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Abstract 

In order to present an urban design perspective on recycled railway corridors this 

research considers the importance of place qualities to selected regional and neighbourhood 

transit contexts, also the spatial implications of a variety of certain differing transit modes 

are reviewed. This examination considers normative urban design criteria in relation to 

concepts of sustainable, transit-supportive built environments. This notion required a 

conceptual framework which accommodates the sophisticated and subjective aspects of 

regional design. Further, a visual methodology capable of accumulating significant 

quantities of data relevant to urban design was requisite. A qualitative case study strategy 

of inquiry was therefore adopted. Three UK recycled railway corridors were selected as case 

studies and considered independently and interdependently. This comparative analysis was 

predicated upon a variety of sources; archival, documentary and observational. 

This research uncovered urban design truths in the empirical context of recycled 

railway corridors. A high proportion of the instances examined in this research illustrate 

perfunctory urban design responses to public transit spaces, both in the regional and 

neighbourhood contexts. These instances were evocative of influences that prompt 

homogenisation in the anatomy of the built environment, with the automobile-dominated 

landscape showing prevalence. In these instances, normative urban design qualities were 

largely absent from the public realm. In lieu of these qualities ÔanywhereÕ design responses, 

that failed to address issues of authenticity and place specificity, occupied those important 

spaces that relate to the public transit systems.  

However, this condition was not ubiquitous. This research examined instances 

where careful interdisciplinary Ôjoined-up thinkingÕ has led to a set of place specific, transit 

supportive urban designs. Here, the opportunities inherent at the convergence of public 

transit systems and the human scale public realm have been taken advantage of. This has 

been achieved through the consideration of issues such as palimpsest, rootedness and place 

specificity, which have resulted in exemplars of bespoke, transit supportive urban designs. 
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1 Introduction 

This research examines Ôrecycled railway corridorsÕ (RRC) through an urban 

design lens. By definition, an urban ÔdesignÕ can be considered either a noun or an adjective 

(Wall & Waterman, 2009). As a noun, urban ÔdesignÕ can be defined as a proposition for 

the configuration of a place3. The majority of the work within this research uses the 

definition of urban design as an adjective, a characteristic of an urban environment. 

Therefore, the focus of this research is, in this specific research context, built environments 

that are relating or belonging to RRCs and also built environments that constitute or are 

characteristic of cities and towns in relation or belonging to RRCs. Wall and Waterman 

(2009) go further and elaborate on the question Ôwhat is urban design?Õ 

ÒThere is still plenty of debate as to the scope and the goals of urban design. There is 
consensus, though, that the work of urban design exists at the intersection of 
architecture, landscape architecture and city planningÓ (Wall & Waterman, 2009, p. 
17) 

For the purposes of this research, the above definition requires extension beyond 

Architecture, Landscape Architecture and City Planning to include Regional 

Planning/Design4, Land Use Planning and Transport Planning. 

 The key idea here is the notion of urban design being situated at an ÔintersectionÕ. 

The following diagram illustrates the relationship between the research territory (RRCs) and 

a set of individual yet overlapping component parts. Good urban design (Carmona, Heath, 

Oc, & Tiesdell, 2003) is the sum of these parts being greater than their constituent individual 

elements. Therefore, the theme of exploring the constituent parts coming together at RRCs 

bears closer examination. 

 

 

Figure 1.1 RRC and Intersecting Disciplines   
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This model appears insufficient to describe the relationships of the intersections at the urban 

designs of RRCs. It implies a flat hierarchy between the six disciplines and urban design. 

The literature review demonstrates that there is a stronger synergy between urban design 

and regional planning/design relative to the other disciplines in the context of RRCs. 

Therefore, a diagram such as the one below might be more appropriate. 

 

Figure 1.2 RRC and Intersecting Urban and Regional Design Disciplines   

This introduction sets out the research problem by discussing the background to the 

study, the definition of the problem and the scope of this research. It then goes on to 

summarise studies that have previously addressed the problem and highlights potential gaps 

in those studies, which are discussed in further detail in the literature review.  Subsequent 

to this, the introduction discusses which audiences this research is relevant to and which 

methods and methodologies are used. The content and structure of this thesis is then 

explained and this introduction chapter is concluded with the purpose statement. 

1.1 The Research Problem 

This first subchapter of the introduction sets out the context to the research. It 

explains the background to the study, sets the research problem and broadly explains the 

research scope. 
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Background to the Research 

In 1963, the Beeching Report published recommendations which were 

implemented over the subsequent decade: 6000 miles of closed routes/2000+ closed 

stations. This means there is a total of circa 10,000 miles of closed routes in the UK. This 

implementation was carried out at the height of positivist modernism, reflected in the 

published findings of the report. This was in conjunction with the emergence of the 

automobile for both freight and personal transport. However, in 2015 the neologism Ð 

ÔrecycledÕ railway corridors Ð borrowed and adapted from Calthorpe and Fulton, is emerging 

with a number of examples seen in the last 20-30 years. This process is part of many aspects 

that contribute to the evolution of the RRCÕs built environments Ð from the regional scale 

to the street ÔhumanÕ scale Ð with the cycle of closure and repurposing being both an agent 

and patient in the urban design change. 

Considering the extent of disused routes and national housing targets running into 

the hundreds of thousands of dwellings per year, and an emerging political will to structure 

expansion around recycled corridors, it is possible to anticipate a future importance for 

urban design in these instances. Urban design exists at the intersection of many pressures 

and is formative of the environments within which people exist. This research takes pre-

existing and emerging examples of this phenomena and surveys and examines these 

territories with reference to normative ideas of good urban design. 

Definition of the Problem 

After significant cuts to the national railway network between the late 1960s/ early 

1970s5 the UK was left with what A.T.O.C. (2009) term a Ôrailway solemnÕ; the 

aforementioned 10,000 miles of disused route6. The rights and wrongs of these closures 

continue to be debated. However, since the early 1990s a selected few of these routes have 

been reinstated, being utilised for permanent way public transit routes. These reinstatements, 

or, what is termed in this research, the recycling of these corridors, changes the built 

environments through which they pass.  

 After closure, many of these routes were disposed of in a piecemeal manner by their 

respective local authorities. This had a number of consequences for the respective built 

environments of the corridors. Large areas of land, in cities, towns and villages became 

obsolete, as did the corridors connecting them. Some were repurposed immediately, some 
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took a matter of years to be redeveloped and there are still considerable amounts of ex-

railway land that are lying dormant at the time of writing, some 50 plus years after the 

publication of the Beeching Report. No overall register or repository of information 

concerning the geographical location, ownership or condition, has been found as part of the 

literature review of this research.  

There have been two significant unplanned outcomes of the closures; heritage 

railways and cycle networks. According to the website of ÔUK and Ireland Heritage 

RailwaysÕ there are, at the time of writing, 82 operational lines covering 357 miles7 (575km). 

Their map, illustrated below, shows the geographical distribution (the heritage railways 

situated in Ireland were not counted in the above figures). 

 

W(05'&!"JS!V%&!0&-0'+4%(,+2!2-,+$(-)*!-.!F&'($+0&!?+(2!*($&*!()!$%&!P\!+)/!T'&2+)/J!!=-5',&9!777J%&'($+0&A'+(27+8*J,-1!

 

To contextualise this aggregate figure of 575km, it is comparable in route miles to the 

lengths of the United KingdomÕs three most prominent railway routes. The East Coast Main 

Line from London KingÕs Cross to Edinburgh and the West Coast mainline from London 

Euston to Glasgow have respective total lengths of 632km and 642km. The high-speed rail 

line between London St Pancras and Paris Nord is 491km. Whilst this highlights the 

significance of heritage lines in the United Kingdom, when compared to the amount of 

disused line the figure seems less significant: 575km as a total percentage of the 16,093km 

of disused line is 3.5%. 
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 Heritage Lines are significant in economic terms also. In 2011, over 10 million 

visitors attended heritage lines across the UK, earning £92 million pounds for the various 

routes. This popularity is illustrated below; 

!

W(05'&!"JU!F&'($+0&!?+(2!+*!+!=(0)(.(,+)$!^,-)-1(,!C+$$&'!

Y+'$1-5$%!?+(27+8!*%-7()0!$%&!+''(3+2!-.!+!%&+3(28!4+$'-)(*&/!&(0%$A,-+,%!$'+()!+*!4+'$!-.!$%&!$-5'(*$!+$$'+,$(-)J!
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RRCs are a very different matter however. There are far fewer recycled railways 

than heritage lines, they have differing purposes and alternate underlying principles. 

Whereas a heritage line is a touristic endeavour rooted in nostalgia, a RRC has a variety of 

differing purposes and exhibits the underlying principles of palimpsest. Although they stem 

from the same genesis Ð the act of closure of a railway line Ð these two differing phenomena 

have distinct effects upon their urban designs and built environments. It is these urban 

designs with which this research is concerned; how recycling a corridor relates to the urban 

design of a previously dormant alignment, and what happens to the urban design at the 

nodes. 

A key definition of this research is that of a ÔRRCÕ. The term is adapted from the 

terminology used in a compact, yet crucial and illuminatory passage for the 

conceptualisation of this research, from Calthorpe and FultonÕs publication, The Regional 

City: 

ÒWith the consolidation of our old train and freight network, much of our historic 

track is underutilized or abandoned. These lines are particularly important regional 

assets because they link the centres of historic small towns and they radiate from the 

city centre. These lines were often the formative network of our regions and now 
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connect the areas that provide the greatest opportunities for redevelopment and 

infill: our old town centres and underutilized industrial areas. By combining this 

new technology with these old rights-of-way, we create an opportunity to recycle 

and reuse industrial Brownfields and older town centres. This combination of 

technology and track is affordable; it works at the densities appropriate to the 

maturing suburb; it can be more convenient than driving because of its right-of-way; 

and it focuses investment into areas that need it most.Ó (Calthorpe & Fulton, 2001, 

p. 217) 

Whilst this passage does not specify the concept of a RRC per se, the notion is extrapolated 

from the principle of Ôrecycling and reusing industrial brownfieldsÕ. 

The passage above neatly conceptualises the difference between a RRC and a 

reinstated railway route. The term recycle implies an attitude of forward-looking adaptive 

reuse whereas the term reinstatement implies a return to a previous condition. For example, 

a reinstatement would be heavy rail, with all the lines put back to their previous 

condition/configuration and each station is reintroduced with neither addition, subtraction 

nor adaptation Ð a distinctly nostalgic approach more akin to a heritage railway. The term 

Ôrepurposed railway corridorÕ does not precisely conceptualise the ideas under examination 

either, as this implies a deviation from heavy rail, and perhaps a public transit system 

altogether. RRCs can still utilise heavy rail, but retain adaptive characteristics in relation to 

contemporaneous influences8. 

The RRC is distinctly separate from a ÔreinstatementÕ or ÔrepurposingÕ. In a RRC, 

the type of transport mode is not limited to heavy rail, the configuration of the route is based 

upon but not limited by previous alignments and the nodes along the routes have potential 

to be attuned to the contemporary requirements through addition or subtraction. The 

approach inherent in a RRC is more parallel to the idea of a palimpsest than that of nostalgia.  

Research Scope and Rationale 

As previously discussed, urban design at RRCs exists at the intersection of a 

number of disciplines. The literature review found little pre-existing studies that examined 

the precise context of this research from an urban design perspective. Therefore, it has been 

necessary to limit the scope of the research to investigate the phenomena through a regional 

design and urban design perspective. This process of setting limitations has been challenging 

as the boundaries between the disciplines that intersect at RRCs is seldom clear. As defined 

earlier in this chapter, urban ÔdesignÕ can be taken as a noun or an adjective (Wall & 

Waterman, 2009). This research prioritises Urban Design being used as an adjective Ð 
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Ôconstituting or characteristic of a city or townÕ. What constitutes the built environment at 

RRCs? What characterises the built environment at RRCs?  

The scope of this research is restricted to the immediate environs of the RRC, the 

nodes along-the-line and the respective pedsheds9 of those nodes. Although it is 

acknowledged in the terms of some disciplines, the influence of a transit node is further (or 

in some cases less) than the 1km radius around a stop, and this delimitation is common 

throughout the regional/urban design literature. In terms of the case study boundaries, any 

extension to or addition thereof10 would be beyond the resource and capabilities of this 

researcher. 

There are three key reasons for carrying out this research: its relevance and 

timeliness, professional reasons and personal reasons. The intentions of this research are to 

formulate one way of exploring RRCs, and consider a plausible and valuable discussion/set 

of conclusions relevant to this context that are both useful and interesting to those whose 

thinking occupies the aforementioned disciplinary intersections at RRCs, not least those of 

an urban design persuasion.  

1.2 Theoretical Context 

The existing literature used in this research sets out the Ôcontext knowledgeÕ (Flick, 2009) 

surrounding the urban design of RRCs. This theoretical context is introduced by discussing 

paradigms relevant to the combination of the built environment and transit, previously 

examined examples which occur in this research as case studies, and appropriate 

methodologies of inquiry. This literature is used to contextualise the findings of this 

research. 

 This literature review forms Chapter Two of this research. It is shown that there is 

already a great deal of knowledge regarding the interrelationship between transport and the 

built environment, from a number of interdisciplinary perspectives. The majority of this, 

however, is not from an urban design perspective, nor are RRCs paid much specific 

attention. Those works that are from an urban design perspective however, do point towards 

certain methodological approaches that relate to normative ideas of urban design. This 

research therefore addresses open questions over the empirical context of RRCs from the 

perspective of urban design which itself is sitting within the broader theoretical context of 

the relationship between built environments and transport. 
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 This research uses pre-existing literature in four ways. Theoretical literature 

surrounding the topic of the built environment and public transit is used to contextualise the 

debates surrounding RRCs and their urban design. Within this body of work are examples 

of studies that apply to similar empirical fields to this research. These studies also have 

methodological approaches which are debated in this research. The fourth way of using 

existing literature in this research is where a combination of theory and empirical literature 

exist specific to the exact real world contexts examined in the case studies. The table below 

shows these four categories of literature and cross-references them against the key 

theoretical works used in this research. 

 THEORETICAL 
LITERATURE 

EMPIRICAL 
LITERATURE 

METHODOLOGICAL 
LITERATURE 

CONTEXT-
SPECIFIC 

THEORETICAL 
AND EMPIRICAL 

LITERATURE 

Critical Regionalism >    

Social City Region >    

Transit Oriented 
Development > >   

Normative Urban 
Design >  >  

Seven American 
T.O.D.s  > >  

Sustainable Social 
City of Tomorrow >   > 

Hucknall   > > 

Table 1.1 Cross Reference between Theoretical Context of this Research and Theoretical Works Used 

This literature review points to the role of urban design being key in the successful resolution 

of transport and the built environment. In the conclusion to their paper in the Journal of 

Transport and Land Use, Jacobsen and Forsyth write: 

ÒHow future projects solve the multiple and complex design challenges inherent in 
T.O.D. will depend on the particular circumstances surrounding each project, and on 
the ability of designers, policymakers, engineers, and local citizens to balance 
competing objectives. Overall, physical design Ð both in terms of visual quality and 
liveability Ð is an important aspect of making T.O.D. projects work and is worthy of 
further attentionÓ (Jacobson & Forsyth, 2008, p. 82) 
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This research will contribute to the debate surrounding the Ôcomplex design solutions 

inherent in T.O.D. (transit oriented development)Õ. Although this research is concerned with 

urban design as opposed to development, there is a high degree of crossover and the 

intricacies of the territory of RRCs in the UK are an interesting context within which to 

collect evidence that contributes to this topic.  

Potential Significance of this Research 

 This research is of potential significance to three key audiences: urban design 

practitioners, urban design theorists and those concerned with policy relating to place and 

RRCs. 

This research uses a case study method, which has meant a corpus of real-world 

examples has been created. The analysis of these cases against a set of normative urban 

design criteria has meant that a number of both positive and negative instances of urban 

design at RRCs have been uncovered. These examples are of potential relevance to their 

own specific contexts and also any future plans to re-examine other disused railway 

corridors where a view to structuring growth is taken. 

This research is also relevant to urban design theory. It takes pre-existing urban 

design analysis and interpretation techniques and applies them to a somewhat emerging field 

of enquiry. These techniques are then critically appraised using the real-world instances 

examined in this research.  

The national planning policy framework calls for robust evidence in protecting 

historic transport routes for the purposes of increasing transport choice (Department for 

Communities and Local Government, 2012). This research has significance to this policy 

through surveying and reporting on the urban design of dormant railway corridors that have 

been recycled using mass transport means. This highlights a variety of settlement typologies 

and a number of design responses to the built environments along-the-lines of RRCs, at the 

nodes along these lines and to-and-from these nodes. The evidence gleaned through this 

research could contribute to a suite of analyses applied to this specific territory. 

There is significant scope for recycling railway corridors due to the quantity of 

dormant railway alignments. Whilst it is a nonsense to envisage a future where these 

corridors are all restored, it is arguable that equally, it is hard to envisage a future where 

none of the solemn (Association of Train Operating Companies, 2009) of disused lines have 

potential for repurposing. For example, at the time of writing the most substantial 

repurposing of a RRC is the line between Cambridge and Oxford. Referred to previously in 

its earlier incarnation as the ÔCantab CrawlerÕ by CS Lewis, this contemporary 

configuration, entitled ÔEast-West RailÕ is currently undergoing phase 1 of construction 
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linking Oxford and Bicester. Phase 2 will see Bicester, Bedford, Milton Keynes and 

Aylesbury connected. The continuation of this between Bedford and Cambridge is under 

engineering review at the time of writing. 

As mentioned previously in this chapter, the work of Jacobson and Forsyth (2008) 

is at the forefront of analysing T.O.D. through an urban design lens. This work is published 

in the Journal of Transport and Land Use. Having attended the World Symposium of 

Transport and Land Use in Delft (May 2014) the prevalence of land-use theory was noticed; 

however, there was little continuum of the urban design specific work highlighted by 

Jacobson and Forsyth. This might suggest two contrasting things pertaining to this research. 

Firstly, that the study of urban design at RRCs is indeed theoretically moribund, and not of 

interest to the wider academic community. On the contrary however, it may suggest that this 

research is well-timed, being based in an emerging field with some potential, founded upon 

established ideas of normative urban design that could operate closely with transport land-

use planning theory. 

At their 2014 party conference Liberal Democrat leader Nick Clegg, as part of the 

manifesto for the then forthcoming election, included the expansion of between three and 

five towns along the reopened route of East West rail, on Garden City terms. With the idea 

of developing along RRCs hitting the mainstream political agenda Ð although the party 

themselves were unsuccessful at this election Ð it is argued the timeliness of this research 

into the urban design of RRCs is fairly appropriate in political terms as well as theoretical 

and practice-based terms. 

Contextual Review 

This contextual review briefly surveys reused, repurposed and RRCs. The breadth 

of this survey is international and establishes the context of the increasingly common 

phenomena of reconsidered disused railway alignments. These examples illustrate a variety 

of uses of urban design as a part of these reconsidering processes and this brief contextual 

review informs the research questions of this research both through examples of creative 

place-centric solutions and pragmatic conceptualisations. 

Internationally, four interesting perspectives upon the use of redundant railway 

corridors/transit systems stand out. The High Line in New York and the ÔRolling 

MasterplanÕ for the Swedish city of •ndalsnes show significant creativity. CalthorpeÕs 

American T.O.D.s and the Karlsruhe Tram-Train model (Hall, 2014; Hall & Ward, 2014) 

show innovation through a pragmatic approach. 

The High LineÕs instigation as an elevated linear park, designed to Landscape 

Urbanism principles, occurred in 1999 when the ÔFriends of the High LineÕ organisation 
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was founded with the purpose of protecting what was then the threatened, disused railway 

route through ManhattanÕs Chelsea district. This elevated railway was situated to the west 

side of Manhattan Island, close to the banks of the Hudson River11. In 1939, the route was 

raised 10m above grade in order to avoid the circa 100 crossings that existed at street level. 

This connected many of the meat packing factories of the route directly, with some buildings 

being adapted to incorporate the railway through their structures. The High Line operated 

successfully for approximately twenty years until the 1950s when an increase in road-based 

goods traffic meant a decrease in rail-based freight, culminating in the last train running in 

1980. 

  

Figure 1.5 Inverted Obsolescence at the High Line 

Source: (http://www.thehighline.org, 2012) 

A design competition was launched in 2003 with the eventual winner being the team 

consisting of James Corner Field Operations and Diller Scofidio + Renfro. In early 2005, 

the competition entry designs for the High Line were exhibited in the Museum of Modern 

Art, and a year later work on the scheme commenced. This design, as illustrated above, 

shows an interesting use of palimpsest with the old railway infrastructure being integrated 

into the design, with the disused railway tracks visible as tangible artefacts within the 

contemporary programme. 

 A further repurposing of disused railway infrastructure that uses creativity in place-

making is ÔThe ÔRolling MasterplanÕ entry for the city of •ndalsnes by JŠgnefŠlt Milton. As 

illustrated below, the designers proposed the retention of the railway tracks previously 

serving the disused docks to be repurposed in order to facilitate moving Ôlive/work podsÕ 

which can move around the area in response to climate and other situations. 
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Figure 1.6 The •ndalsnes Rolling MasterplanÕ 

JŠgnefŠlt MiltonÕs proposal to repurpose the railway infrastructure as the basis for a novel, flexible urban morphology. 

Source: (left http://www.dezeen.com/2010/12/22/a-rolling-masterplan-by-jagnefalt-milton/   right 
http://www.jagnefaltmilton.se/rolling-masterplan/) 

This reflects some aspects of the conceptual framework of this research, where climatic 

conditions influence critical regionalism and historic land uses can be present in 

contemporary programmes. 

 A more pragmatic paradigm than these two examples, which is inclusive of, but not 

limited to, the reconceptualisation of redundant railway corridors is Peter CalthorpeÕs 

Transit Oriented Development. This architecture/urban design based theory which purports 

best practice at transit nodes is explored in detail in Chapter Two. However, there are 

examples where these theories have been translated into realised schemes, most notably in 

the North American context. For example, Portland, Oregon has shown a strategy of 

planning and growth management based on an existing city grid of approximately 200ft 

blocks (Abbott, 2002) and a focus on the relationship between mass transport and these 

development units. Calthorpe (1993) refers frequently to Portland, although other areas12 

have adopted Transit Oriented Development principles, which have become the focus of 

further academic work (Jacobson & Forsyth, 2008) which is also used by this research, again 

discussed in Chapter Two. 

 A further example of a more pragmatic, yet still creative, conceptualisation of both 

disused and continually used railway alignments is the Karlsruhe Tram-Train model where 

both light and heavy rail share the same tracks (Hall & Ward, 2014). Karlsruhe in Baden-

WŸrttemberg, Germany is renowned for developing this model and in doing so overcoming 

a variety of engineering challenges such as appropriate signalling, crash resistance, platform 

height, etc. This has led to a regional network, serving adjacent towns such as Baden-Baden. 

The urban design implication of this is that the transit corridor is potentially half the cross-

sectional width it might otherwise have been, because of the two modes of public transit 

                                                        
12 Other North American examples of T.O.D. include the San Franciscan ÔBay Area Rapid 

TransitÕ system, Vancouver (British Colombia) and Arlington, Virginia (1993). 
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sharing the same alignment. The Karlsruhe model (Hall & Ward, 2014) has been adopted 

by various cities across Germany, in the UK the Tyne and Wear Metro has light rail and 

heavy rail operating on the same tracks and Sheffield is piloting a scheme where trams and 

heavy rail passenger/freight traffic share lines as part of a network extension towards 

Rotherham. 

 The table below summarises the cities/networks that operate contemporary light 

rail systems, if those networks operated along previous railway alignments, and whether or 

not those networks are predominantly along RRCs.  

NETWORKS PREDOMINANTLY NOT ALONG DISUSED RAILWAY CORRIDORS 

Sheffield Tram* Blackpool Edinburgh 

NETWORKS ON CONVERTED BUT NOT RECYCLED RAILWAY CORRIDORS 

Tyne And Wear Metro Manchester Tram 

NETWORKS USING RECYCLED RAILWAY CORRIDORS 

Nottingham Midland Metro (Wolverhampton) Croydon 

Robin Hood Line  South Wales Rail Borders Rail/Waverley Line 

Cambridge Guided Busway 

Table 1.2 Summary of Contemporary UK Transit Networks that Relate to RRCs 

The Sheffield, Blackpool and Edinburgh tram networks are predominantly along newly 

conceived alignments13. Although both the Tyne and Wear Metro and Manchester Tram 

have significant proportions of their network along previous railway alignments, they have 

not been categorised for the purposes of this research, as being RRCs. This is because the 

closure of the previous rail networks only occurred in order to facilitate the engineering 

work of the new configuration. Nottingham, Wolverhampton and Croydon have tram 

networks that utilise significant amounts of disused railway alignment. There are also three 

recent heavy rail networks that are configured along RRCs, as is the guided busway serving 

Cambridge. 

This contextual review highlights both creative and pragmatic reuse and 

repurposing of disused railway corridors and the extent to which these previous alignments 

                                                        
13 *The Sheffield tram network does have a small proportion utilising a previous railway alignment Ð circa 

2.8km of a 29km network 
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have been part of contemporaneous transit solutions. This research examines three of these 

cases in order to gauge the contribution of urban design to place qualities in the context of 

these RRCs. 

The Research Gap 

 In conducting the Literature Review and the Contextual Review it was found that a 

wide gap in the knowledge pertaining to urban design and RRCs existed in the UK. As 

referred to in the Literature Review, there are publications which refer directly to closed 

railway lines which have been reconsidered as public transit routes (Hall & Ward, 1998). 

However, only one of these (Richer & Hasiak, 2014) is from an urban design perspective 

and this compares one of this researchÕs forty-four case study nodes with an equivalent case 

in France. Through this process of Literature Review and the Contextual Review, no 

published database of visual evidence pertaining to urban design at RRCs in the UK has 

been found. 

 There is much theory and practice concerning public transit and urban design, as 

referred to and discussed in the Literature Review (Chapter Two). This paradigm of transit-

oriented development revolves around issues of ÔwalkabilityÕ and Ômixed-use human scale 

architectureÕ in close relationship to transit nodes. There was no corpus of data found 

concerning the built environment covering the walkability levels at the pedsheds of RRCs. 

Although Jacobsen and Forsyth (2008) set out a methodology for assessing transit-oriented 

developments from an urban design perspective, this work is neither specific to RRCs nor 

operable beyond the neighbourhood scale context. Moreover, this existing theory does not 

differentiate between the design implications inherent to various modes of public transit.   

 This research will contribute towards this gap in the knowledge by centralising 

urban design as a crucial part of Ôjoined-up thinkingÕ in the context of RRCs. As well as 

focusing attention towards the transit node at the neighbourhood scale, this research will 

investigate the regional scale urban design implications along the line of RRCs. Further, this 

research considers the urban design implications of differing modes of public transit utilised 

in the different case studies.     

1.3 Research Questions, Aims & Scope 

 This section of the introduction explains both the methodology and associated 

conceptual framework of this research. Firstly, the research questions are set out. Secondly, 

the aims of the research are stated, incorporating the scope of this research. Thirdly, the 

philosophical assumptions are introduced, laying out the epistemological assumptions, 

research method used and the operational framework for the research. 



1 Introduction 

#( "
!

Main Research Question 

This sub-section states the central research question and discusses its context. This 

question leads to a further four sub-questions, which examine in more detail the phenomena 

of the urban design at RRCs and the techniques used to study them. In the broadest sense, 

the central phenomena examined in this research (Creswell, 2009) is the built environment 

and urban design associated with RRCs. The research has one central question as posed 

below: 

Why is urban design important in the case of the UKÕs recycled railway 

corridorsÕ built environments? 

This is a broad question with a number of facets that will be examined through three case 

study RRCs. Within these case studies, the urban design and the built environments will be 

identified and urban design themes that emerge examined. 

Detailed Research Questions 

 To narrow the focus of the research the following sub-questions have been posed. 

These questions contribute to the aim of answering the central question whilst allowing 

exploration and evolution of ideas throughout the research. 

How can urban design contribute to place qualities in the context of 

recycled railway corridors, at the regional scale? 

How can urban design contribute to place qualities in the context of 

recycled railway corridors, at the neighbourhood scale? 

How does the urban design differ across a variety of transport modes  

used in recycled railway corridors? 

What techniques/approaches, applied to the varying territories of built 

environments along recycled railway corridors, can be used to survey, 

describe and interpret the urban designs? 

The first three sub-questions aim to examine the three territories of enquiry that apply across 

the three case studies. The first sub-question will be to survey and report the urban design 

characteristics of the RRCs themselves, which constitute the three case studies. The second 

sub-question does the same for the territories at the nodes of RRCs. 
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 The third sub-question will examine how differing modes of transport14 interact 

with their respective urban design along the selected cases of RRCs. The fourth sub-question 

will critically appraise the methods and techniques used to make the claims to knowledge 

that address the above questions. 

Aims and definitions of the Case Studies 

The aim of this research is to scope, via the use of an urban design lens, the built 

environments where a disused railway corridor has been recycled. Using a carefully selected 

suite of normative urban design ideas and conceptual frameworks relevant to the research 

of RRCs, this research will examine how particular types of spaces15 occur in relation to the 

reinstatement of railway lines. Literature suggests that when transport, land use and urban 

design are considered together a certain typology of settlement can occur. This research will 

investigate whether this has been the case in specific regard to RRCs in the UK. 

Depth and Breadth of Research!

The literature review has not found any previous studies that look specifically at 

either the reinstatement or the recycling of disused railway corridors in the UK, from the 

perspective of design and the built environment. Due to this, the scope of the research is 

untypically broad. The case studies are described in detail in Chapter Four. The following 

table however, gives a brief illustration of this breadth.  

 

CS01 Robin Hood 
Line / Nottingham 

Express Transit CS02 Cambridge 
Guided Busway 

CS03  
Borders Rail- 

Waverley Line 
Total 

RHL NET P1 

Line      

 

overall length 
(km) 51.66 13.6 33.33 46.07 144.66 

total length: 
reinstated 

lines (km) 

46.48 9.38 26.72 40.33 122.86 

Node      

 overall tally 22 / 12 15 7 44* 

Table 1.3 Summary of Case Study Corridor Lengths and Node Tallies 

*44 total nodes including three Ôjoint nodesÕ 
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In total, this research covers 144.66km of network track length, 122.86km of which is along 

RRCs. This involves examining 44 nodes. 

Delimitations of the Case Studies 

At the commencement of this research, none of the reinstated disused railway lines 

present in the UK were discounted. However, due to the scope possible for a PhD, three 

instances of RRCs were selected. The ÔRobin Hood LineÕ (Nottinghamshire), Cambridge 

Guided Busway and the ÔWaverley LineÕ (Scottish Borders) were selected as the three broad 

cases to be studied owing to temporal, technological and political issues inherent within 

them.  

Definition of Territories of Study 

 This research focuses on RRCs, which is inclusive of three key types of territory; 

Ôalong-the-lineÕ, Ôat the station/stopÕ and Ôto-and-from the station stopÕ. The figure below 

shows two of these three territories. ÔAlong-the-lineÕ, in this context means the direct 

environs of the corridor, taking a maximum context of a 50m cross-section. The next two 

territories are contained within the 1000m pedshed of a station/stop, as illustrated by the 

dark grey circle on the drawing below. The drawing itself is 3.7km across16, the purpose of 

which is to illustrate context beyond the 1000m pedshed. The focus of this research is upon 

the urban design within the delimitations of the 1000m pedshed. These drawings illustrate 

the distinction between the 10 minute pedshed set at 1000m from the station/stop and the 5 

minute pedshed set at 400m from the station/stop. 

 

Figure 1.7 Example of the Delimitations of the Territory of Study 
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1.4 Research Methodology and Data Collection 

 The following subchapter summarises the philosophical assumptions underpinning 

this research. Chapter Three contains a detailed consideration of the claims to, and 

construction of knowledge made in this research. This research will contribute to knowledge 

in the broad field of urban design and, more particularly, in the sphere of urban design at 

transit nodes, with specific reference to the context of RRCs in the UK. This is an applied 

field of enquiry (Andrew Knight & Turnbull, 2008). Therefore, Chapter Three discusses the 

nature of knowledge in these above contexts, the limitations of these claims to knowledge 

and the manner in which they were acquired. 

 With the generation of new knowledge being the core purpose of this research, a 

Case Study inquiry was conceptualised, designed and implemented in order to report and 

examine the urban design of RRCs in the UK. This necessitated the consideration and 

execution of a number of urban design specific place interpretation tools. The evaluation of 

these tools as part of an iterative exploratory process is carried out, also in Chapter Three. 

This research is oriented to the real-world practice of urban design at RRCs, 

therefore fitting into an ontology of pragmatism. Creswell (2009) notes a certain amount of 

choice in methods, techniques and research procedures inherent to this ontology. In this 

research, this freedom is used to apply urban design analysis techniques to the problem 

under study. 

