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Abstract

During the final months of 2011 the New Zealand government revisited
a 50 year old proposal to move the inter-island ferry terminal, currently located in
Picton, to a site bordering on both Lake Grassmere and the Clifford Bay coastline.
This thesis is based around the design of the new terminal facilities. The primary
goal of this research is to develop a model for a new inter-island ferry terminal that
responds to its surroundings and explores Norberg-Schulz theory of genius loci. This
thesis is born from the work of a number of theorists whose arguments surrounding
the concept of place have strong relation to passenger terminal architecture.

Through the combination of Lynch’s theory of concretised space and Nor-
berg-Schulz’s theory of genius loci the design case study proposes a new passenger
terminal that has been designed to express the dynamic nature of travel and critique
the notion of the terminal as a “waiting room” while still maintaining required ter-
minal function. Internal terminal functions such as shops or staff areas are localised
to nodal structures that sit within broader space. This allows for the expression of
the locality while still providing a level of internal flexibility for the user. Therefore
the terminal becomes a space of endless possibility and enjoyment rather than a
soulless and leftover space as many terminals are perceived to be. The site for this
design is of upmost importance to the project. This means that the outcomes dis-
cussed are directly relevant to this site alone, no other location could yield identical
results.

This project is not undertaken as a feasibility study but as an architectural
study exploring a concept through design. Therefore the outcome is not a techno-
cratic one but an exploratory one.
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Introduction

Research Problem

The terminal, whether it is used for sea or air travel, has been a source of
on-going architectural exploration since the early 1800’s with the construction of a
number of early train stations. With the founding of the first inter-island passen-
ger service in August 1962 the two islands of New Zealand were finally connected
with a serviceable passenger route. This route provided both passengers and freight
a consistent crossing point for Cook Straight. Furthermore it removed the need to
sail from Lyttleton to Wellington which operated from 1895 to 1976 (Ministry for
Culture and Heritage, 2012). As with this original move in 1962, the current own-
ers and operators are once again looking to shift the terminal and its port facilities
down the coast. This time the proposed site sits on the north-eastern coast of the
South Island in Clifford Bay on the banks of Lake Grassmere, a much more direct
crossing from the Wellington harbour mouth. It is proposed that the new location
will increase efficiencies and reduce environmental damage on the Marlborough
Sounds. While these features are important advantages for the move it will be the
passenger terminals integration into its site and place that will provide the catalyst
for this thesis. The following place based investigation arises out of the vast increase
in “soulless, leftover spaces in contemporary society” (Leach, 2006) of which the
passenger terminal is a primary example. Therefore the following question will be
the backbone of the investigation;

How can a new inter-island ferry terminal successfully integrate into Lake
Grassmere, as both a site and place, and its role in the journey of the traveller?

Importance of Issue for Architecture

Butler, (1993) Tschumi, (2001) Leach, (2006) and Kasarda, (2011) argue
that the perception of the passenger terminal in both literature and architecture is
skewed. Marc Augé argues that “the overabundance of events, spatial overabundance
and the individualization of references” (Augé, 1995, p. 109) leads to architecture
that is devoid of a local identity and is heavily focussed around efficiency reducing
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the passenger to just another entry on a list. This provides opportunity to explore the
passenger terminal from a local perspective to determine what architecture can do
to create a more engaging and exciting experience for both the passenger and the
staff. This case study attempts to explore the requirements of the passenger terminal
by defining a new layout and spatial arrangement that provides a greater degree of
continuity between land and, in this case, sea. The ultimate goal is to express how
the passenger terminal as a piece of architecture can become an exciting and unique
part of the journey reflective of the one of a kind place in which it sits.

Method

As is the requirement of the project brief, research on the specified problem
will be undertaken through the medium of design. Therefore each element of the
process will need to be undertaken using design as the primary medium of investi-
gation. The following are a series of steps that the design process will pursue.

1. Case study research on existing successful national ports and terminals
both in urban and landscape based settings

2. Explore the theory of ‘sense of place’ in relation to the design of a new
inter-island ferry terminal.

3. Research the site at Clifford Bay to determine; a: if it is a suitable site
for a ferry terminal, and b: how the implementation and placement of
various terminal facilities will influence the design of the terminal

4. Establish a program based on the requirements of both the site and
terminal users.

5. Continuously critique, design and redesign. Refer each design decision
back to original brief and document outcome

The design will follow on iterative process of continuous critique, design
and redesign. Each design iteration will refer back to the original brief and the out-
come will be documented, summarised and expressed.

Thesis Limitations

Due to the nature of the project this thesis comes with a series of limita-
tions.

The first limitation is that the project will only relate to the one site, the
one ‘place’, therefore will not be directly applicable to any other site. In saying this
though, the principles explored will be able to be used in other projects regarding
ways in which ‘place’ can be perceived and used to influence design. The second lim-
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itation is the scale of the project. This size of project would often be undertaken by a
large team of architects and engineers. This thesis merely attempts to encompass an
idea in a grand scheme, expressed at a number of scales. The third limitation is the
origin of the project. I began this project based on a proposal that was introduced
early in 2012. As of the continuation of the project some of the facts originally put
forward may have changed. For example in early 2012 there was no specified site
within the Lake Grassmere area so initial explorations for the design case study are
around the location of the terminal. The forth limitation is the word limit applied to
the written component of the design. Due to the topic only a small sample of pos-
sible information has been used here as opposed to the vast amount available in the
academic world.

Thesis Outline

The thesis is split into seven chapters. Following this introductory chapter
there are five chapters dealing with the design case study. At the culmination of
thesis, following the design case study, there will be a conclusion chapter summaris-
ing the problem followed by a summary of the design case study. The following is a
short description of the five design case study chapters.

1. Chapter two of the thesis, titled Porz N.Z., will revolve around the
expression and formation of the problem. It will cite grounds for the
research problem, in relation to this project, and explore a number of
national examples of port facilities that demonstrate, to a greater or
lesser degree, this specified problem.

2. Chapter three, titled “Non-Lieux”, will involve exploring the issue from
a literary point of view. It will cite a number of examples of written
material on the topics of place, sense of place, non-place, place-identity
and genius loci and explore a method in which to create a strong ar-
chitecture of the place.

3. Chapter four, titled Architectural Context, will explore the grounds and
origin of the project and describe the proposed site for the piece of
architecture. This part will take place in relation to the previous two
parts but with particular attention paid to the exact chosen site in rela-
tion to the proposed passenger terminal building and surrounding port
facilities.

4. Chapter five is the brief. It will include the key constituents of the
brief and the defined requirements for the design.

5. Chapter six, titled 41°43°2.58”S 174°11°11.12E, is focused on the out-
come of the design case study. This part will express how the issues
raised in previous chapters are addressed through the medium of de-
sign and the means in which the final outcome is attained.
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The Growth and Decay of Great New
Zealand Seaports

New Zealand was born of the sea. Both the indigenous Maori and Euro-
pean settlers arrived on New Zealand’s shores via boat and ever since the economic
growth of the nation has coincided with the evolution of the many seaports located
throughout the country. While contemporary ports regularly display minimal rela-
tion to their surroundings and rely on standardised global languages to maintain ef-
ficiency, early seaports in contrast were an expression of their geographical location
and cultural backgrounds. This shift is seen as a loss of a sense of place in favour of a
built anonymity based on efficiency. Since the initial days of New Zealand colonisa-
tion Peter J. Rimmer has identified four phases of New Zealand seaport growth and
decay (Rimmer, 1967). The following is a summary of these phases.

First Phase: Scattered Ports

Development from isolated nodes as opposed to development from a single
centre led to 11 small, scattered ports and coastal settlements being established as
early as 1853. Establishment of settlements was primarily situated around low lying
fertile land with easy access to the ocean for primary trading routes. These trading
routes served as the main means of communication between the isolated settlements
due to limited inland penetration caused by rugged mountains, dense bush and riv-
ers (Rimmer, 1967).

Second Phase: Penetration Lines and Port Piracy

Despite the dispersed pattern of settlement, by 1867 concentrated activity
was occurring at a number of seaports. Seven seaports enjoyed monopoly over the
reaming New Zealand ports due to their access to mineral and agricultural areas,
providing access to other New Zealand ports as well as ports in the United King-
dom and Australia. One of the primary reasons for certain ports beginning to domi-
nate the industry was the construction of train lines between ports. The reduced the
need for ports to be accessible over short distances (Rimmer, 1967).



Third Phase: Interconnection and Concentration

Through the expansion of the railways in the late 1800’s many of the small-
er coastal ports fell victim to the expansion of the larger neighbouring seaports with
routes to the U.K. Smaller ports were able to survive due to the trade available in
refrigerated and frozen produce while the larger ports maintained their monopoly
over the higher value, non-perishable goods (Rimmer, 1967).

Forth Phase: Centralisation

An increase in population and the growth in certain industry sectors in the
larger centres led to the centralisation of function to the larger seaports, primar-
ily in Auckland, Wellington, Lyttelton and Port Chalmers in Dunedin. With the
introduction of the GMV Aramoana in 1962, the inter-island service between Wel-
lington and Picton was born and the North and South Islands were finally linked.
This finally led to an uninterrupted nationwide transport network (Rimmer, 1967).

