intermodalism transform port roles; 
port-city associations renewed; urban redevelopment 
enhances port-city integration

StageCity Period CharacteristicsPort New Waterfront Use

TABLE 1.1. THE EVOLUTION OF PORT-CITY INTERRELATIONSHIPS Port cities around the world have continually been affected by the evolution of maritime 
commerce. However, many scholars agree that within the last century, global economic 
and technological changes have had the greatest impact on the development of the urban 
waterfront and its relationship with adjacent lands. Geographer Brian Hoyle (2000) best 
exemplified this notion with his six-stage model that outlines the general evolution of port-city 
interrelationships and spatial structuring.

The first stage of Hoyle’s model, branded as the Primitive port/city, was described as 
existing from ancient times to the 19th century and was characterized by a close spatial and 
functional association between city and port (p. 405). This definition was supported by Dirk 
Schubert (2011) who stated that numerous town plans confirm that harbours and moorings 
were an integral part of the port city in pre-industrial times. He explained that ports were 
closely integrated into the urban fabric and often located within the town’s fortifications. 
In addition, Schubert indicated that buildings for living accommodation, commercial uses, 
storage, and offices were built immediately on the water’s edge to facilitate the direct 
unloading of goods from ships to warehouses (p. 55). 

Hoyle’s second evolutionary stage was defined by what he views as a rapid transformation 
of port-city relations in the 19th and through to the early 20th century. He identified 
this period as the Expanding port/city, and describes it as an era of growth where 
industrialization forced ports beyond the confines of the city (p. 405). Throughout this time, 
the shipping process was increasingly mechanized. This was attributed to global economic 
attitudes centered on the extraction and transfer of bulk commodities, and simultaneous 
innovations in transport technologies (Schubert, 2011, p. 56). Ports were thus designed to 
accommodate the spatial needs of larger steam-driven ships, trains, cranes, and to meet the 
greater demand for warehousing. 

According to Schubert (2011), the requirements of modern transshipment were no 
longer met by the port facilities of pre-industrial times (p. 56). Consequently, expansion 
often took place down shore, in deeper waters, and where there was more land. Ports 
were increasingly characterized by extensive rail yards and massive linear concrete docks, 
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constructed through the infilling of harbours. Additionally, due to the dangers associated with 
the mechanized handling of cargo, modern ports became commonly developed as controlled 
and restricted industrial compounds. This model was a significant departure from the pre-
industrial model, where ports served as public spaces, and the harbourfront functioned as 
the city’s marketplace for staple goods from around the world (Kokot, 2009, p. 8). 

The third stage of Hoyle’s (2000) model was defined by mid-20th century industrial growth 
and modernization. This period was characterized by waterside facilities, such as oil 
refineries, the introduction of containers, and roll-on/roll-off cargo loading and unloading 
– systems which require further separation of space (p.405). Again, Schubert (2011) 
supported Hoyle’s model but also included the inter-war period in his classification. He 
described seaports of this time as mono-structural spaces and highly specialized zones, 
which reflected Fordist industrial production themes of precision, efficiency, economy, 
reliability, and speed (p. 56). Schubert explained that within this industrial and commercial 
climate, harbour landscapes were transformed with silos, cold storage houses and tank 
farms (p. 57). 

The late 1960s marked the beginning of a sweeping shift to containerization. Again, ports 
were significantly transformed to meet the needs of larger ships and cargo handling 
equipment. In most cases, this required the establishment of completely new and dedicated 
facilities. Hoyle’s (2000) fourth stage was thus defined by the large-scale retreat of maritime 
industry from the city-centre harbour to completely separate and isolated industrial areas 
(p.405). 

Throughout the next two decades, the port city image of giant gantry cranes and rows 
of containers became as ubiquitous as the sight of abandoned and deteriorating inner-
city waterfronts. Nevertheless, this incidence was swiftly responded to by waterfront 
revitalization movements in the 1970s through to the 1990s. Hoyle (2000) acknowledged 
this phenomenon with his fifth stage, characterized by redevelopment and renewal of the 
urban core (p. 405). He stated that North American cities such as Boston, Baltimore, and 
San Francisco were the first to engage in some form of waterfront redevelopment. This was 
immediately followed by European port cities, including London, and Melbourne and Sydney in 
Australia (p. 398).

Although focus increasingly shifted back to the city-centre harbourfront, the products of 
waterfront revitalization in this period have been widely criticized. For example, one of Hoyle’s 
(2000) concerns was that many waterfront cities approached redevelopment in the “context 
of urban renewal and as something with apparently little or nothing to do with port activity” 
(p. 397). Moreover, Waltraud Kokot’s (2001) displeasure was with the prevalent port 
redevelopment prototype in which “inner-city port areas were turned into touristic museum 
sites which capitalized on stereotyped port city images” (p. 8).

Hoyle (2000) suggested that since the 1980s, globalization and intermodal transport have 
transformed the role of ports even further (p. 7). Most significantly, the intensification of 
international trade and containerization has resulted in ships being built even larger with 
greater infrastructural requirements. Specifically, the introduction of post-Panamax, and 
more recently, super post-Panamax (SPPX) ships, has resulted in the need for longer piers, 
deeper berths and significantly larger cranes. With inadequate water depths and space for 
the staging and movement of containers, many major international ports such as New York, 
Rotterdam, and Hamburg have been forced to relocate almost entirely outside of the city, 
where there was more land and deeper water.

Not surprisingly, Hoyle’s sixth and final stage was characterized again by the revitalization 
of post-industrial lands on the waterfront. However, one major distinction was made from 
the previous period. This was the effort of the proponents of renewal to also consider the 
areas surrounding the port (Kokot, 2001, p. 8). Hoyle defined this stage as the renewal of 
port/city links – where urban development enhances port-city integration (p.405). Recent 
redevelopment efforts in Hamburg’s former port lands have exemplified this approach. Here, 
the authors of the HafenCity (Harbour City) master plan concentrated not only on the water’s 
edge, but on creating a framework for an entire urban district to strengthen connections, 
both physically and historically, between the city and harbour (HafenCity GmbH, 2011). 
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PART 2: THE PORT OF HALIFAX



A DIVERGING EVOLUTION

While port cities such as Hamburg are consistent with all stages of Hoyle’s evolutionary 
model (Kokot, 2001, p. 9), others deviate from it. This practicum looks at the case of Halifax, 
Nova Scotia, a Canadian port city which traditionally followed the general course of port city 
development, but in recent years has come to represent an exception.

Due to certain unique local conditions, Halifax has been immune to many of the affects 
of global economic and technological changes that have recently impacted other 
international port cities. The most significant of these conditions, which historically also 
played an important role in shaping the development of the city, are related to geography. 
First, Halifax’s strategic position as the nearest North American port to Europe by 1000 
kilometers, and location close to the Great Circle Route – the shortest shipping lane on the 
North Atlantic (Frost, 2008, p. 153) – has made it an essential port of call for the world’s 
major shipping lines. Most significantly, the condition of the city’s marine environment – 
being the world’s second-largest natural deep harbour, with a low tidal range and which is 
free of ice year-round (Gardner Pinfold, 2004, p. 20), has produced a distinctive situation.

NEW YORK

BOSTON

HALIFAX

SOUTHAMPTON

BORDEAUX

LISBON

GRC FROM MEDITERRANEAN/SUEZ

GRC FROM ENGLISH CHANNEL

FIGURE 2.1. NORTH ATLANTIC GREAT CIRCLE ROUTES
1000KM NNOT TO SCALE
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Unlike the aforementioned ports, which in the past two decades have been forced to relocate 
far from the city and out to deeper waters, Halifax Harbour has continually been able to 
accommodate the draft of the largest ships afloat with little need for dredging. Therefore, 
with relatively minor modifications, the port function has largely been able to remain in the 
same locations for many years. Needless to say, the ramifications of this situation have been 
quite serious, especially as land-use patterns continue to be dictated by planning decisions 
made as far back as the early 20th century. 

Despite affecting nearly the entire shoreline, port development which occurred in the early to 
mid 20th century had the most dramatic impact on the South End of the Halifax peninsula. 
The following historical summary outlines the course of development in this location, and the 
subsequent affects on the structure of the waterfront and the relationships between the 
port and the city. 

FIGURE 2.2. HALIFAX HARBOUR 
AND SOUTH END PORT AREA

1KM NSCALE 1:40 000

INNER 
HARBOUR

BEDFORD 
BASIN

OUTER 
HARBOUR
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WEST

NORTH END

DOWNTOWN

DARTMOUTH

SHEARWATER

SOUTH END
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THE SOUTH END PORT: DEVELOPMENT HISTORY

As early as 1913, a new terminal site was proposed down shore from the existing inner-city 
port, immediately adjacent to the harbour’s entrance. The plan was to transform over 260 
acres of land, including 198 acres of newly created land, into a modern port facility called 
the Ocean Terminals (Frost, 2008, p. 72). The design included an expansive marshalling yard 
for trains and several deep water piers. According to transportation specialist and author 
James D. Frost (2008), the vision for this project was “truly breathtaking, even by today’s 
standards” (p. 69). A seawall was to be constructed at a length of over 600 meters, parallel 
to the existing shoreline to accommodate a passenger terminal as well as warehouses for 
freight. Additionally, six other piers were to extend out into the harbour over 380 meters, 
with massive basin-side sheds for the storage of cargo. 

In the same year, construction began on the terminal site and on a new rail line, which 
was needed to move trains from the South End to a new freight yard in the North End, and 
eventually out of the city. This endeavor required blasting a canyon through solid bedrock, 
several kilometers along the western edge of the peninsula. By 1916, over half of this rail 
cut was complete (p. 76), however work on the terminal site had already been interrupted 
by the advent of the First World War in September of 1914. Although some construction 
continued, efforts were primarily focused on updating facilities, shipbuilding, and transferring 
personnel and supplies at the naval dockyards in the city’s North End. 

Following the war, a change of government and the restructuring of the national railway 
system led to further disregard for the Ocean Terminals project. Despite events such as the 
Halifax Explosion of 1917, which destroyed the majority of waterfront industries and docks 
in the North End, very little investment was made by the federal government on rebuilding 
existing facilities, or resuming ongoing projects. In the South End for example, all that had 
been completed by 1921 was the 610-meter seawall, and one of the jutting piers (p. 88).