The primary research method employed as the Ôoverarching strategyÕ for this 

research is ÔCase StudyÕ method. This Ôumbrella methodÕ (Creswell, 2009) was selected as 

it allowed for real-life situations to form the focus of inquiry and reflection. Selecting real-

life scenarios meant that the theories in the literature review could be reviewed concurrently 

with and used as a foil against real-life situations A discussion on whether or not this can 

produce valid claims to knowledge in the specific research context of urban design at RRCs 

is carried out in Chapter Three. 

 The operational framework of this research will overlay certain ideas from the 

broad canon of normative urban design theory, and theories specific to regional planning 

and urban design in relation to transport, across the context of RRCs. A three case study 

piece of research from contrasting regions of the UK17 is carried out. The discussion of these 

cases revolves around these opportunities inherent in the pressured spaces at intersections 

of scale-dependant design decisions and place.  

  

                                                        
"] !>-$$()0%+1*%('&cY&'68*%('&@!:+16'(/0&c:+16'(/0&*%('&!+)/!$%&!=,-$$(*%!<-'/&'*cB-$%(+)*!



1 Introduction 

$! "
!

1.5 Structure of this Research 

This introduction chapter sets out the background, scope and rationale for this 

research which then leads into the second chapter; the literature review. The review 

examines the pertinent literature underlining the research problem; polycentric regional 

planning, the transit town paradigm, relevant policy and normative theories of urban design. 

Then, the Research Conceptualisations chapter explains the philosophical 

assumptions underlying the research, discussing the appropriateness and execution of Case 

Study method. It also goes on to explain the design of this research and reflects on the 

usefulness of the data sources and the bias and efficacy of the collection techniques in 

relation to the urban design interpretation tools used. 

The next chapter introduces the three case studies. This takes each case study 

individually in chronological order of ÔcompletionÕ18. Lastly, in this case study chapter the 

findings are presented in categories established as the area types set out in the Social City 

Region. 

The fifth and sixth chapters discuss these findings. These discussions are organised 

into two sections which look at the spatial aspects examined in this research regarding 

recycling a railway corridor; Ôalong-the-lineÕ and Ôat-the-nodeÕ. Within each of these two 

sections the respective policy objectives are discussed first, then the urban design 

characteristics. The research is then concluded in the final chapter by referring the findings 

to the research questions laid out in this introduction. 

1.6 Purpose Statement 

 The purpose of this research is to understand and examine the urban design of RRCs 

in the UK. The overall intent of this research is to acquire knowledge so as to contribute to 

the emerging academic discipline19 of the physical design of built environments in relation 

to public transit. Further, this research will investigate what opportunities for place quality 

exists through urban design, in parallel with the transport planning realisation inherent to 

the process of recycling railway corridors. It is the intention that this research will also hold 

relevance to built environment professional practice20 through the description and 

exploration of the complex, interdisciplinary, overlapping set of factors that occur in the 

built environs of RRCs. 
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 The reason for conducting this research is to put forward an informed debate and 

set of findings that pertain to the urban design issues of the core phenomena under study. 

This has a view to future lines that will be recycled and the evolution of those already 

realised, including the instances of those selected as case studies and those beyond the scope 

of this research. Whilst it is acknowledged that the data upon which these conclusions are 

drawn are not complete21, the attention paid to the critical evaluation of the techniques used, 

it is argued, is also potentially useful to the academic and professional approaches to urban 

design at RRCs. 
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2. Recycled Railway Corridors & Urban 
Design Theory  

This chapter examines the theoretical background of this research into urban design and 

recycled railway corridors. This is done in order to respond to the overarching research 

question ÔWhy is urban design important in the case of the UKÕs recycled railway 

corridorsÕ built environments?Õ. The key theories discussed in this literature review are 

mapped in the table below. Initially, the conceptual framework underpinning the empirical 

observations and analyses made in this research is explained, which is based upon the critical 

regionalism paradigm. Here, the work of Frampton (1992), Nesbitt (1996) and Tzonis and 

Lefaivre (1996) is discussed in terms of how the theory can justify examinations of the urban 

design of recycled railway corridors. Subsequently, two regionally concentrated public 

transit focused theories are analysed with a view to extracting categories that will be useful 

to the examination of the case study recycled railway corridors, at the two key scales focused 

upon in this research; the regional and the neighbourhood. 

 The first of these two theories discussed is Transit Oriented Development (T.O.D). 

Here the work of Calthorpe (Calthorpe, 1993; Calthorpe & Fulton, 2001), Cervero (Cervero, 

2007; Dunphy et al., 2004), Dittmar & Ohland (2004), are used to set out the principles and 

philosophies behind T.O.D., which are contrasted against such critics of the theories as 

OÕToole (O'Toole, 2000, 2009). There are two key finer-grain pieces of empirical inquiry 

concerning T.O.D. that are used in this literature review. The work by Jacobson & Forsyth 

(2008) lays out of a set of methodological procedures for the examination of urban design 

at T.O.D.s, which have been crucial to the conceptualisation to this research design. This 

study also highlights components of T.O.D., which have been particularly useful in the 

analyses stage of the research, such as the concept of a 180¡ station. Richer and HasiakÕs 

work shares an empirical territory with this research (CS01 (NET P1) and in particular 

Hucknall (CS 1.12) and conducts a cross-case analysis with another recycled railway 

corridor in France (Valenciennes). Therefore, this study has informed this research in a 

number of ways: methodologically in terms of its comparative analysis, empirically through 

its shared territory and conceptually through its introduction of such ideas as the 

Ôintroverted/extroverted stationÕ. 

 The second main theory used in this research is ÔSocial City RegionÕ (S.C.R.) 

(Breheny & Rookwood, 1993). This concept sets out Breheny and RookwoodÕs (1993) 

vision for a sustainable growth pattern across a city region context. Whilst this is not an 

urban design theory, there is much crossover with the overall concepts in T.O.D. and these 

prompt issues for urban design in a transit-based regional context. Further, this theory breaks 

down its principles into sub-regional elements that have been used to categorise the case 



2. Recycled Railway Corridors & Urban Design Theory 

$%!
!

studies depending upon the characteristics of the differing nodes. Each of these categories 

have urban design criteria attached which, later in this chapter, are argued to be appropriate 

to that specific sub-regional node context typology. There is a closely related theory to 

S.C.R. that shares an empirical context with this research. Hall & WardÕs (1998) 

ÔSustainable Social Cities of TomorrowÕ (SSCT) is compared with S.C.R. in order to glean 

a number of shared and discrete components that are carried forward to the second stage of 

this literature review. Further, Hall and WardÕs ÔCity of AngliaÕ (a conceptualisation of an 

SSCT) shares an empirical context with this research Ð CS02 the Cambridge Guided 

Busway. 

CONCEPTUAL FRAMEWORK: CRITICAL REGIONALISM & RECYCLED RAILWAY CORRIDORS 

TRANSIT-BASED REGIONAL DESIGN PARADIGM: 

ÔTRANSIT ORIENTED DEVELOPMENTÕ 

TRANSIT-BASED REGIONAL PLANNING PARADIGM: 

ÔSOCIAL CITY REGIONÕ 

CalthorpeÕs 
Definition of T.O.D 

Jacobson & 
ForsythÕs 

ÔSeven American 
T.O.D.s: Good 

Practices for Urban 
Design in Transit 

Oriented 
Development 

ProjectsÕ 

Richer and HasiakÕs 
ÔTerritorial 

opportunities of 
tram-based 
systems: a 

comparative 
analysis between 
Nottingham (UK) 
and Valenciennes 

(FRA)Õ 

Breheny & RookwoodÕs 
ÔSocial City RegionÕ 

Hall & WardÕs 

ÔSustainable Social Cities of 
TomorrowÕ 

DISAGGREGATION OF THEORETICAL COMPONENTS INTO SCALE DEPENDANT CATEGORIES 

REGIONAL SCALE CATEGORIES:  

ÔALONG-THE-LINEÕ 

NEIGHBOURHOOD SCALE CATEGORIES: 

 ÔAT-THE-NODEÕ 

Synthesis of Normative Urban Design Criteria Across the above Scalar Contexts 

Lynch Marshall Gehl Cullen Fleming 

Table 2.1: Overview of Theories relevant to this research 

The principles useful to this research from critical regionalism, T.O.D. and S.C.R. are then 

broken down into categories which are considered most appropriate for the two key scales 

examined in this research; the regional and the neighbourhood. This disaggregation is in 

direct response to the two research questions: ÔHow can urban design contribute to place 

qualities in the context of recycled railway corridors, at the regional scale?Õ and ÔHow can 

urban design contribute to place qualities in the context of recycled railway corridors, at 

the neighbourhood scale?Õ. The first of these questions is conceptualised as the categories 

pertaining to spaces Ôalong-the-lineÕ of recycled railway corridors. Whilst this research is 

bounded in its territories to the environs of recycled railway corridors and therefore does 
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not survey entire regions, these recycled railway corridors do exist at the regional (and 

sometimes pan-regional) scale. A comparative analysis is carried out using the following 

categories that are themes derived from a synthesis of the theories mentioned above: 

¥! Ecological Features Along-the-Line of Recycled Railway Corridors 
¥! Strategic Growth and Recycled Railway Corridors 
¥! Urban Morphology and Recycled Railway Corridors 
¥! Recycled Railway Corridors and Broader Transport Networks 
¥! Interruptions to Disused/Recycled Railway Corridors 
¥! Land Use and Recycled Railway Corridors 
¥! Cycle Paths and Recycled Railway Corridors 
¥! Topography Along-the-Line of Recycled Railway Corridors 
¥! Pre-existing Engineering Infrastructure and Recycled Railway Corridors 

In order to execute this comparative analysis, each of the above categories are considered in 

both the terms set out in the above theories and in finer-grain urban design terms, which is 

based upon the work of such authors as Lynch (1960), Marshall (2005; 2013), Gehl (2010; 

2013), Cullen (1971), Walker (2012) and Fleming (2012). How the urban design principles 

of these theories apply to the context of recycled railway corridors is discussed later in this 

chapter. 

 Whilst it is acknowledged that the two scales of urban design are not the only scales 

to which examination of recycled railway corridors could be applied, it is argued that the 

regional and the neighbourhood are two key scales with which to observe urban design. 

They cover how the act of recycling a railway corridor has implications for broad territories; 

how railway corridors can both link and separate seemingly disparate and related areas. The 

more detailed neighbourhood scale that is focused at-the-nodes of recycled railway corridors 

is structured around the area types set out in the S.C.R., and human-scale urban design 

concepts such as those extolled by Gehl (2010), Cullen (1971) and Relph (1976) are mapped 

across the differing node typology contexts. This synthesis of literature structures the 

response of this research to the question: ÔHow can urban design contribute to place 

qualities in the context of recycled railway corridors, at the neighbourhood scale?Õ. At each 

of these two key scales the implications of the transit mode adopted in the recycled railway 

corridor is considered, thus addressing the further research question: ÔHow does the urban 

design differ across a variety of transport modes used in recycled railway corridors?Õ. For 

example, the difference inherent in alternative transit modes can be as pronounced at 

potential land-use development patterns across a region as at the neighbourhood context in 

the immediate human-scale urban designs. 

 This research is concerned with producing an urban design perspective on the place 

qualities of the built environs of recycled railway corridors. This is a highly complex task, 

hence the intricate, cross-scalar approach evident in this literature review. Resilience is a 

crucial contemporary theme and the theoretical perspectives adopted in this research are 

necessarily broad in order to assess the extent to which urban design opportunities at 
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recycled railway corridors have been realised. Place specificity is a key concept throughout 

this literature review and the selected theories discussed in this literature review offer a 

number of perspectives on this concept in the context of recycled railway corridors. Urban 

design at recycled railway corridors requires Ôjoined-up thinkingÕ and this literature review 

sets out which theories can be Ôjoined upÕ in order to assess these empirical characteristics. 

It is argued that through this synthesis of place-focused built environment paradigms, a 

justification for the collection, synthesis and evaluation of urban design evidence can be 

made in respect of recycled railway corridors. 

2.1 Critical Regionalism as the Conceptual Framework  

 This research is concerned with the generation of knowledge in the field of urban 

design relating to the context of recycled railway corridors in the United Kingdom. As such, 

a conceptual framework that reflects the sophisticated nature of the empirical context is 

required in order to provide a basis to the findings. A conceptual framework that is 

applicable to all the scales between the regional and the detailed design scale is required. In 

these considerations, a number of physical components of the built environment will need 

to be analysed both independently and interdependently. Not only will the conceptual 

framework of this research need to offer the ability to coherently relate abstract concepts 

pertaining to the built environment, it will also need to provide a basis upon which to 

conduct qualitative assessments of the built environments through which the recycled 

railway corridors occur.  

 This conceptual framework is also required to state a position from which to engage 

with the temporal aspects of the process of ÔrecyclingÕ railway corridors and how this 

iterative cycle of Ôdevelopment-obsolescence-reinvention-reuseÕ relates to urban design. A 

knock-on effect of these temporal cycles is that changes in contemporaneous transport 

technology occur, which in turn relate to the urban design of recycled railway corridors.  

 It is argued that critical regionalism, although not the only appropriate framework 

for this specific area of research, can provide a theoretical basis for the exploration of the 

fundamental issues concerning urban design and recycled railway corridors. It offers cues 

as to how the above issues can be addressed through a design-based lens. Tzonis and 

Lefaivre (1996) define a design that exhibits the ÔcriticalÕ aspects of critical regionalism as 

one that is both Ôself-reflective and self-referentialÕ (Nesbitt, 1996). It is therefore argued 

that this research will set out to collect evidence in these terms: is the urban design at 

recycled railway corridors Ôself-reflectiveÕ or Ôself-referentialÕ in the terms of the region 

within which it sits? Nesbitt (1996) goes on to say that a design that resembles critical 

regionalism will also demonstrate explicit statements and implicit metastatements. This 
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research will search for any such statements in the physical environment of recycled railway 

corridors. 

 Critical regionalism is an architectural paradigm, not an urban design paradigm. 

Therefore, it could be argued that it is somewhat problematic as a conceptual framework for 

this research. Although not entirely synonymous with the study of urban design, the 

proximity to and often blurred boundaries between architecture and urban design mean that 

it could be considered plausible for critical regionalism to be used as a theoretical framework 

for the assessment of built environments along recycled railway corridors through an urban 

design lens. Lynch (1960) crystallises the proximity between architecture and urban design, 

alluding to a set of shared fundamentals with the key distinction being scale: 

ÒLike a piece of architecture, the city is a construction in space, but one of vast scale, 
a thing perceived only in the course of long spans of time. City design is therefore a 
temporal art, but it can rarely use the controlled and limited sequences of the temporal 
arts like music. On different occasions to different people, sequences are reversed, 
interrupted, abandoned, cut across.Ó (Lynch, 1960, p.1) 

This resonates with the evolutionary processes of recycled railway corridors and also 

highlights the importance of temporal issues to what Lynch terms Ôcity designÕ. Such issues 

as ÔreversalÕ, ÔinterruptionÕ and ÔabandonmentÕ are of intrinsic value to the understanding of 

recycled railway corridors and their relationship to urban design, the reversal being the act 

of bringing the route back into functional use, the interruption being the time between 

closure and reuse, and abandonment being the initial decision to cease mass transit use. 

 A study of urban design can legitimately incorporate assessments of aesthetics of 

place. Whilst subjective, if tempered with humility and deep consideration, such 

assessments can yield knowledge and be useful through the dialogue that leads to their 

generation. Mumford draws parallels between the aesthetics of place and the regional, 

ecological and social contexts within which urban designs exist (Luccarelli, 1995). These 

notions are reflected in critical regionalism: 

 ÒTzonis and Lefaivre acknowledge a debt for their idea of regionalism to Lewis 
Mumford, the architectural and urban historian. In MumfordÕs writing of the 1940Õs, 
he was similarly concerned about the domination of technology and the limitations of 
the International Style. Regionalism is seen by all three writers as a secondary thread 
of modernism.Ó(Nesbitt, 1996, p. 483) 

This research is being carried out in a post-industrialised context, after modernism, arguably 

after post-modernism and in a time when sustainability and resilience has usurped the 

aforementioned paradigms. Whilst positivist modernism as embodied in the international 

style is less of an issue in this research, homogenising cultural forces as a result of this 

mechanistic paradigm is certainly still a contemporary issue. This issue is played out in the 

debates surrounding mass transit, and in this case recycled railway corridors. One of the 

debates between the perceived rights and wrongs of mass transit focused development is 
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predicated by the idea that the automobile and the types of urban design their dominance 

dictates (sprawl), is a manifestation of market-based free will (O'Toole, 2009). Critical 

regionalism takes architecture, urban design, and the manifestation of physical design in the 

built environment as evidence of the prevalence of power between these two oppositions. 

This research will seek evidence of these positions in the territory of recycled railway 

corridors in the United Kingdom. 

 As argued above, an argument against the use of critical regionalism as a theoretical 

framework for this research is that there is not an Ôexact fitÕ, because an architectural 

paradigm is being used to formulate regional scale design-based assessments. This 

contradicts the inherent nature of critical regionalism. Whereas many architectural 

paradigms are formulaic, often resulting in the reproduction of solutions that Jacobs terms 

Ôdesign cultsÕ, critical regionalism is strategic and any call for formulaic designs is replaced 

with strategies and common approaches that have an inherent malleability dependent upon 

context. As Frampton puts it, critical regionalism is a ÒÉcritical category oriented to 

common featuresÓ (Frampton, 1992, p. 327). Therefore, it is acknowledged that this 

research is not wholly analogous to critical regionalism; however, critical regionalism does 

not require a strict adherence to a set of rules for the paradigm to hold true. Frampton lists 

seven key categories of critical regionalism, with six of these providing interesting stimuli 

for this research:  

¥! a prioritisation of the Ôfragmentary and marginalÕ as opposed to Ôthe big planÕ; 

¥! the rejection of the built environment as a series of Ôill-assorted scenographic episodesÕ; 

¥! the persuasiveness of Ôsite-specific formÕ; 

¥! the use of the human senses in the interpretation of the physical environment; 

¥! the eschewing of universalising civilisation over place-centred cultural indices; and 

¥! a contemporary place-oriented culture without being unduly hermetic. (Frampton, 

1992) 

These points are elaborated upon below, giving consideration to the other theories used in 

this research. 

 Critical regionalism is contrasted against what Frampton (1992, 1996) describes as 

na•ve utopianism of the early modern movement. In the rejection of Ôthe big planÕ as 

epitomised by Haussmann and Le Corbusier, critical regionalism calls for a more nuanced 

marginalised regional form, although one that is accepting of the more progressive and 

emancipatory elements of modernism (Frampton, 1992). In specific relation to this research, 

this points to the necessity for the consideration of the region as a collection of 
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interdependent parts. This interdependency calls for simultaneous acknowledgement of 

ideas of specificity and the inter-relationship between places and nodes along a recycled 

railway corridor. It will be necessary, therefore, to identify core broad typologies within a 

region. This is the reason for the use of Breheny and RookwoodÕs ÔSocial City RegionÕ 

(1993) in this research. This enables vastly differing settlement typologies to be considered 

independently; they can then be considered interdependently within their regional 

infrastructure and then again within their own regional specificities against other examples 

of the same settlement typology situated on other recycled railway corridors. 

 Frampton (1992) highlights a notion within critical regionalism that is crucial to 

this piece of research, that is, the rejection of a set of ÒÉill -assorted scenographic episodesÓ 

(Frampton, 1992). This is especially pertinent to one of the two scales that this research 

focuses upon, public realm as part of the neighbourhood scale. In this research, the built 

environment between the node of a recycled railway corridor and the extent of its pedshed 

is scrutinised in urban design terms. This involves actually walking, observing and depicting 

the built environments to and from the nodes along the recycled railway corridors. The 

analysis of these observations uses normative urban design criteria and established 

morphological characteristics analysis to examine whether or not these environments show 

evidence of a stimulating tectonic experience or an unconsidered laissez-faire set of 

happenstances.  

 When considering buildings in critical regionalism, Ôsite specific formsÕ are 

paramount and it is argued in this research that this has parallels with urban and regional 

design and that it is imperative to consider recycled railway corridors in such a way that 

engages with dialogues of place specificity. A contributory element to uniqueness of place 

is, according to Frampton (1992), topography. Being an architectural paradigm, when 

discussing topography, Frampton (1992) refers to the phenomenaÕs relationship to the 

ÔstructureÕ, with the term structure meaning a building and its direct territory. In this 

research, this term can be extrapolated in scale beyond the building to the urban design 

scales of the ÔneighbourhoodÕ and the ÔregionÕ, without dilution of the theoretical substance. 

Therefore, when topography is described as ÒÉa three-dimensional matrix into which the 

structure is fittedÓ (Frampton, 1992, p. 327), this could be extrapolated for the purposes of 

this research to a three-dimensional matrix within which a recycled railway corridor and its 

associated urban design exists.  

 This consideration of site-specific factors is argued as the antithesis of a built 

environment subservient to the influence of Ôuniversal civilisationÕ (Frampton, 1992). In 

critical regionalism air-conditioning is seen as the symptom of this universal civilisation at 

the architectural scale and, extrapolating again, it is argued that an automobile 

dependent/dominated environment is the urban design equivalent. This research will 
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therefore seek to gather urban design evidence of recycled railway corridors in order to 

ascertain whether or not such places have Ôresponded to the specific conditions imposed by 

the site, climate and lightÕ (Frampton, 1992) or if symptoms of a Ôuniversal civilisationÕ 

have occurred. The a priori position of this research assumes that sites will be a combination 

of both these conditions. The exercise that forms the foundations of this research is therefore 

an intention to form an a posteriori position derived from empirical evidence concerning 

whether or not this is indeed the case, and if so to what degree. 

 Two key tenets of critical regionalism are considered in parallel to make a 

proposition that is of crucial relevance to this research: the idea that a region dominated by 

one cultural centre with a number of subservient satellites is a deficient way of perceiving a 

region, and the idea that this is endemic of a universalising civilisation culminating in 

ÔanywhereÕ places. The following principle states that critical regionalism flourishes at such 

cultural indices where this homogenisation has not manifest Ð the spaces between such 

models of homogenising paradigms. 

Ò(7) Critical Regionalism tends to flourish in those cultural interstices which in one 
way or another are able to escape the optimizing thrust of universal civilization. Its 
appearance suggests that the received notion of the dominant cultural centre 
surrounded by dependant, dominated satellites is ultimately an inadequate model by 
which to assess the present state of modern architecture.Ó (Frampton, 1992, p.327) 

Clearly, given the above, a polycentric regional model is more aligned to the principles of 

critical regionalism. In this research, one key task was to find a polycentric model that 

allowed for such Ôcultural intersticesÕ to be considered simultaneously in their own light and 

as part of a regional whole. This has led to this research using Breheny and RookwoodÕs 

Social City Region (1993) as a key text. This planning model states criteria for what 

constitutes a Social City Region. Crucially within this, six distinct conurbation typologies 

are made explicit, each with their own criteria and recommendations. This key 

differentiation between area types means that this research uses T.O.D. and S.C.R. in 

parallel. The empirical physical environments of the recycled railway corridors under study 

can be defined in these area types, using the criteria policy recommendations laid out by 

Breheny and Rookwood (1993). Also, this framework can be used to discern whether or not 

a cultural interstice has occurred at the recycled railway corridor in the form of a place-

specific built environment. 

 The design paradigm critical regionalism has the optimum goal of creating built 

environments resembling a contemporary place-oriented culture. This does not call for one 

type of aesthetic, rather, it requires attention to regionally specific stimuli in the execution 

of design solutions; a common approach that can lead to disparate results. There are parallels 

between this process and the process of a recycled railway corridor. Critical regionalism 

calls for the reinterpretation of vernacular elements of the built environment. The distinction 
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between this and sentimental simulation of a vernacular is made explicit. Likewise, with a 

recycled railway corridor the process revisits a built environment phenomenon that has been 

made redundant in the process of the evolution of physical environments. Questioning this 

redundancy is likened to the reinterpretation of the vernacular. This process of questioning, 

reinterpretation and reiteration concentrating on recycled railway corridors, whilst using a 

disused railway as a formative element of the physical environment, can be moulded to 

contemporary situations through reinstatement or partial deviation of the route. The use of 

the original transport mode or an alternative transport mode is another example of where 

this stance can manifest. Each of these responses is an element in the iterative urban design 

cyclical process that occurs with recycled railway corridors. The counterpoint to this, the 

sentimental simulation of the vernacular, can be likened to a heritage railway line. Whilst 

this research is not critical of such endeavours, the distinction in principle must be clearly 

made both in terms of the physical environment and the underpinning principles. A heritage 

railway relies on nostalgia. A study into the urban design of recycled railway corridors relies 

upon palimpsest. 

 Critical regionalismÕs detractors argue that the design strategy can lead to 

chauvinistic nationalism (Frampton, 1992, 1996), the idea that certain geographical areas 

can have superiority over others based upon race or culture. This position is disagreed with 

within this research, in which it is argued that local cultures and the architectural and urban 

design responses are important to specific places. This can be achieved without using such 

architectural design responses that claim primacy over other regions or nations. Another 

criticism levied at critical regionalism is that it can produce kitsch. This, along with the 

previous criticism that it produces chauvinistic nationalism is rebuffed through the practice 

of self-examination in the designs that demonstrate critical regionalism (Frampton, 1992). 

This tradition of the critique, based on the philosophies of Kant and the Frankfurt school 

(Nesbitt, 1996), is inherent to critical regionalism. It is there to ensure that over-simplistic 

design responses that resemble kitsch and nostalgia without consideration for the 

contemporaneous debates and ideals are avoided. 

 Whilst the above point is a criticism of critical regionalism in general, there are 

potentially criticisms from within the sphere of critical regionalism in terms of its use in this 

research. Critical regionalism is opposed to the dominance of the visual in design (Frampton, 

1992, 1996; Nesbitt, 1996; Tzonis & Lefaivre, 1996). In contrast, this research relies heavily 

on visual methodologies and could therefore potentially be seen to be at odds with those 

principles of critical regionalism that prioritise the experiential and visceral impacts of place. 

The visual methodologies adopted in this research however are not intended to be Ômeaning 

neutralÕ recordings of a place at a specific time. The importance of these visual 

methodologies are explained in chapter 3.2. 
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 However, critical regionalism does offer a justification for the integration of 

experience into the consideration of urban design at recycled railway corridors. Point 

number 5 in FramptonÕs (1992) definition of critical regionalism highlights the importance 

of human experience to judgements concerning the physical environment. This is crucial to 

this research as it goes towards a justification of the researcherÕs position that the use of 

photography was a worthwhile activity, both in the terms of how the researcher conceives 

reality and in the production of a permanent visual record that can be used to stimulate 

further inquiry. The majority of the evidence in this research was collected by the researcher 

in empirical settings. Whilst this leaves this piece of research open to the criticism of being 

overly self-referential, this is acknowledged but countered by two key points. Firstly, the 

existing body of knowledge regarding recycled railway corridors and urban design required 

a broad scoping exercise to be carried out before other research methods could be applied. 

Now this territory has been established, there is a large knowledge pool within which to 

apply a broader set of research techniques. The second justification is that using the 

theoretical lens of critical regionalism, although not exclusively, the experiences of the 

researcher do hold value because critical regionalism requires a conscious process of 

reflection regarding specificity of place. 

 Ò(5) Critical Regionalism emphasizes the tactile as much as the visual. It is aware that 
the environment can be experienced in terms other than sight alone. It is sensitive to 
such complementary perceptions as varying levels of illumination, ambient sensations 
of heat, cold, humidity and air movement, varying aromas and sounds given off by 
different materials in different volumes, and even the varying sensations induced by 
floor finishes, which cause the body to experience involuntary changes in posture, gait, 
etc. It is opposed to the tendency in an age dominated by media to the replacement of 
experience by information.Ó(Frampton, 1992, p. 327) 

Although the images produced in this research do not attempt to replicate the experiences 

observed in the case studies, they can still represent instances where examples of these 

experiences took place. This process of visual depiction of the site highlights certain issues 

that can be considered beyond the visual. Although two-dimensional in their own right, the 

images in this research depict three-dimensional spaces that are analysed in urban design 

terms, therefore going beyond the Ôimage-orientedÕ (Zardini, 2005). For example, it is 

possible to point to a piece of paving represented in an image, which altered the researcherÕs 

gait. Whilst these visual depictions cannot be claimed as definitive truths, in the subjective 

terms of this research they are still useful to the field of urban design at recycled railway 

corridors. These images could in turn be feasibly used to say that the change of material in 

a piece of paving could be used to indicate, in combination with other urban design 

strategies, a transition between a station area with a mix of uses and a residential area. 

Imagining this scenario, this could contribute to the legibility (Lynch, 1960) of place at a 

recycled railway corridor while still adhering to the normative design principles of mixed 

use in combination with residential-led developments at transit nodes (Calthorpe, 1993; Hall 
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& Ward, 1998). In a territory such as urban design and transport engineering where there is 

a complex crossover of quantitative and qualitative values, careful consideration should be 

given to how and where these values can be gauged, and importantly, what can be learned 

from these observations. Critical regionalism, it is argued, provides a useful foundation upon 

which to base this research and an opportunity to link with the previously discussed theories 

from the standpoint of a pragmatic worldview. 

 This section explains how the regionally focused architectural design paradigm of 

critical regionalism permeates the theoretical underpinnings of this urban design focused 

research. This research operates at a variety of scales; the sensibilities inherent in this 

conceptual framework are present in, and influential to, these assessments of built 

environments. This section takes each of the research questions in turn, relates which parts 

of critical regionalism are pertinent to which research question and points to further pieces 

of theory that are used in the pursuance of knowledge in this research context. Parallels are 

drawn between critical regionalism, the ÔSocial City RegionÕ (Breheny & Rookwood, 1993) 

and the ÔTransit Oriented DevelopmentÕ (Calthorpe, 1993) paradigms that all have an 

underlying driving force of sustainability. Critical regionalism argues that an appreciation 

of local specificities concurrent with national and international trends is a component of a 

move towards the negation of detrimental environmental effects. A position that links the 

above theories and the political situation is discussed later in this chapter. These overarching 

issues derived from critical regionalism are present in this research: palimpsest, identity 

present in physical design, and ecological responsiveness. To reiterate the main research 

question:  

Why is urban design important in the case of the UKÕs recycled railway 

corridorsÕ built environments? 

These three tenets central to critical regionalism are the foundations, the meta-narrative to 

this examination of urban design at recycled railway corridors. They support the theoretical 

context, the underpinning of the approaches to the research, the assessment of the findings 

and the conclusions derived. 

 Palimpsest, the levels and layers of meaning written one on top of the other, wiped 

partially clean for the writing of new layers, is an idea pervading many approaches to urban 

design. The literal meaning of this process is of writing being (re)applied to a previously 

used parchment or painting being (re)applied to a previously used canvas; as an analogy, it 

can be applied to a region. It is clearly manifested in critical regionalism through the aspect 

of reinterpretation of place-specific design, without a slavish adherence to the vernacular. 

In terms of this research it is possible to apply this analogy. A recycled railway corridor can 

be interpreted as a reinstated piece of ÔwritingÕ within the region, which can be considered 
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as the ÔparchmentÕ. The new writing/route may match exactly, be close to, or deviate from 

the previous piece of writing/route. The parchment has parallels to the region in which the 

reinstatements occurred, in that it is a defined area within a broader context. The process of 

the first railway line can be likened to the first piece of writing. This is then Ôrubbed outÕ but 

not erased and this can be likened to the closure of the railway line. But just as the writing 

on the parchment is not completely removed, nor is the presence of the disused railway line 

completely erased. The reinstated line, or new piece of writing, is then left with the choice 

of following a pre-existing path. This research is interested in how the previous iterations 

influenced the contemporary incarnation as evident in the urban design. Further, what 

opportunities are inherent to this process, as opposed to the blank parchment Ð the tabula 

rasa approach?  

 In this piece of research, where subjective observations of the built environment are 

presented, the theoretical foundations of this approach require substantiating. Meaning in 

the built environment is central to critical regionalism. This meaning is derived from 

observations primarily made at the place of study, the field of urban design as related to 

recycled railway corridors. Frampton (1992, 1996) states the reliance of critical regionalism 

upon architectural phenomenology. This is defined as the appreciation of spaces and places 

through the immediacy of the human senses. 

ÒFrampton synthesizes aspects of the Frankfurt SchoolÕs ÔCritical TheoryÕ as well as a 

phenomenological interest in the specificity of place. Phenomenological, political, and 

cultural issues concerning boundaries also surface as important.Ó(Nesbitt, 1996 p.468) 

This differs from the research perspective where phenomenology can be considered as a 

strategy of inquiry (Creswell, 2009). In the architectural sense, legitimacy is given to an 

individualÕs sensory conception of place (Pallasmaa, 2005; Sharr, 2007; Zumthor, 2006) 

and that there is a relationship between this conception and a conceived and realised design. 