These phases represent a movement from the local port, one found in each
burgeoning town, to the regional port, 3-4 large ports in total found throughout
all of New Zealand. This change in ideology is characteristic of a growing ship-
ping infrastructure, and also a growing nation, supplemented by the expansion of
the nationwide rail networks. While the resulting increase in efficiency does have
great benefits to the economic wellbeing of some of New Zealand’s largest towns
it has led to the standardisation of many of these larger port facilities. This has re-
sulted in an overall loss of a distinctive sense of place within these ports leaving no
discernible visual features evident beyond what is absolutely necessary for maximum
profitability of the port. There are 13 primary seaports used for imports and exports
in New Zealand. They are, in descending order of economic position (Statistics New
Zealand, 2013);

1. Auckland

2. Tauranga

3. Lyttleton Port (Christchurch)
4. Whangarei

5. Port Chalmers (Dunedin)
6. Napier

7.  Wellington

8. New Plymouth

9. Bluff (Invercargill)

10. Timaru



11. Nelson
12. Gisborne
13. Picton

With the growth of the larger ports and the strong shift towards mass ef-
ficiency through global trading routes many of the smaller seaports were put out of
business leaving their surrounding towns with large quantities of derelict buildings
and infrastructure. While this is unfortunate from an economic perspective, from
an architectural perspective these disused buildings often represent the identity and
culture of many of their towns. Strong evidence of this can be found in the South
Island town of Oamaru. While the loss of function from many of these ports is a
large blow to the local economies it has allowed for the preservation of many of
the historic features found in these towns. While this preservation of history and
town identity is evident in a number of smaller towns it is being somewhat lost in
the larger seaports, such as those in Auckland that are rapidly expanding, and is be-
ing localised only to buildings deemed worthy of the Historic Places register such
as Auckland Harbour Board Workshops (Former) and the original Auckland Ferry
terminal. The following images show the transformation of many ports over time
and provide a visual argument and description of both the loss and preservation of
history and identity in New Zealand seaports.

To conclude, the loss of harbour function from many of the seaports
around New Zealand can primarily be seen as a result of both the economic and
physical expansion in the nation’s maritime trade. While each of the larger port
towns, such as Auckland and Wellington, still maintain a sliver of their heritage and
identity it is a selection of the smaller towns that encompass a much stronger sense of
place through the concentration of their culture and identity, evidence of which can
be seen in smaller port towns such as Lyttelton and Oamaru.



Fig 6. Port Auckla, February 3, 2012

e
Fig 8. Port of Auckland, March 20,2003

Fig 7. Port of Auckland, 29 Jan 1962

Auckland: The Port of Auckland has emerged over the last 60 years as the
largest seaport in New Zealand. While this is necessary for the continued expan-
sion of an ever developing country it has come at a price. Due to the vast expansion
required of the port only select historic buildings remain in the area in a vast sea of
modern architecture and infrastructure. These buildings include the Auckland Ferry
Building, the Northern Steamship Company Building and the Union Fish Com-
pany Building. Although these buildings are still in existence and are now protected,
they are an example of history relegated to that of spectacle.



Wellington: The Wellington port and harbour area has a strong architec-
tural heritage much of which has been maintained and preserved. Buildings such as
Wellington Harbour Board Sheds 7, 13 and 21 provide a fantastic historic backdrop
to Wellington’s rejuvenated water front. With the on-going upgrade of the water
front area, both Wellington’s history and identity are becoming integrated to create
a fantastic place based experience for the local and international community.
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Figl . Lyttelton Harbour, late 1860’s Fig 16. Lyttelton Harbour, July 30, 2010 I

Lyttelton Harbour (Christchurch): “The Gateway to Canterbury” (Dyne,
1939)Lyttelton harbour was one of the earliest ports settled during the European
colonisation of New Zealand. It provides a strong example of early New Zealand
architecture expressive of the English settlers that landed there. Geographically the
historic harbour is bound by a surrounding hill line that has limited its potential
growth. As a result a large majority of Lyttelton Township has been registered by
the Historic Places Trust as an historic area to preserve its historic integrity (New
Zealand Historic Places Trust, 2009). This preservation also leads to the preserva-
tion of the history and identity of the area and makes the area a strong example of
functional primary New Zealand seaport with an historic background.
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Fig 20. Oamaru, Harbour S., 2012

Fig 19. Oamaru Harbour, 1889

Oamaru: The harbour and surrounding breakwater port served as a gate-
way to the burgeoning town. “The town of Oamaru is distinguished by its large con-
tingent of historic buildings, built in the heady days of the Otago gold rush (in the
1860’s to 1890%s).” (Glucksman & Boussy, 2013). Many of the buildings surround-
ing the harbour and the docks themselves reflect this original use. The old Freezer
building still stands and, among many of the other early Oamaru stone buildings,
has gained historic places status (New Zealand Historic Places Trust , 1994). The
port officially closed to shipping in 1975, when it ceased to provide shipping ser-
vices (Waitaki District Council, 2012). The primary building material is a limestone
locally known as “Oamaru Stone”. Oamaru provides a strong example of a town
that has reinvented itself around its history and identity. With the loss of its primary
source of income Oamaru is still able to thrive as both a town and destination due
to its deep seeded ‘sense of place’ established due to its history as a port town.
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20 Fig 21. FOA, Yokohama Ferry Passenger Terminal, Yokohama, Japan 2002



Architecture and Place

Notwithstanding the presence of first-class lounges, airports are pretty egalitar-
ian places, much more so than the outside world. We passengers are all reduced to the same
class of obedient toddlers. Don't go there. Don't tell jokes. Take off your shoes. Take off your
belt. Walk through the scanner. Hold out your arms. Ever mindful of the threat of terror-
ism, we understand, in a vague way, that this is all For Our Own Good. Hence the oddly
bland, bovine expressions on travellers’ faces (Newman, 2004)

'The problem defined in this thesis is that passenger terminals are seen as
tedious, neutral environments. Designed to placate and pacify the traveller, the ter-
minal is organised to slowly herd the traveller from one room to another, removing
the traveller from their place of origin. These terminals are devoid of any form of
place-identity. Many elements of their organisation, from the long benches of indi-
vidualised seating to the neutral paint tones, are organised around the need to ap-
pease all travellers and offend none.

While this description applies to many terminals, it is not a one size fits all
portrayal. For example the Yokohama International Ferry Passenger Terminal de-
signed by Foreign Office Architects represents a unique piece of terminal architec-
ture that expresses its core function as a wave of constructed topography.

This chapter of the thesis deals with the multiple concepts of place and their
relation to architecture. To provide an understanding of the ideas associated with
place this chapter will provide an outline of the terms through an exploration of key
place theorists. Theorists from a number of academic disciplines, including architec-
ture, urban planning, geography, sociology and anthropology have been consulted in
this work. Firstly, the separate concepts of place and sense of place are explored fol-
lowed by a theoretical discussion of the concept of non-place, as employed by Marc
Augé, and an explanation of how this may manifest in architecture. The concept
of place-identity is then explained in relation to non-place exploring how personal
identity plays a strong role in the creation of place. This conclusion of this chapter is
an argument about how consulting the genius loci, or spirit of the place, will help to
manifest place in architectural form, in this case the form of a passenger terminal.

21



22 Fig 22. Marfells Beach, Marlborough, April 2012



Place = Space + Individual Identity

People often consider the concept of place in terms of a location or a physi-
cal construction. While this is not entirely incorrect it only encompasses a limited
view of the word’s meaning. When we inhabit space we bring to it a vast range of
emotional, psychological and experiential associations that act as a lens through
which we perceive the place. Urban Planner Kevin Lynch explores the concretisa-
tion of space through his introduction of the elements of “path, landmark, edge, node
and district” (Liynch, 1960, p. 8) which he argues denote those elements which form
the basis for man’s orientation in space. Geographer Yi-Fu Tuan offers a perspective
on this. He states “when space feels thoroughly familiar to us, it has become place.
Place is something known to us, somewhere that belongs to us in a spiritual, if not
possessive sense and to which we belong” (Tuan, 1977, p. 73). Therefore it is argued
here, and in the following design case study, that human inhabitation of path, land-
mark, edge, node and district becomes the basis for the inception of place.

Agnew (2011) argues that place works in two senses. He describes the first
as “Definable entirely in relation to a single spatial metric (latitude and longitude,
elevation, etc.) or other spatial grid defined by putatively non-spatial processes
(core-periphery, city-hinterland, administrative regions, etc.)”. The second “is con-
stituted by the impact that being somewhere has on the constitution of the pro-
cesses in question.” (Agnew, 2011, p. 317). Here, Agnew shares a similar descrip-
tion of place to Tuan, yet Agnew’s thoughts are based around a combination of both
the tangible and intangible features of a specific location. For example, using the
Lake Grassmere site, defining place, to Agnew, would be based around exploring its
purely tangible qualities such as its proximity to the surrounding Marlborough hills
and the Lake Grassmere Saltworks. The intangible qualities would include the local
climate, colours, landforms and quality of light. Regardless of their tangibility all
these variables rely solely on their specific physical location in the world. No other
location could yield identical results.

Both Tuan and Agnew refer to the user as the catalyst for this space to place
transformation, the relationship we have with a space can result in varying percep-
tion of the place. A study conducted by Bixler, Floyd and Hammit suggested that
“childhood play influences later interest in wildlands, environmental preferences,
outdoor recreation activities, and occupations in outdoor environments.” (Bixler,
Floyd, & Hammitt, 2002, p. 813). This suggests that if, as a child, we spend the ma-
jority of our time in the countryside we gain a much stronger appreciation for these
specific surroundings and as a result prefer them over living in a built up area such
as a city or suburb. This argument also works well in reverse suggesting that growing
up in an urban environments lead to a stronger appreciation for them in later life.
Therefore it is argued that place is to be considered at an individual level. We will
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Fig 23. Bruno Gorostiaga, Heart of the City. Church Square is transformed into a vibrant market rich in community identity



each have a differing opinion of what constitutes place and we will each have a dif-
fering opinion of the places we prefer to inhabit.

Sense of Place = Place + Community Identity

As a passenger terminal is rarely occupied by a single person it is important
to explore place from a community perspective. While place, as previously explored,
was defined to be specific to each individual, a sense of place can be seen as a commu-
nity based dynamic. Sociologist David Hummon argues “By sense of place, I mean
people’s subjective perceptions of their environment and their more or less conscious
feelings about those environments” (Hummon, 1992, p. 164). Therefore the greater
number of people involved with one specific geographic place, the larger number of
perceptions brought to its sezse of place.