Top left: Figure 2.3. Construction of the Ocean 
Terminals, 1915

Middle left: Figure 2.4. Construction at the Ocean 
Terminals, 1915

Bottom left: Figure 2.5. A section of the rail cut  leading 
to the Ocean Terminals, 1915

Top right: Figure 2.6. Map from the Cowie Report 
showing the proposed Ocean Terminals, 1913

Bottom right: Figure 2.7. Construction at the Ocean 
Terminals, 1916
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Not until 1928, with the inception of the Halifax Harbour Commission was the Ocean 
Terminals project revived. After taking control of port operations, the commission, which now 
served local interests rather than federal (Frost, 2008, p. 92), made a series of substantial 
investments on extending and expanding its newly acquired facilities. By 1929, work had 
already begun on completing the piers and storage sheds proposed in the 1913 plan. Frost 
indicated that within the next decade, developments in the port caused the city’s appearance 
to change dramatically (p. 117). 

Although three of the piers would never be built, other sizeable additions were made instead. 
These included a massive cold storage warehouse and an expansion on a grain elevator 
which had recently been constructed. Accompanying the grain elevator, was the extension 
and addition of elevated conveyor galleries, which spanned a newly built rail yard and 
connected to spout grain towers located on the piers. At the seawall, the passenger terminal 
was completed and it quickly became the primary entry point for immigrants entering 
Canada. Additionally, at the north end of the site, a rail terminal was constructed with a 
massive adjoining hotel. Aside from the completion of Pier A-1, the reconstruction of existing 
quay walls, and further additions to the grain galleries in the 1950s, the structure of the 
Ocean Terminals remained relatively unchanged. It wasn’t until the end of the next decade 
that any major transformations would occur again in the South End port area.

When ice breaking and winter navigation created year-round access in the St. Lawrence 
Seaway, Halifax lost its winter port status. As shipping lines increasingly called on smaller 
ports in Quebec, and eventually Montreal, cargo volumes in Halifax were drastically reduced. 
The situation became so dire, that by 1965, the Halifax Port Commission was certain it 
would lose fifty percent of its cargo business within two winters if nothing was done (p. 149). 

Top left: Figure 2.8. Construction of the Seawall sheds, 
1929

Top right: Figure 2.9. Construction of the grain elevator 
addition, 1929

Bottom left: Figure 2.10. Pier A of the Ocean Terminals, 
1929

Bottom right: Figure 2.11. Rail terminal and hotel on 
the left. Seawall warehouses and Pier 21 passenger 
terminal on the right, c.1929
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Top left: Figure 2.12. Halterm Container Port, 2010

Top right: Figure 2.13. Aerial view of the Ocean 
Terminals and Halterm Container terminal, 2010

Bottom: Figure 2.14. Bird’s eye view of Halifax Harbour, 
1879

CONTAINER REVOLUTION

The solution to the port’s problem was found in new technology. After realizing that Halifax 
was the only port in North America capable of handling super ships (Frost, 2008, p. 153), 
the decision was made to capitalize on the growing trend of containerization. In 1968, 
construction began on Canada’s first purpose-built, common-user container terminal on a 
site immediately south of the Ocean Terminals. To make room for the operation, the port 
was forced to encroach on Point Pleasant Park while the harbour was filled in to create a 
massive concrete pier. By the time it opened in 1970, the terminal covered 56 acres (p. 
155) of total area, most of which was claimed from the water.

The establishment of the container port further developed the shoreline for industrial 
use and rendered it inaccessible to the public. Consequently, this left the neighbouring 
communities to the west – which by this time had expanded to the edge of the port – even 
more choked off from the harbour. Furthermore, the container terminal became another 
major obstruction to north-south connections between the downtown and the city’s largest 
park.

Although foreshadowed by a steady withdrawal in preceding decades, the introduction of 
the container terminal also marked the final departure of the port function from Halifax’s 
downtown harbourfront. The following excerpt, taken from the report Economic Potential of 
HRM and Halifax Harbour (2004) explains the changes brought about by the transition to 
container shipping and the rejuvenation of the Downtown Waterfront in the 1970s:

Most of the 30 or so finger piers between the Karlson Wharf and the Seawall had 
disappeared, no longer needed to support the cargo trade and domestic fishing 
fleets. The 200 year-old working waterfront migrated to the extreme ends of 
the Harbour on the Halifax side, gradually replaced by commercial, institutional, 
residential and recreational uses (p. 36).

The images on the following pages illustrate the evolution of the Halifax Harbour shoreline 
in relation to waterfront industrial development. Note the significant alterations in the 
South End of the peninsula and the disappearance of the smaller docks at the city center 
harbourfront. 
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1894 1913 - 1956 1970 - 1966 - 1970

FIGURE 2.15.  HALIFAX PENINSULA SHORELINE EVOLUTION
1KM NSCALE 1:50 000
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PART 3: THE HARBOURFRONT
PRESENT CONDITIONS AND FUTURE CONSIDERATIONS



A LIMITING WATERFRONT

For approximately the last thirty years, the landscape of Halifax’s South End and downtown 
harbourfront has remained relatively unchanged. The container terminal continues to 
operate in the same location because of its deep berths, and remains up-to-date with the 
occasional infrastructural upgrade. At the Ocean Terminals, the majority of earlier 20th 
century infrastructure remains intact and to a certain degree, in use. Moreover, with the 
remaining harbourfront dominated by other industrial and military uses, public access to the 
water is considerably restricted. Connections between the city and the harbour are sparse 
and include only a handful of roads which have been saved of the 18th century street grid. 

Top left: Figure 3.1. A short sea shipping vessel docked 
at Pier B of the South End container terminal 

Top right: Figure 3.2. Unloading of a container ship at 
Pier C of the South End container terminal

Middle left: Figure 3.3. Basin between Pier A and Pier 
23 of the Halifax Seaport of the Ocean Terminals with 
the grain elevator in the background

Middle right: Figure 3.4. Piers 21 and 22 of the Halifax 
Seaport at the Ocean Terminals

Bottom left: Figure 3.5. A floating breakwater and Navy 
vessels at the Dockyards in the North End

Bottom right: Figure 3.6. Irving Halifax Shipyards and 
floating dry-dock in the North End
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FIGURE 3.7: HALIFAX HARBOURFRONT
LAND USE AND ACCESS

RESTRICTED TO THE PUBLIC

PRIMARY WATERFRONT CONNECTIONS

500M NSCALE 1:10 000

MARITIME FORCES ATLANTIC 
NAVAL DOCKYARDS

IRVING HALIFAX 
SHIPYARDS 

POINT 
PLEASANT
PARK

THE OCEAN TERMINALS

HALIFAX SEAPORT 
CRUISE TERMINAL

HALTERM SOUTH END 
CONTAINER TERMINAL

DOWNTOWN 
HARBOURFRONT

GEORGES ISLAND
DARTMOUTH DOWNTOWN
WATERFRONT

RICHMOND 
TERMINAL AND CN 
INTERMODAL TERMINAL 

27



A COMMERCIAL ENTERPRISE

The primary point of access to the harbour is from the historic downtown boardwalk, which 
measures less than two kilometers of the peninsula’s entire shoreline. This relatively narrow 
band of public space is recognizably the product of late 1970s redevelopment initiatives 
previously described and detested by Hoyle and Kokot. While having little to do with the 
port function, which once occupied the site, the downtown waterfront seemingly pays more 
attention to commercial ventures catering to tourists, than to the needs of local residents. 

In the past few years, there have been some additions to the site; however development has 
been characterized primarily by large-scale building projects such as a casino and high-
priced condominiums. The most notable changes have occurred at the seawall of the Ocean 
Terminals, where starting in the late 1990s the cruise terminal was renovated and an 
immigration museum was introduced at Pier 21. More recently, the remaining warehouses, 
which make up the seawall have been adapted to new uses such as a farmer’s market, an 
art college, and event centre. Despite these projects, relatively little attention had been paid 
to the enhancement or addition of public outdoor space. Contact with the shore is still limited 
to the boardwalk and the occasional pier, which are often dominated by kiosks catering to 
tourists. 

Top left: Figure 3.8. Looking South down a narrow 
section of the boardwalk,

Top right: Figure 3.9. Asphalt section of the boardwalk 
with parking on the left and kiosks on the right

Middle left: Figure 3.10. View of boardwalk kiosks from a 
pier with downtown in the background

Middle center: Figure 3.11. View of boardwalk kiosks 
from another pier with downtown in the background

Middle right: Figure 3.12. End of the boardwalk at 
Casino Nova Scotia

Bottom left: Figure 3.13. Looking South down a section 
of the boardwalk at the cruise terminal

Bottom right: Figure 3.14. Looking South from the 
boardwalk at Bishop’s Landing with the Halifax Seaport 
cruise terminal in the background to the left
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The majority of the downtown waterfront lies less than two meters above existing sea level 
and is thus greatly susceptible to the effects of extreme weather events. As indicated by the 
authors of the report, Halifax Harbour extreme water levels in the context of climate change 
(2009), flooding will occur in the downtown core during 10-year events. However, a more 
extreme event (50-year high-water) will cause extensive flooding and inundate sections of 
Lower Water Street (p. 16). Similar events have already been witnessed in Halifax, as during 
the last major storm – Hurricane Jaun in 2003 – water levels reached 2.1 meters above 
normal levels and surging waves caused extensive damage to the harbourfront boardwalk 
and adjacent properties (p. 16).

To receive a building permit, all new developments in Halifax must take into account the 
rising sea levels and long-term extreme-weather. However, unless it is a site undergoing 
redevelopment, existing waterfront properties are not required by law to reduce the threat 
from rising water levels (DeMont, 2010, p. 65). At the time of this study, there were no 
comprehensive redevelopment plans for the downtown harbourfront if it was affected by 
rising water. Consequently, one of Halifax’s only public waterfront spaces remains greatly 
vulnerable to future storm events and flooding. In contrast, the affects of sea level rise will 
be negligible at the South End port since its working surface sits a minimum of three meters 
above the existing normal water level. 