In research terms, a phenomenological approach requires the researcher to set aside their 

individual considerations with a view to being led by the research subjects (Creswell, 2009). 

The position adopted in this research is that both approaches have clear merit, although 

opposing positions. In this specific research context, the architectural definition of 

phenomenology can be utilised to search for and collect evidence from recycled railway 

corridors in order to present and instigate debate concerning the examples gathered and their 

relationship to normative urban design theories, morphological characteristics and planning 

aspirations. The current gap in the knowledge in regard to recycled railway corridors is such 

that there is a requirement to primarily survey the territory. It is argued in this research that 

this is plausible through an urban design lens. Further study could then adopt the 

phenomenological research perspective, which could build upon this survey of physical 

evidence, seeking to draw out any meaning through a phenomenological approach. 
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 The broader issue of ecology and the environment is important to critical 

regionalism. This is argued through the primacy given to local environments within which 

specific designs exist. The logic follows that if attention to place-specific characteristics is 

upheld then the combination of climate, culture and craft (Frampton, 1992) will in principle 

produce a design responsive to Ôa growing ecological crisisÕ (Nesbitt, 1996). It is 

acknowledged here that urban design is a component of a potential remedy to such an 

Ôecological crisisÕ. Williams (2005) highlights the thinking contemporaneous to this 

research, which broadly advocates relatively dense, mixed-use, contained settlements 

situated at nodes of mass transit systems. This is in opposition to zoned, automobile-

predicated sprawl. Williams (2005) writes that improvements in urban design can facilitate 

a reduction in the impact of travel behaviours in ecological terms: 

ÒThe reasoning is that such forms reduce travel demand because people can work near 

their homes and make use of local services and facilities. Such forms can also provide 

population densities high enough to support public transport services and, through 

improved urban design, encourage cycling and walking.Ó (Williams, 2005, p. 1) 

The adoption of critical regionalism as the conceptual framework for this research 

acknowledges the prioritisation of sustainability in the broader debate of transport and land 

use. This piece of research, however, considers urban design as being concurrently an 

Ômeans to an endÕ and an ÔendÕ in itself. It is argued, through a critical regionalist lens, that 

should a physical environment at the node of a recycled railway corridor resemble the traits 

of critical regionalism then it will be simultaneously an encouragement to cycling and 

walking and also in line with other normative urban design theories. Such places could 

conceivably be simultaneously of interest and pleasure to the respective occupants whilst 

being earnest and responsible towards said occupantsÕ planet. If this is translated into the 

sphere of urban design in relation to mass transit, then it is argued that regionally bespoke 

climates, cultures and the crafting of the physical environment warrant attention. In the 

specific case of this piece of research the transit system is one which occupies the territory 

of a recycled railway corridor and the physical environments under study are those territories 

through which they pass. 

 The focus of this research is urban design along the corridor of recycled railway 

corridors. This conceivably has an implicit paradox. Whilst the recycled railway corridor is 

inherently regional, the urban design can be considered simultaneously at this wide scale 

and be examined at a finer-grain detail level. This research question therefore necessitates a 

way of conceiving a transport corridor22 as an artefact in the physical environment that is 

observable at a variety of scales and conceivable both in terms of individual components 

and as a whole. Critical regionalism points to two theoretical mechanisms, ÔtopographyÕ and 
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ÔidentityÕ, for theorising the collection of urban design evidence in relation to the following 

research question: 

How can urban design contribute to place qualities in the context of 

recycled railway corridors, at the regional scale? 

Critical regionalism sees the engagement with and the potential for the accentuation of 

topography (Nesbitt, 1996) as a key component of a site-specific place-based response. In 

terms of recycled railway corridors this is an interesting and also potentially paradoxical 

point. Critical regionalism is opposed to a modernist tabula rasa approach of razing a site 

in favour of working with a given environment. The engineering necessities of railway 

corridors23 mean that landscapes are often amended to suit. This is only a paradox however, 

if the temporal, cyclical and iterative process of recycling a railway corridor is overlooked. 

The interruptions into the landscape of the initial railway lines were often made over 100 

years ago, whether closed or in continuous use. This means that they have been in existence 

for such a period of time (usually generations) that they can be conceivably considered as a 

part of the landscape in their own right. Although the initial construction potentially worked 

against the landscape, over time and use, these pieces of infrastructure have themselves 

become a part of the landscapeÕs story. Therefore, it is prudent for this research to consider 

such elements as bridges, viaducts, cuttings, etc. and their reuse (or otherwise) in terms of 

Ôengagement withÕ or Ôaccentuation ofÕ the recycled railway corridorsÕ relative 

topographies. 

 As well as along-the-line, this research concentrates on urban design at the nodes 

of recycled railway corridors. There are two closely related tenets of critical regionalism 

that are relevant to the research question reiterated below, a requirement for authentic design 

and a move away from nostalgic design responses: 

How can urban design contribute to place qualities in the context of 

recycled railway corridors, at the neighbourhood scale? 

Authenticity is a response to what Nesbitt (Nesbitt, 1996) characterises as the 

commodification of shelter. Within this research context, ÔshelterÕ could be considered as 

the buildings relating and pertaining to the nodes of recycled railway corridors. This could 

be the immediate buildings of the stations/stops, the approaches and environs of the 

stations/stops24, the buildings and public spaces surrounding the stations/stops in such terms 

as use/tenure, density, and aesthetics. This research collects evidence in order to ascertain 

                                                        
KS!G'+/(&)$*@!1()(151!,5'3&!'+/((@!0'+/&!*&4+'+$(-)!*$'+$&0(&*@!&$,J!
KU!V%&!&N$&)$*!-.!7%(,%!(*!/&.()&/!()!$%(*!'&*&+',%!+*!$%&!"_!1()5$&@!"___1!4&/*%&/!



2. Recycled Railway Corridors & Urban Design Theory 

%("
!

whether the shelter associated with recycled railway corridors exhibits its expression of local 

identity (Nesbitt, 1996) being suppressed in favour of a homogenised design response, or if 

an authentic place has occurred. Nesbitt explains a built environment that is authentic in 

critical regionalist terms as one which demonstrates an appreciation for the specific place 

qualities and tectonics. She writes that a critical regionalist piece of architecture is one that 

ÒÉevokes the oneiric essence of the site, together with the inescapable materiality of 

buildingÓ (Nesbitt, 1996, p. 468). It is argued that this framework can be applied to the built 

environs of a recycled railway corridor. Do the nodes of the recycled railway corridors under 

study relate to the oneiric essence of the site? Is there a place-specific response to the 

materiality of building25? If so, an authentic urban design response could be argued in those 

instances. If not, then other forces have driven the urban design. 

 A design that resembles a critical regionalist approach will therefore be experiential 

rather than image-oriented26 (Nesbitt, 1996). This notion prompts the question: are the 

routes to and from the nodes of recycled railway corridors Ôimage-orientedÕ or 

ÔexperientialÕ? Use of local materials, a response to the local microclimatic conditions, and 

the articulation of local light conditions as manifest through design, are solutions that are all 

cited (Nesbitt, 1996) as strategies towards a critical regionalist approach. The opposing 

position would be, by example, a design that uses a building material without conscious 

consideration to the materials of the area; a design that misses or avoids climatic design 

opportunities with a preference for an homogenised form and/or programme; a design that 

relies upon artificial light when natural light could have produced a more interesting 

experience, such as an experience that relates the human to the passing of time. 

 Closely linked with the idea of experiential urban design is place theory. A seminal 

work in this regard is ÔPlace and PlacelessnessÕ by Edward Relph (1976). Relph draws a 

distinction between three types of spaces: ÔpragmaticÕ, ÔperceptualÕ and ÔexistentialÕ. This 

research is concerned with the type of space that could be considered existential, the space 

of everyday life. The idea that a route to and from a transport node is an existential space is 

based upon how they are ordinarily used27. It is the intention of this research to take this 

ÔeverydayÕ, Ôtypically unnoticedÕ situation and consciously focus upon the urban design of 

these ÔordinaryÕ spaces. The intention was to use photography to home in on these situations, 

in line with the work of Relph (1976). Here the concept of ÔrootednessÕ is crucial; the notion 

that an urban design, a ÔplaceÕ, could not work anywhere else other than precisely where it 

is situated. This could be down to plot pattern, light, material or any other number of design 
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factors. However, the core of this idea is that if the design were to be Ôpicked up and movedÕ 

to a different situation it would fail. This rootedness is equated to the success or otherwise 

of places in terms of recycled railway corridors. Critical regionalism offers a framework 

through which to consider issues of place specificity and place theory in this particular 

research context.  

 It could be argued that by definition a recycled railway corridor is not a nostalgic 

act. The route re-made, the transport mode, and any deviation from the original route exhibit 

an adaption to contemporary demands over any urge to recapture past events. This research 

question seeks to collect evidence with a view to assessing if this attitude has perpetuated 

itself into the urban design at the nodes of the recycled railway corridors. Nostalgia is not a 

component of critical regionalism (Nesbitt, 1996). If it is evident in the urban design of the 

case studies, a design impetus other than that of the conceptual framework adopted in this 

research can be argued to have occurred. 

 Frampton (1996) notes the problematic nature of achieving a place-committed 

critical regionalist design response: ÒSuch a conjunction between the cultural and the 

political is difficult to achieve in late capitalist society.Ó(Frampton, 1996, p. 481). This 

research is being completed almost 30 years subsequent to this piece of writing; however, 

the late capitalist epoch remains and it is this condition within which the case studies of 

recycled railway corridors used in this research were conceived and realised. Critical 

regionalism offers the considerations that informed the collection and analysis of evidence 

through which to examine recycled railway corridors: ÔexperientialÕ considerations, Ôplace-

orientedÕ considerations and Ôthe consideration of natural lightÕ (Frampton, 1992). 

  In this research, critical regionalist principles have been extrapolated beyond the 

scale of architecture to that of urban design. This research also considers the modes of mass 

transit systems as elements of the built environment and, although not static elements like 

buildings or landscapes, the differing transport modes each carry a differing three-

dimensional presence. These can be considered both in their own right and also in terms of 

design parameters relating to their immediate surroundings. The following research question 

examines this notion:    

How does the urban design differ across a variety of transport modes  

used in recycled railway corridors? 

Sudjic (1992) highlights the potential strength of the relationship between mass transit and 

identity. This is broken down into three constituent aspects, the identity of the transport 

mode, the identity of the transport node, and the identity of the engineering infrastructure: 
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ÒYet the physical characteristics of a transport system Ð the red buses that are 

vanishing from London, the art nouveau Parisian metro station entrances, the elevated 

railway in Chicago, are among the most potent means of establishing the identity of the 

city.Ó (Sudjic, 1992, Page 255). 

These three aspects of identity through transit are focused upon in the research questions 

concerning the urban design of recycled railway corridors Ôalong-the-lineÕ and Ôat the nodeÕ. 

Each aspect contributes to identity through their design. Critical regionalism defines identity 

as the physical manifestation of some kind of cultural, economic and political will 

(Frampton, 1992). Critical regionalism resists processes that lead to a loss of contextual 

identity. It is argued that by taking these two positions of critical regionalism and that of 

Sudjic hand-in-hand, the recycling of a railway corridor has the potential to go beyond 

transport-engineering benefits28 and to contribute to the manifestation of a place-based 

identity through the urban design of the built environment. 

 There are other pieces of theory that share an empirical context with this research 

where comments are made regarding the aesthetics of the transport rolling stock in 

combination with a study of the quality of public spaces adjacent to the nodes (Richer & 

Hasiak, 2014)29. What this research examines is the differences in the urban design across 

the three differing transport modes used in the relative cases: train, tram and guided bus. 

There are a variety of considerations between these differing transport modes. Taking the 

station/stop platform as an example of this point, where people integrate from an Ôurban 

environmentÕ to a Ôtransport environmentÕ, a number of differences can be examined. In the 

most basic descriptive terms, a train requires a platform, a tram requires a smaller platform 

that is larger than the pavement, and a guided bus requires a pavement like a normal bus. 

These have significant urban design implications in such terms as land use, landscaping and 

detailed design. What this research does is examine how this might influence the design of 

those adjacent spaces. For example, how might the above requirements alter the urban 

design of a public square associated with the transport node? What design opportunities do 

the related physical requirements and mandatory access criteria of mass transit hold between 

the differing modes? Issues previously discussed that are derived from critical regionalism 

such as authenticity, identity and local specific microclimate responses are appropriate to 

such explorations.  

 This research considers recycled railway corridors as elements within polycentric 

regions. This requires the identification and exploration of different settlement typologies 

within such regions. The premise of this exploration is built upon one of the core aspects of 
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critical regionalism, the aspect that rejects the Ôuniversal MegalopolisÕ. This rejection is 

founded upon a belief in the of act place creation. In this specific research context, critical 

regionalism is therefore used as a framework with which to identify trends and place-based 

commonalities across differing settlement typologies without any attempts to search for or 

recommend any universal solutions. This research examines a variety of settlements and 

their urban design relationship with recycled railway corridors in order to collect evidence 

of either the Ôdifferentiation of cultureÕ as espoused in critical regionalism (Frampton, 1992) 

or the antithesis of this position, the commodification of the built environment, the 

Ôanywhere designÕ. Critical regionalism as the conceptual framework sets up a number of 

notions to be examined through the cases studies in this research: 

¥! Relationship/Accentuation of Topography 

¥! Authenticity 

¥! Identity 

¥! Palimpsest and Anti-Nostalgia 

¥! Spatial and Experiential 

¥! Place Theory and 

¥! Commodification or place creation? 

These concepts call for certain ways of examining the built environment that can 

accommodate the above ideas. Chapter Three explains this conceptual framework in relation 

to the visual methodologies adopted and in conjunction with the epistemological stance in 

more detail.  

 A significant component of the worldview behind this research is that design 

matters: architectural design, urban design, landscape design, transport design and the 

integration of these and other facets that contribute to the built environment. Although this 

involves aesthetic presuppositions, the manifestation of the built environment is cyclically 

endemic of and able to adjust to larger trends such as political, cultural and social trends. 

This is why critical regionalism was adopted as the conceptual framework. It allows for 

detailed design decisions to be contemplated in their regional context, it accommodates 

searches for trends in approach without a loss of appreciation for place specificity and it 

rejects the commodification of the built environment over place creation. Nesbit (1996) 

clearly summarises the critical regionalist position in the tussle for built environments: 

 ÒThe universal Megalopolis is patently antipathetic to a dense differentiation of 

culture. It intends, in fact, the reduction of the environment to nothing but 

commodity. As an abacus of development, it consists of little more than a 

hallucinatory landscape in which nature fuses into instrument and vice versa. 

Critical Regionalism would seem to offer the sole possibility of resisting the rapacity 

of this tendency. Its salient cultural precept is place creation; the general model to 

be employed in future development is the enclave that is to say, the bounded fragment 
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against which the ceaseless inundation of a place-less, alienating consumerism will 

find itself momentarily checked.Ó (Frampton, in Nesbit 1996 p.482) 

Adopting these terms, have the urban designs of recycled railway corridors resisted the 

Ôrapacity of the tendencyÕ towards the universal megalopolis? Or, do they represent one such 

Ôenclave of resistance to place-less, alienating consumerismÕ (Frampton, 1992)? These 

concepts are discussed in greater detail with reference to transit-supportive urban design 

theories. 

2.2 Transit Oriented Development 

In the mid-1980s, American architect-planner Peter Calthorpe published a set of 

ideas pertaining to pedestrian-focused mixed-use development; the Ôpedestrian pocketÕ, 

situated adjacent to and in close inter-relationship with a transit system (Van der Ryn & 

Calthorpe, 1986). These ideas evolved into the theory ÔTransit Oriented DevelopmentÕ 

(T.O.D.). This architectural/urban design paradigm has strong parallels with Ôsmart growthÕ 

and Ônew urbanismÕ. However, T.O.D. is specifically focused upon public transit systems 

as generative elements of regional design, meaning there is a high level of relevance to this 

research into the urban design of recycled railway corridors. 

There are seven principles of T.O.D. and each of these are of relevance to the 

research questions of this thesis, as summarised in the table below. 

PRINCIPLES OF TRANSIT ORIENTED DEVELOPMENT 

PRINCIPLE 1 Organise growth at the regional level to be 
compact and transport supportive 

This principle of T.O.D. relates to the overall 
research question and to the research 
question which focuses upon recycled 
railway corridors at the regional scale 

PRINCIPLE 2 
Place commercial, housing, shops, parks, and 
civic uses within walking distance of transit 

stops 
These principles relate to the research 

question appropriate to the neighbourhood 
scale urban designs of recycled railway 

corridors 
PRINCIPLE 3 Connect pedestrian-friendly street networks 

which directly connect local destinations 

PRINCIPLE 4 Provide a mix of housing types, densities and 
costs 

PRINCIPLE 5 Preserve sensitive habitats, riparian zones, and 
high quality open space 

This principle relates to the regional scale 
urban design at recycled railway corridors 

and the conceptual framework 

PRINCIPLE 6 Make public spaces the focus of building 
orientation and neighbourhood activity 

This principle relates to the research 
question focused upon the urban design at 

the neighbourhood scale 

PRINCIPLE 7 Encourage infill and redevelopment along 
transit corridors within existing neighbourhoods 

This principle relates to both the regional 
and neighbourhood scale urban design of 

recycled railway corridors 

Table 2.2: Summary of T.O.D. Principles in Relation to Research Questions 
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 The two T.O.D. principles that apply to the research question ÔHow can urban 

design contribute to place qualities in the context of recycled railway corridors, at the 

regional scale?Õ are listed above as Principles 1 and 5. The first Principle of compact and 

transport-supportive development is also relevant to the overall research question, raising 

the issue of what is transport-supportive development. This can be extrapolated into a query 

about what is Ôtransit-supportive urban designÕ, which is addressed in the second part of this 

literature review where normative urban design criteria are synthesised with T.O.D. and 

S.C.R. principles. The preservation of ecological habitats and open spaces is a recurrent 

theme between T.O.D., S.C.R., and the conceptual framework that perceives the region as 

an ecologically closed loop. Principle 7, which proposes infill developments and regional 

scale, also relates to the research question ÔHow can urban design contribute to place 

qualities in the context of recycled railway corridors, at the neighbourhood scale?Õ as it 

proposes such infill developments within a context of existing neighbourhoods. 

 Perhaps the most important principle of T.O.D. for this research is Principle 2 which 

advocates mixed-use development within a short walking distance of transit node, which is 

illustrated in the diagram below. The ÔpedshedÕ, the territory within short walking distance 

of a particular point, defines both land use and urban design legibility terms relating to a 

particular transit node, in this research a transit node along a recycled railway corridor. How 

this pedshed is articulated is intrinsically linked to idiosyncratic place factors such as 

topography, existing land-use patterns and design vernacular. Networks of Ôwalkable 

streetsÕ (as opposed to ÔroadsÕ) which connect sub-areas to transit nodes are key to 

supporting human scale pedestrian urban design. The types of street patterns which 

contribute to transit-supportive urban design are discussed later in this chapter. The mixing 

of housing types and tenures is a further principle that acts as a key distinction between 

transit-supportive urban design and automobile-prioritised urban design. This research will 

examine this aspect, in combination with the above aspects, using urban design criteria to 

examine whether or not transit-supportive urban designs have occurred at the case study 

recycled railway corridors at the regional and neighbourhood scales. A synthesis of these 

T.O.D. principles is illustrated in the diagram below, taken from ÔThe Next American 

Metropolis: Ecology, Community, and the American DreamÕ (Calthorpe, 1993). 
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Figure 2.1: CalthorpeÕs T.O.D. Archetype (1993) 

This diagram shows the principles of T.O.D. in a diagrammatic spatial relationship. Source: (Calthorpe, 1993) 

The diagram above illustrates CalthorpeÕs (1993) model of the T.O.D. archetype. This 

diagram illuminates a number of urban design imperatives that are salient to this research, 

where the overriding research question is ÔWhy is urban design important in the case of the 

UKÕs recycled railway corridorsÕ built environments?Õ The transit node is central to this 

model, with the immediate extent of the T.O.D. being the 2000ft pedshed. This is a distance 

of circa 600m, which is broadly recognised as being between a five and ten minute walk. 

This diagram is not to scale; however, there are 3-4 perimeter blocks within this 2000ft 

distance, which means each block would be circa 150m deep. This distance is comparable 

to GehlÕs (2010) definition of a human scale city block. It is noted however that the three 

blocks which are closest to the transit node are smaller than the two blocks to the periphery 

of the 2000ft pedshed, meaning these specific blocks are even closer in scale to GehlÕs 

recognition of this historically widespread distance. This diagram is split into three segments 

in terms of land use. The majority of land within this T.O.D. archetype is taken up by 

residential development that occupies the periphery of the pedshed; commercial land use 

surrounds the transit node, which together with office/employment areas forms a barrier to 

the arterial road. It is worthy of note that this arterial road curtails a 360¡ development 

around the transit node. It is worth reiterating here that this diagram represents a model and 

that Calthorpe (1993), in line with the concept of place specificity crucial to the conceptual 

framework of this research, stresses that this model is adaptive in relation to unique site 

constraints. 
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There are certain T.O.D. principles seen in the model above which carry 

implications for the research question ÔHow can urban design contribute to place qualities 

in the context of recycled railway corridors, at the regional scale?Õ. The above diagram 

does not relate to any indicative existing settlement; whilst it is appreciated this is a diagram 

indicative of a model, in the real world examples used as case studies in this research 

adjacent settlements to the recycled railway corridor nodes will be examined as well as 

discussions regarding urban design responses to regionally specific vernaculars. Neither 

does this diagram indicate what happens when pedsheds overlap creating ÔclustersÕ (Richer 

& Hasiak, 2014). This is a configuration that will be considered in this research and how it 

relates to the transit mode adopted in the recycled railway corridor, as well as the regional 

scale urban design ramifications. The diagram above also indicates a secondary area, 

although not specific as to what it is. Potentially this could be, for example, relatively lower-

density residential or such ecological features/riparian strips as mentioned in the seven 

principles of T.O.D.. One striking element of this diagram is how in principle the two types 

of transport corridor act in terms of Lynchian edges. The arterial road to the bottom of the 

diagram acts as a Lynchian (1960) edge-barrier, curtailing further development in that 

direction and only being broken in three places by perpendicular roads. The transit corridor, 

however, acts as a Lynchian (1960) edge-seam. It runs between the residential area and the 

commercial, integrating with three Ôpublic open sacesÕ including the one situated at the 

transit node. 

There are aspects of the above diagram which are salient to the research question 

ÔHow can urban design contribute to place qualities in the context of recycled railway 

corridors, at the neighbourhood scale? Quite reasonably, the diagram shows the transit node 

in the centre of the model. However, the foundation of a recycled railway corridor is a pre-

existing condition being brought back into use, therefore the previous or current node may 

not be in the centre of the space. If this is not the case, this prompts examination of the urban 

design to ascertain what benefit and opportunity are gleaned from such an Ôoff-centreÕ 

position. The diagram also features public space adjacent to the transit node. This is a space 

of intense pressure between transport interchange and human scale place qualities. This 

research will examine different examples from differing context typologies in order to gauge 

the importance afforded to urban design in the case of recycled railway corridor nodes. In a 

transit-supportive urban design these public spaces adjacent to the transit nodes, according 

to T.O.D. principles, would be bounded by commercial land uses. Whether or not this is the 

case and how such places are configured in urban design terms will be examined in this 

research across the differing settlement contexts.  

 At a finer-grain scale than that illustrated in the diagram above, the street pattern is 

crucial to supporting these land-use patterns and creating such a ÔwalkableÕ transit-

supportive pedshed configuration. The above diagram shows a grid-li ke street pattern 
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(Marshall, 2005) interspersed by public spaces which are shown as a square, a circus and a 

square/circus hybrid. These urban design characteristics will be discussed in more detail 

further in this chapter with a focus upon which aspects can be construed ÔtransitÕ supportive, 

meaning which are in line with the broader T.O.D. principles. Residential land use is evident 

in the above diagram as being situated to the periphery of the pedshed. This will prompt 

examination of the case study nodes to ascertain if and how this manifests in the built 

environment and what difference there might be across the differing settlement typology 

contexts. Together, and further synthesised with the urban design criteria discussed further 

in this literature review, a framework is set out with which to analyse the case study 

examples of recycled railway corridors in order to answer the overriding research question 

of this thesis ÔWhy is urban design important in the case of the UKÕs recycled railway 

corridorsÕ built environments?Õ. Further, more detailed aspects of T.O.D. will now be 

discussed, including criticisms of the theory, T.O.D.-focused studies that share a partially 

common empirical territory with this research, and T.O.D.-focused studies that have 

methodological implications for this research. 

 One of the most prominent detractors of T.O.D. is Randall OÕToole who, based 

upon his advocacy of free market solutions to urban planning and design, criticises not solely 

T.O.D. but planning overall. In the paper ÔIs Urban Design Creeping SocialismÕ (O'Toole, 

2000) the idea of formulating a plan for a place is deemed both unsuccessful and abhorrent.  

ÒIronically, the failure of past planning is the premise for the latest planning fad ... The 
solution, of course, is to give the current generation of planners more power than ever 
before because this time they claim to have it right.Ó (O'Toole, 2000, p. 501).  

O'Toole makes a vigorous defence against planning based upon what he sees as inherent 

infringements of such concepts as freedom of choice, property rights and mobility that occur 

when spaces are designed. However, this is done without acknowledgement of how these 

concepts of market will manifest themselves in the built environment: the dichotomy of 

sprawl versus place. Further, when OÕToole talks of freedoms, rights and choices these 

benefits are only extended to those sections of society willing and capable of owning and 

operating a car. This notion is countered by Dittmar and Ohland (2004) in Ôthe New Transit 

Town: Best Practices in Transit Oriented DevelopmentÕ: 

ÒChoice is the defining feature of the best neighbourhoods. A well-designed 
neighbourhood offers many activities within walking distance for those who do not 
drive (e.g., the young and the elderly), people who cannot afford cars, and people who 
choose not to rely on cars to get around. Providing a mix of uses within neighbourhoods 
helps make communities more convenient, because several errands can be completed 
in one trip, and more affordable because a car is not needed for every trip.Ó (Dittmar 
and Ohland, 2004, p.25). 

This stance does not force people to forgo their cars, it offers an option for them not to be 

used, whether that be by necessity, choice or mere preference on any given day. This 
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scenario, as opposed to the option extolled by OÕToole, has simultaneous societal and 

environmental implications. Urban design configurations can support these choices. This 

position of OÕToole is the polar opposite stance to that set out in the conceptual framework 

of this research. However, it is not a merely aesthetic stance, although aesthetic 

ramifications do exist for different approaches to development. The planned and designed 

solution, to the conjoined problems of transit and built environments, is capable of including 

aspects of culture and environment through regionally specific responses. The argument 

between proponents of T.O.D. and those of OÕToole are primarily situated in a different 

international context to the focus of this research. However, lassez-faire free market 

approaches to the built environment are also prevalent in the United Kingdom and principles 

of T.O.D. are relevant to examining urban design of recycled railway corridors. In the 

conclusion to ÔGridlock: Why WeÕre Stuck in Traffic and What to Do about ItÕ (O'Toole, 

2009), the differences between the cross-continental attitudes to living near public transport 

are highlighted:  

ÒAmericans have a choice. We can spend tens or hundreds of billions of taxpayer 
dollars on transportation projects that sound good but really serve only a small elite. 
Or we can restore a user-fee-driven system that will continue to improve personal 
mobility and reduce transportation costs for generations to come. The former may fit 
EuropeÕs and JapanÕs aristocratic heritage. To best serve our way of life, America must 
use mobility over image.Ó (OÕToole, 2009, p. 236).  

Once the use of the term ÔEuropeÕ in a pejorative sense is overcome and that those unable 

to drive can be considered ÔeliteÕ, then the issues of equity and accessibility in transit and 

the built environment become prominent. OÕToole is advocating a mass-transit-free 

automobile-prioritised suburb as a progressive, economically sensible and inherently fair 

solution to growth. Calthorpe (1993), however, counters this argument by stating that the 

American Suburb has three significant negative impacts: the loss of community; the loss of 

the built environment being scaled to the human being; and the loss of natural environments. 

These principles are squarely aligned with the principles of critical regionalism, as discussed 

previously in this chapter as part of the conceptual framework. 

ÒThe result of this era is that both the city and suburb are now locked in a mutually 
negating evolution toward loss of community, human scale, and nature. In practical 
terms, these patterns of growth have created on one side congestion, pollution, and 
isolation, and on the other urban disinvestment and economic hardship.Ó(Calthorpe, 
1993, p. 9) 

These negative aspects of a free market dominated existence Ð congestion, pollution and 

isolation, as argued by Calthorpe (2001) Ð can be alleviated through T.O.D.. Through these 

alleviation strategies, issues of equity are addressed with disinvestment and economic 

hardship potentially reduced through the combination of an environment that is walkable, 

connected to a broader employment market via a mass transit system. This T.O.D. solution 

addresses accessibility. The principles of T.O.D. design are not reliant on private vehicle 
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ownership; automobiles are still a part of the strategy, just not the predominant element. 

This research, as part of the cross-case analysis, considers both sides of this polemic debate 

in order to respond to the question ÔWhy is urban design important in the case of the UKÕs 

recycled railway corridorsÕ built environments?Õ 

 As mentioned previously, T.O.D. and Smart Growth are parallel paradigms. Litman 

(2009) in ÔEvaluating Criticism of Smart GrowthÕ sets out the core philosophical and 

practical objections to the idea of growth married with public transit, which are summarised 

below: 

SUMMARY OF CRITICISMS OF SMART GROWTH / TRANSIT ORIENTED DEVELOPMENT  

(LITMAN, 2009) 

PETER GORDON AND  
HARRY RICHARDSON Transit Oriented Development reflects a socialist/collectivist ideology. 

JOEL KOTKIN Suburbia requires defending against a Ôsmart growth attackÕ and that this  
is a social responsibility on behalf of a Ôconsumerist middle-classÕ. 

WENDELL COX T.O.D. and Smart Growth are endemic of an attitude of anti-opportunity. 

EDWIN S. MILLS Any attempt at the reduction of sprawl is harmful to both individuals  
and societies concurrently. 

EDWARD GLAESER AND  

MATTHEW KAHN 

Economic efficiency (i.e. the least amount of spending on public transport)  
is a universal benefit. 

Table 2.3: Opponents and Counter Arguments to T.O.D. 

Source: (Litman, 2009) 

There are authors however, who refute the above arguing that the costs of continuing to 

build using only the suburban sprawl model are foreseeably high: 

 ÒAbandoned suburbs and social unrest are just two of the apocalyptic scenarios 
proposed for our future as the oil runs out, and we are already waging wars over 
petroleum resources. What we are doing to our health is only slightly less disturbing: 
the jury is still out on just what is causing the marked increase in obesity observed 
around the developed world, but most health professionals agree that a sedentary, car-
anchored lifestyle contributes greatly.Ó (Soderstrom, 2008, p. 14).  

Proponents of T.O.D. however, do not claim its solutions to be a panacea for all of the above, 

but reductions in driving do have benefits other than carbon calculations, even if a Ôlow 

carbon economyÕ is an ultimate target (Stern, 2006). Whilst opponents of T.O.D. cite the 

support of a free market as a counter argument to T.O.D., proponents of T.O.D. argue that 

without a mass transit option a market distortion occurs (Litman, 2009). Planning Policy 

Guidance 13 (Department for Communities and Local Government, 2001) and the National 

Planning Policy Framework (Department for Communities and Local Government, 2012) 

refer to such a widening of transport choice in their demand for disused transit networks to 
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be assessed before being severed. Ideas and perceptions of ÔfreedomÕ and ÔchoiceÕ are 

ingrained within the T.O.D. debate. Calthorpe (1993) refutes sprawl being the epitome of a 

market-led expression of Ôfreedom of choiceÕ:  

ÒAlong with this sticky question of physical and social form is the erroneous belief that 
our communityÕs physical form is the result of free choice, the marketÕs wisdom, and 
the statistical sum of our collective will.Ó (Calthorpe, 1993, p. 10) 

Therefore, urban design, as alluded to in the conceptual framework, is endemic of more than 

a subjective aesthetic, a manifestation of cultural and political will.  Calthorpe (1993) avoids 

criticisms that T.O.D. designs succumb to Ôarchitectural determinismÕ, a position backed up 

by Litman (2009) who argues that consumers, if that isnÕt a misnomer for people who inhabit 

the built environment, are flexible, adaptable and can flourish within T.O.D. conditions:  

ÒCritics tend to assume that consumers are inflexible, helpless and lazy, and so would 
be unable to accept living in more smart growth communities and reducing their 
automobile travel. However, experience indicates that people are actually quite 
adaptable and creative, enjoy walking and cycling, and can flourish in a wide range of 
land use conditions and transportation patterns.Ó (Litman, 2009, p. 3).  