Sense of place exists separately from any one person’s perception or experi-
ences yet relies on human engagement for its existence. Rose (1995) argues that;

although senses of place may be very personal, they are not entirely the result of
ones individual feelings and meanings; rather, such feelings and meanings are shaped in
large part by the social, cultural and economic circumstances in which individuals Jfind

themselves (Rose, 1995, p. 89)

Rose argues that a sense of place can be born from five different scales, the
local, regional, national, supranational and global scale (Rose, 1995). Each of these
scales relies on the participation of multiple people for the creation of senses of place.
Fritz Steele shares a similar thought by stating that “The environment is made up of
a combination of physical and social features; the sense of place is an experience cre-
ated by the setting combined with what a person brings to it” (Steele, 1981, p. 11).
Hummon agrees by stating “Sense of place is inevitably dual in nature, involving
both an interpretative perspective on the environment and the emotional reaction to
the environment” (Hummon, 1992, p. 164). These scales do not have to exist on an
individual level. For example Rose argues that using images of the American Mid-
west expresses not only a regional sense of place but also a national one (Rose, 1995).

The above theorists argue that to create a strong sense of place one must
have an attitude towards the place and an emotional connection to the place being
inhabited. Rose refers to ““a sense of place’ as a way of indicating that places are in-
fused with meaning and feeling” (Rose, 1995, p. 88). It can be noted here that a sense
of place does not necessarily have to relate to a positive experience of perception of
place. Sense of place can relate to both pleasant and unpleasant situations. An event
such as a flood can destroy, for example, a neighbourhood and effectively wipe it out,
yet through the rebuilding of the homes and other buildings in the area the town
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26 Fig 24. AQT Solar Factory, South Carolina. Example of spatial homogenisation



can gain a new sense of place through the engagement of the community working
together to rebuild (Landscape Institute, 2008).

While sense of place is an important concept to consult in an investigation
surrounding place, providing great insight into the formation of a community iden-
tity, for the purposes of this design-based case study the concept is too broad to be
considered a viable design driver.

Non-place = Place without Identity

Change can also lead to an alienation from place. This alienation can be
seen as the result of a personal move, such as moving to a new house, or as a result
of a change in the space around you, for example a new house being built next door.
While these changes may initially cause discomfort we are still able to hold onto
place through the deep bonds we share with it. The place is part of our personal iden-
tity but we are also part of the identity of the place. Relph (1976) provides an insight
into this change. He states;

The changing character of place through time is of course related to modifications
of buildings and landscapes as well as to changes in our attitudes and is likely to seem quite
dramatic after a prolonged absence. On the other hand the persistence of the character of
Places is apparently related to a continuity both in our experience of change and in the
very nature of change that serves to reinforce a sense of association and attachment to those

places (Relph, 1976, p. 31)

Relph is expressing that if we are able to witness the change happening
around us then we are able relate to it and understand it whereas if we are unable
to experience the change then, on return, the place may have reverted back to a space
with no significant meaning.

Relph (1976) and Augé (1995) offer a counterpoint to place. Relph pro-
vides the first perspective on the matter. He uses the term placelessness; “the casual
eradication of distinctive places and the making of standardized landscapes that re-
sults from an insensitivity to the significance of place” (Relph, 1976, p. Preface) to
describe a scenario in which many of the worlds unique locations are being removed
in favour of standardised forms and programmes based heavily around efficiency. A
similar vein of thought is shared by anthropologist Augé. He champions a term that
he calls non-place. To elaborate, Augé states that “If a place can be defined as rela-
tional, historical and concerned with identity, then a space that cannot be defined
as relational, or historical, or concerned with identity will be a non-place” (Augg,
1995, pp. 77-78). This term encompasses the places in our society that have stemmed
simultaneously from three figures of excess; “overabundance of events, spatial over-
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28 Fig 25. Chennai Airport, International Departure Lounge One



abundance and the individualization of references” (Augé, 1995, p. 109). Non-places
can include motorways, casinos, strip malls and passenger terminals. Augé discounts
the implementation of modern intercity motorways and domestic air travel claim-
ing the average traveller is being further removed from the local identity and culture.
Rather than experiencing a town itself, by driving through it or spending time in
it, the traveller is forced to experience the town from a motorway removed from its
surrounding context. The town is thus reduced to a name on a map and stripped of
any form of individual identity (Augé, 1995).

This differs from the earlier point made by Relph regarding our personal
observations of change in our surroundings and their relation to our continued con-
nection to place. Before, the connection was made with a place that had been oc-
cupied for an extended time and had thus become part of who we are. Whereas,
non-places are spaces that you occupy for a shorter amount of time with no intention
of staying longer than you must. The points made by both Relph and Augg refer to
the withdrawal of both our identity and emotion from our immediate surroundings
when inhabiting these non-places. They argue that through the increased efficiency,
spatial homogenisation and mass customisation of the modern world we are be-
ing removed from an ‘authentic’ version of our society. Relph describes an ‘authentic’
Place as;

a direct and genuine experience of the entire complex of the identity of places—
not mediated and distorted through a series of quite arbitrary social and intellectual fash-
ions about how that experience should be, nor following stereotyped conventions (Relph,
1976, p. 64)

Both Augé and Relph’s observations pose a strong case for the supposed
placeless attitudes invading society. While they provide strong opinions it is im-
portant to note that these observations are quite bleak. A number of authors have
provided positive connotations centred on non-place. Tschumi (2001) argues that
the vast opportunities opened up by passing time in space permit recreational and
cultural activities of all kinds, from movies to exhibitions. The airport, in Tshcumi’s
argument, “provides a captive audience ready to be edified, illuminated, or exploit-
ed.” (Tschumi, 2001, p. 23). Kasarda comments that the “combination of money +
boredom + dwell time + sheer numbers = Alice’s Wonderland: a through the look-
ing glass world.” (Kasarda, 2011, p. 97). These authors express an alternate outlook
for the supposed non-places and instead argue that the terminal is a space of endless
possibilities and function. Butler (1993) argues that “spaces are given meaning by
the practices that have taken place within them” (Butler, Bodies that Matte: On the
Discursive Limits of “Sex”, 1993, p. 12). She suggests certain identities are ‘projected’
on to spaces — associations defined not by the material properties of the space, but
by the activities that take place there (Butler, Bodies that Matte: On the Discursive
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30 Fig 26. Grand Central Station, A rich hive of activity and expression of local place-identity



Limits of “Sex”, 1993). Butler is arguing here that it is not the physical makeup of
the space, in this case a passenger terminal, but the personal experience of the user
that gives a space its identity. Leach (2006) furthers this proposition by arguing that
the terminal as a “space used for particular activities will accrue a certain character
over time, but as new activities take over — and as memories of the former activities
fade — the space will take on a different character” (Leach, 2006, p. 4). Therefore, as
passengers arrive and depart, the resulting space is a passenger terminal in a constant
state of flux reflecting the forever evolving nature of the terminals unique identity.

Place-dentity

“Aspects of identity linked to place can be described as “place-identity””
(Hauge, 2007, p. 47). A place is created by the individual from space. A sense of place is
formed via the collective emotive and experiential backgrounds of a group of people.
‘Therefore place-identity becomes;

those dimensions of self that defines the individuals personal identity in relation
to the physical environment by means of a complex pattern of conscious and unconscious
ideas, feelings, values, goals, Preferences, skills, and behavioural tendencies relevant to a

specific environment (Proshansky, 1987, p. Abstract)

Place-identity is seen as the piece of our personal identity that deals with
our individual relationship to the places around us. Rutherford argues, “identity
marks the conjuncture of our past with the social, cultural and economic relations
we live within” (Rutherford, 1990, p. 19). Relph approaches place-identity by stating
it is the “persistent sameness and unity which allows that [place] to be differentiated
from others” (Relph, 1976, p. 45).

The lack of any form of place-identity in passenger terminals expressed by
Augé suggests that we as individuals are unable to associate with these places on
an emotional level. We are unable to convey our past experiences of the place to
a degree to which we can identify personally with the space. As a result passenger
terminals have become a non-place in Augé’s eyes due to their nature as a structure
built heavily around function and efficiency. A cure to this issue, and the basis upon
which the new inter-island passenger terminal is designed, exists in the form of the
concept of the genius loci.
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Fig 27. Zvi Hecker, The Palmach Museum of History, Tel-Aviv, Israel, 2000



Genius loci

Genius loci, or “spirit of place” (Norberg-Schulz, 1991, p. 5), refers to the
inherent attributes or character of a place. The early users of the concept, such as Al-
exander Pope, used the term to develop a new aesthetic appreciation for the natural
landscape and in particular explored the shaping of the landscape by the human
hand (Jiven & Larkham, Sense of Place, Authenticity and Character: A Commen-
tary, 2003). Norberg-Schulz provides one of the strongest explanations of genius loci
in his book Genius Loci, Towards a Phenomenology of Architecture. Norberg-Schulz
describes architecture as a “means to visualise the genius loci”. He claims that peo-
ple’s experience of the natural environment is in part achieved through the expres-
sion of the atmosphere, light conditions and sense-related experiences found in the
genius Joci (Jiven & Larkham, Sense of Place, Authenticity and Character: A Com-
mentary, 2003, p. 71). He argues that;

The architecture of early civilizations may therefore be interpreted as the concre-
tization of the understanding of nature, described above in terms of things, order, charac-
ter, light and time. The process involves translating these meanings into man-made forms

» o«

have already been defined as “visualisation’, ‘complementation’, and ‘symbolization”

(Norberg-Schulz, 1991, pp. 50-51)

Furthermore he states “Through building, man-made places are created
that possess their own genius loci” (Norberg-Schulz, 1991, p. 58). These quotes are
particularly important as Norberg-Schulz confirms that through the manipulation
of “things, order, character, light and time” it is in fact possible to build a concretised
genius loci.

Jakle (1987), in his interpretation of the genius Joci, emphasises the indi-
vidual, subjective nature of place. In particular he emphasises the importance of the
visual for although we also perceive places with other senses, he feels that there is
an innate conflict between verbal and visual thinking. For Jakle, the best person to
experience and express the genius Joci is not the resident but the tourist, for tourism
“involves the deliberate searching out of place experience” (Jakle, 1987, p. 8).

