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THESIS SUMMARY 

"Architecture is a machine for 
the production of meaning." 

-Arata Isozaki 
The world, as we know it, is getting smaller 

and smaller everyday. Due, in part, to the internet 
and technology, there are far more resources avail
able to us than ever before. The economy is rolling 
and we are beginning to see unprecedented growth in 
the smallest of cities. Construction lines our hori
zons. Suburbs are sprawling out even further in our 
landscape, and becoming major cities in their own 
rights. Population growth is rising higher and higher. 
Unemployment is down, and people are more pros
perous than ever. Paralelling with that, private 
automobile ownership is up too. Our cities are now 
becoming bogged down with bumper to bumper traf
fic and terrible air quality. In responce, billions of 
dollars are being invested in the advent of public 
transit. Light rail train lines, state of the art bus 
systems, HOV lanes, and trollies are all efforts to 
combat our traffic infested streets and highways. 
Soaring gasoline prices and, what has become known 
as, "road rage" have become major reasons for the 

attraction to public transit. Cities who have chosen to 
invest in these systems are now seeing unforeseen 
success. Dallas Area Rapid Transit (DART) is one of 
those transit systems that is receiving national atten
tion. While these systems are seeing popular suc
cess, they have drawn much attention from the world 
of architecture, city planning, and development. 
Where these new transit lines are going in, the land 
value around them is rising enormously. So more 
and more ideas are being formed about their opportu
nities. 

America is widely known as home to the 
mega-malls, super stores, and strip shopping centers. 
Some may argue that these centers are ruining our 
contexts, and destroying the opportunity for small 
businesses to survive. This may be true, however, 
one cannot argue the added convenience of being 
able to get all of your shopping done in one place. 

Today's busy society is obsessed with speed. 
The mind setting today is faster is better. Compared 
to the intimate walks Italians make to relax in their 
famous piazzas, Americans are vehicle oriented and 
try to get to where they are going as fast as possible, 
and return home as fast as possible. Much to do with 
this is the frustrating long drives, clogged streets, 
and untimely traffic stops at every corner. This 
project is a suggestion to a possible solution to our 
dilemma. It promotes public transit in an attempt to 
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relieve traffic and pollution in our cities. Thereby 
elliminating driving times and easing public moral. 
In order to further enhance public transit, I wish to 
explore the opportunities available to us at our transit 
stops. By adding onsite facilities that are often 
everyday errands, professional commuters will have a 
luxury at their disposal and an ease of mind after a 
long day's work. 

My goal is to design a facility that reacts to the 
different mind sets of its everyday users. I wish to 
dictate the speed of activities associated within my 
facility. Therefore: I assert, that through the use 
of a metaphorical abstraction of speed, arch" 
tecture can capture the essence of a space and 
its function, and thereby promote the activities 
and social interactions of its occupants within. 

Facility- A multi-modal transit center. The transit 
center will accompany onsite mixed use busi
nesses. 

Context- Carrollton, TX. The site lies in the heart 
of a free trade zone at the corner of 1-35 E 
and Frankford Rd. 
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EPISTEMOLOGY 

Evolution of urban mass transportat ion 

Growth in the 19th century 

The history of urban mass transportation is f irst 
a story of the evolution of technology, from 
walking, to riding animals, to riding in groups 
on vehicles pulled by animals, and eventually 
to cable cars, larger-capacity steam-powered 
trains, electric trains, and motor buses powered 
by internal-combustion engines. It is a story of 
gradually increasing speed, vehicle capacity, 
and range of travel that has shaped cities and 
structured the lives of those who live In them. 

The horse-drawn omnibus, first used in France in 
1828, allowed as many as 25 or 50 people to share 
a ride across muddy urban streets. These were 
operated by private entrepreneurs who intended to 
profit by serving the busiest corridors in town. 

• Starting in New York 
City in 1832, operators 
instal led rails in the 
streets to provide a 
smooth roadbed both 

^ for the benefit of pas
sengers and to min i 
mize the energy re

quired to pull the vehicles. The cable car, a rail 
vehicle dragged by a long cable pulled by steam 

power from a central stat ion, was invented in 
1873 to master the steep hills of San Fran
cisco. This idea spread to Chicago and other 
cities in order to avoid the unpleasant side 
effects of horses in dense urban areas. 

The omnibus-on-ra i ls , the cable car, and 
eventually steam and electric trains were 
l imited to operations on f ixed guideways 
(rails), and extending the service required 

installing more rails, a large and semipermanent 
investment. This inflexibil i ty of a rail-based system 
was balanced by its low rolling resistance, which 
permitted the connection of several vehicles into 
trains where the demand for travel in the corridor was 
sufficiently high. Trains were efficient for carrying 
large numbers of travelers because a single guideway 
(track) could carry many trains each day, and the 
number of workers did not have to increase in propor
t ion to the number of vehicles; one motorman or 
engineer could operate a train with many cars, per
haps with the help of one or two conductors to collect 
fares. 

In the middle of the 19th century, the motive power 
for urban mass transportation advanced to indepen-
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dent steam locomotives, which could pull many cars 
and thus serve busier routes. Steam locomotives 
operated over longer distances than cable cars, and 
they were more reliable and considerably faster be
cause they did not depend on a single, fragile cable. 
Beginning in Berlin in 1879, steam was gradually 
replaced by electric power, which was cleaner and 
quieter and permitted operation in tunnels so that 
urban rail transit could be placed beneath streets and 
buildings. This allowed construction of new rail lines 
with minimal disruption to existing buildings, and it 
permitted mass transportation to operate free and 
clear of the congested streets of 19th-century cities, 
which were often filled with animal-drawn vehicles, 
pedestrians, and vendors' pushcarts. The idea of 
separating the r ight-of-way from other transportation 
modes and ac-
city was i m -
early and con-
of mass t ran-
erating on ex-
ways do not 
and risks of 
rienced by ve
in mixed traf-
fore they can 
more reliable transportat ion 
particularly important competitive advantage of rail 

t i v i t ies of the 
portant to the 
t inued success 
sit. Vehicles op-
clusive gu ide-
face the delays 
collisions expe-
hicles operating 
fie, and there-
provide faster, 

This has become a 

transit since the advent of 
the automobile. 

Some cities, starting with 
New York in 1868, con
structed elevated rail 
transit lines to accomplish 
the same end. I t was less 
costly and dangerous to 
build a rail line above the 
street on an iron and steel trestle at the second-story 
level, as compared with digging a tunnel. I t soon 
became apparent, however, that the noise of trains 
rumbling by, the street obstructions of columns to 
support rail structures, and the dark areas created 
below these facilit ies were high prices to pay for rapid 
urban transit. 

Cities and means of travel grew together, with the 
shape and extent of cities determined largely by the 
available transport technology. Urban transportation 
services defined the geographic area in which people 
functioned, l imit ing how far one could travel to work, 
acquire food, exchange services, and visit friends. 
When walking or riding a horse was the primary mode 
of urban travel, cities were necessarily small. When 
larger animal-drawn vehicles became common, cit ies! 
grew in extent. I 
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As technology advanced, the speed of travel in
creased from an average (including station stops) of 
2 to 3 miles per hour (mile/h) for walking to 4 to 6 
mile/h for animal-drawn vehicles to 15 to 20 mile/h 
for steam trains, and cities grew along the corridors 
served by urban mass transportation. Small, circular 
towns reached out along steam rail lines, which 
became increasingly common in urban service 
among European and American cities in the latter 
half of the 19th century. Residences and businesses 
were located close to these lines, and particularly 
close to the stations, to make the best use of 
available transportation. 

Just as transportation helped to define the geo
graphic extent of the city by the arrangement of its 
lines and stations and its speed, the demand for 
travel by city residents determined which trans
portation technology could succeed in the market
place. Higher-density 
developments, closely 
spaced houses and 
apartment buildings, 
multistoried office 
buildings, and large 
factories could support 
major investments in 
exclusive-guideway 

ecn 

rail transit with frequent service. Lower-density com
munities could sustain only infrequent service, with 
transit vehicles operating in mixed traffic on city 
streets. In the late 1800s it was not uncommon for 
the land developer and the transit operator to be one 
and the same, using a street railway system to 
promote the sale of new housing and attracting the 
residents of that housing to ride the railway. 

The automobile and mass transportation 

In the developed world and particularly the Western 
Hemisphere, the automobile entered the transporta
tion market as a toy for the rich at the beginning of 
the 20th century. It became increasingly popular 
because it gave travelers important new freedoms: to 
visit many different places (while mass transportation 
served only fixed routes), to make trips at any 
convenient time (while mass transportation operated 
on a predetermined schedule), and to carry several 
people and their packages for one fixed price (while 
mass transportation charged fares for each person in 
a family or group). As a result, in Europe and North 
America the automobile became mass transporta
tion's chief competitor. 

The automobile is an individual technology that does 
not rely on group riding and common travel patterns 
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for its success. The convenience of the automobile 
freed people from the need to live near rail lines or 
stations; they could choose locations almost any
where in an urban area, as long as roads were 
available to connect them to other places. Many 
states in the United States established motor fuel 
taxes that were used only to build and maintain 
highways. Thus, the auto highway system became 
largely self-sustaining. 

Automobile ownership grew rapidly after World War 
I I , particularly in the United States and western 
Europe. During the war, automobile motors, fuel, and 
tires were in short supply. There was an unsatisfied 
demand when the war ended and plenty of production 
capacity as factories turned off the war machine. 
Many people had saved money because there was 
little to buy, beyond necessities, in the war years. 
Workers relied heavily on mass transportation during 
the war and longed for the freedom and flexibility of 
the automobile. 