This sentiment reflects the position set out in the conceptual framework that leans towards 

urban designs that are specific through reference to their region, immediate context and 

programme. This is reflected further in this chapter where transit-supportive urban design 

traits are discussed in regard to appropriateness to their immediate context typology. 

 Confounding those who have perspectives that rely upon people as consumers only, 

the issue of transport mode choice has been investigated from the phenomenological 

perspective (Mann & Abraham, 2006). Time and cost are factors in transit mode choice, 

with specific Ôjourney-based effectsÕ and ÔidentityÕ also being important, as are 

Ôconsiderations of personal spaceÕ. These factors, however, according to Mann & Abraham 

(2006) are not cumulative and people use subjective and variable combinations of the above 

influences within their individual specific contexts when deciding transport mode. This 

strengthens the case for a transit-supportive urban design; if a walkable pedestrian 

environment with a variety of opportunities and pleasant space is on offer, it is reasonable 

to say that this could support public transit choice. 

 There are therefore strong, often polemical, arguments for and against T.O.D.. This 

research takes the overall principles of T.O.D., extrapolates these into finer-grain urban 

design criteria and examines case study recycled railway corridors using this framework as 

a theoretical base upon which to form assessments of these spaces. In doing so the research 

question ÔWhy is urban design important in the case of the UKÕs recycled railway corridorsÕ 

built environments?Õ will be answered using a comparative analysis of a number of 

empirical cases. This methodological approach, based upon observation, has been informed 

by previous work concerning urban design and T.O.D.. 
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 Justin Jacobson and Ann Forsyth (2008) contribute to the debate surrounding 

T.O.D. by focusing upon urban design at the neighbourhood scale in relation to the nodes 

of their selected case study examples. The core methodological implications of this 

publication for this research are discussed in Chapter 3.6 where the following aspects are 

taken into account: 

¥! The intentions of the investigation 
¥! The iterative selection process of cases 
¥! The disaggregation of T.O.D. theory across differing node context typologies and 
¥! Applicable urban design assessment tools 

This paper, ÔSeven American T.O.D.s: Good Practices for Urban Design in Transit-

Oriented Development ProjectsÕ, published in the Journal of Transit and Land Use, stresses 

the importance of urban design and place considerations at transit nodes, describing these 

aspects as a means of mediating the tensions between places of transport interchange and 

intense land uses (Jacobson & Forsyth, 2008). This research is focused upon answering the 

following question: ÔWhy is urban design important in the case of the UKÕs recycled railway 

corridorsÕ built environments?Õ Therefore, the criteria set out by Jacobson & Forsyth in this 

paper, as well as the manner in which their data was collected, is useful and closely related 

to this research into urban design and recycled railway corridors. This also contributes to 

the research question ÔWhat techniques/approaches, applied to the varying territories of 

built environments along recycled railway corridors, can be used to survey, describe and 

interpret the urban designs?Õ. Observation is important to the work of Jacobson & Forsyth 

(2008) and is crucial to this research. 

 The twelve principles set out (see box below) by Jacobson and Forsyth (2008) are 

placed within the context of the body of knowledge concerning the built environment and 

mass transit as being supplementary to the existing scholarly work that concentrates on other 

facets of urban design at transit stops: policy, financial, etc. The box below shows how these 

twelve principles are split into three key categories: Ôprocesses, places and facilitiesÕ 

(Jacobson & Forsyth, 2008). The latter two categories relate closely to this researchÕs 

questions where the contribution of urban design to place qualities at the regional and 

neighbourhood scale of recycled railway corridors is paramount.  
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PROCESSES 

PRINCIPLE 1 Appreciate that planning and developing great places takes time 

PRINCIPLE 2 Engage the public and experts as collaborators and work with activist 
energy 

PRINCIPLE 3 Programme spaces for use 

PRINCIPLE 4 Invest in maintaining spaces 

PLACES 

PRINCIPLE 5 Design at a human scale 

PRINCIPLE 6 Provide public spaces that accommodate a variety of uses and users 

PRINCIPLE 7 Use design and programming strategies to increase safety 

PRINCIPLE 8 Allow for variety and complexity 

PRINCIPLE 9 Create connections between spaces 

FACILITIES 

PRINCIPLE 10 Design sidewalks and crosswalks for appropriate pedestrian use 

PRINCIPLE 11 Integrate transit and transit facilities into the urban pattern 

PRINCIPLE 12 DonÕt forget (but donÕt overemphasise) car movement and car 
parking 

Table 2.4: Jacobson & ForsythÕs 12 Principles of Good Urban Design at T.O.D.s 

Source: ÔSeven American T.O.D.s: Good Practices for Urban Design in Transit-Oriented Development ProjectsÕ,  
published in the Journal of Transit and Land Use (Jacobson & Forsyth, 2008) 

Under the category of ÔplacesÕ Jacobson and ForsythÕs fifth principle states to Ôdesign at a 

human scaleÕ. Jacobson and Forsyth define this concept as:  

ÒDesign so that the areas that people inhabitÑ such as sidewalks, plazas, and transit 
stationsÑ are scaled to be usable and interesting to people moving at walking 
speed.Ó(Jacobson & Forsyth, 2008, p. 77).  

A more detailed discussion of Ôhuman scale urban designÕ references the work of Jan Gehl 

(2010) and is situated further in this chapter, while Chapter 6.3 examines the case study 

nodes in these terms. As well as being crucial to the experiential aspects of critical 

regionalism, human scale built environments are crucial in the work of CalthorpeÕs (1993) 

where he sets out the intentions for place inherent to T.O.D.: 

ÒThis ethos provides a specific aesthetic of place Ð scaled to the human body, timed to 
a stride, patterned to ceremony, and bonded to nature.Ó (Calthorpe, 1993, p. 11).  
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This idea of a space Ôpatterned to ceremonyÕ as noted above, links to Jacobson and ForsythÕs 

sixth principle which calls for the Ôprovision of public spaces that accommodate a variety of 

uses and usersÕ (Jacobson & Forsyth, 2008, p. 77). This research surveys the case study 

nodes in order to examine differing examples where these criteria have occurred at recycled 

railway corridors, whether or not these occurrences are responsive to place-sensitive issues 

and if the configuration of such spaces relate to the node context typology.  

 Issues of safety are of clear importance to Jacobson and Forsyth with Principle 7 

stating: ÒUse design and programming strategies to increase safetyÓ (Jacobson & Forsyth, 

2008, p.78). Jacobson and Forsyth (2008) acknowledge that safety is a far more complex 

issue (Oc & Tiesdell, 1997) within Urban Design than the four key issues that they set out: 

ÔlightingÕ, Ôaccess controlÕ, ÔvisibilityÕ and ÔmovementÕ. Issues pertaining to safety are 

considered in the cross-case analysis carried out in this research. 

 Principle 8 of Jacobson and ForsythÕs (2008) ÔGood Practices for Urban Design in 

Transit-Oriented DevelopmentÕ  is to ÒAllow for variety and complexityÓ (Jacobson & 

Forsyth, 2008, p. 79). They equate complexity with a Ôpositive sense of placeÕ, which again 

correlates with the conceptual framework of this research. Complexity in this context can 

mean materials or land uses and these aspects of variety will be examined in the case study 

nodes in order to gauge the contribution of urban design to place opportunities at the nodes 

of recycled railway corridors. 

 Principle 9, the final principle categorised under ÔplacesÕ states: ÒCreate 

connections between spacesÓ (Jacobson & Forsyth, 2008, p. 79). The respective street/plot 

patterns (Marshall, 2005), walking distances, and the character of the pedestrian routes 

available at the node of recycled railway corridors, is examined at a number of case study 

examples as part of this research. Although naturally Jacobson and Forsyth use much 

American terminology for certain urban design aspects of connective pedestrian areas, these 

can be counted as relevant to this study: ÔhighwaysÕ, Ôhuge parking lotsÕ, Ôconnectivity 

between buildings and the outdoorsÕ, Ôdiscontinuous sidewalksÕ, and Ôuncomfortable cycle 

routesÕ.  

 These five principles categorised under ÔplacesÕ provide crucial detail in this 

research into the urban design of recycled railway corridors. There are clear parallels 

between the place specific aspects of the conceptual framework critical regionalism, the 

principles of T.O.D. and normative urban design criteria that are discussed at a more detailed 

level further in this literature review. 

 The next category of ÔGood Practices for Urban Design in Transit-Oriented 

Development ProjectsÕ (Jacobson & Forsyth, 2008) is ÔfacilitiesÕ. Principle 10 is highly 

pertinent to this study: safety, pleasantness and convenience are key to the design of 
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ÔsidewalksÕ. The pedestrian environment at the node of recycled railway lines is analysed in 

Chapter 6.5 where this idea of walkability forms the focus for the cross-case synthesis. 

Although ÔwalkabilityÕ Ð the quality of human experience to an authentic built environment 

Ð is not explicitly mentioned in the conceptual framework, in the context of a node of a 

recycled railway corridor the pedestrian environment is one of the most crucial. 

 Principle 11: ÔIntegrate transit and transit facilities into the urban patternÕ (Jacobson 

& Forsyth, 2008 p.80) reflects the complexity of spaces at nodes and along-the-line of 

recycled railway corridors. The research question that states ÔHow does the urban design 

differ across a variety of transport modes used in recycled railway corridors?Õ looks 

carefully at how the three modes of transit featured in the case studies integrates with the 

urban design of recycled railway corridors. This facet of the built environment is of 

importance considering the correlation between transit mode and place recognition (Sudjic, 

1992), and how crucial place matters are to the key question of this research. 

 Jacobson and ForsythÕs (2008) twelfth and final principle of ÔGood Practices for 

Urban Design in Transit-Oriented DevelopmentÕ is ÔDonÕt forget (but donÕt overemphasise) 

car movement and car parkingÕ. (Jacobson & Forsyth, 2008, p.81). This notion of balancing 

the urban environment taking in consideration of the automobile, and in doing so 

questioning its dominance, is recurrent throughout T.O.D. literature. In ÔDeveloping Around 

Transit: Strategies and Solutions that WorkÕ (Dunphy et al., 2004) cite ten development 

strategies and the fourth is Ôget the parking rightÕ. Although this contradicts free market 

opponents of T.O.D. (OÕToole), this notion corresponds closely to Jacobson and ForsythÕs 

ideas. The configuration and nature of car parking provision is examined in relation to 

recycled railway corridors in this research. 

ÒAlthough it is common practice to locate parking immediately adjacent to the station, 
broader community goals are best served when parking is moved away from the 
platform. The land nearest the station is the best land for development, so using it for 
parking means a lost opportunity.Ó (Dunphy et al., 2004, p. 174)  

Opportunity is a key theme throughout this study and the cross-case analysis examines 

where and how urban design opportunities have been taken along recycled railway corridors. 

T.O.D. theory posits that the configuration of parking is a crucial aspect to whether or not 

such opportunities have been taken. In their conclusion, Jacobson and Forsyth (2008) 

emphasise three key aspects of the success of urban design in the instances of T.O.D.s: 

 ÒSuccess in this endeavour will be, at least in part, a function of the liveability, 
accessibility, and attractiveness created by careful physical planning and good urban 
design.Ó (Jacobson & Forsyth, 2008, p. 82).  

These three aspects of ÔliveabilityÕ, ÔaccessibilityÕ and ÔattractivenessÕ are also relevant to 

this research. The conceptual framework offers a structure with which to examine the 

empirical evidence of the case studies through appropriate visual methodologies (Rose, 
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2007). Issues of attractiveness and liveability are addressed in this research through the 

observations made at the case studies, where place characteristics are compared between 

different built environment examples within and across the case studies. 

 A further piece of work concerning T.O.D. is ÔTerritorial opportunities of tram-

based systems: a comparative analysis between Nottingham (UK) and Valenciennes (FRA)Õ 

(Richer & Hasiak, 2014). Whilst this piece of work informs the conceptualisation of transit-

supportive urban design criteria applicable to recycled railway corridors through the 

discussion of Ôintroverted and extroverted stationsÕ (Richer & Hasiak, 2014), there is a 

shared empirical territory (NET P1 and CS 1.12 Hucknall) with this research. 

Methodologically, there are also similarities between the ways both of these pieces of 

research pursue knowledge in the field of urban design at recycled railway lines: qualitative 

assessments of aesthetics of place through observation and photography. 

 Richer and Hasiak (2014) make reference to territories of inquiry in their paper that 

are considered in this research as at the neighbourhood scale of the transit system. They 

argue that there is confusion between the train stop and the tram stop at (CS 1.12) Hucknall, 

with neither a public building nor a designed public space signifying the presence of nor 

difference between the transport nodes. This is a question of legibility; this research draws 

upon the work of Lynch in order to examine urban design at both the regional and 

neighbourhood scales. The levels of connectivity between Hucknall node and its respective 

town centre are also investigated by Richer and Hasiak (2014). This research also examines 

issues such as street pattern, walkability and permeability with regard to connectivity 

between transit nodes and their respective towns. Richer and Hasiak (2014) note the 

URBED master plan for Hucknall which calls for an increase in connectivity between the 

node and town centre. However, this master plan has not been implemented at the time of 

both this work and this research, leading Richer and Hasiak (2014) to describe the urban 

design of this place as being tentative. Hucknall (CS 1.12) receives a high level of attention 

in this research also, as the built environment at this node shows distinct characteristics. 

 The accumulation of these factors has led to Hucknall being presented as an 

ÔintrovertedÕ node (Richer & Hasiak, 2014), one that has Ôlittle impression upon its direct 

and associated environsÕ, satisfactory in terms of mandatory engineering standards yet not 

taken full advantage of place-based opportunities that mass transit can afford an area. The 

counter-point to the ÔintrovertedÕ Hucknall given by Richer and Hasiak (2014), is that of an 

ÔextrovertedÕ urban design at Denain on the Valenciennes network in northern France. 

Whilst this researchÕs case studies are all in the UK, it is interesting that Richer and Hasiak 

(2014) have compared the NET P1 recycled railway corridor to a similar instance in France. 

They also make regional scale observations; Richer and Hasiak (2014) note that in the 

French example the landscape and the transport infrastructure show consideration and 
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integration. It is particularly interesting for this study as Richer and Hasiak (2014) state that 

the Valenciennes network utilises an old railway corridor Ð a recycled railway line. A further 

comparison is that the new configuration in France does not stick rigidly to the previous 

route and extends further into the main shopping area of Denain, necessitating the 

integration between the transport infrastructure and the pedestrian environment. 

 Richer and Hasiak (2014) characterise Valenciennes as, in contrast to Hucknall, an 

ÔextrovertedÕ node. They state that the opportunity of renovating the streets was taken, using 

the mass transit route as Òan urban planning toolÓ (Richer & Hasiak, 2014, p. 230) through 

the renovation of the public spaces adjacent to the route. This reconfiguration, it is argued, 

was a stimulus for a transport interchange that signifies its use through design, as opposed 

to Hucknall where the transport node lacks urban design signification. Denain is explicit 

about its purpose through architectural and urban design such as large glazed structures for 

shelter over platforms situated in renovated public spaces (Richer & Hasiak, 2014).  

 These contrasted cases are used as examples of Ôintroverted/extrovertedÕ urban 

designs at nodes within ÔTerritorial opportunities of tram-based systems: a comparative 

analysis between Nottingham (UK) and Valenciennes (FRA)Õ. This research examines, in a 

not dissimilar manner, the three stated case study recycled railway lines at the regional and 

neighbourhood scales in order to generate knowledge pertaining to the importance of urban 

design to the UKÕs recycled railway corridorsÕ built environments. 

 This section has taken the transit-supportive urban design paradigm of T.O.D., 

discussed the themes within in terms of the conceptual framework, and overlaid finer-grain 

urban design criteria. The following chapter carries out a similar exercise regarding S.C.R. 

by examining complementary theories that share an empirical context with this research. 

2.3 The ÔSocial City RegionÕ & Recycled Railway Corridors 

 Breheny and Rookwood (1993) established the concept of a ÔSocial City RegionÕ 

(S.C.R.) in the Town and Country Planning AssociationÕs (TPCA) ÔPlanning for a 

Sustainable EnvironmentÕ (Blowers, 1993) and in this collection of works Ôsustainable 

developmentÕ is set out as being possible through an integration between disciplines and the 

adoption of a long-termist approach. Whilst at the time of writing the concept of 

sustainability is well established (Banister, 2002; Hall & Ward, 1998), the notions present 

in Breheny and RookwoodÕs (1993) chapter is still relevant to an examination of urban 

design at recycled railway corridors. Social impacts and environmental contexts relating to 

Ôtransport and urban formÕ were considered as part of the S.C.R. recommendations, which 

are salient to this research into the urban design of recycled railway corridors.  
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This research focuses on Breheny and RookwoodÕs (1993) chapter ÔPlanning the 

Sustainable City RegionÕ, where their ÔS.C.R.Õ concept is explained. This chapter sets out a 

series of recommendations for how to achieve such an ÔS.C.R.Õ and a series of checklists to 

monitor the progress of future developments in terms of sustainability are laid out. This 

literature review synthesises aspects of S.C.R. with certain traits of critical regionalism, 

T.O.D. and normative urban design criteria. This is done in order to establish a framework 

with which to examine urban design at recycled railway corridors The fact that S.C.R. is 

explained in a publication by the TCPA and that the terminology of ÔSocial CityÕ is used, 

points to a conceptual heritage leading back to the Garden City Movement. Indeed, the 

twelfth chapter of ÔGarden Cities of To-morrowÕ (Howard, 2nd edition 1902 (reprint 2010) 

is entitled ÔSocial CitiesÕ, and the values championed in that original text have transcended 

its historical context into the present day. The phrase ÔSocial CityÕ encapsulated HowardÕs 

(2nd edition 1902 (reprint 2010) impetus for an increase in the living standards of his 

contemporaries: 

ÒThe problem with which now we have to deal, shortly stated, is this: How to make our 
Garden City experiment the stepping stone to a higher and better form of industrial life 
generally throughout the country.Ó (Howard, 2nd edition 1902 (reprint 2010), p. 91).  

At the time of writing of ÔPlanning the Sustainable City RegionÕ, a contemporary key 

question was how to achieve a resilient way of living, which remains relevant today; a 

settlement configuration that retains the positive aspects of contemporary existence whilst 

eradicating the wasteful attributes. These two conjoined objectives correspond to the 

principles of critical regionalism, T.O.D. and the S.C.R.. This research into urban design at 

recycled railway corridors is informed by a combination of qualities from within these 

theories in its pursuit of an answer to the question: Why is urban design important in the 

case of the UKÕs recycled railway corridorsÕ built environments? 

This review of the ÔS.C.R.Õ shows that certain aspects are consistent throughout this 

approach for Ôsustainable growth in the sub-regionsÕ (Breheny & Rookwood, 1993): 

¥! Ôreductions in pollution and wasteÕ 
¥! Ôefficiency in use of materialsÕ 
¥! Ôless harmful transport systems and greater proximity between livingÕ; and 
¥! Ôworking and service areasÕ.  

These aspects have been extrapolated, some indirectly and some directly, to the 

consideration of urban design at recycled railway corridors. Pollution can be reduced and 

efficiency of materials achieved through denser residential development in relation to transit 

nodes (Calthorpe & Fulton, 2001) and this land-use model would also mean more efficient 

transport systems (Banister, 2002). Using these aspects highlighted above, Breheny and 

Rookwood (1993) discuss conditions which would achieve a ÔS.C.R.Õ under the categories 

Ônatural resourcesÕ, Ôland use and transportÕ, ÔenergyÕ and Ôpollution and wasteÕ (1993). 
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The most applicable of these categories to this research is Ôland use and transportÕ although, 

as with the aspects listed above, these categories overlap when considered in terms of urban 

design and recycled railway corridors. Within the category Ôland use and transportÕ, the five 

conditions noted below are compared against the potential urban design implications.  

SOCIAL CITY REGION CATEGORIES UNDER ÔLAND USE AND TRANSPORTÕ 

SOCIAL CITY REGION CATEGORIES IMPLICATION FOR URBAN DESIGN AT  
RECYCLED RAILWAY CORRIDORS 

a reduction in distance for the daily 
 workplace commute 

A mix of residential and commercial land use in proximity 
to recycled railway corridor transit nodes 

a greater use of public transport 
A prioritisation and integration of transit  

infrastructure into the built environment 

a balancing of public transport loadings  
(with a view to reducing fuel consumption) 

Consideration for walkability at transit nodes  
in order to support public transit choice 

an increase in self-sufficiency regarding food/goods/services Opportunities to sell local produce in relation  
to recycled railway corridor 

a concentration of development that is  
served by public transport 

T.O.D. model urban design at recycled  
railway corridor nodes 

Table 2.5: S.C.R. Land Use & Transport Categories and RRCs 

Source: (Breheny & Rookwood, 1993) 

These S.C.R. categories relate to the research questions for this thesis. ÔA greater use of 

public transportÕ relates to the question ÔHow does the urban design differ across a variety 

of transport modes used in recycled railway corridors?Õ, as the increase in use of public 

transport means an increase in need for transit-supportive urban design. The research 

question ÔHow can urban design contribute to place qualities in the context of recycled 

railway corridors, at the neighbourhood scale?Õ relates to the third and fifth S.C.R. 

category, as walkability and T.O.D. design principles apply to the nodes of recycled railway 

corridors.  

 The remaining categories Ôa reduction in distance for the daily workplace commuteÕ 

and Ôan increase in self-sufficiency regarding food/goods/servicesÕ apply to spaces along-

the-line of recycled railway corridors and hence apply to the research question ÔHow can 

urban design contribute to place qualities in the context of recycled railway corridors, at 

the regional scale?Õ. This prompts examination of the urban design of recycled railway 

corridors across their respective case study regions. The other aspects, Ônatural resourcesÕ 

and Ôenergy and pollution and wasteÕ do have urban design implications, but bearing in mind 

the scope of this work, they are not used in this research, concentrating instead on the aspects 

which correspond to the greatest degree with the cases of urban design at recycled railway 

corridors. 
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  The S.C.R. itself is illustrated by the diagram shown below, which makes a number 

of recommendations overlaid across a partial segment of an archetypal core-periphery 

settlement pattern. This diagram shows both road and public transport networks converging 

at the city centre core.  

 

Figure 2.2: Breheny & RookwoodÕs Social City Region (1993) 

This diagram, from ÔPlanning the Sustainable City RegionÕ, shows a spatial configuration of a number of Ôarea typesÕ ��
in relation to each other and a theoretical public transit system. Source: (Breheny & Rookwood, 1993) 

These aspects and their recommendations inform this research in the following ways: the 

research question ÔHow can urban design contribute to place qualities in the context of 

recycled railway corridors, at the regional scale?Õ is influenced by six of the 

recommendations in the diagram above. The notion of increasing public transport patronage 

and balancing those loadings can be related to recycled railway corridors and, by definition, 

of their contribution to a public transport system through the reintroduction of the previously 

dormant network. The grade separation of the recycled railway corridor can mean that 

potentially this public transport system will be more attractive due to its unencumbered 

alignment, which can also potentially increase reliability and frequency. Inherent potential 

exists in a recycled railway corridor to develop clusters of new developments along these 

previously disused alignments. As well as strategic built environment growth, this act of 

clustering can mean protection for natural ecosystems (Ôcommunity forestsÕ, Ôincreased 

biomassÕ, more Ôbiodiversity and wildlife habitatsÕ). This clustering of developments can 
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also alleviate pressure on the inner city, which could afford a further opportunity for 

ÔgreeningÕ and ÔdecongestingÕ these areas. 

 The research question ÔHow can urban design contribute to place qualities in the 

context of recycled railway corridors, at the neighbourhood scale?Õ shares issues taken from 

the four following aspects of the S.C.R.. An increase in intensity of development at public 

transit nodes is squarely aligned with the principles of T.O.D. and is an aspect where the 

nature of urban design implications at recycled railway corridors can be observed at the case 

study nodes. Further, the concept of mixed-use developments absorbing growth are again in 

line with T.O.D. and will have observable ramifications at recycled railway corridors. It will 

also be possible to observe whether or not the built environments at the nodes of recycled 

railway corridors are car-based or public transit supportive.  

There are also two aspects of the S.C.R. which pertain to the research question 

ÔHow does the urban design differ across a variety of transport modes used in recycled 

railway corridors?Õ. The S.C.R. calls for more dedicated public transit routes and the act of 

recycling a railway corridor will provide this, and by utilising such disused alignment the 

contemporaneous configuration will be, at least in the main, a dedicated public transit 

corridor grade-separated from the main road network. The S.C.R. calls for this to be light 

rail or bus-only; however, this research also examines instances where the recycled railway 

corridors utilise a heavy rail alignment. An increase in cycling is also cited in the S.C.R., 

which although not quantified as part of this research, urban designs which facilitate this 

and their relationship to the recycled railway corridor case studies will be observed. The 

work of Fleming (2012) and his adaptation of T.O.D., ÔBicycle Oriented DevelopmentÕ, will 

be used to inform this examination of the built environments of recycled railway corridors. 

Walking routes and pedestrian areas are cited as being important in the S.C.R. diagram 

below, which coincides with the impetus of walkability as discussed earlier with regard to 

T.O.D.. The urban design aspects at recycled railway lines will be examined in this research 

with regard to walkability at the nodes of recycled railway corridors. 

As discussed above, the S.C.R. theory is formative in the conceptualisation of this 

research, which has the overall research question ÔWhy is urban design important in the case 

of the UKÕs recycled railway corridorsÕ built environments?Õ. The cross-referencing 

between sustainable principles set out in the S.C.R. and T.O.D. enable a framework for 

assessing the urban design of the case study recycled railway corridors. Hall and Ward 

(1998) note the similarities between the ÔS.C.R.Õ and CalthorpeÕs (1993) ÔTransit Oriented 

DevelopmentÕ (T.O.D.), discussed above both in terms of date of publication and overall 

approach: 
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ÒHis concept, which he calls ÔTransit Oriented DevelopmentÕ (T.O.D.), bears an 
astonishing physical resemblance to the ideas of Breheny and Rookwood, developed 
independently and published in the same year.Ó(Hall & Ward, 1998, p. 146). 

Both ideas are regional scale paradigms, which espouse development along transit corridors, 

in reference to the tradition of Howard (Howard, 2nd edition 1902 (reprint 2010). There are 

however, key differences between T.O.D. and S.C.R. and it is within these fissures that the 

conceptualisation of this urban design prioritised research operates. The contexts of the two 

ideas are different; T.O.D. is rooted in American culture with the S.C.R. being of a British 

perspective. T.O.D. is initiated by architects Peter Calthorpe and Sim Van der Ryn (1986) 

whereas S.C.R. is from a planning perspective. As stated previously, both perspectives are 

highly relevant to research into urban design at recycled railway corridors. However, and 

crucially for the conceptualisation of this research, the S.C.R. is broken into six 

ÔcomponentsÕ or Ôarea typesÕ which are based on OPCS classifications of urban areas 

contemporary to the publication of that book chapter. This, from the perspective of this 

research, is a key differentiation between T.O.D. and S.C.R.. This means a disaggregation 

of principles within S.C.R. theory forming a set of distinct yet regionally-dependant 

settlement contexts. This is in contrast to T.O.D. which has a series of components which 

apply in principle across all node contexts, although Calthorpe acknowledges that each 

development be unique (Calthorpe & Fulton, 2001).  

This research takes these Ôarea typesÕ as formative node context typologies and 

extrapolates planning aspirations into queries of how potential urban design characteristics 

are manifest, in order to examine nodes and corridors of recycled railway corridors. This 

conceptualisation of the S.C.R. operates in parallel with the conceptual framework by 

paying close attention to areas other than the dominant core of cities, in a similar way to 

how critical regionalism sees a dominant centre with subordinated satellites as an 

undesirable configuration. These area types are: ÔCity-CentreÕ, ÔCity-InnerÕ, ÔCity-SuburbÕ, 

ÔSmall Town & New CommunityÕ, ÔMixed Urban-RuralÕ and ÔRemote RuralÕ. These are 

taken to form the basis of node context typologies and the specific urban design criteria used 

to examine each context is explained in more detail in sub-chapter 2.6. This disaggregation 

is in line with critical regionalismÕs principles of place-specificity and this research 

synthesises these traits. It takes aspects of T.O.D. and contextualises their urban design 

implications specifically at recycled railway corridor nodes which relate directly to context 

typologies derived from the S.C.R. Ôarea typesÕ. This application of urban considerations 

towards areas not central to cities is conceived by Soja in Postmetropolis where the term 

synekism30, or the linking of urban-ness to positions beyond the primary city space, is 

                                                        
S_!=-D+!0(3&*!$%(*!/&.()($(-)!-.!$%&!$&'1![=8)&E(*1Q9!e=8)&E(*1!(*!/('&,$28!/&'(3&/!.'-1!"#$%&'&"(%"@!2($&'+228!
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sponsored just as Breheny and Rookwood (1993) establish planning principles (with urban 

connotations) for segments beyond the city core. 

ÒThis regionality enlarges the scale of city space right from the start, and points to the 
need to see even the earliest cities as regional agglomerations. Keeping in mind the 
regionality of city space is not easy, for we tend to see the city as a formally bounded 
area distinct from its surrounding Ònon-cityÓ or Òsub-urbanÓ or ÒruralÓ hinterland 
and countryside. It is only in this inner area that we conventionally attribute the 
distinctive qualities of urban-ness or the experiences of urbanism as a way of life.Ó 
(Soja, 2000, p. 16) 

Each of these area types are, as can be seen when they are discussed in more detail further 

in this chapter, focused upon public transit nodes. Whilst the S.C.R. makes no mention of 

the utilisation of disused railway alignments, the concepts inherent to this theory can be used 

in this examination of recycled railway corridors. These aspects of such regional 

agglomerations, as part of the complex configuration of the S.C.R., have urban design 

implications at the two key scales featured in this research: the regional and the 

neighbourhood. There are theories that build upon the work of Breheny and Rookwood 

(1993), which apply and develop its principles, in a continuation of Howard, into 

propositions based upon real world conditions.  

Elaborating on the ÔS.C.R.Õ is Hall and WardÕs concept of ÔSustainable Social Cities 

of TomorrowÕ (SSCT). Three key examples of this idea are given, which are all regional 

organisations of clusters of development, with clear reference and genealogy to HowardÕs 

original Garden City ideas. These SSCTs exhibit a series of relatively denser conurbations 

separated by green belts along public transit corridors. Two of these three SSCTs utilise 

what Hall and Ward term Ôreopened railway linesÕ; in the terms of this research, recycled 

railway corridors. In one such example, the ÔCity of AngliaÕ, the reopened railway line is a 

case study within this research (CS02). Although the CGB and the City of Anglia do not 

map precisely over one another, the larger of CS02Õs two sections does correspond very 

closely with one of the two reopened railway lines of the City of Anglia, with the key 

difference being that the real world case is of a lesser extent. There are however, ÔclustersÕ 

on the City of Anglia diagram which do correspond to nodes within CS02, albeit under 

different titles. 

An SSCT (Hall & Ward, 1998) is a proposal participated in by the TCPA (Hall & 

Ward, 1998) where urban compaction is pursued but not to the detriment of the quality of 

urban life, predicated upon a combination of regional and sub-regional strategies with the 

reuse of urban sites as a priority. Whilst this research does consider closely brownfield 

development, it also considers the corridors of disused railways, which often link these 

brownfield sites (Calthorpe & Fulton, 2001) as a priority. The SSCT advocates a portfolio 

approach where top-down and bottom-up perspectives meet in order to achieve strategies 

which transcend urban/greenbelt boundaries. This portfolio approach relates closely to the 
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area types of the S.C.R., where differing solutions are applied at different area type contexts, 

but in line with consistent underlying principles, which are in turn supported by public 

transit linkages. 

Hall and Ward (1998) set out the principles of a SSCT using what they term twelve 

Ôbuilding blocksÕ. These are listed in the table below which includes how these building 

blocks relate to the theories which comprise this literature review and which of the research 

questions these building blocks are most relevant to. 

HALL & WARDÕS BUILDING BLOCKS OF THEIR ÔSUSTAINABLE SOCIAL CITIES OF TOMORROWÕ 

BUILDING BLOCK 
1 Develop Urban Nodes 

T.O.D. emphasises development at the node of mass transit 
networks; this building block relates to the research  

question pertaining to the neighbourhood scale. 

BUILDING BLOCK 
2 

Selective Urban Densification 

The advancing of brownfield opportunities is an important 
aspect of T.O.D., This building block relates to the research 
question which examines recycled railway corridors at the 

regional scale. 

BUILDING BLOCK 
3 

No Town Cramming 
This building block relates to the overall research question and 

the notion of quality of place inherent to the conceptual 
framework. 