Jiven and Larkham (2003) contend that Norberg-Schulz describes the ge-
nius Joci as “representing the sense people have of a place, understood as the sum of
all physical as well as symbolic values in nature and the human environment.” (Jiven
& Larkham, Sense of Place, Authenticity and Character: A Commentary, 2003).
It is asserted that from his work “four thematic levels can be recognized” (Jiven &

Larkham, Sense of Place, Authenticity and Character: A Commentary, 2003)

1. 'The topography of the earth’s surface
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2. 'The cosmological light conditions and the sky as natural conditions
3. Buildings
4. Symbolic and existential meanings in the cultural landscape

As discussed before, place and sense of place are emotional and experien-
tial concepts that are cultivated by a lifetime of individual experiences and personal
identity. These experiences and identities cannot be measured or quantified but do
rely on a concretised space for their manifestation. The concept of non-place acts as
the counterpoint to place in the sense that it too relies on concretised space, but does
not promote any form of individual experience or place-identity. As it is impossible
to use the travellers personal life history to create place-identity we turn to the site
and the genius loci to define the place-identity of the terminal.
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Project Origin

The Proposal

A proposal that stretches back over 50 years has recently returned to the
fore. The proposal plans to move New Zealand’s inter-island ferry service from its
current location in Picton to Clifford Bay, an area south of Blenheim (Hartevelt,
2011). The inter-island roll-on roll-off service dates back to the early 1960’s and has
a strong historical tradition within New Zealand (KiwiRail, 2012). This new service
provided a much needed rail link between the two islands and it is this rail link that
continues to drive the evolution of the ferry service. Due to the nature of freight and
the increase in daily haulage the current terminal in Picton will not remain a viable
option for continued inter-island use. Furthermore, both Interislander and Straight
Shipping will need to renew their resource consents to run in both the Tory Chan-

nel and Queen Charlotte Sound in 2015 (Marlborough Express, 2012).

'The planned shift will have with both positive and negative outcomes on

both the public and the private sides of the terminal. (NZPA, 2011). These include:

Positive:

*  Cutting the time taken for the ferry to cross Cook Straight by 30 min-
utes (see fig: 30)

*  Traffic will be able to bypass Seddon, Blenheim and Picton cutting 50
minutes off the road trip to Christchurch and 80 minutes off the rail
trip (see fig: 31)

*  'There will be a reduction in environmental damage to the areas of the
Queen Charlotte Sounds used by the ferry service (see fig: 32)

*  Train access to the terminal would be vastly improved as some trains
are unable to reach Picton due to the hills the train must traverse

* In the future if Interislander or Bluebridge wish to upgrade their ves-
sels to larger ships this will mean sailing even slower through the Mar-
Iborough Sounds and possibly losing the ability to do the required 12
sailings a day.
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Wellington to Picton:
100Km - 3.5 hours

Wellington to Lake
Grassmere: 80Km -
3 hours

—

1. Picton to Wellington, 100Km’s in 3 hours 30 minutes
2. Lake Grassmere to Wellington, 80Km’s in 3 hours

=



See fig. 32
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Negative:

*  'The loss of the majority of the visitors to Picton will hamper the finan-
cial state of a number of local business’ who rely on tourists for their
primary trade

From these points a number of conclusions on the terminal requirements
are made;

*  'The primary reason for this shift is the desired increase in efficiency.
Therefore the design case study is designed to create the most direct
route possible for passenger, transport and freight

*  The minimum possible damage must be done to the Lake Grassmere
ecosystem

*  As there will no longer be a large number of travels through Picton,
space is to be provided within the terminal for possible shops or cafes
to provide a place for many business owners to move work to

*  As this move will come at great cost to both public and private inves-
tors every effort is made to future proof the terminal for larger ships

This project has been given a tentative completion date of 2022 but none
the less will still serve as a strong vessel for a design based investigation of contem-
porary terminal design in a distinct New Zealand context.

The Clients

'The proposed terminal will provide space for both of the current inter-is-
land services within the one port facility. The required programme and spatial allow-
ances reflect this fact.

The Programme: Infrastructure

Due to the nature of the project there are a large number of infrastructural
requirements that need to be accounted for. Of the four current terminals, two used
by Interislander and two by Bluebridge, the Interislander terminal in Picton is the
largest and the only one to feature two stories. Between the three ferries run by In-
terislander, the service “makes around 4500 crossings a year, carrying some 785,000
passengers, 52,000 rail wagons, 72,000 trucks and 210,000 cars” (Davies, 2012).
Based on these annual numbers the Interislander service on average makes 12 cross-
ings a day carrying 2150 passengers, 140 rail wagons, 200 trucks and 575 cars.



Port/Dock Facilities: The new terminal will have to be capable of provid-
ing births to three ships at any single time within a sheltered breakwater protected
harbour. This is in part to future proof the proposed dock facility. Given the cost of
such a build it would be foolish to design a similar facility only to have to expand it
a few years later. Each birth is served by its own terminal and dock.

Train: One of the primary reasons to move the terminal is to provide easier
access for trains to the terminal. In this vein Kiwirail have released a new DL lo-
comotive which based on towing weight is capable of hauling 2000 tonnes with a
single locomotive (KiwiRail, 2012). To transport this much freight via road would
require 100 trucks. Due to this increase in train usage the new terminal will provide
4500m of usable train track all with direct access into internal works shop facilities.

Trucks and Cars: A further important issue with the current terminals is
the disconnection between terminal facilities and the marshalling area for cars and
trucks. These vehicular passengers often pay more but do not have the same ease of
access to the amenities and facilities that passengers walking onto the ferries do. The
new terminal will serve to provide similar experiences and comfort for both walk on
and drive on passengers.

Pedestrians: As with any transport terminals, its legibility to its user is in-
tegral to all layout and orientation decisions. Travelling is often a stressful time and
getting lost at the terminal is the last thing on anyone’s wish list. The user must be
able to make their way around the building quickly and easily even though they
have never been there before. With this in mind building circulation is made to be
as simple and direct as possible with stable terminal function acting as way points
and direction guides.

Staff: While many terminals are often oriented around the passenger it is
important not to forget the staff that must work there day in and day out. Providing
adequate facilities for staff to use is not be a secondary concern but one undertaken
alongside passenger based decisions.

The Programme: Terminal
The AMC Passenger Terminal Guide provides a guide for the required
programmatic functions of the new terminal. It states “Terminals are composed of

five major areas” (Air Mobility Command, 2011, p. 15);

*  Departing Passenger Areas
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*  Arriving Passenger Areas
*  Administrative Areas

*  Aircraft Support Areas

*  Building Support Areas

It is important to note that in this case “Aircraft Support Areas” will be re-
placed by “Dock Support Areas”. The guide, which is written for airport terminals, is
still used in this situation as many of the concepts used in the document are related
to spatial organisation principles and passenger requirements and therefore are not
solely related to air travel. According to the guide the proposed ferry terminal will
count as a Category III terminal due to a “Design Peak 3-Hour Passenger Load” of
between 500 and 1000 passengers (Air Mobility Command, 2011, p. 5). This means
that the building floor area will lie between 4,371m2 and 7,430m2 in total area.
Therefore the percentage and area of space allocated to each of the five terminal
functions will be as follows (Air Mobility Command, 2011, p. 5);

*  Departing Passenger Areas: 41% - 3046.3m2
*  Arriving Passenger Areas: 21% - 1560.3m2

*  Administrative Areas: 13% - 965.9m2

* Dock Support Areas: 13% - 965.9m2

*  Building Support Areas: 12% - 891.6m2



Site Analysis

Location and Suitability for a New Terminal

'There are six important elements to consider in the design of a port (Thore-

sen, 2003, pp. 14 -15). They are;

*  Wind

* Tide

*  Current
* Waves

+  Topography
*  Hydrography

Wind: The primary concern for vessels when defining port location and
orientation is the direction of the wind. As stated by Liu and Burcharth “the berth
line should be arranged as parallel as possible to the prevailing wind direction” (Liu
& Burchart, 1999, p. 13). In the case of the site at Lake Grassmere, the coastline
runs roughly at a 45 degree angle and therefore parallel with the prevailing north-
westerly wind. This matchup between the coast line and prevailing wind is exploited
in the design and provides key formal qualities to the building.

Tide and Current: Due to the nature of Cook Straight and its location at
roughly the centre point of both the North and South Islands the tide that revolves
anticlockwise around the country can oppose at each end of the straight. This means
that it is high tide at one end of the straight and low tide at the other. The result of
this is minimal tidal height difference but very strong currents that can affect the
safe berthing of the ferries.

Waves: Throughout time wave action in the Cook Straight has sculpted
the coastline into a long sweeping arc. These waves will be prevented from entering
the harbour and affecting the calm sailing of the inter-island ferries. On the coast of
Lake Grassmere there are very few natural shelters for the berthing of a ship so the
introduction of both a sea wall and a dredged harbour is necessary for the safety and
operability of the both the ferries and ferry terminal.
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Topography and Hydrography: The site topography and hydrography
must be carefully considered to define which type of layout is used for the port facil-
ity. Based on data by Dr. Jean-Paul Rodrigue there are eight different types of ports
found throughout the world (see fig. 33) (Rodrigue, 2010). Of the Eight types five
are unsuitable due to geographical features, and coastal tide gates are unsuitable due
to a lack of necessity. This leaves two options, a coastal breakwater and link to a ca-
nal or lake. As Lake Grassmere is very close to the coast it has the opportunity to
be the new harbour. The reason this is not the possible is the seemingly unused part
of lake is actually part of the salt process. Therefore the one option that is left is the
coastal breakwater.

p—

. Wellington, New Zealand. Coastal Natural
Represents a sheltered site the outcome of a natural profile of the coast, creating a natural bar-
rier such as a cape, a reef or an island. About 2,100 (46.0%) ports are in this category, under-
lining that the selection of a port site is dominantly influenced by the quality of the harbour.

2. Mumbai, India. Coastal Tide Gates

An harbour behind a set of locks or other mechanical devices built to insure sufficient water
levels in the harbour for all tide levels. In many cases ships can enter or exit the port only at
certain times of the day when water levels are adequate. Only 39 (0.8%) such ports exist.

3. Bremen, Germany. River Basins
A river harbour where basins have been excavated to accommodate ships, often parallel to the
flow of the river. This confers the advantage of additional berth space without impeding fluvial
navigation. 77 (1.6%) such ports exist.