As automobiles became more widespread, there was 
political and economic pressure to expand the road 
network. A demand for housing, particularly single-
family homes, was met in the United States with 
government loans and other incentives to expand 
housing in suburban areas. Life in the suburbs be

came feasible with the automobile, which provided 
mobility everywhere, anytime. Thus, after World War 
I I , at least in the United States, the automobile, the 
auto industry, the urban road network, and the 
suburbs grew together. The result was a dispersed 
urban geography, often called sprawl, which charac
terized not only the suburbs of large cities but also 
whole cities that experienced the bulk of their 
growth after the automobile became popular, such 
as Phoenix (Ariz.), Los Angeles, Dallas (Texas), and 
Orlando (Fla.). This is a geography in which travel is 
less focused on nodes (more dense, centrally located 
city and suburban downtowns) and corridors. It is a 
dispersed market that is difficult to serve economi
cally with mass transportation. 

In many western European countries, postwar auto
mobile growth was constrained by government poli
cies, which heavily taxed both cars and their fuels. 
Mass transportation systems were maintained and 
expanded with government subsidies, and public 
policies kept central areas strong or fostered subur
ban growth in carefully designed higher-density 
nodes, in some cases (particularly in Britain and 
Sweden) in the form of systematically designed new 
towns linked to older central cities by high-quality 
mass transit lines. In less-developed parts of the 
world, mass transportation was shielded from auto-



CHAPTER 2 - SECTION 2 

EPISTEMOLOGY 

mobile competition by the inability of citizens to 
afford cars and by government policies that kept 
both automobile and gasoline prices high. 

The analogue to the automobile for the mass trans
portation industry was the motor bus, a self-
propelled vehicle operating on the highway in mixed 
traffic. Buses were introduced into mass transporta
tion services in the 1920s. Like the automobile, they 
offered operating flexibility in the short term, to 
route around fires and other temporary street ob
structions, and in the long term, to be shifted easily 
into new areas needing service. By the 1960s in the 
United States, the bulk of urban mass transportation 
services were operated with buses. Some busier 
lines serving downtown a 
eas were operated as ex 
press services, picking 
and discharging travelers 
the ends of the routes and 
skipping intermediate stops 
to provide faster travel. 

vwiLii u u o t r j - - j ^ j i i i t ; ij\^jtK-t 

While buses offered econ 
omy and flexibility to operators, they brought impor
tant disadvantages. Operating on city streets mixed 
with other traffic, they could not travel faster than 
cars, and, because they made frequent stops, they 

were usually slower. This problem can be avoided by 
operating express buses on freeways or special lanes 
and roadways resen/ed for high-occupancy vehicles. 
Unlike trains on exclusive guideways, when the de
mand for bus service increases, adding more vehicles 
requires additional drivers, which makes operating 
costs increase as fast as ridership. As a result there is 
less advantage to be gained from serving high-
density corridors with buses compared with trains. 
This problem has been reduced by using larger buses-
-double-deck vehicles in Europe and longer, articu
lated buses in both Europe and the United States. 
Because bus routes are so flexible, builders do not 
have the same incentive to locate developments near 
bus lines, which may be rerouted on short notice, as 
they do to locate ear rail lines. 

The 20th century began with rapid growth in transit 
service in the United States. Transit riding has consis
tently moved with the state of the economy, growing 
during the boom period after World War I and drop
ping precipitously during the Great Depression, when 
unemployment was high. World War II saw a large 
increase because employment was high and automo
biles were scarce. The steady decline after the war 
shows the impact of growth in automobile travel and 
the migration to the suburbs. Since the 1970s, a 
considerable amount of federal and state money has 
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been directed toward improving and extending mass 
:ransportation systems, and ridership has increased in 
-esponse. The population of the United States has grown 
jteadily over the 20th century, and the fraction of people 
iving in urban areas increased to nearly 70 percent, and 
iherefore the urban travel market as a whole has grown 
:onsiderably. 
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Hashalom Railway Station 

Tel-Aviv, Israel 

The architect Eri Goshen and his partner Dan 
Eytan of Tel-Aviv were first commissioned for the 
functional design of a series of new railway stations 
in Israel, and the architectural design of the subur
ban Hashalom ('Peace') Station serving Tel-Aviv. 

Israel is a country gridlocked with traffic and 
an integrated railway system is one of the few feasi
ble transport solutions for its cities. Until recently 
this opinion has not been shared on a Government 
level which prefers to invest taxes from the import of 
automobiles in wider highways at the expense of re
maining countryside. Although public resources are 
now being invested in railways, the subject is still 
not high on the agenda. 

When commencing the project, the country's 
antiquated railway infrastructure dated back to Turk
ish and later British occupation of the country. 
Knowledge of the subject was no more current than 
'train drivers discussing locomotives from WWl,' Eri 
Goshen explains. 'In a fundraising attempt, the Is
raeli Government married the budget-less Israel 
Railway Authority to the very profitable Port Author
ity in order to channel money into a railway sys-

11 
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tem...it was not only a story of the poor bride meet
ing the rich groom...it was also an attempt to seduce 
the new joint Authority's board of directors (made up 
solely of Port members) into the uncharted territory 
of railroads!' 

The curved glass and steel roof supported on 
four masts is the most prominent feature. Its wave
like form is a metaphor of flight: rising as a canopy 
over the sidewalk, soaring over the main hall and 
ticket booths, and descending with the escalators to 
the platforms below. Sited between lanes of a major 
highway and suspended next to a bridge above the 
rail tracks and platforms, most views of the station 
are split-second, from fast moving vehicles at dis
tances of hundreds of meters. The dynamic roof de
sign gives the building a clear identity. Anything less 
would have reduced it to a forgettable blur. 

Much attention has been given to the finishes 
to withstand the wear and tear of crowds and vandal
ism. Granite and stainless steel have been used 
throughout. The roof frame structure is made entirely 
of Corten steel coated with epoxy paint and translu
cent PVB laminated clear glass plates. At night, 
metal halide uplights project the glowing effect of a 
'flying carpet' hovering over the highway. 

Since its opening, the station has been a ma
jor success with tens of thousands of commuters 
passing through on a daily basis. Eri Goshen realized 

12 



CHAPTER 2 - SECTION 3 

: A S E STUDY #1 

TgsaasiK3jfl«.:^5ffiS?g^^iofi£i^2-s'iii^*sBiii?^j-^i^^^^ 

that he was designing more than a train station, he 
was creating a flagship for rail transportation in Is
rael. Today, Goshen says, the Israel Ports and Rail 
Authority is 'happy and proud of its new station.' 

13 
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stadelhofen Railway Station 
Zurich, Switzerland, 1983-90 
Architect: Santiago Calatrava 

Since 1945, there have been several fascinat
ing examples of designs for railway stations that 
relate structure and movement by way of novel 
spatial arrangements. The Stadelhofen Railway Sta
tion in Zurich, a modest project in terms of size, 
stands apart as probably the most inspired among 
these buildings. It is an example of an architectural-
infrastructure project that brings back the turn-of-
the-century romance of travel, bringing together 
structure and movement. 

Rather than build a tunnel, Calatrava opted to 
work around and within the old city's fortifications to 
create a covered promenade, a cantilevered platform 
roof, and an underground shopping center. Calatrava 
referred to this design scheme as "design by section." 
Looking at the section drawings for Stadelhofen Rail
way Station—which accommodate multiple move
ments and articulate several functional transportation 
components—one is reminded of complex anatomical 
section drawings of the human body. 

Indeed, the paths and passageways within the 
station are intertwined like a smooth-flowing circula
tory system, directing different types of movement. 
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fig 20 

14 



CHAPTER 2 - SECTION 3 

: A S E STUDIES 

The highly regulated movement of the trains on the 
ground level coexists with that of hurried pedestrians 
ascending and descending the three levels via the 
stairs and esculators that criss-cross the shopping 
mall under the tracks. Others cross above them over 
three pedestrian bridges, while less-hurried families 
and couples enjoy leisurely strolls up and down the 
hill and along the promenade. 

Movement reigns throughout the structure. I t 
can be read in the flow of forces channeled down to 
the ground via the intricate configurations of steel 
and ferrovitreous and reinforced concrete. Movement 
is latent within the profile of columns, beams, can
t i levers, platforms, and supporting walls. The retain
ing wall columns lean back 67 degrees to echo the 
convex underbelly of the boxbeam. The contour of 
the cantilevered roof zigzags as if t rying to maintain 
equi l ibr ium, its varying profile adapting to the chang
ing bending moments. 

Light f i l ters down to the shopping mall through 
the cantilevered glass-and-metal roof and through 
the glass blocks of the platform-level sidewalks, while 
branches and stems of vines move and spread over 
the cables of the steel pergola that sweeps back f rom 
the promenade's edge toward the hi l l . 

IS 
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Lyons Airport Rai lway Stat ion 
Satolas, Lyons, France, 1989-94 
Architect: Santiago Calatrava 

In the Lyons Airport Railway Stat ion, we see 
icons used in skil l ful combination with more abstract 
design strategies, implying movement through geom
etry. The station can be seen as an elongated, 
complex amalgam of structure, conduit, and spanning 
constructs. The station is the terminus for high
speed trains connecting the airport to Lyons, 30 
ki lometers to the south. I t also materializes the 
cl ients' vision for a functional yet exciting symbolic 
structure, and represents the first realization of Cala-
trava's extensive three dimensional experiments In 
spanning, enclosure, and movement. The scheme 
comprises a main station building, with train plat
forms, and a passageway connecting the station to 
the adjacent airport it serves. The program called for 
a design that provided directional orientation—an 
important ut i l i tar ian, as well as psychological, objec
t ive when serving hurried travelers. 