BUILDING BLOCK 
4 

Strategic Provision for Greenfield 
Development 

This relates to the research question situated at the regional 
scale and relates to the S.C.R. principle of creating more 

compact mixed-use developments to accommodate growth. 

BUILDING BLOCK 
5 

Distance 
This building block relates to the research question which 

considers RRCs at the regional scale and as distance between 
settlements implies legible (Lynch, 1960) districts. 

BUILDING BLOCK 
6 Top-Quality Linkages 

This building block relates to the S.C.R. in its promotion of 
dedicated public transit routes and cycle paths, which also 

reinforces the purpose of the research question which 
investigates differing public transit nodes along recycled railway 

corridors. 

BUILDING BLOCK 
7 Clustered Development 

This building block relates to the research question that is 
concerned with the design of recycled railway corridors at the 

regional scale. 

BUILDING BLOCK 
8 

Town Expansions and New Towns 

This building block relates to the small towns and new 
communities Area type of the S.C.R., which in turn relates to 

the research question pertaining to urban design at the 
regional scale along recycled railway corridors. 

BUILDING BLOCK 
9 Density Pyramids 

The question of density and quality of place is crucial to the 
overall research question. 

BUILDING BLOCK 
10 

Variation according to Geography 

This building block can be equated to the primacy afforded 
topography within the conceptual framework of this research 

which can be applied at the regional scale examination, 
focused upon the urban design of a recycled railway corridor 

BUILDING BLOCK 
11 Areas of Tranquillity 

Ecological features and repairing the strips are features 
included in S.C.R. and T.O.D. theory. These will be examined 

at the regional scale in this research. 

BUILDING BLOCK 
12 

Stimulate Remote Rural Areas The S.C.R. has area types pertaining to the stimulation of 
Ôremote rural areasÕ Ômixed urban ruralÕ and Ôremote ruralÕ. 

Table 2.6: Hall & WardÕs 12 Building Blocks of their ÔSustainable Social Cities of TomorrowÕ and RRCs 

Source: (Hall & Ward, 1998, pp. 182-187) 
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 The research question ÔHow can urban design contribute to place qualities in the 

context of recycled railway corridors, at the regional scale?Õ draws influence from Building 

Blocks 2, 5, 6, 7, 8, 10, and 11. Issues such as densification, segregation and coalescence, 

the linking and clustering of development nodes and ecological and geographical responses 

will be examined in the case studies and these building blocks of the SSCT are influential 

in this process. The research question ÔHow can urban design contribute to place qualities 

in the context of recycled railway corridors, at the neighbourhood scale?Õ also draws 

significance from Building Blocks 1, 4 and 12. Here, developing nodes both in urban and 

peri-urban contexts are relevant to the examination of recycled railway corridors as well as 

being recurrent themes throughout the literature review. Building Block 6 which refers to 

top-quality linkages corresponds to the research question ÔHow does the urban design differ 

across a variety of transport modes used in recycled railway corridors?Õ. Here, as with the 

S.C.R., a prioritisation is given to high-quality public transport that can be achieved through 

segregated alignments such as, although not limited to, recycled railway corridors. Building 

Block 3 relates to the qualities of place extolled in the conceptual framework of this 

research; the avoidance of town cramming being very much an urban design issue because 

increased densities, according to urban design theory, can increase concomitantly with place 

qualities. 

Within ÔSociable Cities: The 21st Century Reinvention of the Garden CityÕ, Hall 

and Ward (1998) propose one such SSCT, the City of Anglia. This shares a partial empirical 

context with CS02 of this research. Positioned across circa 90 kilometres from Peterborough 

to the north, Cambridge to the east and what Hall terms HowardÕs ÔSocial CityÕ of Welwyn 

Garden City, Stevenage and Letchworth to the south. This SSCT is in a predominantly Y-

shaped configuration with crossing between the main arms proposed along Ônew (reopened) 

transit routesÕ. Within this concept, there are twelve instances of Ôurban 

regeneration/selective expansionÕ and eighteen instances of diagrammatic Ônew 

communitiesÕ. These new communities are clustered together reflecting Building Blocks 4, 

6, 7, 8 and 12, as seen below. 
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Figure 2.3: Hall & WardÕs ÔCity of AngliaÕ 

Source: (Hall & Ward, 1998, p. 200) 

 Although this diagram omits key pieces of railway infrastructure31, it shows how a 

recycled railway corridor can be conceived in conjunction with existing transport networks. 

Further, the recycled railway corridor holds opportunities for new Ôtransit townÕ (Dittmar & 

Ohland, 2004) communities, the regeneration of existing settlements and sustainable urban 

extensions.  

The excerpt below shows an enlarged version of the diagram focusing upon the 

shared territory of enquiry. The northern Ôreopened transit routeÕ between Cambridge and 

Huntingdon is today the northern section of the Cambridge Guided Busway (CS02). As 

described in Chapter Five this guided busway terminates at St Ives (CS 2.15), situated on 

the diagram below between Godmanchester and ÔLightermeadowÕ. 
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Figure 2.4: Excerpt from Hall & WardÕs ÔCity of AngliaÕ 

Source: (Hall & Ward, 1998, p. 200) 

Further, there is a proposed new town, Northstowe (CS 2.11), situated in a similar position 

to ÔLingtonÕ. The southern arm of the CGB is much shorter than the southern Ôreopened 

transit routeÕ as seen on the diagram below. Trumpington P&R (CS 2.01) is the south 

westerly terminus of the CGB, which on the diagram below would be situated just beyond 

the bottom left corner of the Cambridge Ôurban regenerationÕ zone, illustrated as a square 

box.  

 The key of the City of Anglia diagram shows four aspects of SSCT that are crucial 

to this research: ÔRegional MetroÕ, ÔNew (reopened) Transit RoutesÕ, ÔUrban 

Regeneration/Selective ExpansionÕ and ÔNew CommunitiesÕ (Hall & Ward, 1998). The 

interconnectedness of these four elements are set out by Hall and Ward as significant 

components of SSCT. This research seeks real world examples of regeneration, expansion 

and new communities at RRCs in order to examine the finer-grain urban designs. This has 

been done with a view to establishing the extent to which these spaces and places have taken 

advantage, through transit-supportive urban design principles, of the opportunities inherent 

to recycled railway corridors. 
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2.4 The ÔHuman Scale, ÔWalkableÕ Places and Recycled 
Railway Corridors 

Two core urban design concepts in the field of this research that permeate the 

discussed theories of public transit based urban design strategies, are Ôthe human scaleÕ and 

Ôwalkable placesÕ: 

ÒIt is about communities more diverse and integrated in use and population; more 
walkable and human-scaled; communities which openly acknowledge and formalize the 
decentralization at work in our timesÓ. (Calthorpe, 1993, p. 9) 

These two urban design conceptualisations of space are applicable to both the key scales of 

this research, and in each of the contexts examined. These crucial urban design concepts 

will be discussed in turn in this literature review, in relation to the conceptual framework, 

the broader transit-focused theories and wider urban design theories. 

 T.O.D. (1993) design theory calls for the environs adjacent to, and associated with 

nodes along the public transit networks to be conceived and realised at the human scale 

(Calthorpe, 1993; Jacobson & Forsyth, 2008). The practical notion of ÔusabilityÕ and the 

more subjective notion of ÔinterestÕ augment CalthorpeÕs (1993) intentions for place and he 

goes on to talk about human scale in conjunction with these points: ÒThis ethos provides a 

specific aesthetic of place Ð scaled to the human body, timed to a stride, patterned to 

ceremony, and bonded to nature.Ó (Calthorpe, 1993, p.11). There is a clear synergy here 

between the work of noted urbanist Jan Gehl (2010) and this design imperative for T.O.D.s. 

The combination of GehlÕs reflections on Ô100m urban unitÕ and the consideration for Ôeye 

level prioritised designÕ (Gehl & Svarre, 2013) are significant finer-scale points relevant to 

that which Calthorpe idealises as an urban form for a T.O.D. Ôtimed to the stride and scaled 

to a human bodyÕ (Calthorpe, 1993). 

 Jacobson and ForsythÕs (2008) 12 principles of good urban design at T.O.D.s 

(chapter 2.2) are specific in prioritising this significant stratum of urban design: Ôthe human 

scaleÕ. The fifth of Jacobson and ForsythÕs (2008) ÔPrinciples of Good Urban Design at 

Transit Oriented DevelopmentÕ is to Ôdesign at a human scaleÕ (Jacobson & Forsyth, 2008). 

Jacobson and ForsythÕs (2008) elaborate upon this and define what they consider to be 

human scale design at transit nodes: ÒDesign so that the areas that people inhabitÑ such as 

sidewalks, plazas, and transit stationsÑ are scaled to be usable and interesting to people 

moving at walking speed.Ó (Jacobson & Forsyth, 2008, p. 77). Similarly to Calthorpe, this 

statement has a clear corollary with the work of Gehl. For example, the idea consideration 

for eye-level interest at walking speed is central to GehlÕs studies into the components of 

human scale design (Gehl & Svarre, 2013). 
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 Jacobson and Forsyth (2008) add a further layer of detail to their considerations of 

human scale urban design by highlighting specific characteristics to be provided in good 

T.O.D. environments. This prompts the manner in which this examination of built 

environments at transit nodes is carried out: ÒProvide human-scale details such as 

architectural features on buildings, street furniture, and plantings.Ó (Jacobson & Forsyth, 

2008, p. 77). The observations in this study are not limited to these features; however, it is 

agreed that these are crucial aspects of the built environment. This human scale of use, 

interest, aesthetic, scale, timing and pattern is examined at recycled railway corridors 

through comparative cross-case analysis. 

 Jan GehlÕs studies of the way in which public spaces are used by their inhabitants 

are seminal works within the field of urban design. First published in the 1970s, ÔLife 

Between Buildings: Using Public SpaceÕ (Gehl, 2011) is a response in contradiction to 

functionalist modernist architecture and planning paradigms. In a similar vein to critical 

regionalism (Tzonis & Lefaivre, 1996) and T.O.D. (Calthorpe, 1993) it looks to previous 

city forms with a view to understanding and reinvesting the best qualities back into 

contemporary built environments. Whilst influential in the practice and theory of urban 

design since its initial publication, the principles inherent in this publication are arguably 

still pertinent. More recently published, ÔCities for PeopleÕ (Gehl, 2010) is a continuum of 

the work of Gehl. This volume culminates in a set of recommendations which prioritise the 

notion that human senses (Zardini, 2005) are a crucial aspect of design execution in regards 

to place specificity. Further, that the combination of these aspects is intrinsically linked to 

the scale of environments, which can support and facilitate a lively, safe, sustainable and 

healthy life. Synthesising these normative urban design criteria with the morphological 

imperatives of T.O.D., it is argued that this literature review provides a theoretical 

foundation with which to analyse urban design at recycled railway corridors. The common 

ground is the imperative to provide a space in which the prioritisation is in favour of people 

and Ôhuman locomotionÕ (Marshall & Lorimer, 2013).  

ÒIf we are to encourage pedestrian and cycle traffic and realise the dream of lively, 
safe, sustainable and healthy cities, we must begin with a thorough knowledge of the 
human scale. Understanding the scale of the human body is important if we are to work 
purposefully and appropriately with it as well as address the interplay between the 
small slow scale and the other scales also in operation.Ó(Gehl, 2010, p. 56) 

These notions of healthy and sustainable cities are used to examine the recycled railway 

corridor case studies where two key categories of human scale are used, derived from the 

work of Jan Gehl: Ôthe building sizeÕ and the notion of Ôrespect for the human scaleÕ (Gehl, 

2010). 

  Gehl (2010) makes a subtle observation crucial to this research regarding the 

relationship between the size of buildings and the process of their procurement. Bearing in 
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mind the cyclical, morphological process of recycling railway lines it is crucial to recognise 

that at the same time as the majority of the railway closures in the United Kingdom, a change 

in the development of urban form (Soderstrom, 2008) was taking place. In a similar vein to 

critical regionalism (Frampton, 1992), Jan GehlÕs theories are a reaction to modernist 

principles of planning, which were becoming widely manifest in the United Kingdom circa 

the 1960s. This paradigm was also contemporaneous to the Beeching ReportÕs (British 

Railways Board, 1963a) preparation , with its recommendations for widespread closures 

being executed up until the early 1970s. 

ÒWhereas in the past cities were built by adding new buildings along public spaces, 
today new urban areas are often collections of random, spectacular stand-alone 
buildings between parking lots and large roads.Ó(Gehl, 2010, p. 56) 

Therefore, in this period, not only the way in which cities evolved was changing, but also 

the way in which movement around and between environments was evolving too. The 

conceptual framework of this research, which uses critical regionalism, can be seen as a 

reaction to this shift in paradigm towards the proliferation of such larger scale, Ôstand-aloneÕ 

buildings. This predilection is built on a rejection of image-based architecture and a 

scepticism with regard to placeless, homogenised, market-led developments. 

ÒIn the same period, architectural ideas have shifted their focus from elaborately 
detailed buildings erected in an urban context to spectacular individual works, often 
with a laboured design idiom, built to be seen in a flash at great distance. The visions 
and thinking are large, just like the scale.Ó(Gehl, 2010, p. 56) 

A recycled railway corridor has in essence a reconsideration and reconfiguration of previous 

conditions. It is argued in this research that this principle of reconsideration and 

reconfiguration, the palimpsest, also be applied to the urban design territories along recycled 

railway corridors. 

 Jan GehlÕs (2010; 2013) studies show that the size and scale of a building is 

imperative to place qualities and that the finer-grain configuration of larger buildings in 

relation to other urban design criteria is crucial. The image below shows Jan GehlÕs (Gehl, 

2010, p. 40) study into the building height and the ability to recognise faces on the street 

level. This is a key factor in determining whether a place has been designed to the human 

scale (Gehl, 2010) or not. Designing to the human scale does not preclude the use of 

structures above five storeys. However, if this condition is to be the case then GehlÕs study 

denotes that the negative effects of not being able to recognise faces at the street level from 

this threshold and above be mitigated by such urban design elements as active frontages at 

street level: 
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Figure 2.5: GehlÕs Human Scale and Building Height 

This image by Jan Gehl shows the link between the height of buildings and personal interaction based upon the ability of 
the human eye to distinguish facial features. This sets three key thresholds: the first is a ground-level where interaction is 

easiest, the second is around a third storey of the building where facial recognition becomes harder although still possible, 
and the third threshold is above the fifth storey of the building where recognition becomes difficult.  

Source: (Gehl, 2010, p. 20) 

This is of significance to this research into the urban design at recycled railway corridors 

because both normative urban design literature and market forces prefer a high density 

adjacent to a transit node, although for differing reasons32. The most likely solution to a need 

for high-density development is a taller building. This work by Gehl demonstrates that 

careful consideration of the height and integration at street level of tall buildings is key to 

producing a human scale design in the context of where the pressure to go above three 

storeys exists; in this context the assumption is that this pressure exists adjacent to the transit 

node of a recycled railway corridor. A large amount of research attention has been paid to 

land use and mass transit (Journal of Transport and Land Use). The principles of human 

scale urban design are where the implications of these strategic level land-use decisions turn 

into real spaces, and real places where events happen involving real people. This is why 

these ideas of the human scale have been absorbed into this research, in order to complement 

the pre-existing transport and land-use research. 
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 A crucial facet of human scale urban design is the relationship between the speed 

of movement of the individual and their appreciation of space. It is no coincidence that the 

popularisation of the automobile occurs at the same time as a decrease in both mass transit 

and human scale urban design. Gehl explains, what Calthorpe would call an Ôaesthetic of 

place Ð scaled to the human body, timed to a strideÕ (Calthorpe, 1993), through the speed in 

which people walk through places and how this is intrinsically linked to the appreciation 

and comprehension of those places: 

ÒAt speeds greater than walking or running, our chances of seeing and understanding 
what we see are greatly diminished. In all cities where traffic was based on walking 
pace, space and buildings were designed as a matter of course on a 5 km/h (3 mph) 
scale. Pedestrians donÕt take up much space and can easily manoeuvre in a narrow 
setting.Ó(Gehl, 2010, p. 43) 

This idea applies, in Lynchian terms, to ÔpathsÕ, ÔnodesÕ and districts, or in this research 

context to streets and public squares associated with public transit. Gehl argues this is 

derived from a shared human commonality, in the example of the public square, a shared 

maximum distance with which humans can observe each other in some detail: 

ÒThe social field of vision at approximately 100m (110 yards) is also reflected in the 
size of most squares and plazas in all cities. 100m (110 yard) distances enables 
onlookers to stand on one corner and get a general view of what is going on in the 
square.Ó(Gehl, 2010, p. 38) 

The examinations carried out at-the-node of recycled railway corridors are informed by this 

notion of whether or not spaces relate to the 100m organic ideal of a public space. 

 Gehl calls for a respect for the human scale (2010). This call is reflected in the 

conceptual framework, where critical regionalism argues for a built environment that 

represents its inhabitants as cultural, political and economic agents. It is argued here that if 

this is the case then the built environments will show respect for human scale, and if not the 

case, then the built environments will resemble inhabitants being treated as part of a 

numerical, aggregated, homogenised whole. This research will seek to collect evidence for 

comparative analysis in order to ascertain whether or not Ôrespect for the human scaleÕ has 

occurred in the urban design strategies at recycled railway corridors. Together, transit 

oriented development (Calthorpe, 1993; Dunphy et al., 2004) and bicycle oriented 

development (Fleming, 2012) called for walkable and cycle-able neighbourhoods. This is 

paralleled by Gehl in the broader context of urban design, not just that related to transport 

nodes: 

ÒThe challenge is that the principles of good human scale must be a natural part of the 
urban fabric in order to invite people to walk and cycle. For many reasons, in future 
we will have to build many large complexes and buildings with large dimensions and 
many stories. But neglecting the human scale is never an option.Ó(Gehl, 2010, p. 59) 
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If human scale urban design principles are apparent at the recycled railway corridors that 

form the case studies in this research, then this will be apparent through observation. 

Evidence of these urban design traits will be gathered and recorded with photography. This 

evidence will also demonstrate where these principles are absent. Irrespective of result, a 

contribution to the body of knowledge in regard to urban design at recycled railway 

corridors will be made either by highlighting opportunities, or documenting opportunities 

which have been taken advantage of. 

 The second of the two core urban design concepts in the field of transit-supportive 

urban design considered here is the constitution of a ÔwalkableÕ place. In ÔThe Regional 

CityÕ Calthorpe and Fulton (2001) make the distinction between engineering matters and an 

urban design-led approach, lamenting the traits of spaces that perform to technical criteria 

yet donÕt engage their inhabitants: 

 ÒToo often we plan and engineer rather than design. Engineering tends to optimise 
isolated elements without regard for the larger system, whereas planning tends to be 
ambiguous, leaving the critical details of place making to chance.Ó (Calthorpe & 
Fulton, 2001, p. 43) 

This research examines recycled railway corridors in order to ascertain if place-making and 

genius loci (Frampton, 1992) has been given such a chance, although as evidenced 

previously in this literature review, it is debatable whether or not planning is a discipline 

divorced from place-making. Walkability, along with other urban design characteristics 

examined in this research at recycled railway corridors, is emphasised as one such key aspect 

of place-making: 

ÒThe engineering mentality often reduces complex, multifaceted problems to one 
measurable dimensional. For example, traffic engineers optimise road size for auto 
capacity without considering the trade-off of neighbourhood scale, walkability, or 
beauty. Civil engineers efficiently channelize our streams without considering 
recreational, ecological, or aesthetic values. Commercial developers optimise the 
delivery of goods without balancing the social need of neighbourhoods for local identity 
and meeting places. Again and again we sacrifice the synergy of the whole for the 
efficiency of the parts.Ó (Calthorpe & Fulton, 2001, p. 43) 

Walkability, therefore, is a key design mechanism with which to consider Ôthe wholeÕ; the 

experienced environment relating to transit corridors and nodes. Further, the importance of 

the ecology and regional identity (Frampton, 1992) have been emphasised in the conceptual 

framework of this research. However, it is at the human scale, the moment at which people 

engage with spaces where walkability is paramount. 

 The argument for a pedestrian-aligned environment is rooted beyond places that 

can be pleasurable, although from the perspective of this research this attribute is at a high 

priority. Banister (2002) sets out the frightening health and environmental ramifications of 

transport choice: 
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ÒTransport is a major user of energy, with all forms of transport consuming some 34% 
of total energy consumption in Britain. Transport is a major contributor to 
environmental pollution and is one sector where most of the trends are in the wrong 
direction, with increases in emissions of greenhouse gases (some 26% of carbon 
dioxide), contribution to acid rain (54% of nitrogen oxides and small amounts of 
sulphur dioxide) and other gases which have effects on morbidity, fertility and mental 
development (57% of lead, some 74% of carbon monoxide, and 28% of particulate 
matter Ð PM10).Ó (Banister, David. 2002, page 1) 

Journey length is closely linked to mode of travel (Banister, 2002) with shorter journeys 

being more likely to be made using non fossil fuel dependant means; Ôhuman locomotionÕ 

(Marshall & Lorimer, 2013). The logic supporting T.O.D. and walkable environments is 

that the more reasons to travel, situated in proximity to homes and connected by streets 

resembling walkable urban designs, the less likely cars are to be used for that journey. 

Further, if these stimuli are positioned at or around public transit nodes, then if automated 

travel is used, that trip is more likely to be taken via a more social, less polluting mode such 

as a train, a tram or a bus. A causal relationship between T.O.D., urban design configurations 

and transit patronage has not been proven. The reasons behind transit mode choice (Mann 

& Abraham, 2006) are highly sophisticated and go beyond the configuration of the built 

environment: 

ÒThe typical definition of T.O.D. is purely descriptive: a mix of uses, at various 
densities, within a half-mile radius around each transit stop. Though the dimensions of 
T.O.D. are well documented as the distances people are most likely to walk for a 
commute trip, there is little clear evidence that a prescribed set of uses or densities will 
deliver sufficient riders to support functioning transit systems.Ó (Dittmar and Ohland, 
2004).21 

However, the notion of transit-supportive urban designs is not dependent upon one metric 

of increasing transit system patronage nor does its success hinge upon a reduction in car 

journeys, despite both aspects being desirable. Walkability has social dimensions beyond 

those criteria subservient to transport markets: the weight of opportunity for personal 

interaction (Barton, Grant, & Guise, 2003; Read, 2005) and pleasant environments 

(Frampton, 1992) should not be underestimated. Despite this, opponents of T.O.D. 

(Calthorpe, 1993) suggest that transit-supportive urban designs reduce freedoms through the 

curtailment of automobile use. Dittmar, however, argues otherwise; 

 ÒGiven our addiction to cheap, easy travel, our immediate reaction to the concept of 
travelling less is to see this as a restriction rather than a benefit. However, for example, 
reducing the distance and time between the workplace and the home offers the 
possibility of improving our work/life balance, as well as improving our health and 
fitness and the social cohesion of our currently fragmented communities once they are 
transformed from sterile dormitories into animated neighbourhoods that are accessible 
by walking and cycling. (Dittmar, 2008). Transport & neighbourhoods 7 

Central to the concept of the animation of neighbourhoods, as discussed above, is that of 

walkable streets. Dittmar equates walkable places with an increase in potential life balance. 

This can be enhanced by a place with which inhabitants engage with their surroundings; the 
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legible city (Lynch, 1960). Further, in terms of more detailed walkability considerations it 

is possible for public realms to contribute and support such Ôsocial cohesionÕ through places 

designed to support interaction between people; convivial (Barton et al., 2003) public 

realms, the sort of chance meetings that do not occur in traffic (Read, 2005) but serve to 

fuse as opposed to fragment communities. A related notion of a ÔconspicuousÕ (Barton et 

al., 2003) public realm is also a crucial component of walkability. Landmarks, as 

emphasised by Lynch (1960), be they grand gestures or pieces of site-specific design details 

adorning a building (Frampton, 1992) contribute to a sense of place. Given the potential of 

transit spaces to be legible landmarks in the built environment landscape, this research 

examines real world case studies through this theoretical lens in order to compare regionally 

bespoke urban design responses, both with each other and against generic design responses. 

 Further to BanisterÕs assertion that journey length is crucial to the choice of journey 

mode, one must consider connectivity (Barton et al., 2003) as a crucial aspect to walkability. 

Amenities within a pedshed measurement give a coarse scale indication if an area is transit 

supportive; however, it is a finer-grain analysis of the public realm which indicates if a 

walkable townscape (Cullen, 1971) is in existence. 

ÒThe 400m criterion needs to be applied with care. It is the distance people on average 
actually walk; if routes are indirect, the straight-line distance may be much less. Access 
is also influenced by gradients (especially for older people) and psychological barriers 
such as subways or intimidation by road traffic. Conversely, most people are prepared 
to walk further for high-quality metro or tram services.Ó (Barton, Grant, Guise, 
2003)124 

This image below, from DitmarÕs Transport and Neighbourhoods (2008) illustrates this 

point. Whilst this diagram illustrates a bus route only, it does indicate how directness of 

connection can differ (Marshall, 2005) between compartmentalised configurations and grid-

based systems.  

 

Fig 2.6: Contrasting Models of Street / Plot Pattern 

Source: Transport and Neighbourhoods (Dittmar, 2008, p. 20) 



2. Recycled Railway Corridors & Urban Design Theory 

)$ "
!

The quotation above also mentions two aspects which influence walkability in the built 

environment; gradient and psychological barriers. Crucial to a place-specific response is 

how the spaces have been configured in relation to the areaÕs specific topology (Frampton, 

1992) and therefore consideration on how gradients have been negotiated at recycled 

railway corridors is a part of this research. Main roads and parking implications (Breheny 

& Rookwood, 1993; Hall & Ward, 1998) are also considered in this research. The above 

diagram reflects a street pattern (Marshall, 2005) which has an inherent choice of route and 

is direct, meaning half the criteria for a convenient urban design would be met (Barton et 

al., 2003). Detailed empirical urban design investigation is required in order to examine 

places in terms of amount of physical obstructions and the nature of crossing vehiclesÕ paths 

(Barton et al., 2003), the further components of convenient walkable public realms. 

 In summary, walkability and human scale public realms are considered the 

ÔfoundationÕ to transit-supportive urban design and as such, these issues will be considered 

in the comparative analysis of the case studies comprising this research into recycled railway 

corridors. 

ÒAlthough each system depends on the others, walkable environments are the 
foundation, and convenient trunk lines are the catalyst. It is important to build every 
link in the transit chain, yet light rail or its equivalent and walkable destinations are 
often the critical missing elements in this hierarchy of service.Ó(Calthorpe & Fulton, 
2001, p. 216) 

Human scale walkable urban designs are crucial to both of the research questions and frame 

the examination of urban designÕs contribution to place qualities in the context of recycled 

railway corridors across the regional and at the neighbourhood scale. A further key 

conceptualisation of the built environment which integrates human scale considerations and 

the idea of walking/moving through spaces is Gordon CullenÕs ideas regarding ÔTownscapeÕ 

(1971). Townscape is concerned with the inter-relationship of physical elements in the built 

environment (Larice & Macdonald, 2007) and it is asserted by Cullen that people have a 

kinaesthetic relationship with their environs. In this research context, Townscape has clear 

relevance to the urban designs of recycled railway corridors. Concepts such as ÔuniquenessÕ 

and Ôspecificity of placeÕ are manifest through differences between situations that show 

contrast. Spatial ideas such as Ôthis and thatÕ, Ôhere and thereÕ, whilst being perceived as an 

urban whole can, according to Cullen (1971), contribute to such a specificity of place. This 

correlates to the conceptual framework, based upon critical regionalism. Cullen (1971) 

argued that spaces are experienced sequentially and that variety in these spaces increases 

interest. This manifests itself in both theory and practical ideas that have influenced urban 

design praxis since its publication (Larice & Macdonald, 2007). The idea that the way 

people perceive the built environment and the way in which its constituent parts are 

connected is crucial to townscape theory:  
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ÒThe conceptual underpinning of the method involved the idea of two interlinked 
chains: an integrated chain of human activity, and a spatial chain of physical 
elements.Ó (Larice & Macdonald, 2007, p. 167) 

The idea that people have wide-ranging needs from the built environments, that can 

therefore only be satisfied through such a complexity, is crucial to this examination of 

recycled railway corridors. There are, therefore, parallels here between a ÔtownscapeÕ 

(Cullen, 1971) and a complex T.O.D. place, where a mix of building use, variety of building 

type and accommodation for many types of human and vehicular transport are preferred.  

 Gordon CullenÕs townscape (1971), as a philosophy of urban design, argues the 

case for factors such as ÔinterestÕ and ÔcomplexityÕ in public spaces in order for them to 

become more engaging and interesting for their inhabitants. Transit-supportive urban design 

theory is preoccupied with the immediacy of the built environment to its human occupants 

(Calthorpe, 1993). The territory of this research is no exception with the overall premise of 

this examination being focused upon the collection of urban design evidence collected at 

recycled railway corridors. The quotation below regarding strategies for achieving good 

places highlights three key criteria. These are accepted as components within this enquiry: 

human movement through spaces (Gehl, 2010), the accommodation of vehicles (Jacobson 

& Forsyth, 2008), and journey-based choice (Mann & Abraham, 2006): 

ÒThe key to a successful strategy is reclaiming streets for people: walking, cycling, 
idling, playing, sitting, drinking, talking, selling. Traffic has to be sufficiently tamed so 
as to pose little threat in terms of accidents, noise, fumes or space domination.É. 
Neighbourhood movement planning should open up choices for all groups Ð old and 
young, rich and poor Ð so that people have attractive options for how to get to friends, 
facilities and places.Ó(Barton et al., 2003, p. 117) 

The consideration given to Ôneighbourhood movement planningÕ, similar to the notion of 

Ôhuman locomotionÕ (Marshall & Lorimer, 2013) is of theoretical use to this research into 

the urban design of recycled railway corridors. It is argued therefore that Townscape criteria 

is pertinent to the method of gathering and analysing data within this research. This 

sequential, narrative logic (3.7) inherent in townscape theory is predicated upon a 

necessarily subjective synthesis of human scale and walkable urban design theories that in 

these analyses of the urban design of RRCs are valuable. 

 As discussed above, if an urban design is to be transit-supportive then responses to 

these issues must be present. Therefore, in order to answer the overall research question 

ÔWhy is urban design important in the case of the UKÕs recycled railway corridorsÕ built 

environments?Õ, observations are required at the case studies in order to carry out the 

comparative analysis. The final two sections of this literature review explain in more detail 

how the concepts and theories discussed above have been used in the analysis of the case 

study data collected in this research. 
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 The previous four sub-chapters have discussed theories relevant to the overall 

research question ÔWhy is urban design important in the case of the UKÕs recycled railway 

corridorsÕ built environments?Õ The following two sub-chapters relate specifically to the 

two detailed research questions that relate to particular scales. The research question ÔHow 

can urban design contribute to place qualities in the context of recycled railway corridors, 

at the regional scale?Õ will focus upon the empirical territory along-the-line of RRCs. The 

research question ÔHow can urban design contribute to place qualities in the context of 

recycled railway corridors, at the neighbourhood scale?Õ will focus upon the empirical 

territory at-the-node of RRCs. 

2.5 The Regional Scale: Along-the-Line 

The following nine categories are derived from the above literature review and form the 

structure for the consideration of and examination of RRCs at the regional scale. 

¥! Ecological Features Along-the-Line of Recycled Railway Corridors 
¥! Strategic Growth and Recycled Railway Corridors 
¥! Urban Morphology and Recycled Railway Corridors 
¥! Recycled Railway Corridors and Broader Transport Networks 
¥! Interruptions to Disused / Recycled Railway Corridors 
¥! Land Use & Recycled Railway Corridors 
¥! Cycle Paths and Recycled Railway Corridors 
¥! Topography Along-the-Line of Recycled Railway Corridors 
¥! Pre-existing Engineering Infrastructure and Recycled Railway Corridors 

Each of these themes are addressed in this sub-chapter and are discussed in terms of finer-

grain urban design theories in order to form the basis of the comparative analyses made in 

this research regarding transit-supportive urban design at RRCs. 

Ecological Features Along-the-Line of Recycled Railway Corridors 

Sustainability is a key driving force behind the theories pertinent to this research and 

commensurate with this, ecologically important features are a key theme running throughout 

this literature review. T.O.D. considers the region as an ecologically contained system 

(Calthorpe & Fulton, 2001), which is a notion that has parallels with LucarelliÕs (1995) 

summary of Lewis MumfordÕs ecological region. The complexity of such a regional 

paradigm is reflected upon by Fishman (2001) in the foreword of ÔRegional City: Planning 

for the End of SprawlÕ (Calthorpe & Fulton, 2001). This statement encompasses ideas of a 

temporal perspective in line with the tenets of critical regionalism; a referencing and reuse 

excluding nostalgia. This is echoed by Luccarelli (1995) in ÔLewis Mumford and the 

Ecological Region: The Politics of PlanningÕ where, in direct reference to CalthorpeÕs 

(1993) T.O.D., where he states that:  
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ÒThe revival of interest in regional land use planning indicates the continuation of 
MumfordÕs legacy: the importance of reorienting place as a means of social and 
environmental reform.Ó (Luccarelli, 1995, p. 220).  