. Jacksonville Florida. River Natural
An harbour located along a river where water is not retained in any artificial means. The har-

bour often consists of quays or wharves parallel to the river banks. Piers may also extend into
the river. About 850 (18.5%) such ports exist.

. Brugge, Belgium. Canal or Lake
A harbour located along an artificial canal or by a river accessible through a navigable water-
way. 67 (1.4%) such ports exist.

6. Bremerhaven, Germany. River Tide Gates
A river harbour behind a set of locks or other mechanical devices built to insure sufficient wa-
ter levels in the harbour for all tide levels. Such harbours tend to be located close to the ocean,
such as in a river delta or estuary. Only 47 (1.0%) such ports exist.

. Cherbourg, France. Coastal Breakwater
An harbour lying behind an artificial breakwater construction, built from scratch or built to
add to an existing natural shelter. It is particularly the case for harbours exposed to dominant
winds, waves or the sea currents. About 810 ports (17.6%) are in this category.

8. Tannurah, Saudi Arabia. Open Roadstead

An harbour with no natural or artificial protection. They are often built to accommodate very
large ships (such as oil tankers) or are in a setting where there are limited tides, implying that
sheltering infrastructure are much less required (Persian Gulf, Red Sea, Gulf of Mexico). 580
(12.5%) ports are in this category.

N

O

N

Rodrigue, 2010
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Local Infrastructure and Environmental Conditions

Lake Grassmere, situated in Clifford Bay on the north coast of the South
Island, is the chosen site for the new Inter-island ferry terminal. Lake Grassmere is
currently known for being the home of the Lake Grassmere Saltworks. Situated in
the Marlborough region, Lake Grassmere provides ideal conditions for the produc-
tion of salt due to high sunshine hours and strong, dry north-westerly winds and
low summer rainfall (Dominion Salt, 2012). The saltworks provide on annual output
of between 60,000 to 70,000 tonnes of salt through a six month long process, over
the summer months (between October and March), that includes evaporation, col-

lection and washing (Walrond, 2009). Carl Walrond offers a description of the area;

At the end of summer Lake Grassmere’s gleaming white salt piles are easily seen
from State Highway 1. This seasonal landmark forms a vivid contrast to the burnt brown
Marlborough hills. And from overbead, air passengers can gaze down at the series of pink-
coloured ponds where drying winds help produce half of the country’s salt. (Walrond,
2009)

A number of features evident in the location and appearance of the infra-
structure of Lake Grassmere are important to the design of the new ferry terminal.
'The strong, dry north-westerly winds are important in defining the orientation of
the docks and, as a resultant, the building and surrounding facilities also. Further-
more, the white and pink colours found throughout the salt process, described as a
“vivid contrasting to the burnt brown Marlborough hills” (Walrond, 2009) are a key

driver for the formal qualities of the terminal.

Site Access: Access to the site is from state highway 1 located to the west
of Lake Grassmere. There are two roads currently leading out to the coast, one to
the north and one to the south of the lake. The northern road, Kaparu road, runs
past a large majority of the salt production process including the primary salt build-
ings and, in summer, the large mounds of salt. This road is the one used for primary
access to the new terminal and provides early insight into the area for the traveller.
An important feature of the terminal is its interaction with its site and surrounding
landscape therefore this interaction with the saltworks are key drivers for the design.
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Fig 35. Port Grassmere as a coastal breakwater port




1. Wind: The prevailing wind from the northwest

2. Tide and Current: Due to Cook Straights central location in New Zea-
land the tidal height fluctuation is minimal but the current is quite strong. It runs
around Clifford Bay from the northwest to the south east.

3. Waves: Wave action runs directly towards the coastline. The current
berm will be transformed into a breakwater to shelter the new port from waves.

4. Topography and Hydrography: The ground level drops steadily away
from the coastline. Therefore a channel will need to be dredged to provide safe pas-
sage for the ferries.

5. Site Access: Access to the site is from the north west. The road runs
parallel to a outflow channel for the Lake Grassmere salt works which will flow out
and around the new terminal.
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Architectural Brief

Norberg-Schulz’s argument about architecture being the concretisation of
nature is combined here with the previously discussed concretisation of space out-
lined by Lynch (1960). Lynch’s outlined five elements, representing the manifesta-
tion of space, will be used as a framework around which the new terminal is de-
signed. This framework is combined with the qualities of Lake Grassmere’s genius
loci to create a site-specific architectural outcome reflecting the terminals geographic
and environmental position in the world. Through the combination of the following
points a physical manifestation of genius loci in concretised space is achieved.

The five qualities of space outlined by Lynch are now stated and given a
definition. This is followed by a description of Norberg-Schulz’s five constituents of
the genius loci. A summary and recap of both the infrastructural and terminal pro-
gramme requirements follows this.

Space

The following is a list of the five qualities of defined space as specified by
Lynch accompanied with a description of each quality. These five qualities will also
serve as the five headings under which the design case study is presented.

District - Lake Grassmere, Marlborough Hills area

*  Districts are medium to large elements, conceived of as having two di-
mensional extent, which the observer mentally enters “inside of”, and
which are recognisable as having some common, identifying character.
Always identifiable from the inside they are also used for exterior ref-
erence if visible from the outside.

Landmark - Building as an identity marker in the landscape
*  Landmarks are a point of reference. They are a simply defined physi-

cal object: building, sign, store, or mountain. Some landmarks are dis-
tant ones, typically seen from many angles and distances, over the tops

59



60

of smaller elements, and used as radial references. They are frequently
used cues of identity and even structure, and seem to be increasingly
relied upon as a journey becomes more and more familiar.

Edge - The fagade, mediator between interior and exterior

*  Edges are the linear elements not used or considered as paths by the
observer. They are the boundary between two phases, linear breaks in
continuity: shores, railroad cuts, edges of development, walls. These
edge elements, although probably not as dominant as paths, are for
many people important organizing features.

Path - Path linking land and sea

*  Paths are channels along which the observer customarily, occasionally,
or potentially moves.

Node - Internal focal core of the terminal

*  Nodes are points which are the intensive foci to and from which he is
travelling. They may be primarily junctions, places of a break in trans-
portation, a crossing of convergence paths, moments of shift from one
structure to another. Some of these concentration nodes are the focus
and epitome of a district, over which their influence radiates and of
which they stand as a symbol. They may be called cores. Many nodes,
of course, partake of the nature of both junctions and concentrations.
The concept of node is related to the concept of path, since junctions
are typically the convergence of paths, event on the journey.

Genius Loci

The qualities of the site described as the “concretisation of the understand-
ing of nature “in the form of the genius loci as originally specified by Christian Nor-
berg-Schulz.

Things - dimension of the earth (in a concrete qualitative sense)
*  Surface, relief, vegetation, and water (Norberg-Schulz, 1991, p. 37)

*  Classical landscape (p. 45)
*  Mountains and lakes (Norberg-Schulz, 1991, p. 27)



Order - determined by the sky (in a concrete qualitative sense)

*  Such orders are usually based on the course of the sun, as in the most
invariant and grandiose natural phenomenon (Norberg-Schulz, 1991,
p-28)

*  'The cardinal points (Norberg-Schulz, 1991, p. 28)

Character - dimension of the earth (refers to the general atmosphere of a place)
*  'The anthropomorphised terrain of the local area. The relation of the
local topographies to qualities of human personality. (Norberg-Schulz,
1991, p. 28)

Light - determined by the sky (refers to the general atmosphere of a place)

*  'The cosmological light and the sky as natural conditions. Expression of
the temporal light conditions of each day/night and season (Norberg-
Schulz, 1991, p. 31)

Time - the dimension of constancy and change which makes space and character
parts of living reality which at any moment is given as a particular place, as a genius
loci (Norberg-Schulz, 1991, p. 32)
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Infrastructural Programme

'The current uses and users of the four currently operating inter-island ferry
terminals provide the infrastructural requirements for the new ferry terminal design

Ferry
*  'Three ferry berths allowing all three ferries to be loading and unload-
ing at the same time
Train
*  4500m of usable rain track split into 30 individual lanes. Three lanes
will serve the three ferry berths, one lane per berth. The remaining 27
lanes will all align with the terminals, nine lanes per terminal
Trucks and Cars

*  3400m? of marshalling area per terminal for cars, trucks, buses and
other vehicles to

*  Marshalling space for vehicular ferry boarding,

*  Pick up and drop off space for pedestrian passengers

Terminal Programme

As specified by the AMC Passenger Terminal Guide; the five primary ter-

minal areas are;
Departing Passenger Areas: 41% - 3046.3m>
*  Check in and bag drop facilities including information kiosk
*  Seating
»  Cafe and shops
*  Toilets; male, female and infant change facilities
« ATM
Arriving Passenger Areas: 21% - 1560.3m?

e Car rental kiosk



*  Baggage claim
+  Toilets; male, female and infant change facilities

Administrative Areas: 13% - 965.9m?

*  Terminal management
*  Staff room
*  Staff storage

Dock Support Areas: 13% - 965.9m?

*  Baggage storage and build-up

*  Storage for expendable in service supplies such as food and drink and
non expendable supplies such as blankets and pillows for the private
cabins

Building Support Areas: 12% - 891.6m?

+  Toilets; male, female and infant change facilities

*  Storage for terminal maintenance supplies such as cleaning supplies
*  Mechanical room

*  Electrical room

*  Communications room
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Port Grassmere

The final chapter of the thesis relates to the outcome of the design based
investigation. It will explore the thesis’ solution to the previously explored problem.
The first part of this section includes five design iterations that demonstrate early
avenues of investigation undertaken. Each of these iterations include a summary
of both the pros and cons to the particular iteration and a description of what is
required of the following exploration.