Rather than orienting the movement of t ravel
ers using signs wi th in an undistinguished enclosure, 
or a "universal space," as many designers of contem
porary terminals have chosen to do, Calatrava chan
nels and informs crowds through the configuration of 

16 
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fig 24 fig 25 
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the building itself. This explains the size and the 
strong sense of direction given to the elements of the 
complex and justifies the rhythmic repetition of struc 
tural members as they relate to the movement of the 
crowds. The need for orientation also explains the 
modulation of light, also conceived in a directional 
and rhythmic way. Light is more sparse in the core of 
the station, becoming more abundant toward the 
tracks and the outside. Through these design strate
gies Calatrava endeavors to transform contemporary 
travel from a drudgery into a memorable, even 
romantic experience. 

fig 26 

lig 28 

fig 27 
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Orient Station 
Lisbon, Portugal, 1993-98 
Architect: Santiago Calatrava 

For the Orient Station, Calatrava went beyond 
the original scope of the competition brief to create a 
veritable oasis, a zone of urban fertility in the middle 
of a once rundown industrial wasteland on the coast 
just north of Lisbon, Portugal. Taking on a project 
that was originally intended merely as a transport 
connection for the 1998 World's Fair, Calatrava 
sought to move the Orient Station into the realm of 
urban planning. He cultivated the remnants of a 
derelict harbor to create a nexus of high-speed inter
city trains, standard rail services, regional bus lines, 
underground parking lots, and subterranean metro 
links. By locating the station on existing railway 
lines, he transformed an embankment that had 
histroically separated residences from industry into a 
civic link. He started by raising the station platform 
11 meters off the ground onto a bridge structure. 
This allows the existing perpendicular avenue to run 
seamlessly into the complex. The avenue's continua
tion 152 meters beyond the station visually reinforces 
the ease of movement between all the various trans
port modes. 

As with the Zurich and Lyons transportation 
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projects, the mutual relationship between site and 
program weaves together the romance of distant 
travels, the satisfaction of hard work, and the spirit of 
dream-work. The complexity of Calatrava's solution 
brings many analogies to mind. The platform/oasis, 
" fo res ted" wi th " t ree" columns, is also a 
Medi terranean-sty le open market . A scalloped 
awning of glass and steel welcomes travelers to new 
experiences. Gently concrete arches speak of wind-
worn art i facts, smoothed to perfection by nature's 
forces. They cascade over a mult i level reef of bou
t iques, t icket counters, and platform access areas. 
Beyond this sanctuary, a glass-and-steel canopy, 
cresting 5 meters high to cover 11 meter wide bus 
platforms, alludes in its shape to the waves of the 
nearby sea. Fourteen meters above, palms of steel 
and glass flourish on a 17-meter gr id. In a tree-
structure motif , parasols merge column and roof, and 
branches intertwine to cover eight railway lines. 

fig 31 

fig 32 
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Waterloo International Terminal 
London, England, 1990-93 
Architect: Nicolas Grimshaw 

The new Waterloo is a triumph of High Tech -
an engineering and architectural solution of great 
beauty and ingenuity that is a dirct response to an 
extraordinarily difficult site. 

The form of the new terminal is substantially 
determined by the alignment of the existing tracks 
and the site boundary on the west. In character it 
resembles an airport more than a conventional sta
tion, containing immigration and customs points, 
arrival and departure lounges, as well as the usual 
ticket hall. Grimshaw resolved this by creating the 
new terminal on four levels. The upper level - the 
platforms - is on the same level as the existing 
tracks; one level below are the departure lounges; 
below that, the arrivals and finally the car parking. 
At the lower levels the new terminal makes substan
tial use of the railway arches and vaults beneath the 
existing station and there are also facilities for staff 
and management. 

The exciting part, nonetheless, is the long 
train shed. Grimshaw defines the building as a pump 
for people. As space is tight, it is designed to 
function alternately in departure and arrival modes, 
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using the same staircases, escalators and lifts. The 
emphasis everywhere is on free flow and ease of 
movement. The t icket hall has a continuous open 
counter like a travel agent, rather than the usual 
glass fronted booths. Inside the lounges, the seats 
are plent i ful , but never interrupt the passage of 
anyone wishing to walkk straight through. 

Concealing services posed a particular chal
lenge. The solution was to set them into sloping 
panels in the ceil ing, rather like the overhead lockers 
in an airplane, which flip open at any point to allow 
access for maintenance. 

The architect's one regret is that they were not 
allowed to set glass pavement lights into the plat
forms and so bring daylight down to the departure 
lounges. On a sunny day, however, it means that the 
station's remarkable steel and glass roof comes as a 
pleasurable surprise. While the departure lounges -
like many of today's high-tech interiors - are predom
inantly in shades of grey, Grimshaw's station roof is 
dominated by the bri l l iant cornflower blue of the steel 
work. 
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CONTEXT & SITE 

CULTURAL 

Geographical ly s i tuated in the Dal las/Fort 
Worth Metroplex in North Central Texas, the City of 
Carrollton is well-posit ioned as a national and inter
national business location. It is just ten miles east of 
D/FW Internat ional Airport, the second busiest airport 
in the world. Carrollton's location in the Dallas/Fort 
Worth Metroplex provides its residents and busi
nesses with access to a region of over four mil l ion 
people. In addit ion, over 40 mil l ion people in the 
U.S. reside within a 600 mile radius of the Metroplex, 
making Carrollton accessible to an extremely large 
consumer and industrial market. 

Due in part to its central location, favorable 
business cl imate, and ease of access to national and 
international markets, D/FW consistently ranks as 
one of the top metropol i tan growth regions in the 
nation. One of the fastest growing cities in North 
Central Texas, Carrollton is the ninth largest city in 
the D/FW Metroplex. 1999 population figures for 
Carrollton are 102,350, and has grown nearly 2 7 % 
since 1990. Ethnic diversity is also a strength in the 
communi ty with approximately 8 3 % Caucasian, 9% 
Hispanic, 6 % Asian, and 4 % African American resi
dents. Continued steady population growth is esti
mated at 2 - 3 % per year. 
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CULTURAL 

Carrollton is a growing communi ty that has 
held on to a charming piece of its past. The Old 
Downtown Carrollton area features a gazebo in the 
center square surrounded by antique and craft shops. 
The Fall Carrollton Country Fair and "Return to Rural 
America" are local highlights of the year, featuring an 
extravaganza of arts, crafts, foods, rides, games and 
other enterta inment. 

Recreational faci l i t ies include Sandy Lake 
Amusement Park, three public golf courses, hike and 
bike trails, l ighted sports complexes, a quaint home
stead museum, "The Best Playground in the Metro
plex", the world's tallest indoor cl imbing gym, and 
the historic Plaza Theater. 

Iig41 
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ECONOMIC OVERVIEW 

Carrollton is continuing its economic surge in 
commercial/industrial development. In 1998, the city 
realized over 3 million square feet of new facility 
construction, complimented by over 1.5 million 
square feet of new lease space that entered the city. 
More than 2,000 jobs were created in Carrollton and 
90 firms either relocated or expanded in 1998. 

Carrollton has ample land available for future 
development. Over 8,000 acres, or nearly 27% of 
Carrollton's total land area of 24,347 acres is avail
able for future development. Carrollton's future land 
use plan designates over 40% of the city's total area 
for office, commercial, and industrial use. 

Three major industrial parks, Valwood Indus
trial Park, Frankford Trade Center, and Trinity Mills 
Industrial Park, are among the premier industrial 
parks in the Dallas/Fort Worth area. Frankford Trade 
Center is home to a Foreign Trade Zone in Carrollton 
and is the only full service Free Trade Zone in the 
Dallas area that fronts 1-35 E. See page XX of 
Chapter 2 for a detailed description of the Frankford 
Trade Center. 

INFRASTRUCTURE 

Interstate 35E intersects the City of Carrollton 
and converges with Interstate 35, a major north-
south highway route linking Canada, Mexico, and the 
United States. An excellent highway system in D/FW 
includes two north-south interstates, 1-35 and 1-45, 
and two east-west interstates, 1-20 and 1-30. 

George Bush Turnpike, (SH-190T) a six lane 
highway, has been approved for funding and con
struction by the North Texas Turnpike Authority. 
When completed in 2001, it will bisect the City of 
Carrollton east to west along the existing Trinity Mills 
Corridor, providing an additional east-west thorough
fare through far north Dallas. 

Addison Airport, D/FW International Airport, 
and Dallas Love Field are located within close proxim
ity to the City of Carrollton. 

The D/FW Metroplex is the largest trucking 
center in the southwest United States, served by 
approximately 150 regular route common carriers. 
Over 40 major freight lines offer direct service to all 
points in the U.S. 