This revival is of particular relevance to this examination of place at recycled railway 

corridors; have reorientations of place manifest in the case studies and if so has urban design 

been supportive of this? The parallels between T.O.D. and S.C.R. have been drawn earlier 

in this chapter and ecological features are an area where comparisons exist. The table below 

summarises Breheny and RookwoodÕs (1993) attitude towards ecological features as part of 

the S.C.R. both at the regional scale and at the area type classified as rural node. 

BROAD REGIONAL CONTEXT 

Protect natural ecosystems, biodiversity, wildlife 

More tree planting on watersheds, field boundaries, urban areas 

Community forests to increase biomass 

RURAL NODE TYPOLOGY 

Develop more mixed forest and wildlife habitats 

Avoid monocultures and enhance biological diversity 

Develop wind farms in all suitable locations 

Design leisure and tourism facilities to protect local eco-systems and promote environmental awareness 

Compact organic waste and stop nitrate runoff from artificial fertilisers 

Protect watersheds and purity of water supplies 

Table 2.7: Summary of Literature Regarding ÔEcological FeaturesÕ  

Source: (Breheny & Rookwood, 1993) 

One aspect of the above, salient to the research territory along-the-line of recycled railway 

corridors, is ÔAvoid monocultures and enhance biological diversityÕ (Breheny & Rookwood, 

1993). The recycling of a railway corridor often occurs in abandoned areas that have been 

overtaken by nature in an ad hoc manner. These areas can have significant amounts of 

biodiversity, which, if these corridors are brought back into public transit service this 

biodiversity is potentially lost. Calthorpe speaks of recycling brownfield sites (Calthorpe & 

Fulton, 2001) and this research considers disused railway corridors and the recycling thereof 

as an act of re-purposing linear brownfield sites with negative consequence of loss of 

biodiversity and potential natural habitats. Considering the importance of sustainability, this 

research will examine whether or not the case studies have identifiable mitigating strategies 

to this loss of biodiversity. One such strategy could be the consideration of the design of the 

transit corridor. The two images below of Rotterdam and den Haag illustrate both an urban 

and suburban example where the transit corridor has been ÔgreenedÕ, meaning a place for 

biodiversity exists (for example within the trees or the ground covering of the corridor) in 

conjunction with the public transit system. 
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Fig 2.7: Examples of Ôcorridor greeningÕ. Source: (AuthorÕs own, 2014) 

A further aspect of the S.C.R. (Breheny & Rookwood, 1993), as seen in the table above is 

ÔDesign, leisure and tourism facilities to protect local eco-systems and promote 

environmental awarenessÕ (Breheny & Rookwood, 1993). This research will examine if and 

where country parks exist along-the-line of recycled railway corridors and what urban 

design responses exist in relation to these riparian (Calthorpe, 1993) land-use types. Soja 

(2000) refers to wilderness spaces as part of a regional city: 

 ÒCity space, however, involves a much larger and more complex configuration, a 
specific geography that, by its very definition, tends to be dynamic and expansive in its 
territorial domain. It will always contain inhabited or, for that matter, uninhabited 
wilderness areas that do not look urban in any conventional way, but nonetheless are 
urbanised, part of the regional city space and thereby deeply affected by urbanism as a 
way of life and by the synekism that inheres to dwelling together in a shared space.Ó 
(Soja, 2000, p. 16) 

Calthorpe (1993) posits riparian strips as a crucial aspect of his conception of the regional 

city. A recycled railway corridor is interesting in terms of whether it is an ÔinhabitedÕ or an 

Ôuninhabited wildernessÕ (Soja, 2000) once the corridor has been, to an extent, given back 

to nature as seen in the images above. The recycled railway corridors under examination in 

this research traverse a variety of Ôterritorial domainsÕ (Soja, 2000) and area types. In this 

process, urban design evidence of ecological repair will be discussed and include 

consideration of such aspects as Ônature reservesÕ, ÔfarmsÕ, Ôwind farmÕ (Breheny & 

Rookwood, 1993), and how such elements relate to a regional topography (Frampton, 1992). 

The conceptual framework introduces the concept of dwelling into the discussion regarding 

recycled railway corridors and how urban design features facilitate the relationship between 

urbanised environments and ecological features. 

 Questions of authenticity, appropriateness and place quality (Relph, 1976) are 

relevant when considering the relationship between ecological features and recycled railway 

corridors. Further, the precise relationship between these two spatial elements is important; 

for example, do the nodes along-the-line of recycled railway corridors respond in a bespoke 

design manner to the ecological features present or is the urban design of a more generic 

nature? Has the physical relationship between an ecological feature and the recycled railway 

corridor node been considered in terms of connectivity (Barton et al., 2003) and legibility 

(Lynch, 1960) in order to promote a mutually reinforcing relationship? Also, given that 
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country parks as ecological features are touristic facilities, what are the accessibility 

arrangements in relation to the recycled railway corridor and to what extent has car parking 

been emphasised (Jacobson & Forsyth, 2008) within this relationship. 

 The S.C.R. (Breheny & Rookwood, 1993) also specifies the presence of agriculture 

between public transit nodes. This research will examine the urban design configurations 

and implications of this land-use type along-the-line of recycled railway corridors. It is 

assumed that agriculture would exist in a greenbelt configuration around a settlement; 

however, this research will examine whether this is the case in relation to recycled railway 

corridors. Given that a recycled railway corridor can act as a legible (Lynch, 1960) path and 

edge (often in the way of a barrier as opposed to a seam), this research will examine whether 

or not the recycled railway corridor runs along the edge of a settlement. This means that a 

node in this situation would have a substantial amount of its pedshed not configured in line 

with transit-supportive principles (Calthorpe & Fulton, 2001; Dittmar, 2008; Dittmar & 

Ohland, 2004; Dunphy et al., 2004) but instead exhibit traits of a 180¡ station (Jacobson & 

Forsyth, 2008). This research will also examine instances where agriculture exists between 

the nodes and how the urban design response relates to the regional topography. Community 

forests, again an aspect of Breheny and RookwoodÕs (1993) S.C.R., will also be examined 

in this research through an urban design lens in relation to the recycled railway corridor. 

This raises issues of connectivity and permeability between forests and communities and 

how the transit modeÕs urban design implications mean differing spatial configurations. 

Strategic Growth & Recycled Railway Corridors 

 A core tenet of T.O.D. is that at a regional scale the ÔOrganisation of Growth should 

be compact and transit-supportiveÕ (Calthorpe, 1993) and this concept is a stimuli for this 

research. Firstly, the idea of a transit-supportive built environment is key and this literature 

review discusses a range of urban design criteria that in combination can contribute to 

Ôtransit supportivenessÕ. Secondly, the point that will be discussed here is that of 

organisation. Issues of scale and type of growth patterns are crucial (Breheny & Rookwood, 

1993; Hall & Ward, 1998) in combination with finer-scale urban design to taking transit-

supportive advantage of the opportunities afforded by the recycling of RRCs. This research 

will examine regional level planning diagrams in order to ascertain what role, if any, the 

RRCs play in such an Ôorganisation of growthÕ. 

 The regional planning contexts of the three case studies highlight Ôgrowth areasÕ 

(Department for Communities and Local Government, 2009) associated with recycled 

railway corridors in a similar way to Hall and WardÕs (1998) development ÔclustersÕ along 

Ôreopened railway linesÕ, as indicated earlier in the diagram for the ÔCity of AngliaÕ. Also, 

the impetus for Ôagriculture between nodesÕ as set out in Breheny and RookwoodÕs S.C.R. 
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(1993) is reflected in the prevention of coalescence between settlements as seen in the 

respective regional plans (Department for Communities and Local Government, 2009). 

These regional planning diagrams also highlight housing growth targets and indicative 

positions. This research will examine how these relate to the territories of the recycled 

railway corridors and what urban design implications these strategic decisions might have 

for the urban design of the RRCs; for example, higher density residential development near 

transit nodes (Breheny & Rookwood, 1993; Calthorpe & Fulton, 2001). 

 An important aspect of regionally important strategic growth is the introduction of 

new communities which is reflected in the public transit supportive theories (Breheny & 

Rookwood, 1993; Calthorpe & Fulton, 2001; Dittmar & Ohland, 2004; Hall & Ward, 1998). 

The number of new communities within the three case studies will be tallied and categorised 

into Ônew townsÕ, Ôurban regenerationÕ and Ôurban extensionsÕ. The spread across the three 

cases will also be noted in order to see if the cases undertook a similar strategic approach to 

the utilisation of the RRCs in terms of strategic growth. Further, the term ÔcommunityÕ, in 

relation to urban design characteristics will be examined in this research, i.e. what place 

qualities support the idea of community beyond the land-use type of new residential 

settlement. Density and proximity to the transit node (Calthorpe, 1993) are considered in 

conjunction with parking emphasis (Jacobson & Forsyth, 2008) and walkability criteria 

(Barton et al., 2003). The idea of dwelling in (Pallasmaa, 2005; Zumthor, 2006), as opposed 

to merely inhabiting residential buildings in proximity to a RRC is also considered in this 

section of the analyses. Other key aspects of walkability are the proximity, connectedness 

(Barton et al., 2003) and street pattern (Marshall, 2005) of residential areas to the RRC and 

these aspects are used as an indicator of both strategic and place-quality intent. 

Urban Morphology & Recycled Railway Corridors 

 The morphology of urban areas surrounding RRCs is considered in this research 

and one key aspect of this is ÔimageabilityÕ (Lynch, 1960). Lynch (1960), below, describes 

a Ôrailroad cutÕ as an example of what he terms an ÔedgeÕ. By this definition, an edge is a 

linear element that forms a boundary between areas of development. This piece of research 

looks at recycled railway corridors specifically and collects urban design evidence in order 

to examine in what ways Lynchian edges influence the urban morphology along such 

corridors. 

ÒÉedges are the linear elements not used or considered as paths by the observer. They 
are the boundaries between two phases, linear breaks in continuity: shores, railroad 
cuts, edges of development, walls. É Such edges may be barriers, more or less 
penetrable, which close one region off from another; although they may be seams, lines 
along which two regions are related and join together.Ó (Lynch, 1960, p. 47). 
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The term Ôlinear breaks in continuityÕ could be used to describe either a dormant or active 

railway corridor and this concept will be examined in this research. Further, this examination 

of the RRC case studies will compare where edges are acting as barriers and where they are 

acting as seams. In doing so, the relative urban design implications in transit-supportive 

terms such as 180¡ stations (Jacobson & Forsyth, 2008) and permeability and connectivity 

(Barton et al., 2003) will be discussed. The differences between the modes adopted in the 

RRC will also be discussed in terms of how their alignments act as edges and what knock-

on implications this has for transit-supportive urban design criteria such as walkability 

(Calthorpe, 1993). 

Recycled Railway Corridors & Broader Transport Networks 

 The Ôcreation of dedicated public transport routesÕ (Breheny & Rookwood, 1993; 

Calthorpe & Fulton, 2001; Hall & Ward, 1998) is a common theme within the theories 

extolling public transit-supportive urban forms. The phenomena of recycled railway 

corridors would not exist without large-scale closures of sections of what was a previously 

far more expansive rail network. This network was conceived over a period or 

approximately fifty years33 in a market-led piecemeal fashion. The background to the 

morphological implications of these railwaysÕ inception, evolution and closure are 

important to this researchÕs examination of contemporary recycled railway corridors. There 

are circa 10,000 miles of disused railway in the United Kingdom (Association of Train 

Operating Companies, 2009) meaning that as well as the case studies in this research, there 

are potentially further contexts where the urban design considerations of recycled railway 

corridors may be of use. The image below is taken from the ÔBeeching ReportÕ (British 

Railways Board, 1963a, 1963b) and illustrates where circa 6,000 of the aforementioned 

10,000 miles of closed railway alignment originate. 
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Fig 2.8: Extent of Network Closures  

Source: (British Railways Board, 1963b) 

 When railways are considered in urban design terms such as Lynchian 

paths/edges/districts (Ford, 1999; Lynch, 1960) in combination with land-use categories 

such as disused marshalling yards/depots/stations, then the resultant fallow nature of 

significant quantities of this land-use type are important. These types of spaces can 

potentially influence certain areas and their associated urban fabrics for extended periods. 

Permanent way transport provision can be removed in various different ways:  

¥! The service to a particular station can be reduced.  
¥! The service to a particular station can be cancelled with the retention of the line upon 

which that station sat.  
¥! The service to a particular line can be reduced or cancelled.  

 Even if the cancellation of service along-the-line occurs it does not necessarily 

mean that the line is closed completely as freight services can still operate along the 

alignments (British Railways Board, 1963a), albeit at probably a far reduced frequency. 

There is also the full closure of a line. These factors, however, do not necessarily mean an 

alteration in the urban morphology as in many instances the track bed can remain and the 
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area of land taken up by the disused railway corridor continues to act as a barrier (Lynch, 

1960) between separate areas. This means that even though traffic ceases on a particular 

railway corridor, alignments can still act as if there was a full service, at least in the urban 

design terms described above. This scenario is not ubiquitous; the removal of permanent 

way transport provision can be a factor in evolving urban morphologies. In the example of 

RRCs, when a railway route is completely closed, for example, the tracks can be taken up 

and the previous alignment built upon, severed or repurposed (for example turned into a 

road). Each of these instances can have an influence upon the potential type of transport 

mode adopted in any reiteration of a previous permanent way network. This implies two 

ways in which a recycled railway corridor could influence the urban morphology of the 

particular area: through land use and transit mode choice. Further, the mode of the RRC can 

influence the urban morphology, for example if a cycle route (Fleming, 2012) is 

incorporated into alignment then an increase in grade-separated transit network can be 

incorporated. The three case studies used in this research demonstrate a variety of examples 

in these terms. 

 Hall and Ward (1998), whilst discussing components necessary in achieving a 

ÔSustainable Social City of TomorrowÕ, highlight the importance of these transport networks 

that they term a ÔRegional MetroÕ. Whilst individually a recycled railway corridor cannot 

be conceived as a regional Metro, its importance within such a structure should not be 

understated and in turn, can be considered a key.  

Òit will prove another spectacular example of the Colin Clark rule: again, transport 
will make the city.Ó (Hall & Ward, 1998, p. 162). 

An important aspect of a regional Metro for this research is the transit mode adopted, as this 

has a range of urban design implications across the master planning to the detailed design 

scales. This is important to the research question ÔHow does the urban design differ across 

a variety of transport modes used in recycled railway corridors?Õ. This can be interlinked 

to the positioning and configuration of any new communities (Calthorpe, 1993; Hall & 

Ward, 1998) and the integration with cycling and walking (Marshall & Lorimer, 2013). The 

identity of places can also be likened to the public transit mode (Sudjic, 1992) and given the 

importance afforded place quality within this research (Frampton, 1992); these interlinked 

theories highlight the importance of interdisciplinary opportunities inherent to an RRC. 

 Main roads (Breheny & Rookwood, 1993) are seen on the conceptual diagram of 

the S.C.R. (Breheny & Rookwood, 1993) forming arterial routes focused towards city 

centres. These main roads are accompanied by the annotation ÒRoad pricing and parking 

charges to restrain private car useÓ (Breheny & Rookwood, 1993, p. 161). As part of the 

complex infrastructural system that is a contemporary transport network, it is impossible to 

separate main roads from the urban design issues of recycled railway corridors. However, 
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the consensus found within this researchÕs literature review is that the dominance of the 

automobile with detriment to other modes of transport is unsustainable (Banister, 2002; 

Calthorpe, 1993; Hall & Ward, 1998). Sections of the reviewed theories go further, 

advocating the position that there should be a reversal of this hierarchy of automobiles, first 

through a prioritisation of human locomotion (Marshall & Lorimer, 2013) over the primacy 

of the car, but also public mass transit (Calthorpe & Fulton, 2001; Marshall & Lorimer, 

2013). 

 As mentioned previously Jacobson and ForsythÕs twelfth principle of good urban 

design at a T.O.D. environment is ÒDonÕt forget (but donÕt overemphasize) car movement 

and car parkingÓ (Jacobson & Forsyth, 2008, p. 81) which prompts this research to examine 

the parking emphasis at nodes along-the-line of RRCs. This idea of balance is relative to 

node context, and complicated given the conflicts inherent between maximising parking 

provision and transit-supportive urban design theory (Calthorpe, 1993), which advocated 

dense, mixed-use plots connected by walkable streets in proximity to transit nodes. How 

automobile spaces, pedestrian spaces and public transit spaces are mediated in the case 

studies is crucial to the Ôgenius lociÕ (Frampton, 1992) of the RRC. 

Interruptions to Disused / Recycled Railway Corridors 

 Although PPG 13 (Department for Communities and Local Government, 2001) has 

been superseded, its influence over the case studies of this research makes it nonetheless 

relevant. It prohibited Ôunnecessary severanceÕ by protecting potential transport routes for 

future public transport choice. Whilst this clause (Department for Communities and Local 

Government, 2001) does not reference disused railway lines exclusively, this land use 

certainly falls within the stated category. The term Ôunnecessarily severedÕ also implies an 

opposite state Ð a situation where severance is necessary. This research speculates, using the 

case studies, what might constitute a ÔnecessaryÕ or ÔunnecessaryÕ severance in urban design 

terms and the consequences of such judgements for RRCs. Under the heading Ô4. Promoting 

sustainable transportÕ (Department for Communities and Local Government, 2012) clause 

41 of the National Planning Policy Framework (NPPF) continues this issue from PPG 13: 

ÒLocal planning authorities should identify and protect, where there is robust evidence, 
sites and routes which could be critical in developing infrastructure to widen transport 
choice.Ó (Department for Communities and Local Government, 2011, p. 11) 

Such a protection, for the purposes stated here of future transport choice, is relevant to this 

research. Urban design evidence can contribute to an evidence base regarding potential 

infrastructure, especially when the potential inherent in T.O.D. (Calthorpe, 1993) are 

acknowledged in relation to RRCs. 
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Land Use & Recycled Railway Corridors 

 A key land-use aspect to a recycled railway corridor is Ôurban regenerationÕ, which 

at a broad scale can have urban design implications in terms of acting as a Lynchian edge 

(Lynch, 1960), as either a barrier or a seam. At the finer-grain urban design where human 

scale (Gehl, 2010; Gehl & Svarre, 2013) implications impinge upon peopleÕs experience of 

place and public transit, such issues as active frontages, building materials and opportunities 

for vitality are key concepts which will be used in the analysis of the observations made in 

this research along-the-line of RRCs. The type of land-use directly adjacent to nodes along-

the-line of recycled railway corridors and its propensity to be transit-supportive or 

otherwise, is crucial not just to the immediate locale but to the coherence of the whole 

corridor (Calthorpe, 1993). It is anticipated that the case studies will highlight areas where 

urban regeneration has not occurred along-the-line of the recycled railway corridor and these 

fallow opportunities will be compared against contrasting examples where the use of pre-

existing railway architecture has been utilised for urban regeneration. These examples in 

turn will be examined through an urban design lens in terms of their contribution to such 

qualities as natural surveillance and security (Barton et al., 2003), the situation of 

complementary amenity (Breheny & Rookwood, 1993; Cervero, 2007), a mixed provision 

of services (Breheny & Rookwood, 1993; Calthorpe, 1993) and how these aspects relate to 

the emphasis afforded to car parking (Jacobson & Forsyth, 2008). 

 Selective urban expansion is differentiated from urban regeneration in this research 

because of its strategic nature. There is the inference that the physical position of such a 

land-use type as a selective urban extension is positioned to the extremis of an existing 

conurbation. In this research the strategic approach will be considered both at the regional 

level and at the detailed urban design scale where cross-referencing between these two 

perspectives will highlight any inclusion or absence of transit-supportive urban design 

thinking. The urban design qualities used to consider the case studies are similar to those 

criteria above used to consider Ôurban regenerationÕ. This process will examine places in 

terms of an emphasis on place qualities that prioritise all-day activity at the human scale 

(Gehl, 2010), along-the-line of a RRC. 

 Mixed-use development is a wide-ranging idea crucial to theories extolling transit-

supportive environments (Calthorpe & Fulton, 2001; Dittmar, 2008; Jacobson & Forsyth, 

2008). The study of mixed-used urban design is detailed and complex; in this research where 

the scope is so broad, a very coarse-grain definition of mixed use is adopted which utilises 

the previously mentioned principles of good urban design at T.O.D.s set out by Jacobson 

and Forsyth (2008). Their sixth principle, ÔProvide public spaces that accommodate a variety 

of uses and usersÕ, states: 
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ÒSuccessful transportation environments attract people moving through them. 
However, public spacesÑ places where people can stop, sit, and gatherÑ are often 
ignored in transportation projects, where the emphasis is on moving people around. É 
Good public spaces are ones where people like to stop and sit to read a newspaper, eat 
lunch, or meet friends.Ó(Jacobson & Forsyth, 2008, p. 77). 

The notion of dwelling (Pallasmaa, 2005; Zumthor, 2006) in a transit-supportive 

environment is central to mixed-use urban design in this context; providing a space for the 

sitting, stopping and gathering mentioned above (Walker, 2012). Such areas are 

characterised by Cullen (1971) as ÔprecinctsÕ which means an organisational feature 

separating such land uses as mass transit (including Cars, Lorries and Trains) from built-up 

pedestrian enclosures. It would, therefore, be expected to be able to identify such areas as 

part of the comparative analysis of this researchÕs case studies. This separation could 

conceivably allow for what Jacobson and Forsyth (2008) term Ôpublic living roomsÕ where 

street furniture is used to create ÔnooksÕ. This type of space can be used alongside public 

art, which could be considered in Lynchian landmark (1960) terms Òa visual clue that a 

place is special and a good place for gathering, either for a planned activity or just to pass 

the time.Ó (Jacobson & Forsyth, 2008, p. 77). A further and crucial aspect of Jacobson and 

ForsythÕs conceptualisation of mixed use at public transit nodes is that of flexibility. The 

provision of space through urban design for such activities as local markets and public 

festivals are seen as key and this provision is an aspect that will be identified in the case 

studies. 

 Industrial areas are important to this research concerning the urban design of 

recycled railway corridors. Given the temporal link between the development of the railways 

and industrialisation (Mathias, 1983), many working industrial areas were linked by rail. 

The demise of both heavy industry and the proliferation of the road freight carriers left the 

UK with a number of redundant ex-industrial sites, linked by redundant railway corridors. 

Industrial buildings, however, are difficult to reconcile with transit-supportive urban design. 

The scale of the buildings themselves mean that individual structures can be as big as 

Lynchian districts (1960) and further, the industrial parks within which they are often 

situated could plausibly be conceived as Ômega districtsÕ; areas that potentially, in the terms 

of this research, cut off sections of pedsheds from their transit-supportive urban designs and 

connectivity to public transit nodes. In addition, the environments of industrial estates are 

almost typically the antithesis of pedestrian-friendly environments. The diagram below  

(Barton et al., 2003) illustrates how the configuration of street and plot can significantly 

reduce the actual distance from a transit node as compared to the radial pedshed. This 

problem is exacerbated when industrial units are positioned on typical industrial estate street 

patterns. 
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Figure 2.9: Indicative Street and Plot Patterns Implicating Access Within Pedshed 

 Source: (Barton et al., 2003, p. 124) 

Not only are industrial areas problematic for pedestrian design, but when they are in close 

relationship with recycled railway corridors there are significant design issues to be 

overcome. Heavy rail for instance would pose significant risks at the crossing point between 

road-based heavy freight and trains, if the crossing were at grade in an industrial area. 

Further, with light rail that more than likely has overhead live wires, a conflict can occur 

between the heights of lorries serving the industrial units and the necessary power cables for 

the trams. In land-use terms however, industrial areas can be complementary to certain 

commercial building forms such as large offices although it is highly unlikely that a 

combination with these elements could form an overtly transit-supportive urban design. 

 The overall diagram of Breheny and RookwoodÕs (1993) S.C.R. has an annotation 

that states there should be ÔRestrictions on new car based developmentÕ (Breheny & 

Rookwood, 1993). Banister (2002) however, comments that since the time of writing of 

ÔPlanning the Sustainable City RegionÕ (Breheny & Rookwood, 1993) the refusal of 

planning permissions on the basis of inadequate access has become problematic; in doing 

so the social consideration of quality-of-life so important in the Social City Region is 

reiterated: 

 ÒParticularly over the last 20 years, it has become increasingly difficult for planning 
authorities to refuse planning permission on the basis that access is inadequate. Many 
authorities have attracted development through the promise of free parking on site that 
are often only accessible by car. There seems to be a basic inconsistency between a 
strategy for location decisions that encourage greater use of the car and longer 
journeys, and one that provides local accessibility and is compatible with the need to 
reduce the use of resource. Increasingly transport plays a central and crucial role in 
determining who gains access to what opportunities, and as such forms an important 
part of every personÕs quality of lifeÓ(Banister, 2002, p. 2)  

This is a crucial consideration in the examination of the urban design of recycled railway 

corridors. This study will reflect upon whether or not the case exists where the following 
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recommendation has been met: ÒRefuse permission for new car-based out-of-town retailing 

and business parksÓ (Breheny & Rookwood, 1993, p. 160), and in doing so examine how 

the urban design in such instances relates to the RRC. 

Cycle Paths & Recycled Railway Corridors 

In principle, RRCs offer the opportunity to accommodate a cycleway along-the-

line of the reconfigured alignment. If the relationship between a cycleway is closely 

designed with a rail/light rail/guided bus route, then a number of potential benefits can 

accrue in line with grade separation from the standard road network: 

¥! Quicker, more direct routes for cyclists to centres 
¥! Gradients more amenable to the bicycle 
¥! Safer journeys due to grade separation from cars 
¥! Healthier cycling due to increased distance between cyclist and car fumes 

In normative urban design theory the concept of dedicated cycle routes are a key feature of 

future sustainable development, with certain authors promoting cycling as a formulating 

element of sustainable morphologies (Calthorpe, 1993; Fleming, 2012). 

 Fleming (2012) coins the term Ôcycle spaceÕ in ÔCycle Space: Architecture and 

Urban Design in the Age of the BicycleÕ (Fleming, 2012); an interesting publication in the 

terms of this research, by an architectural theorist from New Zealand. An opportunity 

inherent in recycling railway corridors is the way in which the gradients of trains operate at 

levels generally comfortable to many cyclists. The following quotation describes the idea of 

a ÔBicycle Oriented DevelopmentÕ (Fleming, 2012), similar to CalthorpeÕs ÔTransit Oriented 

DevelopmentÕ (1993) but with the bicycle as the main catalyst for structuring a certain type 

of built environment as opposed to public transport. A salient point here is that the first area 

or zone to be suggested (Fleming, 2012) as an area of ÔBicycle Oriented DevelopmentÕ is 

that of a Ôrailway easementÕ. The notion occurs here that, to some degree, permeates almost 

all the literature reviewed in this research; the issue of how to deal with sustainable forms 

of transport in a post-industrialised urban condition (Banister, 2002). ÔHuman LocomotionÕ 

(Marshall & Lorimer, 2013) is a key movement that reviews town planning from a health 

and evolutionary development perspective. Town planning principles are important to this 

concept where the benefits of urban morphologies that prioritise walking and cycling as 

healthy behaviours are promoted. These forms of locomotion can be supported by certain 

urban morphologies and this research examines the case studies from an urban design 

perspective in order to glean knowledge into built configurations along-the-line of RRCs. 

These observations will be conscious of land-use patterns through to building material 

choices and the proportions of any cycle paths (cross-sectional width) apparent in the cases. 
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Topography Along-the-Line of Recycled Railway Corridors 

 Building Block 10 of Hall and WardÕs (1998) SSCT requires that ÔVariation 

According to GeographyÕ be a priority when considering the built form. As discussed 

previously, site-specific forms (Tzonis & Lefaivre, 1996) are a crucial aspect in critical 

regionalism when urban design is considered alongside place specificity (Relph, 1976). This 

notion can have considerable implications when considering the pedshed and its articulation 

in terms of transit-supportive urban design. Given the propensity of railway corridors to 

form their own landscapes which is counter to the principles of critical regionalism, this can 

then paradoxically necessitate an urban design suited to site. This nuanced site-specific 

response, which may or may not be a limitation in the terms of other transit-supportive urban 

design theory (Jacobson & Forsyth, 2008), can conceivably relate to and contradict both 

critical regionalism and transit-supportive urban design theory. It is noteworthy that it is not 

just buildings that can be greater than the human scale. 

 Man-made as well as natural topographies will be considered in this research. 

Whereas Fleming (2012) suggests that Ôhilly regions should be left to those who prefer to 

driveÕ, this research examines territories with topographies that are difficult to develop as 

result of mineral extraction. Both T.O.D. (1993) and the S.C.R. (Breheny & Rookwood, 

1993) call for Ôriparian stripsÕ and Ôecological featuresÕ and this research will survey the 

relationship between recycled railway corridors along historic railway alignments and 

associated disused mineral extraction sites which have been repurposed as restorative 

elements. 

Pre-existing Engineering Infrastructure & Recycled Railway Corridors 

The recycling of a railway corridor implies, at a minimum, the consideration of the 

reuse of pre-existing engineering infrastructure. This act of reuse can have a number of 

implications; economic, cultural and spatial. Artefacts of the built environment such as 

cuttings, bridges, viaducts, tunnels, level crossings, etc., all carry both a monetary value, 

and crucially from the perspective of this research, place-based meaning (Relph, 1976). This 

can potentially be of great consequence to the feasibility stage of a recycled railway corridor; 

the cost to renovate a viaduct, for example, can be considerably less than having to construct 

a new structure of similar purpose. Further, an existing structure can carry cultural 

significance (Calthorpe, 1993) through being a landmark (Lynch, 1960).  Perhaps most 

importantly to this research, an existing piece of infrastructure brought back to use can be a 

weighty urban design challenge, one which represents the act of ÔrecyclingÕ beyond being 

solely a transport intervention or a cultural intervention into the built environment. As well 

as carrying vital meaning within regions, pre-existing engineering infrastructure can also be 

of high value in pragmatic design terms. For example, bridges separate the (recycled) 
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permanent way alignment from roads and other thoroughfares meaning that both pedestrian 

permeability (Calthorpe, 1993) can be either maintained or increased and the benefits of 

grade separation for both road traffic and public transit can be achieved. 

 The table below summarises the node context typologies categories for analysis as 

derived from the above theories in relation to the land use aspects, urban morphology 

characteristics and urban design criteria used in Chapter Five to examine the case studies at 

the regional scale, along-the-lines of RRCs.   

ECOLOGICAL FEATURES ALONG-THE-LINE OF RECYCLED RAILWAY CORRIDORS 

Ecologically Important Features Country Parks Agriculture Between Nodes 

STRATEGIC GROWTH & RECYCLED RAILWAY CORRIDORS 

New Communities Balancing Development Along  
Transit Corridor 

URBAN MORPHOLOGY & RECYCLED RAILWAY CORRIDORS 

ÔLynchian EdgesÕ Permeability & Linear Transit Elements 

RECYCLED RAILWAY CORRIDORS & BROADER TRANSPORT NETWORKS 

Creation of 
Dedicated Public 
Transport Routes 

Regional Metros & 
Recycled Railway 

Corridors 

Non-Reinstated 
Disused Railway 

Corridors 

Main Roads & 
Recycled Railway 

Corridors 

Parking Emphasis  
at Nodes Along-the-

Line 

INTERRUPTIONS TO DISUSED  / RECYCLED RAILWAY CORRIDORS 

Unnecessary Severing of Disused  
Railway Lines Blockages Along-the-Line of Recycled railway corridors 

LAND USE & RECYCLED RAILWAY CORRIDORS 

Urban Regeneration 
& Selective Urban 

Expansion 

Mixed Use & 
Recycled Railway 

Corridors 

Industrial Areas & 
Recycled Railway 

Corridors 

Brownfield Sites & 
Recycled Railway 

Corridors 

Strategic Refusal of 
Certain Planning 

Permissions 

CYCLE PATHS & RECYCLED RAILWAY CORRIDORS 

Accommodation of a cycleway along-the-line of Recycled 
Railway Corridors ÔHuman LocomotionÕ & Recycled Railway Corridors 

TOPOGRAPHY ALONG-THE-LINE OF RECYCLED RAILWAY CORRIDORS 

Natural & Human Made Topographies Recycled railway corridors as  
ÔLynchian PathsÕ 

PRE-EXISTING ENGINEERING INFRASTRUCTURE & RECYCLED RAILWAY CORRIDORS 

Existing Railway Networks & Recycled Railway Corridors Rationalisation & Duplication at Recycled Railway 
Corridors 

Table 2.8: Summary of Theoretical Themes Pertaining to Territories Along-the-Line of RRCs  
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2.6 The Neighbourhood Scale; At-the-Node 

 This subchapter uses Breheny and RookwoodÕs six Ôarea typesÕ of an S.C.R. (1993) 

and uses them as node contexts in order to differentiate between alternative T.O.D.s in 

distinct contexts. This is in line with place specificity principles (Relph, 1976) laid out in 

the conceptual framework. Here finer-grain urban design theories are discussed in order to 

form the basis for the examinations made further in this research (Chapter Six) regarding 

transit-supportive urban design at the neighbourhood scale of an RRC pertaining to spaces 

at-the-nodes. 