Following this, the final design outcome is presented under the headings;

1. District + Genius Loci
*  Expression and explanation of site characteristics: zhings, order,
character, light and time

2. Landmark + Genius Loci
*  Movement path diagram and explanation of paths of travel
*  Explanation of how the site topography has become a formal
driver
*  Explanation of how the site based environmental conditions have
become a formal driver

3. Edge + Genius Loci
*  Explanation of facades
*  Explanation of boundaries of the walkways and driving paths

4. Path + Genius Loci
*  Sweeping white lines on the ground
*  Explanation of clear sight lines for users thus removing the re-

quirement for signs and arrows and other non-place based sym-
bols

5. Node + Genius Loci
*  Creation of a socially multi-use space
*  Creation of a physically multi-use space
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study iteration one

Fig 38. Design case
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lteration One

The first iteration was centres around the creation of space through the
manifestation of physical form defined by the various paths of movement of the
three primary modes of transportation associated with the terminal; train, truck and
car, and pedestrian. Each of these paths were intersected with a deferent floor creat-
ing nodes and edges. Each of these floors related to the level in which each of the
different forms of ferry access took place. Therefore the pedestrian area of the termi-
nal resides on the upper floor of this terminal iteration. Train access is limited to the
ground floor due to major manoeuvrability constraints and truck and car access has
been confined to the middle floor.

Pros:

*  All functions encompassed within a single building
*  Minor use of edge, path and node

Cons:

*  No relation to the Lake Grassmere district

«  Landmark is not created that is indicative of Genius Loci

*  Not architecturally expressive of the sites environmental conditions
*  Unnecessarily expensive

»  Tight turning radius for each of the vehicle types accounted for

*  Generic internal spaces

*  Car and truck still segregated from pedestrian terminal facilities
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Fig 39. Design case study iteration two
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lteration Two

The second iteration explores how to encompass each of the buildings
infrastructural functions into a single path around a central nodal point while ex-
pressing the surrounding landscape and environment (district). One of the major
critiques of the previous iteration was that both car and truck drivers were still seg-
regated from the facilities available to pedestrian passengers. This has been recti-
fied here by providing vehicle users with direct access to both the main terminal
and beach front. This layout has come at a cost train facilities. While they are now
aligned on a more practical layout they are now located far from the terminal.

Pros:

*  Allows easy views to surrounding district by locating terminal function
in a central nodal position with lounge space at the perimeter

*  Terminal building is a single path

*  Direct terminal access for vehicular passengers

Cons:

*  Minor landmark created yet it has no relation to the site Genius Loci

*  Train facilities are far from the terminal

*  Still a large number of tight turns required of cars and trucks (unnec-
essarily complex)

*  Destruction of one of the only geographic site features (the coastline
berm)
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lteration Three

The third iteration attempts to bring the train facilities back into the de-
sign and encompasses them within a similar architectural gesture to the previous
iteration. One of the main issues with the previous iteration was the destruction of
the berm that runs along the coastline. This iteration attempts to align terminal with
the berm so it acts as a built extension to the berm.

Pros:

* Integration with district

* Integration of each terminal function into the one architectural pazh
*  Terminal function at central nodal/ position of the building

*  Terminal access for vehicular passengers

Cons:

*  'The terminal acts a Jandmark but only due to the fact it stands out, not
due to its expression of the Genius Loci

*  Still a large number of tight turns required of cars and trucks

*  Terminal does not relate to previously specified site based integration
requirements

*  Terminal does not incorporate local materials

*  Terminal has no relation to sites topography
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Fig 41. Design case study jt fation four
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lteration Four

The fourth iteration is built around creating an artificial topography that
acts to guide the path of passengers through the terminal. It encompasses each of
the terminal functions into a multilayered structure that wraps and folds over itself
to create a single undulating topography that blurs the edge between natural and
artificial topography. This double layered construction allows for vehicles to move
freely around the space as opposed to the previous tight roadways.

Pros:

* Integration with geographic landscape to create a blurred edge

*  Integration of each terminal function into the one architectural pazh
*  Terminal access for vehicular passengers

*  Relationship with site topography

Cons:

*  'The passenger is lost within the building and does not get exposed to
the surrounding dis¢rict

*  As the terminal is so low it does not act as a visible Jandmark within
the site

*  'The terminal lacks any form of defined nodal point

*  'The approach to the terminal is from the south and therefore does not
align with the coast as is a requirement

*  Terminal does not incorporate local materials
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Fig 42. Design ¢ase study iteration five
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lteration Five

The fifth iteration builds upon the previous by using the morphed topog-
raphy created and then adding more floors to the terminal. This allows each of the
passenger types to have simultaneous access to the ferries. This means that each of
the three ferry berths can be loading or unloading pedestrians, cars, trucks and trains
all at the same time without interrupting each other. This also allows unimpeded
views of the surrounding district and clear views of Cook Straight. The internal lay-
out of this iteration centres around the creation of three nodal cores each one in the
centre of the three individual terminals. This allows for a strongly defined point of
orientation within the building but also allows for free space surrounding each of
these nodes in which a multitude of different activities can take place

Pros:

*  Allows easy views to surrounding district by locating terminal function
in central nodal cores and lounge space at the perimeter

*  Building is a landmark within the landscape and expresses links to the
crystalline forms of salt that the site is known for

* Integration with geographic landscape creating a blurred edge between
building and landscape

*  Integration of each terminal function into the one architectural pazh

*  Terminal access for vehicular passengers

*  Relation to sites topography

Cons:

*  'The approach to the terminal is still from the south and therefore does
not align with the coast as required

*  Improper use of local materials

*  Building visually looks like a wall as opposed to an easily traversable
transitory node
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Fig 43. Design case study iteration six. Final iteration
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lterations Six: Final lteration

This iteration, the final iteration of the thesis, looks to rectify many of the
issues found in previous iterations. It follows on from the previous iteration through
its use of a multi-level layout system. Access to the terminal is now from the north-
west thus aligning with the coastline and prevailing wind. This terminal access di-
rection means that passenger arriving or departing from the terminal all travel in the
one direction along a single path as opposed to having to double back on themselves
like in previous iterations. Each of the three terminals are now their own building
meaning each terminal can now be run as a single entity. The buildings formal ap-
pearance now relates strongly to its surrounding site with the buildings vertical form
being derived from a salt crystal and each floor plate appearing like a levitated piece
of topography. The buildings form now does not appear as a large wall but as a form
to be travelled through. Local materials such as Marlborough schist are used in the
construction of the terminal linking it to its specific place in the world.

Pros:

*  Allows easy views to surrounding dis¢rict by locating terminal function
in central nodal cores and lounge space at the perimeter

*  Building is a landmark within the landscape and expresses links to the
crystalline forms of salt that the site is known for

* Integration with geographic landscape creating a blurred edge between
building and landscape

* Integration of each terminal function into the one architectural pazh

*  Terminal access for vehicular passengers

*  Relation to sites topography

*  'The approach to the terminal is from the northwest and therefore
aligns with the coast as is required

*  Use of local materials

*  Building visually looks like an easily traversable transitory node

The following is a detailed analysis of this final iteration.

79



80 Fig 44. District: Marlborough Vineyard towards Wither Hills



81



82 Fig 45. Marfells Beach



District + Genius Loci

Lake Grassmere district sits within the greater Marlborough district. Dis-
tinguished by its mountain ranges, tussock covered plains, intricate waterways and
nation leading sunshine hours the area provides a beautiful backdrop for the con-
struction of an iconic new inter-island ferry terminal.

The following is an analysis of the Lake Grassmere district in relation to
Norberg-Schulz’s qualities of the genius loci.

Things - dimension of the earth (in a concrete qualitative sense)

*  Surface, relief, vegetation, and water (Norberg-Schulz, 1991, p. 37)
*  Classical landscape (p. 45)

*  Mountains and lakes (Norberg-Schulz, 1991, p. 27)

Lake Grassmere exists as a classical landscape, in Norberg-Schulz’s eyes,
containing a lake strongly defined on three sides by a ring of hills and separated
from the sea by a thin strip of land on the forth.

Lake Grassmere Marlborough Hills Cook Straight

Fig 46. Marfells Beach panorama showing short distance between Lake Grassmere and Cook Straight
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Order: Such orders are usually based on the course of the sun, as in the most
invariant and grandiose natural phenomenon and the cardinal points (Norberg-Schulz,

1991, p. 28)

The location of the Salt works coincides with the consistent North-west-
erly prevailing wind. The wind is very important for the evaporation of excess water
during the slat harvesting process. This North-westerly wind provides Lake Grass-
mere with a strong sense of order, in Norberg-Schulz’s terms, and serves as an im-
portant design driver in the new ferry terminal.

The arrows in the image below show the direction of the prevailing north
westerly wind and its alignment with the proposed passenger terminal.

Fig 47. Lake Grassmere order dictated by wind direction



Character: The anthropomorphised terrain of the local area. The relation of the
local topographies to qualities of human personality. (Norberg-Schulz, 1991, p. 28)

Lake Grassmere’s “personality” is an intangible quality that relies on the in-
dividual perception of each individual on their surroundings and experiences while
in the district. The individual perceptions and experiences brought to the site by
any visitor are intangible but provide each person with a different experience. What
is understandable are the tangible characteristics of the area. They include the way
the district isolates each individual through the vastness of the flat lake landscape
yet encloses the individual with the surrounding hills. This vast area created by the
lake also allows for expression of the sky and its constantly evolving character unto
which the traveller is exposed.

Fig 48. Lake Grassmere from the north east
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Light: The cosmological light and the sky as natural conditions. Expression of
the temporal light conditions of each day/night and season (Norberg-Schulz, 1991, p. 31)

The Marlborough district has one of the highest sunshine hour totals in
New Zealand. This makes for long dry summers and clear cold winters. This con-
stantly evolving weather spectrum creates a unique climatic experience specific to
only this geographical location.

Fig 49. Lake Grassmere turbulent weather; both sunny and raining



Time: the dimension of constancy and change which makes space and character
parts of living reality which at any moment is given as a particular place, as a genius loci

(Norberg-Schulz, 1991, p. 32)

Each season in Marlborough has its distinct appeal: summer brings long
warm days and stunning evenings; autumn promises clear, still days, a blaze of vine-
yard colour, and is one of the best times to explore; winter is short and may bring a
spectacular rim of snow on the distant high country mountains; spring arrives with
a sudden burst of cherry blossom and leaf, and the opening of gardens to view.