Carrollton is served by three major railroads: 
Burlington Northern Sante Fe, Southern Pacific, and 
Union Pacific. 
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fig 44 

Key to Colors 

I I Residential 

I I Commercial 

• Site 

I I Golf Course 

I I Undeveloped Land/ Vegetation 

• • Free Trade Zone/ Industrial 
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CONTEXT & SITE 

SITE QUALIFICATIONS 

The site I have chosen is a logical site for 
many reasons. For one, it lies along existing train 
tracks that can easily be adapted into tracks for a 
light rail train system without disrupting existing 
infrastructure. Thereby eliminating costly construc
tion of new infrastructure. Secondly, the site lies in 
an area of high traffic. In order to cut down on 
congestion on 1-35 E, which can otherwise be known 
as a parking lot in peak hours and a contributor to 
high pollution, DART will attract a lot of professional 
commuters in the area. The area in which my site 
sits is an area that houses many employees at the 
nearby industrial wharehouses. So not only will the 
stop supply many outgoing commuters from the 
nearby residential district, it will also accommodate 
many incoming commuters. 

There is a lot of undeveloped land, with many 
ammenities, around my site that could prevail from 
the addition of my facility. The area sits in the 
middle of major circulation arteries that feed the 
Dallas/Fort Worth Metroplex. This promotes the 
opportunity to develop this land into future apartment 
lofts, which is the fast growing trend in Dallas, or 
possible commercial construction. It seems more 
adventageous to zone this land as residential and 

envision the area as a transit village. Upon speaking 
with a city planner, these visions will probably be
come a reality. 

DART has plans to extend the LRT lines as far 
north as Lewisville. Lewisville is home to Vista Ridge 
Mall, which is directly north of my site along 1-35 E. 
This means that DART will also lure many consumers 
to ride its transit. My site's close proximity to the 
Mall will surely benefit from the demand of con
sumers. 

The site also benefits from neighboring Indian 
Creek Golf Course. This is a highly ranked public golf 
course in the state, and certainly one of the city of 
Carrollton's premier courses and attractions. Also 
bordering the site is the Trinity River, which has 
become the focus of many public and city officials. 
The river had become a forgotten waterway, but is 
now receiving a lot of attention and money to develop 
it into a metroplex ammenity. 

Finally, with the soon addition of State Hwy 
180(George Bush Hwy) just south of my site, my 
transit center will provide many commuters with a 
travelling convenience that can only be found with 
public transit. 
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CONTEXT & SITE 

SITE DOCUMENTATION 
Building 1 

Directly south of the site, across Frankford 
Rd., lies the Unisource wharehouse. Like the other 
wharehouses in the Frankford Trade Center, this 
building is an extremely long rectangular building. 
The building is made up of tilt wall construction with 
an EIFS facade. The facade has been scored into a 
grid pattern. The building's west side houses numer
ous docks for trucks shipping in and out cargo. 
While the building is no spectacular example of ar
chitecture, it is a farely attractive building for an in
dustrial wharehouse. The color scheme of the build
ing uses a very light gray offset by a farely darker 
gray with teale detailing. 

SITE DOCUMENTATION 

Another very long rectangular wharehouse 
neighboring the site is the Frankford Interchange 
Distribution Center. This building is likewise built 
with tilt wall construction similiar to the Unisource 
wharehouse. Its facade has also been designed with 
a grid pattern accented by neutral gray colors with 
soft, pastel green details. As the premier free trade 
zone in the D/FW Metroplex, the buildings in this dis
trict have obvioulsy been paid much attention. 
There is an ample amount of pleasant landscaping 
and distinguishable marquees lining the district. 
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SITE DOCUMENTATION SITE DOCUMENTATION 
Building 3 

Southeast from the site, there is currently an
other wharehouse under construction. It appears to 
be another sizable wharehouse that follows the de
sign of the existing wharehouses in the zone. 

fig 49 

Building 4 

Further east along Frankford Rd., sits the Re
source Concepts, Inc. wharehouse. This building's 
design has strayed from the other wharehouses in 
the area. It is considerably smaller than its neigh
boring wharehouses. 

-—— tig 50 

Building 5 

Bordering the East end of the site is a Race-
Trac gas station and convenience store. 

fig 51 

Golf Course 

Indian Creek Golf Course is northeast of the 
site. Indian Creek is a premier public golf course in 
the state. It is landscaped with many trees and sev
eral water hazards offering a beautiful view from the 
site. 

fig 52 
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SITE DOCUMENTATION 
I n te rs ta te 35 East 

Interstate 35 East runs along the west side of 
the site. 1-35 links Canada, Mexico, and the United 
States. I t is the number one interstate in the coun
try used for trade. 

Frankford Rd. 

Frankford Rd. borders the south end of the 
site. Frankford is a major street in the City of Car
rollton, running east-west the entire length of the 
city. Where Frankford runs along the site there is a 
grass median that runs through the middle separat
ing the road ^ : ^ ^ , into two direc
tions. 

fig 54 

SITE DOCUMENTATION 
Frankford Rd. and 1-35 Connection 

The intersection of Frankford and 1-35 creates 
an overpass that offers birdseye views of the site. 

!fig55 

Vegetat ion 

The Trinity River runs along the north end of 
the site. The river has produced heavy greenery 
along its edge. 

fig 56 
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SITE DOCUMENTATION SITE DOCUMENTATION 
Train Tracks 

Existing train tracks bisect the sites eastern 
edge. The tracks run over several bridges, which 
span the Trinity River, arriving at the site. 

mM-
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:L IENT PROFILE 

DART 
Dallas Area Rapid Transit 

DART 

DART is emerging as a national model for 
cities seeking to build and operate multi-modal tran
sit systems that boost local economies and improve 
the quality of life. Due to the young age and over
whelming success, DART has many opportunities to 
explore fresh ideas for the overall goal of new public 
transit for the new millenium. 

All of DART'S programs are up in ridership. 
The light rail ridership is up 37%, commuter rail rid
ership is up 165%, bus ridership is up 5%, HOV us
age is up 60%, and DART pass sales have risen up 
16%. These are staggering figures compared to 
DART'S projected success. DART has surpassed all 
expectations. 

Safety is a top priority at DART, and for the 
second year Trinity Railway Express experienced no 
operating or passenger accidents. The service won 
three safety awards at the 1998 Annual Texas Safety 
Association meeting, and a Federal Railroad Adminis
tration panel awarded it outstanding marks following 
a week-long inspection. 

Member cities are already planning transit-

oriented development along rail extensions opening 
in 2002 and 2003. Southern corridor redevelopment 
continues along the Blue Line in South Oak Cliff, 
where more than $11.5 million was invested in new 
supermarkets, banks and other retail ventures even 
before the line opened in 1997, The North Central 
light rail line is attracting transit oriented develop
ment. Adjacent to DART's Mockingbird Station, a 
mulit-use development will include apartments, a 
shopping center, a hotel, and office space —plus a 
ten screen theater. 

A new study by University of North Texas 
economist Dr. Bernard Weinstein shows the value of 
property adjacent to DART rail stations is outpacing 
the calue of non-adjacent properties by about 25%. 
In addition, occupancy rates are up at adjacent prop
erties and rental rates have increased 20%. Aprevi-
ous UNT study predicts DART's expansion activities 
and operations will pump $3.7 billion into the re
gional economy and support approximately 32,000 
jobs. 
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PROJECT GOALS 

THE TRANSIT VILLAGE 
The extension of the l ight rail and trains spurs 

the notion of developing a transit vil lage in the city 
of Carrollton. A transit plaza could be the beginning 
step for this notion to become a reality. 

The transit vi l lage contains ideas from urban 
design, transportat ion, and market economics. I t is 
partly about a built form that encourages public t ran
sit. I t also generates neighborhood cohesion, social 
diversity, conservation, public safety, and communi ty 
revital ization. Transit vil lages are normally located a 
quarter mile f rom a transit stat ion. 

Today's auto-oriented suburbs have isolated 
people by age, class, and race - the young from the 
old, the rich from the poor, whites from blacks. 
Many upper-class suburbanites are confined to their 
cars and security control led, walled in subdivisions. 
By creating an attract ive built environment, complete 
with a civic core and prominant transit node, people 
are more likely to feel a sense of belonging and an 
attachment to the communi ty. 

Transit vil lages must be economically viable 
and financially self-sustaining. Creating attract ive 
urban environments that have goodd transit access 
to the rest of the region should, by definit ion, pro
duce econominc benefits. Adjacency to or proximity 
to vi l lages equals higher property values and com

mercial rents: to the degree that governmnets can 
recapture some of these economic benefits, such as 
through property tax proceeds or special benefit as
sessments. Then transit villages can become self 
supporting and serve as catalysts to economic and 
community redevelopment. 

The hallmarks of a transit vil lage include: 
• enhanced mobil i ty and environment 
• alternative suburban living and working environ

ments 
• neighborhood reviti l ization 
• public safety 
• public celebration. 
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SPATIAL ANALYSIS 

SUMMARV OF PROGRAM DESIGN 

The program that I have designed for this 
project is very loose. My project consists of two 
dinstinct facil i ty types. Both facil ity types are dis
t inct, but compl iment eachother well. The primary 
facil i ty and reason for the project is the DART facil i
ties. The DART facilit ies will have the heaviest 
amount of users. The DART facilities include an 
information center, a l ight rail train stop, and mult iple 
bus stops. The second facil i ty type is a mult i -purpose 
shopping center. In essence it is a strip center, 
however, it differs than most strip centers in that its 
design wil l work hand in hand with the design of its 
neighboring facil it ies. Don't envision your typical 
strip mal l , a rectangular box with an EIFS facade. 
The program for this center will only suggest possible 
tenants. It 's design will only pertain to its shell, that 
houses different businesses. 

These two facil i ty types should enhance ea
chother. They should aid eachother in the spill over 
of users and acit ivi t ies. Ult imately this project wil l be 
known as a transit center. The shopping strip is only 
there for the promotion of public transit and DART. 
It 's presence on the site will help this project to be 
known as a one-stop for all convenience center. 

fig 60 
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AREA REQUIREMENTS 

I . DART FACILIT IES 

I I . LEASABLE SPACE 

I I I . PUBLIC SPACE 

26,500 S.F. 