DISAPPEARING BOARDWALK

The future of the downtown waterfront also has many uncertainties, as in the coming 
years, it will be faced with some significant challenges. As a coastal city, Halifax is predicted 
to be affected by rising global sea levels and harsher and more frequent weather events. 
In addition to this, continual land mass subsidence in Atlantic Canada has been evident in 
Halifax Harbour. According to John DeMont, “relative water levels have risen by roughly 32 
centimeters in the past 100 years, compared with a 15 to 20-centimetre rise in global sea 
levels” (DeMont, 2010, p. 61). 

In 2010, the Halifax Regional Council accepted a 100-year prediction for Halifax Harbour, 
which included sea level rise of +0.57 meters, compounded with a constant land-mass 
subsidence of 0.16±0.03 meters. This scenario, where storm frequency and intensity is 
unchanged, and where natural oscillation of the harbour and wave run-up are unaccounted 
for, the 100-year water level during a storm event (including seiche) is expected to be 2.67 
meters with a 50-year return (Forbes et. al. 2009). 
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BOARDWALK

100M NSCALE 1:5 000
Note: Map illustrates Scenario 2c, the HRM 
accepted simulation for flooding extents (still-water) in 2100. 

FIGURE 3.16. HALIFAX DOWNTOWN HARBOURFRONT 
2100 HIGH WATER LEVEL SCENARIO

LOWER WATER STREET: 
WATER DEPTH 0.25-0.50 METERS

SEAWALL AND PIER A OF THE OCEAN TERMINALS: 
AVERAGE +3 METERS ABOVE EXISTING MEAN HIGH WATER LEVEL

BISHOP’S LANDING PLAZA: 
WATER DEPTH 0.25-0.50 METERS

NATHAN GREEN SQUARE: 
WATER DEPTH 1.5-2.0 METERS

MARITIME MUSEUM PLAYGROUND: 
WATER DEPTH 0.05-1.0 METERS

SUMMIT PLAZA: 
WATER DEPTH 0.05-1.0 METERS
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PART 4: THE SOUTH END PORT
PAST, PRESENT, AND FUTURE CONSIDERATIONS



HISTORICAL CONTRIBUTIONS

Despite the negative effects brought about by its development, the South End port has 
always been an important asset for Halifax and the region. While contributing economically, 
it has also been of great cultural and historical significance to the entire nation. As 
indicated earlier, Pier 21 of the Ocean Terminals was a primary arrival point for immigrants 
entering Canada. From the time it opened in the late 1920s, to when it finally closed its 
doors in 1971, over one million people had been welcomed into the country at this site 
(Canadian Museum of Immigration, 2011). Also mentioned, was the fact that the port 
served a fundamental role during both World Wars as the embarking point for hundreds of 
thousands of Canadian troops to Europe. 

Needless to say, freight and cargo have continuously been vital to Halifax’s economy 
and to that of other regions in North America. From the time the Ocean Terminals were 
introduced on the predication of expanding markets (Frost, 2008, p. 72), it has served as 
a major transshipment site for merchandise and consumable goods from outside of the 
continent, bound for cities in both Canada and the United States. At the same time, it has 
been a fundamental departure point for products from Western Canada and the Maritimes, 
destined for Europe. 

At the advent of containerization and multi-modal transportation, Canada’s first common-
user container terminal was built in Halifax’s South End (Gardener Pinfold, 2004, p. 20). 
Additionally, in 1998, this terminal was the first facility on North America’s Atlantic coast 
to welcome a Post-Panamax ship (Frost, 2008, p. 190) – an event which signaled the 
expansion of trade between East Coast ports and Asia. As a result, Halifax has continued to 
be Eastern Canada’s gateway to the world and has continually been ranked third in Canada, 
after Vancouver and Montreal, in container tonnage handled (Gardner Pinfold, p. 20).Top left: Figure 4.1. Luxury liners filled with Canadian 

troops await orders to leave Halifax, c. early 1940’s

Top right: Figure 4.2. Canadian troops bound for 
England depart Halifax from Pier 21, c. early 1940s

Bottom left: Figure 4.3. Canadian troops returning to 
Halifax after the Second World War

Bottom right: Figure 4.4. A luxury liner berthed at Piers 
21 and 22 of the Ocean Terminals Seawall
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HALIFAX

500KM NNOT TO SCALE

1500+         
127
261 216
9 517 243

Total vessels

Cruise ships 

Cruise passengers

Metric tonnes of cargo 

TABLE 4.1. SUMMARY OF 2010 PORT STATISTICS (ALL FACILITIES)

RECENT CONTRIBUTIONS

With regards to local economic impact, the port is just as important today as it was in 
the past. The South End port along with the other facilities operating under the Halifax 
Port Authority (HPA), continue to be one of the largest generators of employment in the 
province. Recently, the HPA (2011) announced that the port produced over 11,000 full-time 
equivalent jobs and offered over $500 million in wages. Moreover, the HPA (2011), declared 
that the “direct and spinoff (indirect and induced) impacts of port-related activities, included 
$1.58 billion in gross output.” This included a contribution of $170 million from Canadian 
National (CN) and related rail service providers, in addition to $160 million from long-haul 
and local trucking activity. 

Over the last 20 years, Halifax has also become a major player in the cruise industry. In 
2003, the arrival of over 170,000 passengers on 104 ships, generated over $20 million 
of economic activity in the local economy (Gardner Pinfold, p. 20). Since then, the industry 
has continued to grow. In 2010, the port was called on by 127 cruise ships, and with over 
261,000 passengers arriving between April and October, the economic impact has been 
estimated above $50 million (Halifax Port Authority, 2011).

20
11 000
1.58

Container lines calling 

Full-time equivalent jobs (all facilities)

Billion dollars in total economic impact  

FIGURE 4.5.  PORT OF HALIFAX 
GLOBAL SHIPPING NETWORK

CORNERBROOK

ST. PIERRE
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THE PORT STRATEGY

Today, more than 90 percent of the word’s general cargo is carried in containers (Gardner 
Pinfold, 2004, p. 36). Therefore, in addition to its increasingly successful cruise sector, the 
primary focus of the HPA has been its container operations. According to their business 
strategy, outlined in The Port of Halifax: 2010 and beyond, the priority for the HPA is to 
stay competitive by responding to the increased deployment by global carriers of post-
Panamax and super post-Panamax (SPPX) container ships (2010). As a result, the majority 
of recent infrastructure upgrades have taken place at the HPA’s two container terminals. 
For instance, at the time of this study, Pier C of the Halterm South End container terminal 
was undergoing a $35 million extension to accommodate the docking of two SPPX ships 
simultaneously. 

Top left: Figure 4.3. The unloading of a container ship, 
September, 2010 

Top right: Figure 4.4. Location of the Pier C extension, 
December, 2010

Bottom: Figure 4.5. A cruise ship docked at the Seaport, 
September, 2010
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(UNCERTAIN) FUTURE: THE OCEAN TERMINALS

In regards to non-containerized cargo operations, the HPA’s plans have been much less 
comprehensive. Nevertheless, within the last year, significant construction activity has 
taken place at the Richmond Terminals in the North End of the city. According to the HPA’s 
Infrastructure Improvements webpage (2011), $73 million dollars was being spent on 
upgrades, including the reinforcement of the terminal’s outdated piers and expansion of 
facilities to create more opportunities for break-bulk cargo activity. Given that this cargo type 
was already less of a priority for the HPA, the shift of attention to the Richmond Terminals 
immediately brought into question the viability of the port’s other break-bulk facilities located 
at the Ocean Terminals.

The present status and future plans for the Ocean Terminals were perhaps the most 
uncertain of all of the Port’s facilities. At the beginning of this study, all that was really known 
about the site was that its purpose was intended for the transshipment and storage of 
rubber, steel, lumber, and machinery; products which, according to HPA statistics, have 
been relatively stable over the last five years (2011). However, personal observation has 
deduced that the piers of the Ocean Terminals were extremely underused. Particularly, 
the dock surface of Pier A appeared to be void of activity while ship docking was incredibly 
intermittent (see Figures 7.5 - 7.7: Ship Movement Study on pages 71-78). In addition, the 
repurposing of vacant warehouses on the seawall was an indication of a reduced need for 
the terminal’s storage function. Therefore, after further investigation it was deduced that 
one of the main reasons that Pier A had remained operational was because its bulk cargo 
handling capabilities – a function provided by the grain elevator, its conveyors and dockside 
spout towers. 

The Halifax Grain Elevator has been a longstanding landmark in the port and its presence 
has been especially important to the nearby Dover Flour mill and to farmers in the province 
who depend on it for feed grains. Despite being the largest and last remaining grain terminal 
in Atlantic Canada, it has been operating far below capacity for many years (Gardner Pinfold, 
2004, p. 46). Recent developments have indicated a possible new direction and additional 
use for the facility. According to a 2011 news article, within the last year, the HPA had 
spent $800,000 on renovating portions of the elevator to make them suitable for handling 
crops produced for human consumption. Since then, it has been successfully demonstrated 
that products from Saskatchewan and the Maritimes such as lentils, peas, chickpeas, and 
soybeans could be shipped to Halifax via rail, held in the grain elevator and subsequently 
transferred into containers for oceanic shipments to emerging markets in Southeast Asia, 
India and Turkey (Power).

Top left: Figure 4.6. View over the rail tracks and 
towards Pier A, May, 2011

Top right: Figure 4.7. Port staff parking lot between Pier 
A and Pier A-1, June, 2011

Middle right: Figure 4.8. Construction barges used for 
container pier extension tied-up at Pier A, June, 2011

Bottom left: Figure 4.9. Storage area west of Pier A-1, 
December, 2010

Bottom right: Figure 4.10. Equipment storage and 
random parking west of Pier A at marginal road, June 
2011

44 45



PART 5: THE SOUTH END 
PRESENT CONDITIONS AND FUTURE PROJECTIONS



To better understand the port within the context of the city, a study was conducted 
examining the eight census tract neighbourhoods located within approximately three 
kilometers of the site. Included in this area were the city’s downtown business district and 
a number of large university campuses. The main intention of this research was to gain an 
understanding of the relationship of Halifax’s South End population to its harbour, as well as 
the issues facing, or potential positive opportunities for those who live, work, and study within 
close proximity of the port.