ÔCity CentreÕ Node Context Typology 

 This research adopts the below Ôarea typeÕ from Breheny and RookwoodÕs S.C.R. 

(1993) as a ÔCity CentreÕ node context typology. Although critical regionalism (Frampton, 

1992) as in the conceptual framework is opposed to a model indicating a dominant centre 

with subordinate satellites, the S.C.R. acknowledges the City Centre as a component of a 

sustainable region, where a convergence of transport and commercial services occur in 

proximity. The diagram below shows a Major Transport Interchange at the confluence of a 

variety of transit modes: heavy rail, tube, bus and cycle. There are no tube networks within 

the case study territories of this research; however, if ÔtubeÕ is replaced with Ôlight railÕ, then 

the conceptualisation below holds relevance. This Major Transport Interchange is 

surrounded by High Density Commercial land uses. For the purposes of this research an 

important matter is highlighted: to what extent, in urban design terms, does the commercial 

land use ÔfeatherÕ into the transport interchange. 
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Figure 2.10: Breheny & RookwoodÕs ÔCity CentreÕ Area Type 

Source: (Breheny & Rookwood, 1993, p. 164) 

This research, at this node context typology, concentrates upon the urban design of the 

Major Transport Interchange. This land-use type is most likely to be at its most complex 

within the City Centre context; this research examines how the tensions between transit node 

design and human scale urban design manifest in the case study built environments. This 

utilises urban design theory concerning legibility and imageability (Lynch, 1960), the 

pedestrian negotiation of both natural and manufactured topographies (Frampton, 1992) and 

issues of authenticity of place (Ford, 1999; Relph, 1976) in the design of such daily-use 

ÔordinaryÕ places. 

 This research will consider Major Transport Interchanges at-the-nodes of recycled 

railway corridors in terms of Lynchian legible ÔdistrictsÕ. Ford (1999) in ÔLynch revisited: 

New urbanism and theories of good city formÕ, argues for a revisiting of imageability 

principles with the purpose of analysing ÔNew UrbanismÕ, which is a closely associated 

urban design theory to T.O.D.. Given the position of recycled railway corridors in historic 

centres (Calthorpe, 1993) where connections between modes often occur, it is prudent to 

examine Major Transport Interchanges in legibility terms. 
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 Lynch (1960) describes a district as a section of the city that can be Ôentered inside 

ofÕ and Ôas having some common identifying characterÕ. This research will examine where 

two or more modes connect at city centre contexts of recycled railway corridors in order to 

see if the above characteristics have occurred. Further, Lynch (1960) writes that a district is 

both identifiable from the inside and distinguishable from the outside and there are a variety 

of urban design characteristics, discussed here, which will enable the comparative analyses 

in this research to discern whether or not the Major Transport Interchanges being studied 

perform as legible districts. This research aims to gauge the role urban design has played in 

the seizing of opportunities at recycled railway corridors. If a Major Transport Interchange 

is operating as a legible district then one might argue this is a component of a transit-

supportive urban design ÔwholeÕ (Calthorpe, 1993).  

 Further, the materiality of building material can be a crucial facet of the construct 

of a legible district, an area with a Ôcommon identifying characterÕ. Given the temporal 

aspect of RRCs, this research will examine Major Transport Interchanges in order to 

ascertain the urban design approach to contemporary vernacular building materials. Such 

discussions can point to considerations of authenticity in urban design, and whilst Ford urges 

caution ÒThere is almost no way to win (or lose) a debate that is so couched in emotional 

issues and ideologies.Ó (Ford, 1999, p. 256). This research has paid close attention to the 

limits of such discussions. As stated in Chapter Three of this research, this examination is 

focused upon the generation of truths pertaining to the field of urban design, not indubitable 

facts. 

 Whilst Lynchian landmarks and paths are also applicable to recycled railway 

corridors in this context, a further imageability category used in this research to examine the 

urban design at-the-node of RRCs is a ÔLynchian nodeÕ34. ÔGenius lociÕ, is key to the 

conceptual framework of this research (Frampton, 1992; Tzonis & Lefaivre, 1996) and the 

presence of a ÔLynchian nodeÕ can, either independently or together, increase the 

imageability at-the-node of a recycled railway corridor. A node has a broad definition; 

Lynch characterises a node as Òthe strategic spots in a city into which an observer can enter, 

and which are the intensive foci to and from which he is travellingÓ (Lynch, 1960, p. 47). 

Buildings, engineering features or natural elements can act as nodes. This research will 

examine the urban designs that constitute the Major Transport Interchanges at-the-nodes of 

the case study recycled railway corridors in order to establish if they act as ÔLynchian 

NodesÕ. For instance, is there an archetypal Ôtransport grand hallÕ or an historic listed 

building present at the Major Transport Interchanges, signifying foci of both pedestrian and 

public transit travel? 
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ÔCity-Inner AreaÕ Node Context Typology 

 The onus put upon the ÔCity-Inner AreaÕ area type by Breheny and Rookwood 

(1993) with the most relevance to this research are Ôreduce commuting by better balance of 

homes and jobsÕ and Ômore mixed developments and homeworkingÕ (Breheny & Rookwood, 

1993). This area type is being used by this research as a node context typology in order to 

examine finer-grain transit-supportive urban design criteria at the case study nodes that 

resemble this settlement pattern.  

 

Figure 2.11: Breheny & RookwoodÕs ÔCityÐInner AreaÕ Area Type 

Source: (Breheny & Rookwood, 1993, p. 168) 

The diagram above shows Breheny and RookwoodÕs (1993) spatial intentions for 

the City Inner area which is focused upon high-density sub centres at the confluence of a 

number of transit modes: main road, railway, tube line and the human locomotion (Marshall 

& Lorimer, 2013) modes of walking and cycling. This relationship carries significant urban 

design implications. The majority of this area type is taken up by the land use of mixed 

residential/commercial with industrial and green areas breaking up this configuration. Each 

of the four examples of these land-use types on the diagram below have a transit corridor as 
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an edge (Lynch, 1960), the industrial areas using the tube line as a boundary and the green 

areas using both the railway and the main road. Given that this research is focused upon 

RRCs, the case studies will examine the relationship between high-density sub centres 

present and brownfield land (Calthorpe & Fulton, 2001) associated with the public transit 

corridor.  

This research focuses upon the role of place in the urban design of such high-density 

sub-centre districts (Breheny & Rookwood, 1993) situated at the node of recycled railway 

corridors. As previously referred to, human scale urban design (Calthorpe, 1993; Gehl, 

2010) is crucial in this context especially where high-density residential35 is concerned. In 

order to avoid ÔcrammingÕ (Hall & Ward, 1998) and create transit-supportive places, the 

urban design must be carefully considered. Further, the importance of any identifying 

characteristics at this context node is highlighted in order to differentiate this node context 

(Tzonis & Lefaivre, 1996) from both city centres and other contexts within the region. 

 Lynch (1960), as previously stated, describes a district as a section of the city that 

can be Ôentered inside ofÕ and Ôas having some common identifying characterÕ. This research 

seeks to identify case study examples where common urban design characteristics can be 

observed at-the-node of City-Inner area contexts associated with recycled railway corridors. 

The comparative analysis in this research will discuss whether or not there has been 

consistency in the urban design responses across the case studies or if disparities are 

apparent. For example, the observations made of the cases studies will be used in order to 

examine whether the block form (Dittmar, 2008) creates an area which can be interpreted 

as one that can be entered into and exited from, in relation to the RRC node. At a finer grain, 

the manner in which these blocks can/canÕt be traversed is an issue relating to permeability 

(Barton et al., 2003) where architectural detailing (Gehl, 2010) and corner treatments 

become crucial aspects of the townscape (Cullen, 1971) when assessing if a transit-

supportive urban design is manifest at-the-node of an RRC. Where such architectural 

detailing is examined, consideration will be given to any vernacular response to materiality 

(Frampton, 1992). These components are crucial to the configuration of such a Ômixed-use 

sub-centreÕ (Breheny & Rookwood, 1993) as seen in the diagram above.  

ÔCity SuburbÕ Node Context Typology 

 A key aspect that has relevance to this research of Breheny and RookwoodÕs City 

Suburb area type (1993) is Ôincrease intensity in suburbs and small towns and public 

transport nodesÕ (Breheny & Rookwood, 1993). This is reflected in the diagram below 

where a high-density sub-centre surrounded by intensive commercial development exists, 
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and as with the previous two area types, at the confluence of a variety of transport modes. 

In this instance railways, main roads, foot and cycle paths, but also in this instance a new 

and different transport network is suggested. This Ôsuburb to suburb public transportÕ 

network (Breheny & Rookwood, 1993) traverses the main land-use typology of residential, 

and according to this diagram, as well as connecting with the other transport modes at the 

high-density sub-centre, it also connects to neighbourhood centres (each with their own 

recycling centres) which are situated in the position where this Ôsuburb to suburbÕ transport 

network intersects with the main road network. There are a number of further 

neighbourhood centres which are each associated with main transit corridors, are separated 

by green areas, and interconnected with all the features present on this diagram by the 

footpath and cycle routes (Fleming, 2012). 

 

Figure 2.12: Breheny & RookwoodÕs ÔCity SuburbsÕ Area Type 

Source: (Breheny & Rookwood, 1993, p. 172) 

Much existing residential building stock is present in the suburban area type 

(Calthorpe, 1993), and this trend is anticipated to be the case in the instance of a RRC 

territory. Suburban contexts offer the combination of the opportunity to live in individual 

family homes combined with the relative proximity to the countryside (Breheny & 

Rookwood, 1993). Consequently, low-density housing is prevalent which in turn means low 

levels of public transport accessibility/high reliance upon automobiles. This can be 
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considered the antithesis of transit-supportive urban designs (Calthorpe & Fulton, 2001; 

Hall & Ward, 1998). This research will examine what role urban design plays in the 

centralisation of housing (Hall & Ward, 1998) into the solution and what these urban design 

configurations mean for the comfort (Barton et al., 2003) of pedestrian environs, focusing 

at-the-node of RRCs. According to Barton et al. (2003) there are three criteria for a 

comfortable pedestrian design: a pedestrian route that is wide enough to provide easy 

passing without conflict with vehicles, overlooking which provides a sense of surveillance, 

and good lighting design providing a sense of safety as opposed to intimidating places where 

the routes are featureless and poorly lit. 

 As suburbs are typically automobile-dominated spaces, the configuration of any car 

parking at-the-node of the RRC will be taken into account in the cross-case analysis carried 

out with special consideration to the balance of the arrangements directly adjacent to the 

nodes (Jacobson & Forsyth, 2008). This is a conjoined issue with walkable qualities (Barton 

et al., 2003; Calthorpe, 1993)  within the pedshed. Typically, suburban dwellings are at 

densities of 25-35 d.p.h. (Barton et al., 2003) and this research will examine if there are 

instances where this is higher in relation to the case study transit node and what place (Relph, 

1976) implications, if any, there are for the transit-supportive nature of these urban designs. 

The corollary of these two aspects, residential form and street pattern (Marshall, 2005), is 

an implication for the directness and connectivity (Barton et al., 2003) of pedestrian routes 

within the pedshed of the node. Issues of dwelling (Pallasmaa, 2005; Zumthor, 2006) and 

natural surveillance (Gehl, 2010, 2011) are pertinent here also. Although this may mean 

market forces are not strictly adhered to (O'Toole, 2009) place-specific responses to 

medium-low residential land uses can accommodate the theoretical principles of rootedness 

set out in critical regionalism (Frampton, 1996; Relph, 1976) and transit-supportive 

walkable (Calthorpe, 1993) urban design at the node of RRCs. 

ÔSmall Town & New CommunityÕ Node Context Typology 

 The following four criteria are the most salient from Breheny and RookwoodÕs 

(1993) ÔSmall Town/New CommunityÕ area type to this research. The issues of density 

(Calthorpe, 1993), restrictions and control of car usage (Banister, 2002) and its urban design 

implications (Hall & Ward, 1998; Jacobson & Forsyth, 2008), and an emphasis towards 

cycling infrastructure (Fleming, 2012) and pedestrian infrastructure (Calthorpe & Fulton, 

2001; Richer & Hasiak, 2014; Soderstrom, 2008). All have significant urban design 

implications. 

¥! ÒMore compact mixed-use new settlements to take urban growth 
¥! Road pricing and parking charges to restrain private car use 
¥! Restrictions on new car-based development 
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¥! More attractive cycling and walking routes and pedestrian areasÓ (Breheny & 
Rookwood, 1993) 

These aspects are reflected in the diagram below (Breheny & Rookwood, 1993) which 

shows a mixed retail commercial and residential area being the central point of a Ôfigure of 

eightÕ bus routes whilst being traversed by light rail and heavy rail network. This mixed-use 

core has an adjacent high-density residential area which is surrounded by lower density 

residential development. This diagram illustrates this lower density residential development 

having clear lines of containment. As with the suburban area type, recycling centres are 

placed at the convergence of main roads and public transport networks and there is also a 

significant green area partially within the line of containment of the lower density residential 

land use. There are also instances of retail pockets dispersed around the Small Town & New 

Community beyond a mixed-use core and a smallholding beyond the line of containment of 

residential but adjacent to a main road and a light rail system. 

 

Figure 2.13: Breheny & RookwoodÕs ÔSmall Towns & New CommunitiesÕ Area Type 

Source: (Breheny & Rookwood, 1993, p. 176) 

 Given that according to Breheny and Rookwood (1993) the confluence of transit 

modes should occur at the centre of a ÔSmall Town & New CommunityÕ within a Ômixed 

retail, commercial, residentialÕ core, this research considers a way of signifying any station 

could be through the determination of a Lynchian Landmark (Ford, 1999; Lynch, 1960) or 

a Ôfocal pointÕ (Cullen, 1971) at-the-node. Cullen (1971) describes a focal point as 

somewhere that Òcrystallises the situation, which confirms Ôthis is the spotÕ.Ó (Cullen, 1971, 
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p. 26). This research will examine instances of this within the case studies and observe the 

inter-relationship of these spaces with other such urban design characteristics as balance of 

parking (Jacobson & Forsyth, 2008), any complementary relationship to adjacent land uses 

(Calthorpe, 1993; Dittmar, 2008) and transport connectivity (Banister, 2002; Breheny & 

Rookwood, 1993). Authenticity (Ford, 1999; Relph, 1976; Tzonis & Lefaivre, 1996) is also 

a key aspect for consideration at-the-node of a RRC.  

 A link between such focal points and landmarks is drawn between that and mixed-

use residential/commercial/retail (Breheny & Rookwood, 1993) in that the combination of 

activities, through careful urban design prioritised to what happens in the space (Gehl, 

2010), can be mutually supportive. This, as argued in T.O.D., can be a positive relationship 

accentuated when this occurs at a public transit node (Calthorpe, 1993; Dunphy et al., 2004; 

Jacobson & Forsyth, 2008). When this is considered in conjunction with plot and street 

patterns (Dittmar, 2008; Marshall, 2005) an additional strengthening in this relationship can 

be achieved. A plot pattern can generally be distinguished by two overall categories, the 

dendritic plot pattern and the grid plot pattern (Marshall, 2005). A grid plot pattern (or a 

derivation thereof) is conducive to walking, choice of routes and an increase in opportunity 

for commercial or sociable encounters and is therefore aligned with transit-supportive urban 

design principles. Conversely, a dendritic plot pattern is difficult to penetrate, has relatively 

fewer choices (if any) of routes and lends itself to mono-use land patterns. 

Figure 2.14: Choice of Route and Street Pattern 

Source: (Marshall, 2005, p. 96) 

These considerations of street patterns have significant urban design implications when the 

public transit mode used in the recycling of a railway corridor is contemplated. Light rail 

and guided bus can integrate with ÔstandardÕ road types whereas a heavy rail crossing at 

grade is less than ideal for convenience and safety reasons. The prioritisation of cycleway 

provision is also linked to street pattern (Fleming, 2012). This research will examine the 

inter-relationships between these modes of public transit and their urban design 

implications. The complex relationship between the public realm, the RRC, and the 
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associated buildings raises issues pertaining to Defensible Space (Gehl, 2010) where a 

balance between privacy and natural surveillance is paramount to the walkability of such 

places.   
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ÔMixed Urban-RuralÕ Node Context Typology 

The complexity of the Ômixed urban-ruralÕ area type is illustrated in Breheny and 

RookwoodÕs (1993) diagram below. This shows a number of centres of intense activity 

linked by both the public transport routes and the main road. These centres are, in the main, 

surrounded by existing settlements which are in proximity with each other but separated by 

areas of diverse activity. A new settlement (Calthorpe, 1993; Hall & Ward, 1998) is 

illustrated on this diagram below which is connected by two main roads and the public 

transport routes and adjacent to a community forest (Calthorpe & Fulton, 2001). This area 

type shows a further main road type illustrated as a dual carriageway which has a further 

land-use type of Distribution Park. This research is concerned with examining the urban 

design of the centre of intense activities, their relationship to the recycled railway corridor 

public transport route and the extended settlements with which they are associated through 

a synthesis of Jacobson and ForsythÕs (2008) concept of a 180¡ station in conjunction with 

ideas surrounding the walkability (Ann Forsyth, 2008) and conviviality (Barton et al., 2003) 

of pedestrian environments. 

 
Figure 2.15: Breheny & RookwoodÕs ÔMixed Urban-RuralÕ Area Type 

Source: (Breheny & Rookwood, 1993, p. 180) 
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 The notion of a 180¡ station (Jacobson & Forsyth, 2008) is based upon observations 

of a negative phenomenon charted by Jacobson and Forsyth (2008) in their journal paper 

ÔSeven American T.O.D.s: Good practices for urban design in Transit-Oriented 

Development projectsÕ. This notion is exemplified at their case study ÔFruitvaleÕ.  Although 

this case resembles many of the traits of what Jacobson and Forsyth (2008) argue to be best 

practice urban design at transit nodes Ð a Ôpleasant pedestrian environmentÕ, a Ômix of usesÕ 

and a Ôhigh proportion of residentialÕ Ð the criticism levied towards Fruitvale by Jacobson 

and Forsyth (2008) is that these positive traits exist only to one side of the station. On the 

opposite side of the node the bus station and car parking are situated, as if one side of the 

line is designed in line with T.O.D. principles and the other side dominated by transport 

engineering parameters (Jacobson & Forsyth, 2008). This has the result that, according to 

Jacobson and Forsyth (2008), commuters rarely use the station facilities on the opposite side 

of the transport hub (Jacobson & Forsyth, 2008). This effectively means the station becomes 

a park-and-ride for many users. This phenomenon is termed a 180¡ site (Jacobson & Forsyth, 

2008). This research will use the case studies to examine whether this phenomenon is 

apparent in recycled railway corridors. This ÔpitfallÕ (Jacobson & Forsyth, 2008) of urban 

design at transit nodes represents a loss of opportunity for the full advantages possible 

through T.O.D. to be achieved and by extrapolation this applies to the context of this 

research: an RRC. 

ÒIn this regard, the Transit Village has failed to take complete advantage of the benefits 
of the station, much to the disappointment of many people who had high hopes for the 
area.Ó(Jacobson & Forsyth, 2008, p. 69) 

It is unrealistic within the scope of this research to survey the case studies and make 

definitive comment on whether or not the hopes of people have been met, or otherwise. 

However, it is possible to observe the built environment and establish where such 

opportunities have been utilised, and where further options might exist, in lieu of the 

realisation of the counterpoint to a 180¡ station: a Ô360¡ stationÕ. The idea of a 360¡ station 

can only be achieved if the transit line as an ÔedgeÕ (Lynch, 1960) is articulated as a seam 

as opposed to a barrier. This could be done in a number of ways Ð the edge could be broken 

for automobiles and/or pedestrians (although in normative urban design terms preferably 

pedestrian-prioritised), and ÔdestinationsÕ could be strategically placed either side of the line 

to encourage crossing the ÔpathÕ. Residential land uses could be prioritised at either side of 

the station, in lieu of surface car parking36. 

 Walkability permeates this discussion of transit-supportive urban design and the 

aspect of this notion considered at this node context in conjunction with a 180¡ station is 
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that of conviviality. This is described as (Barton et al., 2003) a situation where a pedestrian 

route allows for casual meetings to occur away from excessive noise and fumes, with the 

provision of aesthetic enjoyment in the midst of a variety of landscapes. Conviviality 

(Barton et al., 2003) as a component of sense of place (Frampton, 1992) has relevance to 

this research into the urban design of recycled railway corridors. One such landscape might 

be a station where the railway tracks can be traversed by foot, the casual meetings increased 

by the natural footfall created at a transit node (Read, 2005). This research will examine if, 

when this happens at a recycled railway corridor, the urban design of the place takes 

advantage of the opportunity for ÔrootedÕ (Relph, 1976) Ôaesthetic enjoymentÕ. 

ÔRemote RuralÕ Node Context Typology 

The diagram below shows Breheny and RookwoodÕs (1993) conceptualisation of how a 

Remote Rural area type would exist within a Social City Region. The two main built 

environment typologies within this area are ÔvillagesÕ and Ôkey villagesÕ. These are separated 

from one another although connected primarily by main roads, although the three key 

villages are closely related to the railway line. Forestry, in order to increase biodiversity and 

protect watersheds, is featured highly within this area type. These land-use types are 

interspersed with wind farms and areas of diversified low-density development. Given the 

importance public transport has to rural communities, this research will examine the urban 

design at the confluence of the key village and railway elements. Issues of prominence 

(Richer & Hasiak, 2014) of the station and its pedestrian environs (Barton et al., 2003) are 

crucial to this discussion. Further, although Breheny and Rookwood (1993) do not show 

topography in the diagram below, this is a key element to urban design (Tzonis & Lefaivre, 

1996), especially in potentially hilly rural contexts. The diagram below shows a clear 

relationship between the transport infrastructure and land-use types where both roads and 

the railway form barriers (Lynch, 1960) between forestry and other elements. Although not 

indicated on the diagram below, it is reminiscent of a river valley and one can imagine the 

white central area where the settlements exist being a floodplain between two hilly areas 

where the forestry has been indicated. 
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Figure 2.16: Breheny & RookwoodÕs ÔRemote RuralÕ Area Type 

Source: (Breheny & Rookwood, 1993, p. 183) 

 The conceptualisation that a station can be either introverted or extroverted to 

varying degrees based upon the quality of the public space, as asserted in ÔTerritorial 

opportunities of tram-based systems: a comparative analysis between Nottingham (UK) and 

Valenciennes (FRA)Õ Richer and Hasiak (2014) is of relevance to this examination of the 

urban design at the node of recycled railway corridors. This concept is applied to the remote 

rural node contexts in this research, although it is acknowledged this conceptualisation could 

be applied to all node contexts. This concept of introversion/extraversion is closely linked 

to LynchÕs concept of node legibility and in this research context acquiesces with the 

concept of conspicuous walkable environments (Barton et al., 2003). If an urban design 

responds positively to these two conceptualisations, especially given the often-difficult 

terrain to inhabit of a remote rural situation, then a significant step towards a transit-

supportive urban design could be argued. 

 Connectivity is a connected aspect of whether a station exhibits 

introverted/extroverted traits and the examination of the pedestrian approach is crucial in 

this research. A conspicuous pedestrian environment is described as being Ôeasy to readÕ 
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and ÔdistinctiveÕ including such landmark features as Ôtrees or public artÕ (Barton et al., 

2003) and in this research context it might be considered that one such landmark could be 

an Ôextroverted stationÕ (Richer & Hasiak, 2014). An ÔintrovertedÕ node is defined as a place 

that has little impression upon its direct and associated environs (Richer & Hasiak, 2014), 

satisfactory in terms of mandatory engineering standards yet not taking full advantage of 

place-based opportunities that mass transit can afford an area. Where the recycled railway 

corridor/node has been used as an urban planning tool and the node is explicit about its 

purpose through architectural and urban design, then traits of extraversion in the urban 

design could be claimed (Richer & Hasiak, 2014). These two interesting strategies of 

anthropomorphism crystallising a set of urban design ideas will be used to consider the 

Remote Rural context cases in this research. 

 The table below summarises the node context typologies (as derived from B&R 

area types) in relation to the land-use aspects, urban morphology characteristics and urban 

design criteria used in Chapter Six to examine the case studies at the neighbourhood scale, 

at-the-nodes of RRCs.   

ÔCITY CENTREÕ 

Major Transport Interchange 

ÔCITY-INNER AREAÕ 

ÔLynchian DistrictÕ High Density Residentially-led Development 

ÔCITY SUBURBSÕ 

Centralise Housing into Node Solution Comfortable Pedestrian Environment 

ÔSMALL TOWN & NEW COMMUNITYÕ 

ÔLynchian 
NodesÕ 

Focal 
Point 

Complementary 
Development Forms 

Plot 
Pattern 

Mix of Residential/ 
Commercial/Retail 

Grid 
Street 
Pattern 

Defensible 
Space 

ÔMIXED URBAN-RURALÕ 

Convivial Pedestrian Environment Connected Pedestrian Environment 

ÔREMOTE RURALÕ 

Introverted / Extroverted Station Conspicuous Pedestrian Environment 

Table 2.9: Summary of Theoretical Themes Pertaining to Area Types At-the-Node of RRCs  
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This chapter has discussed and explained the theoretical background underpinning the 

claims made in this research. This carefully considered collection of theories frames the 

response in this thesisÕs conclusion to the primary research question: ÔWhy is urban design 

important in the case of the UKÕs recycled railway corridorsÕ built environments?Õ The 

conceptual framework focused upon ideas of authenticity and place-specificity in urban 

design, then transit-supportive urban design theories were discussed with reference to wider 

normative urban design theories concerning Ôhuman scaleÕ and walkability. These aspects 

were then discussed in detail in direct reference to the two key scalar territories of enquiry 

established in this research, along-the-line and at-the-node. 

3. Research Conceptualisation, Design & 
Execution 

This chapter explains how the development of this research contributes to research 

techniques and approaches in the field of urban design at RRCs, through the 

conceptualisation, design and implementation of this inquiry. Underpinning philosophical 

assumptions are initially set out which leads to the formulation of the conceptual framework 

for this research, where a regionally oriented architectural design paradigm is synthesised 

with an argument for a set of complementary, and predominantly visual methodologies. The 

potential innate to this framework in terms of claims to knowledge in the above field is then 

outlined. 

The research design argues for the adoption of a case study method, the specific 

outline of which is explained by making reference to the rationale and selection process used 

in choosing the areas upon which to focus this empirical study. The considerations given to 

the three sources of data that constitute the case study evidence are subsequently discussed, 

and the execution of this research is then explained. This explanation states how the sources 

were gathered making reference to such issues as meaning, accuracy, representativeness, 

credibility, authenticity, solicited/unsolicited data, authorship/bias, access, ethics, logistical 

considerations and field considerations. A comparative cross-case synthesis is then defined 

as the analytical strategy.  

The way in which the claims to knowledge have been arrived at in this research is 

then evaluated. The validity of the sources collected is discussed in conjunction with issues 

surrounding the position of the researcher. Certain adjustments were made as part of the on-

going research design, these were made due to unforeseen issues and the strategies adopted 

addressing these issues are discussed. This explanation then progresses to examine the 

ethical issues that permeate this research. Lastly, the broad criticisms of case study method 

are addressed and by analysing this counter position, an argument is made asserting that this 
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is an appropriate method for this research context through this theoretical lens. This chapter 

describes the systematic way in which the methodological positions and technical 

approaches have led to the conclusions drawn in this research.  

3.1 Philosophical Assumptions 

The imperative of this research is to contribute to the existing body of knowledge 

in the matter of urban design at RRCs. Concerning the philosophical foundations of 

knowledge Audi writes: ÒIf we learn enough about knowledge and justification conceived 

philosophically, we can better search for them in matters that concern us and can better 

avoid the dangerous pitfalls that come from confusing mere impressions with justification 

or mere opinion with knowledge.Ó (Audi, 2011, p. 11). The above quotation raises two 

fundamental questions for the Ômatters that concernÕ this research. What is justification in 

urban design? What is knowledge in urban design?  It is argued here, from an ontological 

perspective of pragmatism (Creswell, 2009), that the process of empirical study can yield 

justifiable knowledge pertaining to urban design. 

Justification in urban design is like the discipline as a whole: pluralistic. The built 

environment, and within that urban design, can be seen as, not exclusively, but certainly as 

an applied field of enquiry (Andrew Knight & Turnbull, 2008). This research adopts the 

position that knowledge in an applied field can be justified through observing phenomena. 

These phenomena exist in a real world setting and can be considered using the collection of 

information through human senses. This points to an empirical study: ÒGenerally speaking 

empiricists believe that knowledge is derived through the five senses; namely, sight, smell, 

hearing, touch and taste.Ó(Andrew Knight & Turnbull, 2008, p. 65) It is asserted therefore 

that an empirical study is justified in the pursuit of experiential knowledge in the context of 

the urban design at RRCs. This type of empiricism is given attention in Sociable Cities (Hall 

& Ward, 1998). Discussing sustainability in 1998, Hall highlights the difference between 

theory and practice by emphasising Ôeveryday decisionsÕ and Ôeveryday urban contextsÕ as 

a focus of study. 

ÒIn 1998 we might say that we are fully briefed, almost over-briefed, on the subject of 
sustainable urban development. But there is a problem: though everyone knows that 
much quoted in generally accepted general definition of sustainability, from the 
Brundtland Report of 1987É  it is not clear how this maps into actual everyday 
decisions in everyday urban contexts.Ó (Hall & Ward, 1998, p. 123). 

Although this research is not ostensibly about, but is intrinsically linked to theories of 

sustainability, this quotation is used here to underline the importance of the territory of 

enquiry for this research: Ôeveryday urban contextsÕ. 

Justification in urban design therefore, through the lens by which this research has 

been carried out, is defined as a characteristic, artefact or place, that can be pointed to in a 
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real world setting and experienced through at least one of (or more probably all of) the five 

senses. The theoretical underpinnings and protocols for how these observations are made in 

this research are discussed throughout this chapter. How these observations, recordings, 

depictions and analyses of such characteristics, artefacts, and places are treated is also 

discussed.  

This raises epistemological issues surrounding objectivity and subjectivity. Using 

AudiÕs framework, does subjectivity lead to Ômere impressionÕ and objectivity lead to 

justification in urban design? Certain schools of thought argue thus. However, there are 

strategies that can elevate qualitative, subjective inquiry beyond impression to justification. 

It is argued this research executes such strategies. The intention of this research is not to 

eliminate ambiguity in order to make absolute claims. The intention is to collect evidence 

which in the first instance leads to a set of conclusions that stand alone and hold a high level 

of firmness, but in doing so present a corpus of evidence that can be used and interpreted by 

others, ideally with alternative outcomes. This reflects the plurality of urban design. This 

openness to alternative explanations, it is argued, does not weaken but strengthen the 

research. Quantitative studies on the same phenomena would no doubt yield differing 

results, but it is argued here both have a place in urban design spheres. Therefore the position 

asserted by the researcher is one that corresponds to the adage Ôquantities count Ð qualities 

matterÕ. 

Research methods are not intellectually neutral (Bryman, 2004) and this is 

acknowledged in this researchÕs attempts to avoid Ômere opinionsÕ (Audi, 2011) in its 

generation of knowledge. The purpose of this research: to generate knowledge in urban 

design has two components. The first component is an awareness that something exists. This 

can be something existing within the real world that can be seen, touched, etc. or it can be 

something more abstract, for example within a Ômodelled worldÕ. The second component of 

knowledge within urban design is the relationship of the first component to its context. 

Context can be the immediate physical environment, the scale at which the knowledge 

exists, etc. The third component of knowledge in urban design is related to extrapolation. 

This is subservient to the ambiguity of context. It is a knowledge that can be held as a truth 

as opposed to a rule, a principle as opposed to a law that can be applicable across social, 

cultural, political and economic contexts. In an effort to avoid BrymanÕs Ôintellectual 

neutralityÕ, the worldview under which this research was conducted is applicable to urban 

design knowledge as discussed above and made explicit: a pragmatic worldview. 