57,600 S.F. 

40,000 S.F. 

IV . PARKING AND LANDSCAPING 70,000 S.F. 

NET SQUARE FOOTAGE 194,100 S.F. 

GROSS SQUARE FOOTAGE 242,625 S.F. 
(125% OF NET) 

J .. L 
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fig 61 
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DART FACILITIES 

A. INFORMATION CENTER 
1. INFORMATION DESK 
2. WAITING AREA 
3. RESTROOMS 
4. JANITOR'S CLOSET 
5. SOUVENIR SHOP 
6. ENTRY 
7. CIRCULATION 

B. PASSENGER LOADING/UNLOADING 
PLATFORM (LRT) 
1. WAITING CANOPIES (3) 

C. PASSENGER LOADING/UNLOADING 
PLATFORM (BUS) 10,000 S.F. 
1. WAITING CANOPIES (5) 500 S.F. 

D. PASSENGER DROP OFF/PICK UP 4,000 S.F. 

TOTAL SQUARE FEET 26,500 S.F. 

2,500 S.F 
200 S.F 
700 S.F 
500 S.F 
60 S.F 

600 S.F 
200 S.F. 
240 S.F. 

10,000 S.F. 

300 S.F. 
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INFORMATION CENTER 

A l INFORMATION DESK 

USER: GENERAL PUBLIC, DART EMPLOYEE 

AREA: 200 S.F. 

ACTIVITIES: 
THE INFORMATION DESK WILL PRO
VIDE SERVICES TO THE GENERAL PUB
LIC INQUIRING ABOUT DART. 

ADJACENCY: 
THIS SPACE WILL BE CENTERED IN 
THE INFORMATION CENTER AND HAVE 
CLOSE PROXIMITY TO ALL SPACES. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-ILLUMINATION LEVEL MUST BE AT 
LEAST 20 F.C. 
-NATURAL LIGHTING SHOULD PRO -
VIDE THE MAJORITY OF LIGHT DURING 
THE DAY. 
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INFORMATION CENTER 

USER: 

AREA: 

ACTIVITIES: 

A2 WAITING AREA 

GENERAL PUBLIC 

700 S.F. 

THE WAITING AREA SHALL PROVIDE 
DART COMMUTERS WITH AN INDOOR, 
COMFORTABLE WAITING FACILITY. 

ADJACENCY: 
THIS SPACE WILL SIT ADJACENT TO 
THE ENTRY AND EXIT. IT SHOULD SIT 
CLOSELY TO THE INFO. DESK AND RE
STROOMS. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-ILLUMINATION LEVEL MUST BE AT 
LEAST 20 F.C. 
-NATURAL LIGHTING SHOULD PRO -
VIDE THE MAJORITY OF LIGHT DURING 
THE DAY. 
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INFORMATION CENTER 

A3 RESTROOMS (MEN'S AND WOMEN'S) 

USER: GENERAL PUBLIC, DART EMPLOYEE 

AREA: 250 S.F. EACH 

ACTIVITIES: 
THIS ROOM HOUSES THE TOILET FA
CILITIES. 

ADJACENCY: 
THIS SPACE SHALL LIE ADJACENT TO 
THE WAITING AREA. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-ILLUMINATION LEVEL MUST BE AT 
LEAST 20 F.C. 
-FINISHES SHOULD BE DURABLE AND 
EASY TO CLEAN. 

J .. L 

SD 
fig 61 

fig 52 

42 



CHAPTER 3 

SPATIAL ANALYSIS 

INFORMATION CENTER 

A4 JANITOR'S CLOSET 

USER: DART EMPLOYEE 

AREA: 60 S.F. EACH 

ACTIVITIES: 
THIS ROOM HOUSES JANITORIAL 
EQUIPMENT AND SUPPLIES. 

ADJACENCY: 
THIS SPACE WILL BE CLOSE TO THE 
RESTROOMS. 

DESIGN REQUIREMENTS: 
-ILLUMINATION LEVEL MUST BE AT 
LEAST 20 F.C. 
-FINISHES SHOULD BE DURABLE AND 
EASY TO CLEAN. 

43 



CHAPTER 3 

SPATIAL ANALYSIS 

INFORMATION CENTER 

A5 SOUVENIR SHOP 

USER: GENERAL PUBLIC, DART EMPLOYEE 

AREA: 600 S.F. 

ACTIVITIES: 
THE SOUVENIR SHOP WILL PROVIDE 
DART SOUVENIRS TO CONSUMERS. IT 
WILL ALSO HOUSE A KIOSK. 

ADJACENCY: 
THIS SPACE SHOULD BE IN CLOSE 
PROXIMITY TO THE WAITING AREA 
AND INFO. DESK. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-ILLUMINATION LEVEL MUST BE AT 
LEAST 20 F.C. 
-SHOULD BE NATURALLY LIT DURING 
THE DAY. 

I I 

fig 61 

fig 62 
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INFORMATION CENTER 

USER: 

AREA: 

ACTIVITIES: 

A6 ENTRY 

GENERAL PUBLIC, DART EMPLOYEE 

200 S.F. 

THE ENTRY VESTIBULE SHOULD PRO
VIDE A TRANSITION FROM OUTDOOR 
TO INDOOR, AND LINK TO CIRCULA
TION PATHS. 

ADJACENCY: 
THE VESTIBULE WILL SIT ON THE 
PERIMETER OF THE INFO. CENTER AND 
CONNECT TO CIRCULATION CORRI -
DORS. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-ILLUMINATION LEVEL MUST BE AT 
LEAST 20 F.C. 
-SHOULD BE NATURALLY LIT DURING 
THE DAY. 

J .. L 
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fig 62 

45 



SPATIAL ANALYSIS 

INFORMATION CENTER 

A7 CIRCULATION 

USER: GENERAL PUBLIC, DART EMPLOYEES 

AREA: 240 S.F. 

ACTIVITIES: 
CIRCULATION CORRIDORS WILL LINK 
ALL THE SPACES IN THE INFO. CENTER 

ADJACENCY: 
THE CORRIDORS WILL CONNECT TO 
ALL SPACES. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-ILLUMINATION LEVEL MUST BE AT 
LEAST 20 F.C. 
-SHOULD BE NATURALLY LIT DURING 
THE DAY. 
-FINISHES SHOULD BE DURABLE AND 
EASY TO CLEAN. 

2 
3 

fig 61 

fig 62 ^ 
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SPATIAL ANALYSIS 

LIGHT RAIL TRANSIT 

PASSENGER PICK UP/DROP OFF PLATFORM 

USER: GENERAL PUBLIC, DART EMPLOYEES 

AREA: 10,000 S.F. 

ACTIVITIES: 
THE PLATFORM IS THE LANDING PAD 
FOR EXITING COMMUTERS FROM THE 
TRAIN, AND A WAITING PAD FOR 
PASSENGERS WANTING TO GET ONTO 
THE TRAIN. 

ADJACENCY: 
THE PLATFORM WILL BE ADJACENT TO 
THE TRAIN TRACKS. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-SHOULD BE NATURALLY LIT DURING 
THE DAY. 
-FINISHES SHOULD BE DURABLE AND 
EASY TO CLEAN. 
-MUST BE ABLE TO SUPPORT LARGE 
CROWDS OF PEOPLE SAFELY. 
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LIGHT RAIL TRANSIT 

WAITING CANOPIES (3) 

USER: GENERAL PUBLIC, DART EMPLOYEES 

AREA: lOO S.F. EACH 

ACTIVITIES: 

WAITING CANOPIES WILL BE PRO
VIDED TO SHEILD WAITING COM
MUTERS FROM THE ELEMENTS. 

ADJACENCY: 
THE WAITING CANOPIES WILL REST 
ON THE PLATFORM ADJACENT TO THE 
TRAIN TRACKS. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-FINISHES SHOULD BE DURABLE AND 
EASY TO CLEAN. 
-MUST BE ABLE TO SUPPORT LARGE 
CROWDS OF PEOPLE SAFELY. 
-MUST PROVIDE SHADE FROM THE 
SUN AND SHELTER FROM THE RAIN. 
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CHAPTER 3 

SPATIAL ANALYSIS 

BUS TRANSIT 

PASSENGER PICK UP/DROP OFF PLATFORM 

USER: GENERAL PUBLIC, DART EMPLOYEES 

AREA: 10,000 S.F. 

ACTIVITIES: 

THE PLATFORM IS THE UNDING PAD 
FOR EXITING COMMUTERS FROM THE 
BUS, AND A WAITING PAD FOR 
PASSENGERS WANTING TO GET ONTO 
THE BUS. 

ADJACENCY: 
THE PLATFORM WILL BE ADJACENT TO 
THE BUS DRIVEWAYS. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-SHOULD BE NATURALLY LIT DURING 
THE DAY. 
-FINISHES SHOULD BE DURABLE AND 
EASY TO CLEAN. 
-MUST BE ABLE TO SUPPORT LARGE 
CROWDS OF PEOPLE SAFELY. 
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HAPTER 3 

SPATIAL ANALYSIS 

BUS TRANSIT 

USER: 

AREA: 

ACTIVITIES: 

WAITING CANOPIES (4) 

GENERAL PUBLIC, DART EMPLOYEES 

lOO S.F. EACH 

WAITING CANOPIES WILL BE PRO
VIDED TO SHEILD WAITING COM
MUTERS FROM THE ELEMENTS. 