A DENSE NEIGHBOURHOOD

Halifax’s South End neighbourhoods are quite diverse with a wide range of demographics, 
from upper-middle class families residing in single-detached, multi-room dwellings, to 
lower-income individuals living in single room apartments. In 2006, the total density of 
the area was 2,873 people per square kilometer; almost double Metro Halifax’s 1,500 
people per square kilometer. Most notably, some census tracts contained populations of 
more than 5,000 people per square kilometer. Tracts three, five and six, had population 
densities exceeding those of Winnipeg’s Osborne Village and comparable to a number 
neighbourhoods in larger cities such as Toronto and Vancouver. For example, with a density 
of 8,766 people per square kilometer, Tract Six compares to the well-known downtown 
Toronto neighbourhood, bound by Queen Street and College Street to the north and south, 
and Yonge Street and University Avenue to the east and west, respectively (Statistics 
Canada, 2006). 

Although data for the built-unit-density of Halifax’s South End was not attainable, the figure-
ground map on the following page indicates a densely-built area with a number of large 
building footprints. Of the total dwelling units in this area, 88 percent were located within 
multi-story, multi-unit apartment buildings.

Left: Figure 5.1. A new residential development, 
September, 2010

Centre: Figure 5.2. Fenwick Towers, presently a 
Dalhousie University residence, September, 2010 

Top right: Figure 5.3. Queen St. at Tobin St. with the 
grain elevator in the background, May, 2011

Bottom right: Figure 5.4. Construction of the Grainery 
condominiums directly adjacent the Halifax Grain 
Elevator, May, 2011
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FIGURE 5.5. HALIFAX SOUTH END 
POPULATION AND BUILDING DENSITY

500M NSCALE 1:15 000

PORT

1
2

3

4 5

6

7

8

MORE DENSELESS DENSE

Note: Calculations include areas designated as non-residential. eg. Land area calculations of Tract 8 include the port and Point Pleasant Park.

7.45         
2873
64 
21 410     
33        
13 916     
59    
88    
      

= 1000 dwelling units= 1000 people

Total area in sq. km

People per sq. km  (all tracts)

% of workers walk or bike to work

Total population 

%  of non-usual residents

Total dwelling units

% of rental units

% of units located in apt. buildings 

Tract
Area 

(sq. km) Population
Population 

density 
Usual 

residents
Dwelling 

units
Rental 

units
% of units loc. in 

apt. buildings 
% of pop. 

walking 
or biking to work

1 0.64 1859 2196 1079 1223 915 82 63
2 1.17 1780 1519 1072 1259 810 99 67
3 0.50 2641 5275 1526 2073 1175 97 66
4 1.05 3217 3057 1464 1790 645 51 50

5 0.48 3259 6774 2030 2437 1910 96 64
6 0.48 4221 8766 2511 3038 2175 94 65
7 0.77 1796 2339 668 725 135 15 43
8 2.36 2637 1116 1145 1371 455 43 36

TABLE 5.1. STATISTICS BY CENSUS TRACT NEIGHBOURHOOD

TABLE 5.2. SUMMARY OF SOUTH END STATISTICS
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A DAILY INFLUX

The high percentage of rental apartment units and non-permanent resident population was 
an indication of the South End’s large student population. In 2010, a total of over 27,500 
students were enrolled at the six university campuses located south of Spring Garden 
Road. Although not all students lived in the area, it is safe to assume that many spent a 
considerable amount of time on campus and within the adjoining neighbourhoods and 
downtown. When also accounting for staff, it is reasonable to conclude that in a given day, 
there is an influx of tens of thousands of people to an already densely-populated and densely-
built South End. 

1

2

3

4

5

6

PORT

University Area (sq. km)
Student 

population
 

1 Dalhousie University Sexton Campus 0.06 -
2 Dalhousie University Carleton Campus 0.06 -
3 Dalhousie University Studley Campus 0.20 -

> All Dalhousie University campuses 0.32 17 900

4 St. Mary’s University 0.25 8 500
5 Atlantic School of Theology 0.03 150
6 Nova Scotia College of Art and Design 0.02 1 035

Note: Population counts include all enrolled students. All campus land area measurements are approximate. 

0.62         
27585

Total university land area (sq. km)

Total # of enrolled students 

TABLE 5.4. SUMMARY OF UNIVERSITY CAMPUS STATISTICS

TABLE 5.3. 2010 STATISTICS BY UNIVERSITY CAMPUS

FIGURE 5.6. HALIFAX SOUTH END 
UNIVERSITY CAMPUSES

500M NSCALE 1:15 000
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A GROWING SOUTH END

In addition to the daily influx of people into the area, the permanent residential population 
is anticipated to grow within the next few decades. During this study, several new 
developments were under construction, approved for construction or proposed for the South 
End of Halifax. Partially responsible for this recent surge in development is HRM (Halifax 
Regional Municipality) by Design (2010), a newly adopted municipal plan and set of guidelines 
that address the densification the city’s urban core. According to the plan’s authors, the 
new planning framework encourages development in three ways. First, proposals which 
meet certain criteria under the design guidelines are fast-tracked for approval. Second, 
the entire downtown business district has been re-zoned as one Mixed-Use Zone. Finally, 
the amendment of land-use by-laws have made construction more attractive to developers 
with the elimination of a minimum unit size, a maximum residential density per acre, and 
minimum parking requirements for residential uses.  

Overall, HRM by Design has anticipated 15 million square feet of new commercial and 
residential development in the next 15 years, most of which will be located in the downtown 
business district and South End neighbourhoods. In the downtown alone, 51 acres of vacant 
or underutilized land was said to be able to accommodate three million square feet of office 
or commercial space, balanced with housing for up to 16,000 people (Filmore, 2010).

BUILDING SITE

PORT

1
2

3

4

5
6

7
8

9

Building Type # of units # of storeys Status

1 Apartment 113 6 Construction
2 Condominium Unknown 3 Proposed
3 Univ. Res. to apt. conversion/addition Unknown 33 Proposed
4 Condominium 82 10 Construction

5 Mixed-Use Tower Unknown 19 Approved
6 Apartment Unknown 5 Construction
7 Mixed-Use Tower 84 19 Construction
8 Retirement complex Unknown 8 Construction

FIGURE 5.7. NEW 
RESIDENTIAL DEVELOPMENT SITES

500M NSCALE 1:15 000

TABLE 5.5. NEW RESIDENTIAL CONSTRUCTION DETAILS 

Note: last updated August , 2011
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PUBLIC PARKS

PORT

HRM BY DESIGN I.C.O.1 A
1

2

3 4
5

6

7

8

D

F

DDDDDDDD
CCCCCCCCCC
BBBBBBBBBBBBBBB
A

Park name Observed use/programme Main  features/Characteristics

1 Point Pleasant Park Walking/running/cultural events Forest/trails/beach/historic/commemorative sites
2 Unknown Active recreation/organized spots Sports fields/trees/hills
3 Flynn Park Active recreation/org. sports Sports fields
4 Cornwallis Park Commemmorative square Statue/benches/lawn/trees

5 Victoria Park Commemmorative  park Statues/fountain/benches/lawn/trees
6 Public Gardens Arboretum/stroll park Ornamental plants/benches/water features/gazebo/lawn
7 Citadel Hill (not incl. fort) Viewing point/event space Sloped lawn/clock tower
8 Halifax Commons Active recreation/event space Sports fields/skate park/playgounds/fountain/lawn/trees

A Parade Square
B Province House forecourt
C Sackville Landing Square
D Royal Artillery Park 

E Public Library lawn
F Government House forecourt
G Old Burying Ground cemetary
H Courthouse lawn

FEW NEW PUBLIC SPACES

Included in the HRM by Design (2010) downtown Mixed-Use Zone are areas designated as 
Institutional, Cultural, & Open Space Zones. These spaces, highlighted on the map to the left, 
are additional to the South End’s existing public parks. Although they appear to increase the 
stock of public spaces within the area, each of these spaces already exist and are not always 
accessible to the public. Although the downtown plan does have some provisions for public 
open space, there does not appear to be any proposals for new, significant, or larger-scale 
spaces, particularly on the waterfront. 

Instead, the focus is on minor enhancements of existing spaces, the creation of heritage 
walks and the preservation of the existing waterfront boardwalk to protect its “unique 
harbourfront character” (Filmore, 2010). Further, according to the HRM by Design 
(2010) Opportunity Sites plan, all but one existing vacant waterfront lot will have buildings 
constructed upon them. If the population increases and development intensifies as 
anticipated in the South End, there will be considerable pressure on the area’s relatively 
small supply of public open spaces. I already question whether these sites can support the 
existing population, not to mention an additional 16,000 people. 

FFFFFFFF
E

HHHHHHHHHH
G

TABLE 5.6. PUBLIC PARK DETAILS

FIGURE 5.8. SOUTH END PUBLIC 
PARKS AND OPEN SPACES

500M NSCALE 1:15 000

INSTITUTIONAL, CULTURAL, 
& OPEN SPACE ZONES
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Aside from the downtown harbourfront boardwalk, Point Pleasant Park is the only public 
space in the South End of the peninsula which affords access to the harbour. Point Pleasant 
Park is Halifax’s largest and most visited park and is characterized primarily by steep 
topography, tree cover, walking trails, and historical sites. Most importantly, it contains a 
strip of shoreline that served as one of the only passive, un-programmed open spaces in the 
city, not to mention on the waterfront. Point Pleasant Park is one of the few places where 
citizens had direct physical contact with the water, unobstructed views of the harbour, and 
views out to the open ocean. Personal experience and observation has deduced that it was 
for these reasons that the park is a popular destination. 