The temperature fluctuations brought on by the seasonal change of the area
has a strong impact on the Lake Grassmere salt works. The end of summer heralds
the completion of the six month salt making process. Mounds of salt become vis-
ible from both road and air and act as a seasonal landmark for the area. During the
winter months the weather has a strong impact on the ability to harvest salt and the
area becomes lacking of its crystalline charm. This opens up opportunity for a year
“salt crystal” in the form of the new terminal that will act as a continuous land mark
for the Lake Grassmere district.

Fig 50. Lake Grassmere Salt Works (Owned by Dominion Salt)
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Fig 51. Landmark: The new terminal sits on the edge of Lake Grassmere
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Fig 52. Layout and terminal flow path per user




Landmark + Genius Loci

This diagram serves to depict the paths travelled by the four users of the

ry terminal. It shows the paths of travel for ferry, train, trucks and cars, and pe-

destrians as individual colours. It is also accompanied by a description of the path
taken by each user group across the ground, first and second floors.

Inter-island Ferry: The inter-island ferries
are depicted leaving from each floor as trains, trucks
and cars, and passengers all board at different levels

Train: The train only operates on the ground
floor due to manoeuvrability issues. Three tracks trav-
el past the terminal at ground floor (1). These are the
tracks that enter the ferry. The remainder of tracks are
used for storage and maintenance (2).

Trucks and Cars: Both trucks and cars arrive
at ground level (3) and then are risen up to the first
floor (4) where they are marshalled for boarding the
ferry (5). From here drivers and passengers of the vehi-
cles have easy access to terminal facilities.

Pedestrians: Travellers travelling on foot
arrive at ground level (3) from the landward side of
the terminal and then proceed up to the first floor. (4)
They then select the terminal they must use and pro-
ceed to enter the terminal (6). They then immediately
climb the stairs (7) to the second floor where the ticket
desk, bag drop and departures and arrivals lounge is
found (8) before entering the ferry (9).
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To design the new ferry terminal as a site Jandmark within the Lake Grass-
mere site the five intangible qualities of the genius loci as outlined by Norberg-
Schulz (1991) are consulted. To become a landmark visible from a distance that re-
sponds to the genius loci of the Lake Grassmere district the terminal sits as one
with area and is visually indicative of this assimilation.

The large scale terminal design is undertaken in relation to the six pre-
viously stated requirements for the design of a new port as defined by Thoresen
(2003). These features of the geographic location align with Norberg-Schulz’s five
features of the genius loci and play a vital role in the terminals inception.

As previously specified the port is designed as a coastal breakwater port.
The following is a summary of how the genius loci has been explored and accounted
for at the landmark scale;

Things and Character

Topography and Hydrography: Lake Grassmere sits surrounded on three
quarters of its perimeter by the Marlborough hills. The remainder of the lakes pe-
rimeter is a 250m wide strip of land separating the lake from Cook Straight. As
this strip of land borders the sea, it is the only suitable area of land for the terminal
that has direct and unimpeded access to the open water. The underwater topography
extending out from Marfells Beach increases in depth at a relatively shallow rate
and as a such dredging of a channel will need to take place and be constantly main-
tained.

Site Access: Due to the lay of the land the primary access route to the ter-
minal will arrive from the northwest. It will align with the coastline, prevailing wind
direction and will also follow a primary outflow for the Lake Grassmere saltworks.
This outflow then joins into the newly created Port Grassmere harbour, wrapping
around the terminal so it is always visible to the user.

Order

Wind: The coastline runs at a 45 degree angle from the Northwest to the
Southeast. The prevailing wind occurs from the northwest. This parallel overlap is
exploited and provides one of the clearest expressions of the genius loci in the ter-
minal design.
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Light

Sun: The winter solstice is 21 June. During the winter solstice the sun
reaches 26 degrees above the horizon just after midday. The summer solstice is 22
December. During the summer solstice the sun reaches 72 degrees above the hori-
zon just after midday. (Victoria University of Wellington, 2007). To provide passive
shading the new passenger terminals form sits at a 50 degrees from the ground line
to shade itself from the high angle summer sun.

Time

Tide and Current: The tidal height difference in the Clifford Bay is mini-
mal with tidal height changes of only one meter a common occurrence (MetSer-
vice, 2013). This being said, the currents within the straight are much more variable
but the strongest currents only occur at the throat of the straight (NIWA, 2010).
“This tidal current does not cause strong currents in Wellington Harbour, Queen
Charlotte Sound or Clifford Bay” (NIWA, 2010). This means the new port at Lake

Grassmere is an ideal location for the safe berthing of the inter-island ferries.

Waves: Wave action in the newly formed harbour is kept to an absolute
minimum as the safe loading and unloading of cars, trucks and trains relies heavily
on the craft being stable at all times. Due to this the harbour is designed to encom-
pass a breakwater to shelter the boats from the waves. Marfells beach encompasses a
6 meter high berm that runs the majority of the length of the beach. This berm flat-
tens out as it reaches the southern end of the beach. The new harbour will be created
around the end of the berm and the berm will be used as a portion of the required
breakwater.

Each of these floors is oriented parallel with the prevailing wind, as is the
building in general, as previously mentioned. This provides a clearly legible direction
of travel for the arriving passenger who may be new to the building. Each floor is
designed around a central node structure which houses the fundamental terminal
tunctions such as reception, pedestrian check-in and bag drop facilities on the up-
per floor, truck and car check-in on the middle floor and dock facilities and support
structures on the ground floor. A detailed explanation follows;
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Fig 55. Ground Floor Plan

96




lel. 'The ground floor also holds the“major dock and
ludes storage areas for dock vehieles, areas for vehicle
flicient space for the building{management systems

Inter-island Ferry: The inter-island ferries
are depicted leaving from each floor as trains, trucks
and cars, and passengers all board at different levels

Train: The train only operates on the ground
oor due to manoeuvrability.issues. Three tracks trav-
ast the terminal at ground floor (1). These are the
that enter the ferry. The remainder of tracks are
used forstorage and maintenance (2).
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Fig 56. First Floor Plan



First Floor

The first floor provides the primary area for passenger to be dropped off
and picked up at the terminal whether it be by bus or car. It is also where all cars
and trucks driving onto the ferries will be marshalled. The central node structure
acts here as the ticketing desk and restrooms for those driving onto the ferry (a).
This floor gives those passengers driving onto the ferry equal access to the terminal’s
second floor facilities, such as cafes and shops, which was determined to be lacking
in some of the current inter-island terminal designs.

Trucks and Cars: Both trucks and cars arrive
at ground level (3) and then are risen up to the first
floor (4) where they are marshalled for boarding the
ferry (5). From here drivers and passengers of the vehi-
cles have easy access to terminal facilities.

Pedestrians: Travellers travelling on foot
arrive  at ground level (3) from the landward side of
the terminal and then proceed up to the first floor. (4)
They then select the terminal they must use and pro-
ceed to enter the terminal (6). They then immediately
climb the stairs (7) to the second floor where the ticket
desk, bag drop and departures and arrivals lounge is
found (8) before entering the ferry (9).

First Floor Plan
Scale 1:500

‘ ‘ ‘ ‘ ‘ ‘ ‘ ‘ ‘ ‘ -
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00 Fig 57. Second Floor Plan




Second Floor

The second floor contains the main arrivals and departures lounge. This is
where all passengers are able to await departure while taking in the one of a kind
views of the district when they arrive at the terminal, before they board the ferry.
Throughout this floor operate two central node structures. The first contains vendors
such as cafes and shops (a) and the second contains restrooms (b)

. Pedestrians: Travellers travelling on foot
arrive  at ground level (3) from the landward side of
the terminal and then proceed up to the first floor. (4)
They then select the terminal they must use and pro-
ceed to enter the terminal (6). They then immediately
climb the stairs (7) to the second floor where the ticket
desk, bag drop and departures and arrivals lounge is
found (8) before entering the ferry (9).

Second Floor Plan
Scale 1:500

‘ ‘ ‘ ‘ ‘ ‘ ‘ ‘ ‘ ‘ -
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Fig 58. North East Eleva




The new ferry terminals form serves to express the layered topography of
the surrounding schist filled Marlborough Hills. The stratified, angular form is made
up of two primary constituents; namely reinforced concrete and glass. The main area
where trucks and cars travel through the terminal is constructed from reinforced
concrete. This area also does not feature any views outwards except when looking
along the length of the building. This is to encourage vehicular passengers to stretch
their legs and walk upstairs to the second floor from which the entirety of the sur-
rounding landscape can be viewed.

. Train: The train only operates on the ground
floor due to manoeuvrability issues. Three tracks trav-
el past the terminal at ground floor (1). These are the
tracks that enter the ferry. The remainder of tracks are

used for storage and maintenance (2).

. Trucks and Cars: Both trucks and cars arrive
at ground level (3) and then are risen up to the first
floor (4) where they are marshalled for boarding the
ferry (5). From here drivers and passengers of the vehi-

cles have easy access to terminal facilities.

North East Elevation
Scale 1:500
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Fig 59. North West Elevation




From the North West, the direction of departure, the building appears po-
rous and easily traversable. This is intentional as it provides passengers with a clear-
ly legible path of travel. This is important as new comers to the terminal need to be
able to easily figure out where they are going. This reduces stress levels and in turn
makes the journey easier for all travellers.

Train: The train only operates on the ground
floor due to manoeuvrability issues. Three tracks trav-
el past the terminal at ground floor (1). These are the
tracks that enter the ferry. The remainder of tracks are
used for storage and maintenance (2).

Trucks and Cars: Both trucks and cars arrive
at ground level (3) and then are risen up to the first
floor (4) where they are marshalled for boarding the
ferry (5). From here drivers and passengers of the vehi-
cles have easy access to terminal facilities.

Pedestrians: Travellers travelling on foot
arrive at ground level (3) from the landward side of
the terminal and then proceed up to the first floor. (4)
They then select the terminal they must use and pro-
ceed to enter the terminal (6). They then immediately
climb the stairs (7) to the second floor where the ticket
desk, bag drop and departures and arrivals lounge is
found (8) before entering the ferry (9).