ADJACENCY: 
THE WAITING CANOPIES WILL REST 
ON THE PLATFORM ADJACENT TO THE 
BUS DRIVEWAYS. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-FINISHES SHOULD BE DURABLE AND 
EASY TO CLEAN. 
-MUST BE ABLE TO SUPPORT LARGE 
CROWDS OF PEOPLE SAFELY. 
-MUST PROVIDE SHADE FROM THE 
SUN AND SHELTER FROM THE RAIN. 
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SPATIAL ANALYSIS 

DART TRANSIT 

PASSENGER DROP OFF/PICK UP 

USER: GENERAL PUBLIC 

AREA: 4 ,000 S.F. 

ACTIVITIES: 
THIS WILL ALLOW FOR COMMUTERS 
TO BE DOPPED OFF/PICKED UP FROM 
PERSONAL VEHICLES. 

ADJACENCY: 
THIS AREA SHOULD BE IN PROXIMITY 
TO THE BUS AND LRT PLATFORMS. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-FINISHES SHOULD BE DURABLE AND 
EASY TO CLEAN. 
-MUST BE ABLE TO SUPPORT LARGE 
CROWDS OF PEOPLE SAFELY. 
-MUST BE EASY FOR TEMPORARY 
USERS TO GET IN AND OUT OF THE 
SITE. 

1 1 1 

— 

1 
o o o o 1 

fig 61 
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SPATIAL ANALYSIS 

LEASABLE 

A. AVAILABLE SPACE 1 

B. AVAILABLE SPACE 2 

C. AVAILABLE SPACE 3 

D. AVAILABLE SPACE 4 

E. AVAILABLE SPACE 5 

F. AVAILABLE SPACE 6 

TOTAL SQUARE FEET 

SPACE 

9,600 S.F. 

9,600 S.F. 

9,600 S.F. 

9,600 S.F. 

9,600 S.F. 

9,600 S.F. 

57,500 S.F. 

fig 61 
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SPATIAL ANALYSIS 

LEASABLE SPACE 

LEASABLE SPACE 1 

USER: (RESTAURANT/CAFE) 

AREA: 9,600 S.F. 

ACTIVITIES: 
THIS SPACE COULD BE LEASED AS A 
RESTAURANT FACILITY SERVING SHO
PPERS AND COMMUTERS ALIKE. 

ADJACENCY: 
THIS SPACE MUST BE ADJACENT TO 
PARKING AND CLOSE TO THE DART 
FACILITIES. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-WILL RESIDE IN ONE SHELL STRUCT
URE THAT HOUSES ALL OF THE LEASA-
SPACE. 
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SPATIAL ANALYSIS 

LEASABLE SPACE 

USER: 

AREA: 

ACTIVITIES: 

LEASABLE SPACE 2 

(COFFEE BAR/CAFE) 

9,600 S.F. 

THIS SPACE COULD BE LEASED AS A 
SMALL SCALE COFFEE BAR OFFERING 
A VARIETY OF BEVERAGES AND A SM
ALL MENU. 

ADJACENCY: 
THIS SPACE MUST BE ADJACENT TO 
PARKING AND CLOSE TO THE DART 
FACILITIES. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-WILL RESIDE IN ONE SHELL STRUCT
URE THAT HOUSES ALL OF THE LEASA-
SPACE. 

o 
o o o o 

fig 61 
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CHAPTER 3 

SPATIAL ANALYSIS 

LEASABLE SPACE 

USER: 

AREA: 

ACTIVITIES: 

LEASABLE SPACE 3 

(BILLIARDS BAR) 

9,600 S.F. 

THIS SPACE COULD BE LEASED AS A 
NIGHT CLUB BILLIARDS BAR IN ORDER 
TO KEEP THE TRANSIT STOP ALIVE AT 
NIGHT. 

ADJACENCY: 
THIS SPACE MUST BE ADJACENT TO 
PARKING AND CLOSE TO THE DART 
FACILITIES. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-WILL RESIDE IN ONE SHELL STRUCT
URE THAT HOUSES ALL OF THE LEASA-
SPACE. 

fig 61 
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SPATIAL ANALYSIS 

LEASABLE SPACE 

LEASABLE SPACE 4 

USER: (CHILDREN'S DAY CARE) 

AREA: 9,600 S.F. 

ACTIVITIES: 
THIS SPACE COULD BE LEASED AS A 
DAY CARE CENTER SERVING COMMU
TING PARENTS WITH A ONE STOP 
CONVENIENCE. 

ADJACENCY: 
THIS SPACE MUST BE ADJACENT TO 
PARKING AND CLOSE TO THE DART 
FACILITIES. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-WILL RESIDE IN ONE SHELL STRUCT
URE THAT HOUSES ALL OF THE LEASA-
SPACE. 

0 Q 

Z 

o o o o 
fig 61 
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SPATIAL ANALYSIS 

LEASABLE SPACE 

USER: 

AREA: 

ACTIVITIES: 

LEASABLE SPACE 5 

(DRY CLEANERS) 

9,600 S.F. 

THIS SPACE COULD BE LEASED AS A 
DRY CLEANERS SERVING COMMUTERS 
WITH A ONE STOP FOR ALL CONVE
NIENCE. 

ADJACENCY: 
THIS SPACE MUST BE ADJACENT TO 
PARKING AND CLOSE TO THE DART 
FACILITIES. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-WILL RESIDE IN ONE SHELL STRUCT
URE THAT HOUSES ALL OF THE LEASA-
SPACE. 

559 
o o o o 

fig 61 
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SPATIAL ANALYSIS 

LEASABLE SPACE 

USER: 

AREA: 

ACTIVITIES: 

LEASABLE SPACE 6 

(BANK) 

9,600 S.F. 

THIS SPACE COULD BE LEASED AS A 
BANK PROVIDING COMMUTERS WITH 
A ONE STOP FOR ALL CONVENIENCE. 

ADJACENCY: 
THIS SPACE MUST BE ADJACENT TO 
PARKING AND CLOSE TO THE DART 
FACILITIES. 

DESIGN REQUIREMENTS: 
-MUST BE HANDICAPPED ACCESSIBLE 
-WILL RESIDE IN ONE SHELL STRUCT
URE THAT HOUSES ALL OF THE LEASA-
SPACE. 

? o 

o o o 
fig 61 
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SPATIAL ANALYSIS 

PUBLIC SPACE 

IN THIS PART OF THE PROGRAM I HAVE PRO
GRAMMED PUBLIC SPACE. I AM USING THIS FLEXI
BLY AS A DESCRIPTION OF GREEN SPACE AND DE
SIGNED WALKWAYS. MY PUBLIC SPACES MAY IN
CLUDE NOR EXCLUDE OBSERVATION DECKS, 
BENCHES, PARKS, FOUNTAINS, COURTYARDS, ETC... 

THESE SPACES WILL PROMOTE PUBLIC GATH
ERING AND CELEBRATION. THEY MAY DRAW WAIT
ING COMMUTERS OR CONSUMERS FROM THE ON-
SITE BUSINESSES TO A PLACE WHERE THEY CAN 
RELAX OR ENJOY A LUNCH. PERHAPS PERFORMERS 
WOULD LINE THE WALKWAYS, OR LOCAL BANDS 
MAY PERFORM FOR A SMALL CROWD IN THE NIGHT 
LIFE. 

I HAVE SET ASIDE 4 0 , 0 0 0 SQUARE FEET TO 
ACCOMPLISH THESE SPACES. 

59 



C H A r i L M r 

SPATIAL ANALYSIS 

PARKING AND LANDSCAPING 

PARKING 

USER: GENERAL PUBLIC, DART EMPLOYEES, 

BUSINESS EMPLOYEES 

AREA: 70,000 S.F. 

ACTIVITIES: 
THIS SPACE WILL HOUSE ADEQUATE 
PARKING SPACES FOR THE SITE'S 
USERS. 

ADJACENCY: 
PARKING MUST BE ADJACENT TO THE 
ONSITE BUSINESSES AND WALKING 
DISTANCE TO THE DART FACILITIES. 

DESIGN REQUIREMENTS: 
-HANDICAPPED SPACES MUST BE PRO
VIDED. 
-420 SPACES SHALL BE PROVIDED 
(1 SPACE PER 200 S.F.) 
-ALL LIGHTING SHALL BE ARRANGED 
SUCH THAT ILLUMINATION OR GLARE 
SHALL NOT CREATE A HAZARD, 

o 
fig 61 
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CHAPTER 4 - 5iLi.riONS 1 & 

HYPOTHESIS 

PROBLEM STATEMENT 
The purpose of this thesis is to demonstrate 

that a mul t i -modal transit center design for the 
proposed Frankford Trade Center district, a free trade 
zone at the intersection of Frankford Rd. and Inter
state 35 East, in Carroll ton, Texas can be expressed 
as the architectural synthesis of high technological 
aesthetic informed by modern trends in transporta
t ion, and the scientific patterns of human movement. 

Modern transportat ion facilit ies are just as 
much technological experiences as the equipment 
they shelter. The architecture of these facilit ies has 
adapted to match the modern advances in mass 
transit. Generally, facil i ty and function must speek to 
eachother. They act as metaphors to convey them
selves in a simpler manner by which their users can 
understand. 