SUMMARY OF OBSERVATIONS

The preceding study of the South End brought to light a number of issues and opportunities 
which warranted consideration. To start, the fact that Halifax’s South End population is 
growing, the built area is becoming denser, and few if any new public outdoor spaces were 
being introduced, created worry that parks such as Point Pleasant could soon become 
overburdened. In addtion, the South End population is quite active and includes a young 
student population and a workforce where over 64 percent of people currently bike or 
walk to work. My concern was that opportunities for recreation may be limited due to the 
programme of existing public parks in the area. Top left: Figure 5.9. A pathway in Victoria Park, 

September, 2010

Top right: Figure 5.10. The Halifax Public Gardens, 
September. 2010

Middle right: Figure 5.11. A pathway in Point Pleasant 
Park, December, 2010

Bottom left: Figure 5.12. East shore of Point 
Pleasant Park looking towards the Harbour entrance, 
September, 2010
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PART 6: DESIGN INTENTIONS, GOALS, AND STRATEGIES



The purpose of this practicum was to develop a comprehensive design proposal, which would 
address the previously outlined issues while taking into consideration the past, present and 
future importance of the port. With this in mind, the port was viewed not as a constraint 
but as a site of opportunity. A design intervention within such a context was hypothesized 
as ideal for reacquainting and reuniting the urban residents of Halifax with their harbour. In 
this case, the harbour was defined not only by the water, but also by the activities that take 
place on the water and on its shores. To clarify, in addition to creating physical connections, 
I anticipated making the connections between city and port clearer within the urban 
consciousness. It was imagined that immersing citizens and visitors within the environment 
of the port would bring greater awareness and appreciation to the events which historically 
shaped the city, and which continue to define Halifax economically, socially and spatially. 

By selecting an active port as the site for a design intervention, the opportunity was also 
presented to challenge the conventional models of waterfront redevelopment. However, as 
most literature and design precedents deal with the post-industrial waterfront, my process 
began with a degree of uncertainty. By the end of the design process, the hope was to have 
clearer answers to the following universal questions: 

  •  Can there be coexistence between the contradicting programs of public open space and    
    active industry? 

  •  Can landscape designers respond to the concerns of competing economic interests,   
    safety, and security while creating special, meaningful and innovative places? 

Motivated by the presumption that the latter could be achieved, a positive conclusion to the 
first question, using Halifax as an example, was the objective. That being said, the ultimate 
goal of this practicum was to introduce new options for people to engage with the harbour 
and offer experiences not found anywhere else in the city.

Such experiences were also to be made more accessible to the population of the South 
End and responsive to their desires. This included the over 27,000 students who attend 
university within close proximity to the harbour and port. Therefore, the proposed design was 
intended to physically reconnect the neighbourhoods west of the port to the waterfront, in 
addition to manifesting as a stark contrast – spatially and programmatically – to the existing 
tourist-oriented downtown waterfront boardwalk. 

OTHER CONSIDERATIONS

Throughout the analysis stage, the positive contributions the port offers Halifax and its 
significant position in the context of global shipping became more apparent. The importance 
of a working waterfront also became more evident after reading the work of civil engineering 
and city planning professor, Michael C. Ircha. In his paper Port Privatization: Commerce 
and Recreation (2002), Ircha argues that waterfront land is a non-renewable resource. He 
also stated, “while the public seeks access and urban-oriented redevelopment of waterfront 
lands, port authorities often try to retain their waterfront holdings for future cargo-handling” 
(p. 3). This statement was true for Halifax, seeing as land was already scarce and occupied 
by competing uses. Therefore, as the authors of the Halifax Economic Potential report 
(2004) emphasized, “any long-term land use plan should take a balanced approach and 
make provision for marine industrial uses even if these are not immediately identifiable” 
(Gardner Pinfold, p. iii).

Although it was stated earlier that the infrastructure of the port has been underutilized, 
attention should be brought to the efforts of the port in bringing a new use to the grain 
elevator and it’s overhead conveyor galleries. Therefore, in an attempt to achieve a balance 
between the contradicting programs of industrial use and public open space, the decision 
was made to meet objectives with as little disturbance as possible to this existing and 
important port function. 
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PART 7: SITE SELECTION AND ANALYSIS



PINPOINTING A SITE

In the process of identifying a specific site within the South End port, the Ocean Terminals 
continually proved itself as the ideal location. Being of a completely different scale, form, and 
density, it inherently provides a contradictory experience and relief from the everyday city. 
Its landscape is flat and expansive, with piers open to the water, and open to the horizon. 
At the same time it is an environment defined by awe-inspiring infrastructure. Within this 
setting, both the static and dynamic qualities of the harbour and port can be experienced. 
For instance, one can be in closer contact with the largest cruise ships and container ships 
on the planet today, while surrounded by colossal infrastructure of a bygone industrial era. 
Furthermore, the advantages of the Ocean Terminals site include its underuse and strategic 
position close to the downtown, mid-way between the only other points of access to the 
waterfront.

FURTHER ANALYSIS

After identifying the site, a more in-depth examination was conducted to obtain a greater 
understanding of the environmental context of the port and its logistics. This chapter 
includes the results of the following studies (in no hierarchical order) that influenced the final 
site design:

 • cross-section drawing analysis of peninsula topography and land use
 • mapping of harbour features and bathymetry
 • charting and mapping of ship movement and docking
 • mapping of harbour hourly tidal currents
 • mapping of truck routes and railway lines
 • mapping of port buildings and infrastructure
 • cross-section drawing analysis of port infrastructure 
 • photographic analysis of material and formal qualities

Opposite top: Figure 7.1. Panorama looking east over Pier A of 
the Ocean Terminals

Opposite bottom: Figure 7.2. Panorama looking west towards 
the grain elevator
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CONTOUR INTERVALS: 5M, 10M, 20M, 30M 

1KM NSCALE 1:30 000

HARBOUR LIMIT
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SHIP MOVEMENT STUDY

A three week study was conducted to demonstrate the daily impact of ship movement on 
the harbour. From May 29th to June 18th, 2011, all shipping and cruise vessels with a total 
length greater than 80 meters were tracked from the time of their arrival in the harbour 
to the time of their departure. All tug boats and pilot boats were excluded from the study 
in addition to non-shipping and cruise related vessels such as transit ferries, military, coast 
guard, fishing, and pleasure craft which regularly dock in Halifax Harbour. The maps and 
charts presented on the following pages document the number of vessels arriving in port, 
types of vessels and corresponding cargo, docking locations and port facilities serviced, 
times of arrival and departure, total time spent in port, and primary routes and lanes.

FIGURE 7.4. HARBOUR FEATURES
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PORT FACILITIES
1. Halterm Container Terminal Pier C
2. Halterm Container Terminal Pier B
3. Ocean Terminals Pier A-1
4. Ocean Terminals Pier A
5. Halifax Seaport Cruise Terminal
6. Fairview Cove Container Terminal
7. Imperial Oil Dock Dartmouth
8. Autoport Eastern Passage
9. Richmond Terminal

NATURAL FEATURES
A. McNabbs Island
B. George’s Island
C. Point Pleasant Shoal
D. Inner Harbour
E. The Narrows
F. Northwest Arm
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1:500

RO/RO CARGO SHIPS: 3

1
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4

5

7

8

CONTAINER SHIPS: 14OIL TANKERS: 4BULK CARGO SHIPS: 3 CRUISE SHIPS: 1

Vessel Name Vessel Type Berth Arrival (AST) Departure (AST) Total Time in Harbour
Pearl River Container Ocean Terminals Pier A Berth 25 5/27/2011 10:32 5/31/2011 5:27 3 days, 18 hrs, 55 min
Vale Tanker Imperial Oil Dock Dartmouth 5/28/2011 7:12 5/29/2011 20:29 1 day, 13 hrs, 17 min
Nirint Spirit Container Ocean Terminals Pier A-1 Berth 31 5/28/2011 20:16 5/30/2011 16:19 1 day, 20 hrs, 3 min
Atlantic Concert Container Fairview Cove 5/29/2011 6:35 5/29/2011 18:36 12 hrs, 1 min
Overseas Shirley Tanker Imperial Oil Dock Dartmouth 5/29/2011 8:29 5/31/2011 15:43 2 days, 7 hrs, 14 mins
OOCL Hongkong Container Fairview Cove 5/29/2011 10:32 5/29/2011 23:06 12 hrs, 34 mins
Maasdam Cruise Halifax Seaport Cruise Terminal 5/30/2011 7:37 5/30/2011 17:16 9 hrs, 39 mins
Paris Express Container Fairview Cove 5/30/2011 16:36 5/31/2011 4:05 11 hrs, 29 mins
Atlantic Conveyor Container Fairview Cove 5/30/2011 16:50 5/31/2011 3:20 22 hrs, 30 mins
Federal Rideau Grain and Bulk Ocean Terminals Pier A Berth 26 5/30/2011 0:03 6/1/2011 1:55 2 days, 1 hr, 52 min
Otello RO/RO Cargo Autoport > OT Pier A-1 Berth 31 5/31/2011 6:06 5/31/2011 20:58 14 hrs, 52 mins
Oceanex Sanderling Container and Bulk Halterm Pier C 5/31/2011 7:39 6/1/2011 0:19 16 hrs, 50 mins
Algoscotia Tanker Imperial Oil Dock, move to OT Pier 33 5/31/2011 13:22 - In harbour for duration of study
Barkald Bulk Cargo OT Pier A Berth 27 > Nat.Gyp. 6/7/2011 13:00 5/31/2011 20:00 6/8/2011 16:16 6 days, 16 hrs/1 day, 3 hrs, 16 mins
Queen Ace RO/RO Cargo Autoport Eastern Passage 6/1/2011 5:00 6/2/2011 0:53 19 hrs, 53 mins
Zim Virginia Container Halterm Pier C 6/1/2011 6:28 6/1/2011 16:52 10 hrs, 24 mins
MOL Paramount Container Halterm Pier C 6/1/2011 16:27 6/2/2011 22:00 1 day, 5 hrs, 33 mins
Liberty Pride RO/RO Cargo Autoport Eastern Passage 6/2/2011 7:00 6/2/2011 13:47 6 hrs, 47 mins
Teval Container Halterm Pier C 6/2/2011 10:29 6/3/2011 18:09 1 day, 7 hrs, 40 mins
Thailand Express Container Fairview Cove 6/2/2011 19:32 6/3/2011 12:29 16 hrs, 57 mins
Sichem Defiance Tanker Imperial Oil Dock Dartmouth 6/3/2011 1:08 6/4/2011 13:10 1 day, 12 hrs, 2 mins
Lady Christina Container and Bulk Anchorage 6/3/2011 16:27 6/3/2011 21:55 5 hrs, 28 mins
Oceanex Sanderling Container and Bulk Halterm Pier C 6/3/2011 23:45 6/4/2011 6:57 7 hrs, 12 mins
Maersk Patras Container Halterm Pier C 6/4/2011 6:39 6/4/2011 16:40 10 hrs, 1 min
Atlantic Companion Container Fairview Cove 6/4/2011 11:32 6/4/2011 20:35 9 hrs, 3 mins
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PORT FACILITIES
1. Halterm Container Terminal Pier C
2. Halterm Container Terminal Pier B
3. Ocean Terminals Pier A-1
4. Ocean Terminals Pier A
5. Halifax Seaport Cruise Terminal
6. Fairview Cove Container Terminal
7. Imperial Oil Dock Dartmouth
8. Autoport Eastern Passage
9. Richmond Terminal
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6 FIGURE 7.5 SHIP LANES AND DOCKING 
05.29.11 - 06.04.11
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1:500