North West Elevation
Scale 1:500
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Fig 60. South East Elevation



From the south east, the direction of arrival, the terminal also appears po-
rous with easily visible access through the building. Trucks and cars debark onto the
same wide area of terminal where they are marshalled to when departing. This also
allows the ferry a large area of manoeuvrability when docking.

Train: The train only operates on the ground
floor due to manoeuvrability issues. Three tracks trav-
el past the terminal at ground floor (1). These are the
tracks that enter the ferry. The remainder of tracks are
used for storage and maintenance (2).

Trucks and Cars: Both trucks and cars arrive
at ground level (3) and then are risen up to the first
floor (4) where they are marshalled for boarding the
ferry (5). From here drivers and passengers of the vehi-
cles have easy access to terminal facilities.

Pedestrians: Travellers travelling on foot
arrive at ground level (3) from the landward side of
the terminal and then proceed up to the first floor. (4)
They then, select the terminal they must use -and pro="i-

: “.ii‘.it_;s_:_,_.:;ceed to cnter the terminial (6):” ‘They then immediately

climb the stairs (7) to- the second floor Where the tlcket

/"desk bag drop and departures and’ arrlvals Iounge is

found {o) betom entermg the ierry (9 ).

South East Elevation
Scale 1:500



From the south west the layered topography of the new ferry terminal is
again apparent. Each floor looks to be suspended above each other supported by the
white crystalline glazing. Passengers will enter the building and traverse through the
thick floor slab all while the surrounding landscape is layer out beyond.

. Pedestrians: Travellers travelling on foot
arrive at ground level (3) from the landward side of
the terminal and then proceed up to the first floor. (4)
They then select the terminal they must use and pro-
ceed to enter the terminal (6). They then immediately
climb the stairs (7) to the second floor where the ticket
desk, bag drop and departures and arrivals lounge is
found (8) before entering the ferry (9).

Fig 61. South West Elevation
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110 Fig 62. Edge: Boundary between the interior and exterior
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112 Fig 63. Terminal facade. Diagram depicts multiple layers



Edge + Genius Loci

Five layers are used in the construction of the glazed perimeter edge of the
ferry terminal.

The glazed facade works as an expression of the surrounding landscapes
things in two ways. Firstly the pattern is an expression of the crystalline salt forms
found at the nearby Salt works. A combination of clear and semi translucent panels
are combined to creates a visual effect similar reminiscent of the brilliant white salt
piles visible from far and wide during summer.

The second expression of the surrounding landscape is found in the re-
flective quality of the glazing used. While still translucent, the glazing also acts to
reflect the surrounding landscapes character and fight outwards for all travellers to
experience. The intention of this is to increase the travellers level of immersion into
the landscape.

The order of the site, created by the strong north-westerly presence felt in
the immediate area, is further reiterated by the sharp edges of the new ferry termi-
nal. These strongly defined edges are also used to define the pathways through the
terminal.

As an expression of time all of the terminals facades are angled towards
the north at an angle of 50 degrees. This is to reduce the direct solar gain from the
hot summer sun while still allowing the remaining sun to be transmitted into the
terminal.
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114 Fig 64. Path: a continuation of the journey



115



2
Q
[
o
3
-
(9]
[=9

k=
<

[a)

a

o
on

5
e}

=]

e
(5]

<=

S
-

8
>

(e
[}
i<

g
o

(a1

1wy

O
&0

o

&

116




Path + Genius Loci

1. Arriving at the top of the ramp. View across each of the three terminals
and the three paths of travel. This position allows views to the entire district with
specific focus provided to the path in each direction.

2. Arriving at the terminal either as a vehicular passenger or a pedestrian
passenger.

3. Entering into the terminal as a pedestrian. A clear path of travel is pro-
vided.

4. Pedestrian arrives at the top of the stairs either to board the ferry di-
rectly down the gangway or rest in the lounge.
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One decision to make:
which terminal is used?
The hardest decision to
make during the entire
journey.

Path orientation defined
by the site order createa
by the prevailing wind






Simple continuation of the
oath defined by the order
created by the prevailing
wind and coastline lying
45°to north.
Clear view of both sur-
rounding Lake Grassmere
character and expression
of things through terminal
form



L4
Fig 68. Position three: View from front door up main stair on first floo
—-— - e




Path continues inside the
terminal still oriented with
the north-westerly prevail-
ing wind.
The light strips in the tloor
act to provide a simple
path for visitors to tollow
creating an easily legible
building form.






The path and light strip
continue directly down the
gangway and continues
the order of the site. From
this second tloor path an
unparalleled view to the
surrounding  landscape
is created expressing the
character and light quali-
ties of Lake Grassmere af
difterent times of the year.



126 Fig 70. Node: terminal focal point
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128 Fig 71. Points of view for the following 3D Node perspective images



Node + Genius Loci

Nodes are points which are the intensive foci to and from which he is travelling

(Lynch, 1960, p. 8).

Each nodal structure is found at the centre of each terminal floor. They
contain the consistent core functions of the terminal. The purpose of these nodes is
to provide the terminal and the travellers with a focal way point within the terminal
around which the path of travel is located. They act as both a junction for the ter-
minal path and a concentration point for terminal function and users. From these
nodes all primary terminal business is conducted. These functions include ticket-
ing facilities, bag drop facilities, staff areas, cafes, shops and rest rooms. These nodes
symbolise the shift from land to sea when both arriving and departing.

Further reason to locate these functions in a central position is to provide
an unobstructed view to the surround landscape to all terminal users, thus allowing
traveller and staff alike to experience the districts zhings, character and light qualities
during different #imes of the year.

The things of the district are expressed through the shard like form of the
node itself. This is representative of the schist filled hill sides surrounding the lake
that act to encompass and enclose the area. The overall form of the node is related to
the character of the area also. Enclosed around three sides and open to the north and
Cook Straight much like the district itself.

Each node aligns with the orientation of the terminal building, further re-
inforcing the order of the Lake Grassmere district within the terminal itself.
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It the passenger does not
wish to board the ferry
immediately they are able
to relax in the second
floor lounge area. From
here they may experience
the things, character and
light qualities of the sur-
rounding Lake Grassmere
district



Fig 73. Position two: View across the terminal lounge




The central nodal structure
s expressive of the things
and character of the dis-
frict.
t acts as the primary way
finding point within the
ouilding from which the
terminal functions
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Conclusion
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Summary

'The primary goal of this research is to develop a scheme for a new inter-
island ferry terminal that is responsive to its Lake Grassmere site. The scope of this
project originates from a proposal presented to the New Zealand government about
the possibility of moving the inter-island ferry terminal from its current location
in Picton to a site further down the South Island coastline located between Lake
Grassmere and the Clifford Bay coast. Many people see passenger terminals as
large waiting rooms lacking in emotion, a heavily homogenised space that one must
spend far too much time in before they are allowed to continue travelling. This re-
search defines a place specific method in which to alleviate the loss of place-identity
from terminal architecture. Specifically the case study explores the combination of
Lynch’s definition of space and Norberg-Schulz’s definition of genius loci in the for-
mation of the architectural solution.

Potential Architectural Problems

When designing passenger terminals it is important to provide the travel-
lers with an easily legible route through the building. As the traveller has possibly
never used the terminal it is important to create a stress free journey by making the
terminal as simple to pass through as possible. Furthermore providing waypoints
within the building will help new visitors to quickly orientate themselves to the un-
familiar place around them. The nodes within the terminal act as these way points
and provide the traveller with an anchor point with the building.

Another architectural problem arises in the form of how to contain the
passengers and not allow them to wander away from the terminal once checked in
but at the same time allow each traveller to experience the surrounding landscape.
'This is achieved by through the spatial organisation of each of the terminals func-
tions. For example all terminal primary function such as a ticketing and bag drop
areas are located at the centre of the building and do not obstruct views to the land-
scape for the traveller.

A further issue that could be perceived by some as a problem is that some
user experiences of the space may not be positive. While this sounds like a failed

outcome, it is not. This just expresses the vast range of human emotion and the un-
predictable nature of each individual human.

Architectural Solution

Non-places are places without identity (see figure 28). This in turn means
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that non-places lack place-identity meaning that the occupant, in this case a traveller,
is unable to relate to their location, or place, due to the expressionless homogenised
architecture surrounding them. Therefore this thesis explores the option of combin-
ing the genius loci of Lake Grassmere with Lynch’s definition of space in an attempt
to create a sense of place in the non-place that is a passenger terminal. This conse-
quently allows for the formation of a place-identity between the traveller and the
Place.

The design of the new ferry terminal revolves around the combination of
two theories. Firstly Lynch’s theory of space is used as the framework around which
the new design takes place. His definitions of the terms district, landmark, edge, path,
and node are central to the final architectural outcome. Each of these five terms
were explored from the point of view of the genius loci, a term, defined by Norberg-
Schulz, to be formed from what he calls zhings, order, character, light, and time. Each
of Lynch’s five terms are used as headings in the design case study and then are ex-
plored using Norberg-Schulz’s terms. The combination of genius loci and space with
the infrastructural programme and the terminal programme forms the architectural
brief for the Lake Grassmere terminal (see figure 36).

It is argued here that comprehension of the Lake Grassmere district leads
to the creation of an architecture of the place in the form of a landmark that is con-
structed through the combination of paths, edges and nodes (see figure 37). This leads
to the design of a uniquely one of a kind piece of architecture reflective of both its
geographic place and its purpose. This use of local qualities allows the traveller to
relate to the terminal thus creating a place-identity between terminal and traveller.
As a result of the identification with the place a sense of place is formed which is felt
between each of the terminal users thus alleviating the feeling of alienation indica-
tive of a non-place.

Future Research

As this project does have a tangible background born out of a real proposal
it would be useful to carry out a feasibility study of the proposed design to explore
the realistic possibility of this case study going ahead. As every human is different
additional research could also be conducted into the specific types of activates peo-
ple would like to be able to do in terminals given that they had the chance.

Following more research and design based experimentation it is hoped that
in the near future domestic passenger terminals could become increasingly unique
and expressive of their locale, providing their user base with a truly one of a kind
travel experience. The terminal should again become an integral part of the journey,
once more imbuing a sense of excitement and joy in the heart of the traveller.
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