In mass transit facil i t ies, pedestrian circulation 
is the primary ingredient to a successful structure. 
The facil ity must appeal to the masses of people who 
will use it daily. They should be regarded as vehicles 
in their own respect. Much like a highway mixmaster 
works in directing automobiles to connecting routes, 
the facil i ty must account for human tendencies to get 
from point A to point B. I t should clearly dictate 
proper paths in an effort to organize its users. 

fig 60 

- y • 
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CHAPTER 4 - 5ii 

HYPOTHESIS 

DESIGN PROBLEM 
The whole reason for the project and key to its 

success is the convenience it provides to its users. 
Therefore, the design must facil i tate that conve
nience. This is only possible if the transit center is 
well organized into its distinct parts. 

Careful consideration must be made to the 
site's interior infrastructure. People must be able to 
get to the site easily, park conveniently, and find 
their mode of transport promptly. The site only offers 
Its south end as an entry or exit. DART buses and 
trains arriving and departing f rom the center must be 
separated f rom personal vehicles. 

Secondly, there are two reasons why someone 
may visit the transit center: to commute on DART, or 
to use the onsite businesses. The thinking is that 
they will come to the center to use both. Each should 
feed eachother business and act together to attract 
consumers. Therefore, the center should be laid out 
so that people cannot avoid one or the other. Every
one shall be introduced to both DART and its neigh
boring businesses. Perhaps, in order to ride the DART 
systems, one must pass through the shopping center. 
Possibly, the DART systems themselves run through 
the shopping center so that the shopping center itself 
becomes a moving bil lboard. 

While it is important that the two purposes act 
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HYPOTHESIS 

hand in hand with one another, it is also important to 
provide each facil ity its own space seperate from the 
other. Those wishing to catch a train or bus should 
not have to f ight their way through a crowd of 
shoppers lackidazily wandering through a path. Like
wise people must be afforded the opportunity to 
lackidazily wander through a circulation path at their 
own leisure. 

Thirdly, the facil ity must be designed to em
body and represent speed and its many elements. 
This is the aesthetic of the environment. The desire 
for faster travel t imes is one of the main reasons why 
people use public transit. With nearby 1-35 E and 
busy Frankford Rd., the site is overwhelmed with 
congested traffic in peak hours. Therefore the facil i ty 
must prove to be an antonym to these conditions. 
Likewise it should appear congruent with the fast 
vehicular flow during off peak hours. I t should not 
seem a blur to people flying by it on the weekend, nor 
stagnent to those parked by it during the weekdays. 
Not only must the form of the facil ity be as dynamic 
as speed, but the layout and everyday operation of 
the center must work well like a smooth running 
machine. 

Fourth, the site sits next to several desirable 
ammenit ies, and its context must be used to further 
enhance its mood of speed or lack thereof. With the 
Trinity River running through the north end of the 
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HYPOTHESIS 

site, 1-35 along its west, Frankford Rd. along its south 
boundary, and train tracks to the east, the opportu
nity exists to use this context as an aid in helping to 
present site visitors with the mood of the center. For 
example, the Trinity River runs slowly, envoking a 
leisurely feeling. 1-35 may be roaring, adding the 
sentiment of hurried emotions. The facility design 
must present people with reflections of these contex
tual environments. Not to mention, the pleasant 
view of the nearby golf course must be used as a 
picturesque quality that people can view while, 
maybe, waiting for the train. 

Finally, the facility should provide its occu
pants with shelter from the environment. There must 
be adequate shade provided from the hot, summer 
sun, dry ground during spring rainstorms, and 
warmth in the cold winter. A roof structure is also 
mandatory to protect the million dollar equipment it 
rises over. 
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PRELIM DESIGN 

Upon satisfactorily completing the initial programmatic re
quirements necessary to begin design, I began to develop the early 
schematics that I came up with while writing the program. The early 
design response called for a circular-like building The design was 
centered around a circular bus driveway, that the DART buses 
would use for passenger pick ups and drop offs The center island 
of the driveway was to house the DART information center and air 
conditioned waiting space The leasable space was to wrap around 
the perimeter of the bus driveway. In an effort to give the facility an 
aesthetic of speed, the building housing the leasable space formed a 
ramp with a gradual slope upward The ramp would be a pedestrian 
walkway, that took its users up and over the train tracks, then back 
down onto a waiting platform The idea behind this sloping ramp 
was directly related to highway bridge structures in the heart of mix-
masters. The ramp was thought of as a highway, with exits off of it 
down into onsite businesses and restaurants. See fig 60. 

This plan, however, was quickly modified due to its long 
walking distance from the parking lot to the train tracks. The ramp 
was abandoned and the plan took on a more "mall" like design. 
The plan remained curvilinear, and centered around the train tracks. 
See fig 65. In this plan, the train tracks bordered the building along 
its east end. The strategy now was one structure enclosing all of 
the programmed spaces. The main structure was looked at as a 
large, swooping arc that supported the roof in a tensile structure. 
See fig 64. This was an effort to create a large, but airy, structure, 
since the only spaces that were to be air conditioned were the 
leasable spaces 
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PRELIM DESIGN 

Furthermore, elevation schemes were developed in an ef
fort to capture the desired aesthetic of speed, and common techno
logical structures of modern day transit design. A streamline eleva
tion was designed to solve this problem, (fig 67) The elevation was 
seen as the gradation from high speed, down to stagnant, and then 
back up to speed This appearance mocked the activities of the 
trains within the structure 

Sections were sketched in an attempt to see inside the 
building Fig 66 & 68 studies a design that would sit perpendicular 
to the tracks. The train tracks were accentuated with a tall elliptecal 
roof system. Meanwhile the leasable spaces were to be seen as low 
rise stems from the train tracks. 

The design solution has always wanted to be a solution for 
all of DART's structures. It wants to be iconic in that it paves the 
way for a new DART aesthetic. Illustrated in figs 69, present 
DART trends have been toward a simplistic and obvious design so
lution. They are cute, intimate structures that very simply provide 
shelter and shade to their users and equipment. The trend, however, 
should strive for a more advanced and prestiguous design form. The 
DART system is a nationally recognized public transit system for its 
quickly, and unforeseen success. It should be just as easily recogniz
able in the cities it runs through. 
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PRELIM DESIGN 

In order to fully recognize where DART was headed in 
its future rail and bus stops, proposals were gathered for 
planned future projects, (figs 70,71) This was helpfijl in that, 
DART's goals and objectives were understood. In this way, the 
design of a new type of station could accomplish what all of 
DART's present stations have, and then some The design 
would prove to DART that their stations can be a lot more, and 
at the same time, DART can capitalize on the rising property 
values that surround its stations. 

fig 71 
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CHAPTER 6 " SECTION I 

DESIGN DEVELOPMENT 

From the initial "sketch" phase of the design, scaled draw
ings became relevant In order to create measured drawings of more 
detail, new plans were drawn The plan still, at this point, remained 
curvilinear, and centered around the train tracks. In this plan, the 
train tracks bordered the building along its north end. Significant 
pieces added to the design were the stepped courtyard on the plan's 
southside, and the Calatrava inspired structure along the train tracks 
on the north end The leasable space was enclosed in a superstruc
ture, and created a large space leading to the tracks. This space was 
to be known as a large food court and unrestricted walking space for 
the masses of commuters traversing through the building. 

In order to create a more dynamic plan, the long, fixed ra
dial curved wall in the prelim design was cut at its midpoint and ro
tated back against itself This space left the opportunity for the 
stepped courtyard. The entrances were to be at the courtyard level, 
and up at grade in a break of the storefi-onts. See fig 72. 

This plan, however, cost traversing time of the station's 
occupants, in that there were too many level changes. While a heav
ily shaded, greenspace courtyard was desirable, its incorporation to 
the design came at too high an expense. Referting to the concept, 
the design was to be a convenience to its users. In presenting a de
sign that was compassionate to human movement and tendencies, a 
bunch of level changes and stairs was incompatible. 
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DESIGN DEVELOPMENT 

When realizing what effect this station would have on 
neighboring real estate, a sprawling plan would minimize the oppor
tunity to capitalize on higher property values In an effort to reduce 
the footprint of the building, thereby leaving more available land for 
fijture building, a new plan was created.(figs 73-77) In the new 
scheme, the plan became a long, linear plan The courtyard was 
moved to the center of the tracks, and set subgrade below the train 
tracks. When referred to as a courtyard, one should note that a level 
change was inevitable This inevitability stemmed from the necessity 
to give people a path to the loading/unloading platform, then, set in 
between tracks. The waiting platform for the trains remained in the 
center of the tracks, splitting them from eachother. 

The elevation was brought to life from initial design 
sketches and followed in the pattern of speed, down to rest, and 
back up to speed again The elevation also shows the storefront's 
replacement to the outside of the train structure In other words, the 
leasable space was brought out from underneath the main structure 
and set independant from the rest of the spaces. Their low-rise sleek 
look remained the same See fig 74. 

fig 73 
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CHAPTE.R 5 - SECTION 1 

After qualifying reviews and several interim critiques, the 
design solution was simplified Several ideas floated around, such as 
how to address the train tracks. In the design scheme before, the 
tracks were to enter the station at grade, and then elevate up and 
over pedestrian pathways. There were basically two ways to acco
modate the tracks One was to raise them, and have train com
muters take stairs up to reach the waiting platforms Two, was to 
leave them on the ground level, and force pedestrians to go up and 
over them to get to the other side. In the next design exploration of 
the problem, the tracks remained elevated, forcing people to move 
vertically to waiting platforms. 