RO/RO CARGO SHIPS: 2

1

2
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5

7

8

CONTAINER SHIPS: 15OIL TANKERS: 3BULK CARGO SHIPS: 5 CRUISE SHIPS: 2

Vessel Name Vessel Type Berth Arrival (AST) Departure (AST) Total Time in Harbour
OOCL Kaohsiung Container Fairview Cove 6/5/2011 5:39 6/5/2011 19:22 13 hrs, 43 mins

Zim Califormia Container Halterm Pier C 6/5/2011 6:37 6/5/2011 16:40 10 hrs, 3 mins

Antwerpen Express Container Fairview Cove 6/5/2011 11:01 6/5/2011 23:55 12 hrs, 54 mins

Porgy RO/RO Cargo Autoport > OT Pier A-1 Berth 31 17:00 6/6/2011 6:01 6/6/2011 20:36 10 hrs, 59 mins/3 hrs, 36 mins

Nippon Maru Cruise Ship Halifax Seaport Cruise Terminal 6/6/2011 6:38 6/6/2011 22:13 15 hrs, 35 mins

Hoechst Express Container Fairview Cove 6/6/2011 11:08 6/6/2011 18:41 7 hrs, 33 mins

Shenlong Spirit Tanker Anchorage > Imperial Oil Dock Dartmouth 10:30 6/6/2011 11:25 6/12/2011 19:49 6 days, 8 hrs, 24 mins

Atlantic Concert Container Fairview Cove 6/6/2011 13:30 6/6/2011 22:45 9 hrs, 15 mins

Stadt Gera Container Halterm Pier C 6/6/2011 15:22 6/7/2011 0:06 8 hrs, 44 mins

Oceanex Sanderling Container and Bulk Halterm Pier C > Autoport 16:00 6/7/2011 7:41 6/8/2011 23:56 1 day, 16 hrs, 15 mins

Zhong Chi Tanker Imperial Oil Dock Dartmouth 6/7/2011 22:42 6/9/2011 21:34 1 day, 22 hrs, 52 mins

Zim Savannah Container Halterm Pier B 6/8/2011 6:35 6/9/2011 0:24 17 hrs, 49 mins

Tsing Ma Bridge Container Halterm Pier C 6/8/2011 6:45 6/8/2011 16:23 9 hrs, 38 mins

OOCL Hongkong Container Fairview Cove 6/8/2011 15:40 6/9/2011 5:32 13 hrs, 51 mins

Alice Oldendorff Bulk Cargo National Gypsum Bedford Basin 6/9/2011 1:29 6/9/2011 21:58 20 hrs, 29 mins

CSL Atlas Bulk Cargo Anchorage > Nat.Gypsum 16:00 6/9/2011 3:37 6/10/2011 20:13 1 day, 16 hrs, 36 mins

Maasdam Cruise Ship Halifax Seaport Cruise Terminal 6/9/2011 7:38 6/9/2011 16:24 8 hrs, 46 mins

Sunshine Ace RO/RO Cargo Autoport 6/9/2011 8:14 6/10/2011 11:59 1 day, 3 hrs, 45 mins

Onego Ponza Bulk Cargo Ocean Terminals Pier A Berth 27 6/10/2011 12:38 6/15/2011 18:30 5 days, 5 hrs, 52 mins

Algonova Tanker Imperial Oil Dock Dartmouth 6/10/2011 17:40 6/11/2011 13:16 19 hrs, 36 mins

Oceanex Sanderling Container and Bulk Halterm Pier C 6/10/2011 22:39 6/11/2011 5:56 7 hrs, 17 mins

London Express Container Fairview Cove 6/11/2011 5:24 6/11/2011 18:50 13 hrs, 26 mins

Ludwigshafen Express Container Fairview Cove 6/11/2011 5:59 6/11/2011 13:54 7 hrs, 55 mins

Berta Bulk Cargo Halterm Pier C 6/11/2011 6:47 6/11/2011 11:37 4 hrs, 50 mins

Maersk Penang Container Halterm Pier C 6/11/2011 7:02 6/11/2011 16:49 9 hrs, 47 mins

Atlantic Compass Container Fairview Cove 6/11/2011 11:23 6/11/2011 23:08 11 hours, 45 mins

Ambassador Bulk Cargo National Gypsum Bedford Basin 6/11/2011 14:30 6/12/2011 2:54 0 days, 12 hours, 24 minutes
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1KM NSCALE 1:30 000

6
FIGURE 7.6. SHIP LANES AND DOCKING 

06.05.11 - 06.11.11

PORT FACILITIES
1. Halterm Container Terminal Pier C
2. Halterm Container Terminal Pier B
3. Ocean Terminals Pier A-1
4. Ocean Terminals Pier A
5. Halifax Seaport Cruise Terminal
6. Fairview Cove Container Terminal
7. Imperial Oil Dock Dartmouth
8. Autoport Eastern Passage
9. Richmond Terminal
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1:500

RO/RO CARGO SHIPS: 1

1
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3

4

5

7
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CONTAINER SHIPS: 15OIL TANKERS: 2BULK CARGO SHIPS: 2 CRUISE SHIPS: 3

Vessel Name Vessel Type Berth Arrival (AST) Departure (AST) Total Time in Harbour
OOCL Antwerp Container Fairview Cove 6/5/2011 5:39 6/5/2011 19:22 13 hrs, 43 mins
Renate Shulte Container Halterm Pier B 6/13/2011 6:32 6/14/2011 7:29 1 day, 0 hrs, 57 mins
Zim Pusan Container Halterm Pier C 6/13/2011 6:45 6/13/2011 19:16 12 hrs, 31 mins
Maasdam Cruise Ship Halifax Seaport Cruise Terminal 6/13/2011 7:39 6/13/2011 17:20 9 hrs, 41 mins
Pearl River Container Halterm Pier C 6/13/2011 10:22 6/14/2011 3:24 17 hrs, 2 mins
Atlantic Companion Container Fairview Cove 6/13/2011 16:31 6/13/2011 23:28 6 hrs, 57 mins
Algonova Tanker Imperial Oil Dock Dartmouth 6/13/2011 20:37 - In harbour for remainder of study
Fidelio RO/RO Cargo Autoport Eastern Passage 6/14/2011 6:01 6/14/2011 17:13 11 hrs, 12 mins
Oceanex Sanderling Container and Bulk Halterm Pier B 6/14/2011 7:41 6/14/2011 23:22 15 hrs, 41 mins
MOL Partner Container Halterm Pier C 6/14/2011 10:46 6/14/2011 21:20 10 hrs, 34 mins
AFL New England Container Anchorage Bedford Basin 6/14/2011 15:59 - In harbour for remainder of study
BBC Austria Bulk Cargo Ocean Terminals Pier A-1 Berth 30 6/14/2011 17:40 6/16/2011 20:47 2 days, 3 hrs, 7 mins
Zim Haifa Container Halterm Pier C 6/15/2011 6:26 6/15/2011 20:57 14 hrs, 31 mins
Baltic Marshall Tanker Imperial Oil Dock Dartmouth 6/15/2011 18:29 6/17/2011 10:16 1 day, 15 hrs, 47 mins
Carnival Glory Cruise Ship Halifax Seaport Cruise Terminal 6/16/2011 9:46 6/16/2011 19:43 9 hrs, 57 mins
OOCL Kaoshiung Container Fairview Cove 6/17/2011 5:42 6/17/2011 23:11 17 hrs, 29 mins
Kobe Express Container Fairview Cove 6/17/2011 18:17 6/18/2011 4:41 10 hrs, 24 mins
Oceanex Sanderling Container and Bulk Halterm Pier C 6/17/2011 23:44 6/18/2011 5:00 5 hrs, 16 mins
Ambassador Bulk Cargo National Gypsum Dartmouth 6/18/2011 1:54 6/18/2011 18:19 16 hrs, 25 mins
Caribbean Princess Cruise Ship Halifax Seaport Cruise Terminal 6/18/2011 6:34 6/18/2011 16:41 10 hrs, 7 mins
Maersk Palermo Container Halterm Pier C 6/18/2011 6:48 6/18/2011 19:09 12 hrs, 21 mins
Zim Shanghai Container Halterm Pier C 6/18/2011 6:58 6/18/2011 22:01 15 hrs, 3 mins
Atlantic Cartier Container Fairview Cove 6/18/2011 16:38 6/18/2011 23:22 6 hrs, 44 mins
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1KM NSCALE 1:30 000

6 FIGURE 7.7. SHIP LANES AND DOCKING 
06.12.11 - 06.18.11

PORT FACILITIES
1. Halterm Container Terminal Pier C
2. Halterm Container Terminal Pier B
3. Ocean Terminals Pier A-1
4. Ocean Terminals Pier A
5. Halifax Seaport Cruise Terminal
6. Fairview Cove Container Terminal
7. Imperial Oil Dock Dartmouth
8. Autoport Eastern Passage
9. Richmond Terminal
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TIDAL CURRENTS STUDY

The following images demonstrate the average tidal current pattern in Halifax Harbour.
The arrow corresponding with each diagram indicates the direction and the magnitude of 
the current measured at five centimeters per second. 

The general flow is in two main directions. The first moves north from the harbour entrance 
and then curves north-west just after the South End port. The second is almost opposite, 
moving south-east from the Bedford Basin, through the narrows, curving around the South 
End piers, and then out towards the harbour entrance. 

According to the Marine World Database (2009), the ordinary rate of the tidal currents 
does not exceed 0.5 knots, but the rate and vertical movement can be influenced by the wind 
(Tides-Currents, para. 11). Nonetheless, the waters around the South End Port are most 
often quite calm. In addtion, there is negligible current in the protected basins between the 
piers of the Ocean Terminals.

SHIP MOVEMENT STUDY: OBSERVATIONS

When entering the harbour, most ships followed a similar route, navigating the deep channel 
between McNabb’s Island and Pleasant Shoal, which lies southeast of Point Pleasant Park. If 
not destined for the South End port facilities, the majoirty of ships branched off approximately 
600 meters east of Pier C. Vessels destined for piers in the North End of the harbour 
moved primarily around the east side of George’s Island. The narrower channel to the west 
of the island was used mostly by cruise ships to turn around when arriving or departing the 
Seaport.

At the Ocean Terminals, ships docked only at the north and south sides of the piers. With the 
exception of one ship, the waters remained mostly clear of vessel traffic up to 100 meters 
off the eastern end of Pier A. Throughout the entire study Pier A was docked-at only four 
times. It was used mainly as a tie-up for ships undergoing minor repairs, or waiting for other 
berths to clear. Although direct docking at Pier A was intermittent, activity was constant in 
the surrounding waters. All vessels that entered the harbour would either pass directly by or 
would be in close sight from the pier and from elevated positions further west near the grain 
elevator.

PIER A

FIGURE 7.8. OCEAN TERMINALS PIER A
250M NSCALE 1:10 000
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HIGH TIDE HIGH TIDE +1 HR HIGH TIDE +2 HRS HIGH TIDE +3 HRS

FIGURE 7.9. HALIFAX HARBOUR HOURLY TIDAL CURRENTS
NNOT TO SCALE

DIRECTION AND STRENGTH OF CURRENT

5cm/s 5cm/s 5cm/s 5cm/s
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LOW TIDE -2 HRS LOW TIDE -1 HR LOW TIDE LOW TIDE +1 HR

NNOT TO SCALE

DIRECTION AND STRENGTH OF CURRENT

5cm/s 5cm/s 5cm/s 5cm/s

FIGURE 7.10. HALIFAX HARBOUR HOURLY TIDAL CURRENTS
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LOW TIDE +2 HRS LOW TIDE +3 HRS HIGH TIDE -2 HRS HIGH TIDE -1 HR

NNOT TO SCALE

DIRECTION AND STRENGTH OF CURRENT

5cm/s 5cm/s 5cm/s 5cm/s

FIGURE 7.11. HALIFAX HARBOUR HOURLY TIDAL CURRENTS
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MAJOR CORRIDORS

1. Marginal Road
2. CN Rail Yards
3. Rail Cut
4. Lower Water Street
5. Hollis Street
6. Robie Street
7. Quinpool Road
8. MacDonald Bridge
9. MacKay Bridge
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PART-TIME TRUCK ROUTES

RAIL LINES FULL-TIME TRUCK ROUTES

1KM NSCALE 1:30 000

FIGURE 7.12. PENINSULA 
TRUCK ROUTES AND RAIL LINES

SCALE 1:10 000

FIGURE 7.13. THE OCEAN TERMINALS: 
PRIMARY TRUCK ROUTES AND RAIL LINES

500M
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MARGINAL ROAD

SECURITY GATE AND 
TRUCK CORRIDOR

TRUCK AND RAIL 
TURN-AROUND

MARGINAL ROAD
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FIGURE 7.14. BUILDINGS AND INFRASTRUCTURE   
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Berth
Length 

(metres)
Open Area 

(square metres) Observed Function

23 213 - Tie-up  

24 142 4459 Commercial fishing boat unloading

25 171 4960 Grain Receving/tie-up/ship repairs 

26 210 2690 Tie up/ship repairs

27 210 6387 Break-bulk cargo/heavy lift/tie up

28 171 4170 Grain loading

30 190.5 8419 Break-bulk cargo/heavy lift/ro-ro

31 190.5 8419 Break-bulk cargo/heavy lift/ro-ro

TABLE 7.1. PIER SPECIFICATIONS
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FIGURE 7.15. BUILDINGS AND INFRASTRUCTURE   
GROUND LEVEL PLAN
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LOGISTICS STUDIES SUMMARY

The analysis of existing buildings and infrastructure and the mapping of truck routes and rail 
lines demonstrated the circulation corridors and infrastructure required for the operation of 
the Ocean Terminals. As a result, large portions of the site such as the rail yard would have 
to be spanned to ensure the continued function of the port. 

Additionally, three exiting, unused spaces presented themselves as opportunity sites for 
the introduction of a new function. First, advantage could be taken of the empty site west of 
the grain elevator and south of the newly built condominium for an entrance area. Second, 
a strip of open space which exists within the rail yard was seen as a possible location for a 
parking lot and connection to the existing pedestrian access tunnel. Finally, a minimally used 
area on pier A, positioned between the two conveyor galleries was viewed as a potential site 
for the relocation of Shed 26 to take advantage of the end portion of the pier.

SECURITY GATE

WAREHOUSE

FENCE

FENCE

GATE

OPPORTUNITY SITE

PEDESTRIAN 
TUNNEL
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FIGURE 7.16. TRANSECT THROUGH THE GRAIN ELEVATOR AND PIER A 
SHOWING HARBOUR WATER LEVELS
SCALE 1:1000 20M

SOUTH BLAND ST. SILO HOUSE RECEIVING SHED

MARGINAL RD. SECURITY GATERAIL YARD

BRUSSELS ST.

SHED 26BERTH 25
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2.1M: HIGHEST HIGH WATER LEVEL (LARGE TIDE)
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FIGURE 7.17. MATERIAL AND FORMAL QUALITIES

RHYTHMIC

CONTRASTING

HEAVY

SOARING

DYNAMIC
ECONOMICAL

SITE ANALYSIS SUMMARY

The results of the previous studies were essential to the design. All decisions were informed 
and influenced by the exiting forces of the harbour, and the human activity, both maritime 
and land-side which takes place in and around the site. Existing functional requirements of 
the port such as movement and circulation were taken into consideration while decisions 
were made on where new access could be afforded. In addition, the structure, dimensions, 
and materiality of existing port features where greatly influential to the design of new site 
elements.
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PART 8: DESIGN PROPOSAL



RAIL YARD

HARBOUR

NEIGHBOURHOOD

FIGURE 8.1. CONCEPT DIAGRAM OF MAIN ZONES

FIGURE 8.2. CONCEPT DIAGRAM OF MAIN ELEMENTS AND PROGRAMMATIC INTENTIONS

GRAIN ELEVATOR AND PIER A 

CONCEPT

The final design process began with the recognition of the diversity and multidimensionality of 
the port environment. Specifically, the site was viewed as being composed of four distinct, yet 
intersecting elements or zones: 

•  the dynamic aquatic environment of the harbour
•  the massive industrial infrastructure of the grain elevator and piers
•  the expansiveness of the rail yard
•  the growing residential neighbourhood

To successfully achieve my objectives, the proposed intervention would have to respond to 
the each zone’s unique characteristics and current function. At the same time, it would have 
to link the zones together to create a cohesive experiential sequence. The ensuing strategy 
involved the introduction of three new elements: the Plaza, the Promenade, and the Park. 
Although not applied in a traditional manner, these terms helped clarify my spatial, functional, 
and programmatic intentions for each existing zone (see Figure 8.2).

ATTRACT.ACTIVATE.
MOVE.GROW.CYCLE.
IMMERSE.FLOAT.
LOUNGE.SWIM

PARK

CONNECT.ELEVATE.
SPAN.BRIDGE.

PROMENADE

PLAZA
INVITE.COLLECT.
WELCOME.ENTER

SCALE 1:5 000 100M
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NSCALE 1:2000 50M
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8. Parking under Promenade
9. Driveway
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11. Walkway
12. Potential mission site
13. Marginal Road
14. Potential warehouse site

FIGURE 8.3. FINAL DESIGN PLAN
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THE PLAZA

The Plaza is a more passive space that respects the calmer environment of the residential 
neighbourhood. It occupies a previously vacant and uninviting site in the shadow of the 
towering grain elevator. It has been designed to function as the foyer and main welcoming 
point for visitors. While the elevator previously acted as a major obstruction to the 
waterfront, it has been transformed into its main entrance and the threshold between the 
everyday city and the exciting world of the port on the other side. 

The entrance is created by blasting a 25-meter-high, 2.5-meter-wide opening directly 
through four of the elevator’s 226 silos. This sizeable gesture brings light through from the 
other side and signals the entrance from afar. However, to maintain the operation of the 
elevator, the opening is positioned eight meters above existing grade, where it will evade the 
elevator’s lower level conveyor room. 

Physical access is provided by a ramp, which frames the Plaza and spirals gradually up to 
the opening. Once through the entry, the visitor proceeds at a horizontal level through the 
elevator with the view of the opposite shore, framed before them. However, most people 
will be stopped and their gaze directed upward to the overwhelming and expansive interior 
volume above their heads.

SCALE 1:500 10M N

FIGURE 8.4. PLAN OF THE PLAZA
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3. Silo entrance
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The ramp itself is a simple and light steel structure, which contrasts the heavy concrete 
of the elevator and reflects the industrial aesthetic found throughout the port. The ramp 
pushes out and floats above the existing roadway – a gesture that enlarges the Plaza and 
encourages pedestrian use over vehicles. In addition, the ramp acts as a gateway pergola 
and defines the interior space of the Plaza as a courtyard. Within the courtyard, a small 
grove of red maples (Acer rubrum) is planted to further highlight the space and set it apart 
from the road and the newly configured parking lot which sits beneath a mass of white ashes 
(Fraxinus americana). The maples are also a distinct contrast from the neighbourhood’s 
street trees, as they are bright red in the fall and have multiple branches which rapidly 
ascent from the base of their trunks. Additionally, their high canopies provide space required 
for seating and movement underneath.