An important emphasis was also placed on how the DART 
bus systems interacted with the site and building. To keep them 
close to the entrance and exit of the site, they now were to run along 
the south end of the building, underneath the tracks 

Centrally in the plan, there still remained a large open circu
lar space, that now appeared as a glass dome, which rested under
neath a supporting arc. The space within the dome was naturally lit 
during the day, and glowed at night. The space would house a food 
court and vast open space, accomodating larges amounts of pedes
trian traffic. See fig 78. The elevation suffered only minor changes, 
in that its height and length were reduced. 
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DESIGN DEVELOPMENT 

The plan was simplified even moreso after further develop
ment. The train tracks were unavoidably to split the site and the 
building. Therefore, it became necessary to provide one side of the 
tracks with the same luxuries as the opposite The plan, fig 79, be
came symmetrical down its long axis. Equal leasing space was pre
sent on both sides The center of the station was to become the ver
tical movement in the design The dome was lost, and the elevation 
then became just one sweeping arch. The height of the arch became 
greatest at its midpoint and center of the station design The curvi
linear design of the roofs profile was desired greater than the 
straight-lined angle. Now there was one main central structure that 
supported its roof and the secondary roof systems necessary to 
shade the central space. 

The plan presents eight flexible leasing spaces, supports for 
the overhead train tracks, and elevators and stairs for vertical move
ment. Also noted is that the tracks no longer split upon arrival to 
the station They now remained side by side, so that people entered 
from opposite sides of the tracks. Technologies were discovered as 
well For instance, in hopes of revealing movement and the different 
speeds of mechanical and human movement throughout the building, 
the train tracks were to rest on a glass block flooring system. This 
would enable pedestrians underneath the tracks to view the fi-equent 
trains passing overhead with a battle between light and sudden 
flashes of darkness. 

7^^ 
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fig 79 

Along the east and west sides of this plan, the DART bus 
systems and a "Kiss and Ride" dropoff zone were created. These 
spaces were to slide just underneath the arching roof lines above 
Therefore, four main entrances/exits were established in this plan. 
Two from the center of the station on the north and south sides, and 
two from the east and west sides 
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DESIGN DEVELOPMENT 
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Elevational studies, figs 80 & 81, 
were examined to explore the roofs new 
arching scheme. Notice the heavy glazing 
set by rectilinear mullions. The rectilinear 
design of the glass was, again, to offset the 
dynamic form present in the structure's 
horizon line. The grid was also desired as a 
representation of speed, and how speed can 
abstract visibility when traveling at a high 
speed. Things seemed to be broken down 
into simple color pixels when one is travel
ling at a high velocity. The elevations be
gin with a symmetrical form supported with 
tensile structures to the left and right, 
which follows in the initial design studies of 
the project in previous phases. The plans 
were reworked in efforts to lose their sym
metry and create an even more dynamic, 
asymmetrical form The tensile supports 
were eventually lost, and two large, contin
uous sweeping curves were favored. In the 
bottom elevation, notice that the central 
entry is the tallest space in the structure. 
This proved adventageous in that it created 
an event at the main entry 
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-APTER 7 - SECTION 1 

SUMMARY OF DESIGN 

The final design solution was finally realized after all of the 
previous studies. In the final design, the train tracks were dropped 
down to grade. This was due to the overwhelming length it required 
to slope the tracks in order to rise the trains over pedestrians on the 
first floor. It was also due, in large, to the appeal of allowing easier 
access to waiting commuters to and from neighboring restaurants 
and businesses. This design consideration also presented the store
fronts of onsite businesses as, literally, moving billboards to passen
gers riding the trains into the station. So a direct relationship was 
now established between the leasing spaces and the DART transit 
system. With the tracks dropped down to grade, and now disecting 
the structure longitutidinally, vertical elements were needed for 
commuters to rise up and over the tracks to get to the other side. 
One vertical space was not enough In the previous design, there 
was not sufficient entry and exit space, nor vertical moving space 
So the plan was adapted to provide six major entries and exits, and 
five nodes of vertical pedestrian movement. Three of these nodes 
were placed at the center of the station and on both ends These 
vertical systems included upward and downward esculators with 
stairs running down the middle of them. The other two nodes of 
vertical movement were centered between the esculator and stair 
nodes. These also became home to service areas such as restroom 
facilities, pay phones, and ATM machines. These service areas were 
set back into the leasable space areas and out of any main circulation 
space. 

The leasable spaces worked out that every space sat on a 
comer, which is prime real estate for potential tenants. There re
mained eight flexible spaces; four on one side of the tracks, and four 

on the other side. The leasable spaces were provided with storefront 
on three of their perimeter walls. One facing the exterior of the sta
tion, one towards the entry/exit, and one towards the tracks. That 
proves to be very advertising to potential businesses and restaurants. 

The DART bus station was then housed in its own enclo
sure independant of the main train station. While it sits directly adja
cent to the main station, it is defined by its own perimeter walls and 
roof The train tracks run through this structure in the same fashion 
as the main station. The bus stop boasts two stories. The upper 
story is connected to the train station by a pedestrian sky bridge. 
This floor also contains a DART information desk, and concessions 
and a kiosk. The first floor provides air conditioned indoor space 
for waiting passengers, Restroom facilities, vending machines, pay 
phones, and ATM machines are also found on the first floor. This 
bus station is designed in the same fashion as the main station, only 
smaller in scale It is also set in the opposite direction of the train 
station. This design of the roof line reestablishes the idea of high 
speed, down to stagnant, and back up to speed again 

The structure of the newly designed Frankford Trade Sta-
fion was a series of three systems. The main structure is a steel 
frame that supports the roof loads and anchors a lightweight alu
minum and glass curtain wall. The third system was the simple tilt 
wall construction of the leasable spaces, which is supported on its 
own. 

79 



CHAPTER 5 ~ SECTION 1 

SUMMARY OF DESIGN 

Upon completing the design, the program remained consis
tent with the designed structure. For the most part, all of the pro
grammed spaces were incorporated into the design. The design did, 
however, change dramatically from what it set out to be. In its early 
phases it was to become a relatively small scale low rise system with 
lots of open, unsheltered space. Its maturing into a large, high tech, 
sweeping structure was a long, but prosperous one. Unforeseen 
problems such as how to address the train tracks that bisected the 
site and building strongly impacted the design. The tracks proved to 
be the most difficult aspect of the project. Do the tracks split or do 
they run side by side? Does the waiting platform rest in between 
them or along each side'' Should the tracks be elevated or remain at 
grade? These were all tough questions to be explored and eventu
ally solved. Other difficult aspects of the project dealt with the in
corporation of the three major uses of the project; the train stop, 
the bus transfer, and the onsite commercial spaces. It was a prob
lematic detail to merge these three fijnctional spaces into one struc
ture. While on one hand it was desirable to have the three work 
with one another so that they promoted eachother, it was equally 
important to separate them so as to create comfortable circulation 
space for busy commuters and not-so-busy consumers. 

In the end, the station had to be a convenience. Conve
nience was the goal it set out to be and the proposal it presents to 
DART, Easy transfer from personal vehicle to train to bus, while, at 
the same time, providing everyday errand stops closeby. The de
sired high technological aesthetic of modern day transit stations was 
perfect for the new DART look. The station became a sort of 
pedestrian mall that had trains run through it; rather than a train sta-

rion with businesses. The early goal of achieving the essence of 
speed was successfijlly reproduced in the building's form. It was 
also achieved in the interior through the use of glass block flooring 
for the pedestrian walkway over the train tracks, the openness of the 
second floor compared to the first, which presented views down 
onto the bustling acitivity of occupants below, and the frequency of 
trains arriving and going through the station. 

The building's hea\7 glazing provides plenty of natural 
Ughting in the day, and sets the building a glow in the night time. 
This glow is even fijrther enhanced due to Kalwall being used on the 
daytime opaque walls. 
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The final design was a response to an early hypothesis that 
proved to be correct While studying pedestrian traffic patterns in 
malls and transit centers alike, the design was able to comfortably 
organize its users into their different activities. The final design also 
reflected the aesthetic it set out to accomplish. Its size and grandeur 
not only signifies a major structure and attractor to passerby's, but it 
also distinguishes DART out among the landscape. 

Through the use of different materials in the building, an 
essence of high-tech was achieved. The materials included glass 
block flooring at the pedestrian platform, architectural metal panels 
at the storefronts, steel columns and beams, standing seam metal 
roof, and Kalwall at the perimeter walls. These materials resemble 
that of something high tech 

Other significant ways the eariy hypothesis was proved, 
was in elevation. See fig 95, The profile of the roof systems is what 
truly makes this structure dynamic The plan (fig 96) had to be sim
ple. It had to provide lots of unrestricting open space, so that peo
ple could wander through the building uninhibited. The elevation, 
however, had to be the essence capturer of the project The eleva
tion had to speak to people as to what the building was, and what 
kind of client bought it. It had to be just as neat as the equipment it 
sheltered. Looking at the section, you can see the tall space the 
building provides its users. This volume was desirable to give the 
occupants a feeling of a more larger space in plan It was also de
signed to set people's mind at ease Safety can be a concern when 
you have a train running through a building. It was a goal to have 
the speed of the trains reflected onto the pedestrians, however, they 
had to feel comfortable in that reflection. So it became necessary to 

provide them with a tall space that gave them room to breathe 
Keep in mind that the main space is not air conditioned So provid
ing a large volume was also necessary, so that the space would re
main temperate. To aid in this, casement windows were incorpo
rated into the glass curtain wall along the roof lines. Large exhaust 
fans were also designed into the roof itself Heating the space was 
not a concern due to the mild winters in Dallas, 
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