SCALE 1:250 5M

SEATINGCAFE RED MAPLES SLATE PAVINGTRUCK RAMP PARKING UNDER TREES

FIGURE 8.5. SECTION THROUGH THE PLAZA
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The Plaza’s ground surface consists of strips of poured concrete and narrow pavers, cut 
from the local slate. The repeating linear pattern is overtly directional and corresponds with 
the rhythm of the grain elevator’s silos. The paving continues onto the road and parking 
lot with a change in material from slate to couloured concrete. This is intended to visually 
expand the Plaza and further express priority for pedestrians. At times, the pavers are 
replaced by strips of shattered slate which reveal the substrate on which the port is built. In 
other instances, sections of the slate paving strips rise up in the form of the solid concrete 
to provide seating.

The programme of a café is introduced into the space and is built beneath a section of the 
ramp. In addition to providing separation between the courtyard and the right-of-way for 
trucks exiting the grain elevator, it is planned to be another attracting component for this 
formerly uninviting location. Its glass façade suggests openness and the new role of port 
lands as an accessible place for the public. Visitors will be able to purchase refreshments 
and enjoy the Plaza before heading out to, or returning from the pool. 

CONVEYER ROOM
RAMPRED MAPLE COURTYARDATLANTIC STREET

SCALE 1:250 5M

FIGURE 8.6. SECTION THROUGH THE PLAZA 
AND GRAIN ELEVATOR
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THE PROMENADE

The Promenade is the central spine, connecting each element of the site together. As 
an elevated walkway, it echoes the structure and function of the existing grain conveyor 
galleries by spanning the rail yard, Marginal Road, and the operational sections of the pier. 
The Promenade also provides the opportunity to be immersed within the port environment 
without compromising safety and security. From its raised position, views are afforded over 
the port, the harbour, and back towards the city’s downtown. However, one of the most 
interesting sights will be the rail yard below. From this view, a fascinating image emerges as 
the random succession of plant species contrasts the rigid and systematic skeleton of the 
tracks.  

The construction of the Promenade’s side-walls is similar to a ship hull, with horizontal 
aluminum panels riveted to larger longitudinal steel ribs. However, the appearance is 
subtractive and fragmented as panels are missing from the arcing form, increasing and 
reducing the height of the walls. Such a gesture reflects the ephemeral character and 
uncertainties of the port. It allows the form to undulate in both section and elevation, creating 
an overall wavelike appearance.

Three major elevation and directional changes occur along the length of the Promenade in 
correspondence with the zones it is spanning. Over the rail yard, its deck rises approximately 
eight meters above grade to allow for the passage of double-stack rail cars below. Once 
east of the yard, it makes a 90-degree bend and ascends four meters to where it intersects 
with the roof of an existing conveyor. From this point, it continues at a level height, parallel 
to the rail lines. Inserted between the last set of tracks is a new parking lot where access 
is afforded to the Promenade via a steel ramp. Shortly after, another change in direction 
positions it parallel to the pier. The final elevation change occurs just before the start of the 
Tidal Marsh. At this location a ramp brings visitors down to a new deck level, six meters 
above the base of the Tidal Marsh. Three sets of steel stairs provide access to the lower 
levels, while a hinging ramp descends near the end of the Promenade to connect with the 
outer ring of the Island.

CN RAIL YARD

TRUCK ACCESS RAIL TRACKS

SCALE 1:250 5M

FIGURE 8.7. SECTION THROUGH THE PROMENADE 
EAST OF THE GRAIN ELEVATOR
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RAMP TO NEXT LEVEL
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NSCALE 1:2000 50M

FIGURE 8.8.  PROMENADE CONFIGURATION
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NSCALE 1:1 000 20M
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FIGURE 8.9. ISLAND AND TIDAL MARSH PLAN
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THE PARK

The Park is characterized by its activeness, reflection of, and responsiveness to the 
dynamism of the harbour. It is composed of two main elements, the Island and the Marsh. 
The Island is intended to enlarge the site, while extending access further out into the 
harbour. It is designed to float on the water and respond to the daily turning of the tide, and 
any future rise in sea level. The Island’s Lagoon provides the opportunity to be immersed 
directly in the harbour. As a freshwater pool, it reintroduces swimming to a body of water 
perceived as too polluted and unsafe for human contact. 

Surrounding the Lagoon is the Ring, which forms a continuous walkway and separates the 
two water bodies. The structure of the Ring is itself responsive as its surface is amorphous 
with no permanent shape. Its continuous neoprene membrane is filled with recycled 
polystyrene pellets, allowing it to contour to the human body in a manner similar to a 
beanbag chair. The overall structure of the Ring undulates, creating a varied topography of 
ridges and shallow inclines. The slopes of these inclines are ideal for lounging and will create 
a similar impression to lying on a beach. Facilities such as change rooms and the mechanics 
needed for the of the pool’s operation are built directly into the Ring and are located in the 
lower level within the supporting pontoon structure. 

SCALE 1:500 10M

FIGURE 8.10. SECTION THROUGH THE ISLAND
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The Island is exposed and in close contact with the forces of the harbour. The wake of 
passing ships and harbour’s waves will be transferred into the water of the Lagoon and felt 
by the individuals swimming within it. At the same time, visitors will be dwarfed by the giant 
cruise ships and bulk cargo ships, which dock only meters away. The pool’s position as the 
furthest point from shore is also advantageous, affording clear views of the container port 
and the open ocean. Its distinct red colour signals it presence to passing ships and so it is 
recognized from the shore.

The Tidal Marsh is intended to return a section of the port back to the harbour. In a space no 
longer needed for cargo operations, one third of the length of Pier A is cut down beneath the 
lowest water level to create a habitat for aquatic plants. The combination of calm currents 
and the mixing of freshwater run-off with ocean saltwater make this an ideal location for 
marsh species to thrive. Smooth cordgrass (Spartina alterniflora) is selected as it can 
survive in the Nova Scotia climate and be submerged for an extended period of time. 

The cordgrass is planted at three different elevations and will appear and disappear 
throughout the day in accordance with the tide. In plan, the form of the Tidal Marsh is 
suggestive of rows of shipping containers where units are continually added and subtracted 
throughout the shipping process. Six salt-tolerant white oaks (Quercus alba) are planted 
within the Tidal Marsh with root zones protected by concrete frames. At high tide, they 
appear as small islands. Their random configuration and odd presence brings a greater 
degree of curiosity to site. 

Direct access is also afforded in the Tidal Marsh via three elongated concrete walkways. 
Two of these strips remain at the original pier height and give a similar perspective that one 
would have had from these locations previously. On the other hand, the ground surface of the 
third piece sits below the high water level, offering an uncommon and precarious experience. 

Overall, the constantly shifting landscape of the Tidal Marsh reflects the ephemeral 
character of the shipping industry. It will create a different experience at each visit, while 
making the cycles and rhythms of the harbour more perceptible.

2.8M: HIGHEST HIGH WATER LEVEL IN 2010 (LARGE TIDE)

2.1M: HIGHEST HIGH WATER LEVEL (LARGE TIDE)

1.8M: HIGHEST HIGH WATER LEVEL (MEAN TIDE)

1.0M: MEAN WATER LEVEL

0.2M: LOWEST LOW WATER LEVEL (MEAN TIDE)

0.0M: CHART DATUM/LOWEST LOW WATER LEVEL (LARGE TIDE)
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FIGURE 8.11. SECTION THROUGH THE TIDAL MARSH
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HIGH TIDE 

LOW TIDE

FIGURE 8.12. TYPICAL TIDAL MARSH SEQUENCE
SCALE 1:2000 N50M

118 119



120 121

MATERIAL SELECTION AND 
SPECIFICATIONS 

ISLAND: NEOPRENE MEMBRANE

Properties and reasons for application/use:
•  Malleable: can be formed into various shapes and contoured to  
   the human body
•  Non-abbrasive: smooth nylon knit surface has extremely low  
   surface friction

•  Weather resistant: waterproof and sheds water quickly

PLAZA: SLATE PAVERS

Properties and reason for application/use:
•  Locally sourced and readily available
•  Intended to reveal the bedrock (Halifax Formation Slate) on  
   which the city is built and the material historically used in the  
   construction of building foundations on the peninsula. 
•  Dark colour and texture is intended to contrast the smooth  
   cast-in-place concrete of the grain elevator

PLAZA: SHATTERED SLATE

Properties and reason for application/use:
•  Locally sourced and readily available
•  Inteded to reveal the material excavated in the construction of  
   the port

PROMENADE: GALVANIZED ALUMINUM PANELS

Properties and reason for application/use:
•  Resistant to rust and corrosion caused by salt
•  Intended to reflect the aluminum cladding on the exising      
   conveyor galleries

ISLAND: POLYSTYRENE PELLETS

Properties and reasons for application/use:
•  High level of shock absorption
•  High level of thermal insulation: inhibits the passage of heat or  
   cold
•  Resistance to humidity: does not absorb water or water vapour 
•  Light weight: Ease of construction and reduced transportation    
   costs
•  100% recyclable and made from post-consumer product

TIDAL MARSH: SMOOTH CORDGRASS (Spartina 
alterniflora)

Properties and reasons for application/use:
•  Salt tolerant
•  Absorbs wave energy 
•  Filter sediment from the water while using the nutrients in the    
   sediments
•  Provides habitat, vital nursery and feeding grounds for young  
   fish and crabs 
•  Supplies food and cover to a variety of marsh birds and other  
   animals
•  Grows very vigorously at full-strength seawater salinities
•  High ability to withstand daily flooding

CONCLUSION

Overall, the design fulfils the desire of urban residents to be in contact with their 
harbourfront. Connections have been made at various levels and scales to the water and the 
activities that occur within. The sensitive approach taken with this site is a signal of the past, 
present, and most importantly, future importance of shipping to the city. At the same time, a 
new set of unique experiences has been made possible within the infrastructural framework 
of a bygone industrial era. The port will be seen no longer as a barrier between people and 
the waterfront, but as a place of new, engaging opportunity for enjoyment of the harbour.
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