Creswell (2009) describes pragmatism as a legitimate philosophical foundation for 

specific types of research. He states that research based in situations as opposed to 

antecedent conditions is suited to those that hold a pragmatic worldview. It is argued that 

this piece of research is driven by a curiosity regarding the situation of urban design at 
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RRCs. This research collects urban design evidence within this context, as opposed to 

seeking to prove that a theory is correct through the exploration of this context. This has led 

to the prioritisation of the research problem before research methods. Part of the exploration 

of this research has been to recognise and establish appropriate ways in which to examine 

the research context with a view to yielding knowledge for the field of urban design. 

Although Creswell (2009) states that a pragmatic worldview is relevant to mixed methods 

research, and this is a qualitative piece of research, it is argued that this is still a useful 

worldview to adopt as a discipline of urban design which in itself is influenced by 

quantitative and qualitative stimuli, and exists in a multiplicity of disciplines which strike 

their own quantitative and qualitative balance. Creswell (2009) states there are many forms 

of pragmatist worldview; this research attempts to provide a contribution to pragmatist 

urban design research. 

Philosophically, urban design makes a lot of assumptions: that a world exists 

external to the mind, that a world exists perceptible to the mind, that this world is susceptible 

to shared experiences, that society exists and that people can be patients and agents 

(Rykwert, 2000) of this physical reality. According to Creswell (2009), a pragmatist 

worldview accepts reality as existing both within and external to the researcher, and 

therefore, in the aforementioned philosophical context, appropriate to a piece of research 

conducted through this urban design lens. Adopting this position allows for the acceptance 

of the existence of socially experienced and constructed realities (such as the built 

environment) with an appreciation that every personÕs perspective on a built environment 

differs to at least some degree. 

Further to these philosophical arguments, Creswell states that the purpose and 

consequences of a piece of research are crucial to the position of the pragmatist worldview 

researcher (Creswell, 2009). The purpose of this research is to be of use to urban design in 

the context of RRCs in the United Kingdom. As a consequence of this, it was the intent of 

this research to create a body of information that can be used in this context, primarily by 

urban designers, but also those involved in the consideration, procurement and execution of 

the built environment in this context. This was done by the mapping of normative urban 

design codes across the real world context of RRCs in the United Kingdom. The adoption 

of the pragmatist worldview, attuned to the specific research problem, allows for this 

outcome. 

The concept of truth to one of a pragmatic worldview is based upon Òwhat works 

at the timeÓ (Creswell, 2009, p. 11). This implies two key factors: what works; and a 

temporal factor. It is argued that the data collection sources and the analytical procedures 

used work for urban design; they are long established and have been given consideration 

with regard to contemporary contexts and technologies. In terms of collecting evidence of 



3. Research Conceptualisation, Design & Execution 

!!* "
!

urban design at RRCs, if truth is what works at the time, then a truth is a legitimate way of 

collecting, depicting, analysing and disseminating the contemporary condition of place in 

that context. 

These philosophical stances lead to a problem prompting the consideration of 

methods, techniques and procedures adopted (Creswell, 2009). Case study method was 

chosen as it helped structure, delimit and pinpoint real-world phenomena. The data 

collection techniques reflect the nature of urban design, being split between written and 

visual data. The procedures used to synthesise and analyse these datasets are explicitly 

applicable to the production of empirical truths in the built environment. The combination 

of this suite of established ways of thinking and working combine to produce a robust system 

of data collection and analysis which underpins justifiable findings in the context of urban 

design and RRCs. 

It is argued that this research provides both justification and knowledge in the 

context of urban design at RRCs. Empiricism allows for the collection of evidence from real 

world situations. These data collected in real world situations are controlled through the case 

study method. Pragmatism is therefore put forward as a legitimate worldview under which 

to collect, depict, analyse and disseminate the accumulated evidence. It is argued that 

responding to these two key issues of justification and knowledge, in the ways set out above, 

give robustness, legitimacy and an appropriate degree of replicability to the findings of this 

research. 

3.2 Conceptual Framework & the Research Conceptualisation 

The key underpinning ideas of this research set out in this conceptual framework 

incorporate the nature of knowledge in urban design, the limitations of this knowledge and 

the manner in which this knowledge is acquired. Knowledge in the field of urban design is 

rarely entirely objective nor absolute and due to it being a field of design, subjectivity is 

inherent. This has necessitated, as part of the conceptual framework, a mediation between 

the epistemological imperative for truth in an intellectual territory that is real world centred, 

complex and often ambiguous. This does put limitations on the claim to knowledge made 

as part of this research, however, it is argued that the truths produced in this research are 

both valid and useful to the discipline. In order to arrive at these urban design truths this 

research draws upon two key existing paradigms; critical regionalism and visual 

methodologies. 

The nature of knowledge in urban design from the perspective of this research, is 

conceptualised in the theory Ôcritical regionalismÕ. This theory, although primarily 

concerned with architecture (Frampton, 1992; Tzonis & Lefaivre, 1996), formulates a 

framework for assessing the aesthetic of built environments as the meeting point of cultural, 
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economic and political influences. As it is an architectural theory operating at the regional 

scale it covers the traditional scale of urban design. Inherent in this is a capacity to make 

observations and assessments of the built environment from the detail scale design to the 

regional scale design. Critical regionalism is therefore inherently complex, as is the territory 

of inquiry in this research. It is argued this theoretical framework allows for detailed 

consideration over a broad scale, reflecting the breadth inherent in the territory of inquiry. 

This theoretical framework comes with limitations, especially when adopted in 

parallel to established research operations. Subjectivity is a core issue concerning 

observations made of the built environment, specifically normative notions of urban design. 

The scope of critical regionalism is geographically large which causes problems for a piece 

of research, for instance where procedural guidance suggests that a piece of research should 

Ôsay a lot about a little as opposed to a little about a lotÕ. This ÔbignessÕ in critical regionalism 

is endemic of the complexity of this theoretical framework. The complexity is not limited 

to geographical territory, it is inclusive of cultural elements, political elements, temporal 

elements, etc. These limitations are firstly acknowledged, and secondly it is argued that 

significant measures have been introduced into the research protocols with a view to 

mitigating the detriment of these limitations through use of predominantly visual 

methodologies.  

Both the theoretical framework in combination with the territory of inquiry inspire 

the acquisition of knowledge through a visual methodology. This approach acknowledges 

that the collection of data in the built environment can be biased to the visual. Once this data 

has been collected, it is argued that an appropriate way of analysing this visual information, 

in the field of urban design, is to scrutinise the content of these visual datasets. These visual 

datasets can then, thanks to contemporary technology, be shared and disseminated readily. 

Due to these inherent advantages, it is argued the visual methodology adopted in this 

research contributes to understanding at the forefront of urban design at RRCs. 

This conceptual framework is a synthesis between critical regionalism and visual 

methodologies and this subchapter will set out the appropriateness of this. Critical 

regionalism is complementary in outlook to an urban design study of RRCs. It also points 

to the usefulness and legitimacy of a specific visual methodology for the generation of 

knowledge in this context. This methodology sets out the structure of the inquiry, arguing 

its validity and rigour. This conceptual framework is driven by the two key components of 

the research: the nature of the object of study (RRCs); and the discipline for which the 

research results are intended (urban design). The following subchapters explain the key 

components of the conceptual framework in more detail and how critical regionalism and 

the visual methodology adopted lead to epistemological claims.  
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Critical Regionalism 

This research argues that critical regionalism is an appropriate theoretical 

framework through which to conduct an inquiry into urban design at RRCs. Critical 

regionalism is discussed in further detail in chapter 2.1  in relation to the research questions 

and other salient theories. Here, critical regionalism is discussed as a theoretical 

underpinning to the research and subsequently how this informs the visual methodology. 

This chapter summarises the parallels between critical regionalism and urban design at 

RRCs. It is not claimed that critical regionalism and urban design at RRCs are analogous, 

however there are a number of threads that correspond in the way in which the problem has 

been conceptualised in this research, that exist in critical regionalism. It also briefly 

discusses the relationship between urban design in critical regionalism and how this has 

informed this research. It is argued that critical regionalism as a concept is at a scale 

equitable to this research; the scale of RRCs. The ideas contained in this summary have 

significant implications for the methods and methodologies adopted in this research. 

There are a number of conceptual parallels between critical regionalism and the 

object of study. Both critical regionalism and RRCs have significant aspects that involve 

looking retrospectively whilst considering contemporary built environments. In both 

instances this is a critical re-evaluation of previous events. Critical regionalism rejects 

nostalgia, so a RRC is endemic of contemporary requirements, as opposed to a heritage 

railway line that represents nostalgia Ð two different approaches to what is ostensibly the 

same geographical type of terrain. Critical regionalist designs are responsive at the 

intersection of global forces and local conditions. The same could be said of an urban design 

at a RRC. These urban designs exist at the intersection of a number of pressures. These 

aspects have ramifications for how the built environment can be observed, mapped, depicted 

and cross-synthesised using visual means. 

Visual and aesthetic traits of the physical environment are central to critical 

regionalism. This research uses a number of these traits with which to form the basis of 

evaluations of visual data. Critical regionalism offers a framework where the regional 

implications of such aesthetic traits can be considered on a number of levels. Places can be 

considered individually, concurrently within a set of coalescent examples, and also at the 

regional scale as a whole. Critical regionalism introduces such tensions in the built 

environment as kitsch and authenticity. This is something that can also be evaluated through 

the use of visual data. Critical regionalism discusses a response to a regional topography, 

something that is rich in discussions surrounding RRCs. This, again, is something that can 

be evaluated through the processing of visual data, for example topography maps, 

photography and the cross-synthesis between cases of pertinent examples. Regional design, 

place characteristics, ideas of authenticity and topographical responses all manifest in real 
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world scenarios and built designs. These can legitimately be focused upon through the visual 

domain. 

Fundamentally, this theoretical framework allows for the scale of Ôthe regionÕ to be 

considered as both a unit of design in itself, and concurrently with a number of components 

and/or constituent parts. Regions never exist as one homogenised settlement typology. 

Implicit in critical regionalism is an acceptance, and perhaps celebration, of the variety of 

settlement typologies within an overarching region. There is also further variety in terms of 

cultural activities, political boundaries and attitudes, and visceral aspects, all of which can 

be encapsulated within the aesthetic. This underpins what can be seen as an inherent paradox 

central to critical regionalism: its framework for a place-specific regional identity. It is 

argued that this paradox is inherent in this research also, using a RRC as the basis for 

collecting urban design evidence. 

There are, however, a number of limitations inherent in using critical regionalism 

as a component of the conceptual framework for this research. Critical regionalism is an 

architectural paradigm not an urban design paradigm. This leaves the framework used in 

this research potentially open to criticism. Whilst it is acknowledged that architecture and 

urban design are different disciplines, in the specific context of this research it is argued 

there are enough crossovers to mean that the principles of critical regionalism are still 

relevant. Critical regionalism opposes the prioritisation of the visual over the other senses. 

This research relies heavily on the visual, although this is for scoping and technical reasons, 

as opposed to philosophical reasons. A further limitation of critical regionalism is that, at 

this stage of investigations into this particular territory, the observations rely on the 

researcherÕs subjective perspective. These limitations are acknowledged; further, it is argued 

these issues are mitigated via the use of the specific visual methodology and the protocols 

instilled in the research techniques. 

It is for the above reasons that critical regionalism is utilised in the conceptual 

framework. It is relevant to the object of study, the anticipated audience of the findings of 

the research, and works at the scale of a RRC. This has prompted the visual methodology 

adopted as part of the conceptual framework, as explained in the following subchapter. 

Visual Methodologies 

 The purpose of this research is the acquisition of knowledge in urban design, and 

as such a visual methodology is posited. This follows the process set out by Banks: 

ÒIdeally, one should formulate an intellectual problem, then consider the most suitable 
subject or empirical context for investigation, and then consider which methods within 
that context are most likely to yield data that will address the problem.Ó (Banks, 2007, 
p. 8)  
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The intellectual problem formulated revolved around urban design and RRCs. Following 

the above format, three RRCs were identified as the empirical context of this research. It is 

argued that primarily visual methods are appropriate in yielding data for the consideration 

of urban design at RRCs. It is impossible to claim that urban design is an entirely visual 

discipline. This research does not attempt to do this, however what it does say is that urban 

design exists in a world that can be interpreted through the ocular. This research relies on a 

sympathetic position to Gray and Malins following appeal for visual evidence to be given 

credence in research that operates within design disciplines. 

ÒThe argument in this topic has been for a wider acceptance of the visual in the 
research process, especially for researchers in the visual disciplines, but also in others 
where it might be appropriate, for example engineering, information sciences.Ó(Gray 
& Malins, 2004, p. 97)  

This acceptance implies a responsibility for research, such as this research, to demonstrate 

attention to the foundation of the adopted visual methodologies. Researchers that operate 

within the qualitative tradition argue a legitimate trajectory of enquiry is to employ the 

making of Ôvisual dataÕ as part of a systematic enquiry (Rose, 2007). This requires 

significant methodological attention as it differs from the traditional use of photographs in 

research (e.g. photo elucidation). What differentiates photography as part of this research 

process, as opposed to the traditional use of photographic research (found or solicited 

photographs for instance), is that the photographs are created by the researcher, firstly as a 

thing in themselves and also in order to be used in conjunction with other data. 

 This research is exploratory as opposed to confirmatory. It will collect urban design 

evidence across a number of RRCs. There is no hypothesis on this subject to refute. This 

approach is in line with BanksÕ explanation of visual methodologies. 

ÒThat is, visual methodologies are not so much employed as a method to gather data 
of predetermined size and shape that will confirm or refute a previously posited 
hypothesis, but as a method designed to take the researcher into realms that she may 
not have considered and towards findings previously unanticipated.Ó (Banks, 2007, p. 
10)  

Unanticipated findings is what this research sought, with a view to collecting, organising, 

comparing and disseminating empirical evidence regarding urban design at RRCs. If it is 

accepted that urban design falls within the sphere of design, Gray and Malins (2007) propose 

a starting position that considers the assumptions behind research. In doing so, they raise 

three key questions to the formulation of a methodology: 

 ÒSo how should you start to consider your research approach? É We must start from 
first principles and examine our assumptions about research. We must consider basic 
questions such as: What could research in Art and Design be? Why might artists and 
designers do research? Before we ask. How might artists and designers do research?Ó 
(Banks, 2007, p. 18) 
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To paraphrase from the first question above, research in urban design can be rooted in real 

world contexts, complex and subjective. Urban design research can benefit from the visual. 

The summary answer to the second question is that a designer might conduct research in 

order to utilise the advantages of the practitioner-researcher (Gray & Malins, 2004): 

experience of the field can lead to credibility. Being an ÔinternalÕ not an ÔexternalÕ researcher 

can increase trust and reflexivity. As a reflexive researcher-practitioner, thorough inquiry 

establishes an appreciation for the forces acting upon the real world situation under study. 

 These advantages highlighted also come with significant drawbacks. These 

drawbacks relate to how a piece of research can claim truths and the systems of inquiry 

associated with attaining such truths. These issues are crystallised by Gray and Malins 

(2004) who urge for a prioritisation of methodologies and methods that relate to practice. 

Research protocols are offered as a mitigating technique to questions regarding rigour and 

validity:  

ÒWhat might be more useful is the notion of ÔprotocolsÕ (Langlois, 2003) Ð explicit 
Ôrules of conductÕ specifically related to an individualÕs research project, allowing a 
clear understanding of procedure (transparency), but acknowledging that complete 
transferability is not achievable, nor perhaps desirable.Ó (Gray & Malins, 2004, p. 18) 

The research achieves such a transparency; as the protocols are explained later in this 

chapter. It is argued these protocols are appropriate to the research questions, the territory 

of inquiry, the researcherÕs abilities and the field to which any findings apply. This research 

relies upon reification of visual data. Although the claims to knowledge through the findings 

of this research are based on the comparison between these data, the visual data collection, 

storing, analysis and presentation processes are given close attention. 

 Considering that visual sources are accepted as genuine sources of data (Flick, 

2009) the generation of this data is focused upon. Using photography as an example, the 

relationship between the researcher and the artefact is crucial. Barthes (1982) sets out a 

number of relational frameworks between the photographer, the photographed and the user 

of the photography. In this research, the researcher observes phenomena using photography, 

and these images are analysed individually and collectively. Concurrent with any visual 

methodology, the visual data in this research is used more than solely for illustration 

purposes. It is intrinsic to the cognition and observation of the selected places. 

ÒImportantly, these are not images that simply illustrate some aspects of the research 
project: what Marcus Banks (2001:144) calls a Ôlargely redundant visual 
representation of something already described in the textÕ.Ó (Rose, 2007, p. 237).  

This research process is composed of predominantly visual sources, comprising at least two 

thirds of the data; photographs, maps, urban design drawings and urban design diagram 

overlays. Although these visual data are crucial to this research it should be stated that there 
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is still an interdependency (Rose, 2007) between the visual data and the text: the visual data 

is made evident via a textual relationship back and forth between the literature. 

 This research adopts a visual methodology that uses an array of multiple methods 

(Gray & Malins, 2004) that are predominantly derived from urban design practice. This 

ensures relevance to the real world centred problem under study, correlation with the 

underpinning theories of the study and usefulness to the intended audience of the study. 

An Epistemological Stance 

 This subchapter sets out the epistemological stance upon which the claimed truths 

in this research into urban design and RRCs rest. It is not claimed, akin to the quotation 

below, that this researchÕs pursuance of knowledge and justification draws into being any 

ideals in human life. However, this research follows the balanced position of simultaneously 

Ôtrying to achieve knowledgeÕ whilst refraining from forming unjustifiable beliefs: 

ÒWell developed concepts of knowledge and justification can serve as ideals in human 
life. Positively we can try to achieve knowledge and justification in relation to subjects 
that concern us. Negatively, we can refrain from forming beliefs where we think we lack 
justification, and we can avoid claiming knowledge where we think we can at best 
hypothesize.Ó (Audi, 2011, p. 11) 

This following section defends the foundations upon which the claimed truths made in this 

research are based. This defence relies upon being explicit about what constitutes grounds 

for belief concerning urban design and RRCs. The ÔpositiveÕ (Audi, 2011) claims made 

within the findings of this research are based upon observations of real-world scenarios of 

the urban design of RRCs. To this effect, the claims to knowledge within this context mean 

that this researchÕs findings rely on empiricism. It is argued this research goes beyond what 

Bryman (2004) describes as na•ve empiricism: the Ôaccumulation of facts as a contribution 

to knowledgeÕ. Although in this research context such an accumulation can prove useful, it 

is argued that the knowledge gleaned in this researchÕs findings goes beyond this. These 

findings are grounded in experience and observation, which have been accumulated under 

rigorous research protocols. This means it is viable to extrapolate trends through cross-case 

synthesis, which is argued an appropriate strategy within this research context. This research 

reflects upon the complexity of urban design in these empirical situations, especially 

regarding the aforementioned epistemology of this research which informs commensurate 

methods used in the collection data.  

 It is important to delimit the claims to knowledge made in this research. These 

delimitations are based upon the nature of the evidence collected, the manner in which it 

was collected and the way in which it was analysed. The findings of this research stop before 

beliefs are forwarded that lack justification (Audi, 2011). It is acknowledged that much of 
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the data collected is subjective, but argued that this is necessary due to the scope of existing 

knowledge regarding urban design and RRCs. Had a pre-existing corpus of visual data on 

the urban design of RRCs been prepared, then this research would have been carried out in 

a very different manner. For example, stakeholders, decision makers and policy makers in 

the respective territories of inquiry would have been solicited for their perspectives. 

Unfortunately, any corpus of such data was not uncovered and therefore it was decided this 

task required the primary focus of this research. Inherent in this process is an appreciation 

of the limitations of the parameters set out in the research methodologies and protocols. 

Therefore, the findings are necessarily circumspect, not making claims that go beyond 

justification. It is argued that this is a strength of this research, as one of the stated purposes 

is to contribute to the suite of analysis techniques applicable to urban design and RRCs. 

 This section explains the Ôgrounds of beliefÕ underpinning the claims to knowledge 

made in this research. Audi (2011) sets out three separate kinds of Ôgrounds of beliefÕ: the 

causally grounded belief, the justificationally grounded belief and the epistemically 

grounded belief. Whilst these kinds of grounding often coincide (Audi, 2011) the 

treatment(s) of data in this research can be justified through consideration of these three 

criteria. Audi (2011) equates causally grounded claims as an answer to the question of Ôwhy 

do you believe that?Õ. The findings of this research point to cross-case synthesis carried out 

in the comparative analysis; ÔI believe ÔthatÕ, because examples exist in ÔXYZÕ places and 

correspond/contradict with ÔABCÕ normative urban design theories. 

 Audi (2011) equates Ôjustificationally groundingÕ to the questions Ôwhat is your 

justification for believing that? Why should I accept that?Õ This research points firstly to the 

process of triangulation adopted throughout the comparative analysis. The third kind of 

Ôgrounds for beliefÕ as set out by Audi, Ôepistemic groundingÕ is explained as a response to 

the question Ôhow do you know that?Õ. The findings of this research are reliant upon the 

observations of the Ôreflexive practitioner-researcherÕ (Gray & Malins, 2004). This draws 

upon a corroborative perspective drawn from the researcherÕs professional practice and 

review of normative urban design/architectural theory. If the findings of this research were 

claiming to be ÔabsolutesÕ, then this approach would be abhorrent. However, they are not. 

The data collection protocols mitigate to a degree the inherent subjectivity of the 

observations made and further, the findings present a breadth of evidence which is intended 

to both generate knowledge and inform future inquiry. It is argued the findings in this 

research further the knowledge in the territory of urban design and RRCs through this 

Ôpreparatory exerciseÕ. A degree of value lies in the findings themselves, and how they could 

be used as an inception point for further study that progresses to address the major criticism 

to this methodology concerning subjectivity and bias, by inviting and soliciting the views 

of stakeholders on the visual data. 
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 In summary to the conceptualisation of this research, it is acknowledged that an 

inquiry into the urban design at RRCs could be carried out in a number of ways. This chapter 

discusses what, for the purposes of this research, can constitute legitimate and useful 

knowledge in urban design. The links between the theory of critical regionalism and the 

adopted visual methodology are stated. This has both benefits and limitations which are 

informed by this epistemological stance. It is argued the conceptualisation of this research 

is appropriate to the territory of inquiry, the findings are relevant primarily to the field of 

urban design and that the research methods and their respective protocols complement and 

inform the researcherÕs worldview, having both validity in research terms and to urban 

design in general. 

3.3 Qualitative Inquiry & Case Study Design 

The territory of enquiry, the anticipated primary audience for this research and the 

practitioner-researcherÕs worldview all point towards a qualitative strategy of enquiry being 

an appropriate approach to the research questions. It is acknowledged that this is not the 

only strategy of enquiry applicable to an urban design analysis of a RRC; however, the 

following subchapter will demonstrate that this research design does hold enough warrant 

to yield knowledge in the field. Flick (2009) writes as part of setting out the case for 

qualitative strategies of inquiry in a continually evolving and pluralistic world: ÒLocally, 

temporally and situationally-limited narratives are now required.Ó (Flick, 2009, p. 12). It 

is pointed out here that there is an interesting relation between this idea and the theory upon 

which the conceptual framework is based. Critical regionalism, as a way of analysing 

designs in the built environment, has a very particular stance that sits between the 

situationally-limited context of an urban design at RRCs, its temporal issues and its position 

within Ôlocal Ð regional Ð globalÕ debates. 

Flick (2009) calls for a set of inductive strategies with which to complement more 

widely adopted deductive strategies. For the specific piece of research the inductive 

qualitative strategy is case study. This Ôlinear yet iterative process of investigationÕ (Yin, 

2009) is adopted in order to accrue urban design knowledge at the territory of RRCs. This 

strategy of enquiry is not without limitations or criticisms; however, these are addressed and 

mitigated through the case study design and data collection protocols. 

 The diagram below by Yin (2009) describes case study research as Òa linear but 

iterative processÓ (Yin, 2009, p. 1). This is reflected in the design and execution of this 

research. It was linear in relation to moving towards the goal of producing the findings. 

However, this progression relied upon constant reflexivity: reflection upon the phenomena 

under study, towards the manner in which the phenomena were studied and the depth of 

findings secured in regard to these phenomena. Accommodation of the iteration process is 
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also useful bearing in mind the lack of previous study of urban design at RRCs, it allowed 

for the to-ing and fro-ing between real-world situation and analysis. In this spirit, research 

methodologies evolved as this research progressed. There are also parallels between this 

iterative process and the field to which the findings of this research apply: urban design. The 

process of urban design (arguably as a form of design) is highly reiterative. These parallels 

point to a degree of appropriateness between the selection of case study method, the territory 

of enquiry and the field to which the findings will be of most relevance. 
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 It is acknowledged that a qualitative strategy of enquiry using a case study is not 

the exclusive path to generation of knowledge regarding urban design RRCs. Proverbs and 

Gameson (2008) set out a number of key issues to consider during the process of selecting 

a research strategy; a crucial one is that where quantitative methods are not to be employed, 

but that they still be considered and that there is robust explanation for their elimination. 

This research did just that. The position at the beginning of the research was a completely 

open mind as to how to best examine the topic. Case study method was arrived at after 

visiting real-world situations and relating the observations to relevant theories. It is through 

this iterative process, informed by the territory of enquiry, that case study method was 

arrived at. Once the case studies had been identified the case study design followed a similar 

thought process. 

 This process of reiteration that guided the research design was constantly mindful 

of the inherent limitations of case study method. Yin (2009) sets out four primary bases for 

concerns regarding case study method; a lack of rigour leading to the distortion of evidence 

(used to prove a point), a lack of potential from which to draw generalisations, scoping 

issues, and fourthly that case studies rarely define causal relationships. The second criticism 

noted by Yin is that case studies lack the potential from which to draw scientific 

generalisations (2009). Although this is agreed, it is argued that there are other types of 

generalisations that can be both valid and indeed valuable to urban design. 



3. Research Conceptualisation, Design & Execution 

!#* "
!

ÒThe short answer is that case studies, like experiments are generalisable to theoretical 
propositions and not to populations or universes. In this sense, the case study, like the 
experiment, does not represent a Ôsample,Õ and in doing a case study, your goal will be 
to expand and generalise theories (analytic generalisation) and not to enumerate 
frequencies (statistical generalisation)Ó(Yin, 2009, p.15). 

Regarding this specific research, it is argued the comparative analysis bears a number of 

generalisable findings. Scoping issues, or Ôthe potential for completing the study in a 

realistic timeframeÕ is the third main criticism of case study strategy summarised by Yin 

(2009). It is noted that case studies can be overly descriptive, and unnecessarily long in 

narrative with consequently fewer or limited conclusions. It is acknowledged that this 

research does contain long narratives regarding the respective case studies. However, it is 

argued this is necessary due to the complexity of the topic being studied and the lack of 

existing background in this area. 

 Yin (2009) states that critics of case study research strategy object to the nature of 

case study enquiry as it is not randomised, field trials not being Ôtrue experimentsÕ. The 

argument here is that a Ôtrue experimentÕ is looking to establish Ôcausal relationshipsÕ. This 

research is not aiming to prove causation relationship, it is aiming to collect, analyse and 

disseminate empirical evidence in a field where there is relatively little previous study. 

It is therefore argued that a case study is an appropriate way of achieving the aims 

of a qualitative study into urban design at RRCs. A case study method represents a synergy 

between the inherent nature of the territory of enquiry, the applied field to which any 

findings will be relevant and to the reflexive-practitioner-researcher conducting the study. 

Within this specific piece of research it is therefore argued that a case study strategy is 

appropriate due to its narrative nature, the requirement to draw upon multiple sources of 

data and, the critical triangulation between the sources of data (Proverbs & Gameson, 2008). 

All these aspects suggest a system of enquiry that could be potentially of use and 

generalisable to any further real-world context. ÒCase study research appears to be highly 

relevant to industry that is project-driven and made up of many different types of 

organisations and businesses.Ó (Proverbs & Gameson, 2008, p. 100). Urban design is 

certainly project-driven, these ÔprojectsÕ are the conflation of many organisations or 

perspectives. 

The opportunity inherent in case studies allows for both broad-brush contextual 

analysis whilst concurrently taking into account detailed place-specific issues and exploring 

their interaction with each other. Case studies allow for the Ôprovision of meaning in contextÕ 

(Proverbs & Gameson, 2008). Therefore case study is, it is argued, ideally suited to this 

research examining the urban design of RRCs. The following subchapters explain the 

process that was undertaken in designing the case studies. 
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A Rationale for Case Study Method 

This subchapter sets out the reasons for and intentions inherent in the use of the 

case study method in this research. A case study method has been adopted in this research 

because it best enables attention to real-world examples of urban design at RRCs. It is the 

intention to use these case studies to search for the endemic trends that are generalisable to 

other urban designs at RRCs other than those focused upon as part of this research. This is 

intrinsically linked to the protocol of case study design; how the cases are circumscribed, 

what constitutes a completed case and how the phenomena within the particular cases can 

be justifiably observed using an urban design lens. The reasons, intentions and procedures 

used in this research will now be explained. 

A primary reason for choosing the case study method in this research is that, it is 

argued, the findings will be generalisable beyond the limitations of the specific case studies. 

Although these findings are necessarily circumspect they are nonetheless endemic of trends 

beyond the three selected case studies. Further to that, the findings could also be useful to 

the practice of urban design at RRCs in either alteration to existing formulations or future 

conditions. Another reason for choosing case study for this research is that, as Flick (2009) 

argues, case studies are most fruitful when used to frame the triangulation of several 

methodological approaches. This runs parallel with the practice of urban design and its many 

influences. It also allows the accommodation of the visual methodologies adopted in this 

research alongside other more widely adopted textual approaches. 

The intention to produce a piece of rigorous research led to the case study method 

being adopted. A case study method requires a clear set of protocols with regard to what is 

studied, how it is studied and how it is analysed. These processes are described in the rest 

of this chapter. It is also the intent of these case studies to be fair and representative of the 

facts, as perceived through an urban design lens. This has prompted the consideration of the 

role of the researcher in the research; complete objectivity is impossible. Further, is it 

genuinely desirable within the field of urban design? As part of the case study into the real-

world phenomena, the researcher has entered physically into these territories. This has 

intrinsically changed the territories under study; however, it is argued that the data collection 

protocols, set out subsequently in this chapter, mitigate these interruptions to the point that 

the findings remain valid. 

A further important aspect of the rationale behind case study method is its capability 

to form the framework for an inductive piece of research. This research is about going out 

into a field of enquiry, collecting evidence and then synthesising that evidence into findings. 

Criticisms of the case study method argue that this can lead to chance or conjecture 

influencing findings. This has been reduced as much as possible in this research by the data 
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collection protocols. It is argued that this inductive approach is appropriate to this piece of 

research into urban design at RRCs. 

The foremost procedural concern of case study design is the circumscription of the 

specific area of enquiry. The process of definition of the object of study has been one that 

is akin to that of filtration. It was broad at the beginning and was refined throughout the 

course of the research. This process was considered from the outset, perhaps even before 

the decision was taken to adopt case study method; it was an instinctive choice, not without 

continual critical assessment, but a process that began with a pragmatic approach to 

engagement with the initial research question. ÒAlthough the case study is an inductive 

approach, perhaps even the ideal inductive approach, that does not mean the definition of the 

object matter is of chance or conjecture.Ó (Hamel, Dufour, & Fortin, 1993, p. 41). This 

process of filtration had three main phases. The first phase looked at creative and 

international use and reuse of disused railway infrastructure. This was then narrowed to 

focus on the United Kingdom and more pragmatic uses of disused railway lines. The third 

phase was the selection and justification of the three cases adopted in this research. It is 

argued this process added value to the research. It helps paint the larger picture of the topic 

of study by placing it within a creative and global context. Once the three case studies had 

been selected, this iterative process of filtration adds further value as the contexts of the 

respective cases are examined. Deeper understanding of these contexts at the macro scale 

adds credibility to the findings at the micro scale. Referring back to the criticism of case 

studies highlighted by Yin (2009), that case study method can be used to distort evidence; 

the fact that this research puts forward as much macro scale evidence as possible is intended 

to allay such criticisms from this researchÕs audience.   

The other salient consideration in terms of case study procedure is that of 

completeness. Every effort has been made to ÔcompleteÕ the case studies. Completeness, for 

Yin (2009) is characterised in three ways: when the case of the boundaries are given explicit 

attention, when exhaustive efforts have been made in the collection of relevant evidence, 

and the study is not constrained by artificial conditions (such as time or expense). It is argued 

this has been done in this research. This extent of ÔcompletenessÕ can be scrutinised in the 

case study database in the appendix. The boundaries of the selected cases are clearly defined 

and are consistent across the differing cases selected. The collection of relevant evidence 

has been exhaustive, both in terms of entries into the field and evidence collected at the 

desk. It is argued this has not been constrained by artificial conditions. 

The rest of this subchapter explains the case study design by highlighting the 

selection process behind the three case studies that were used. Phase one of the selection of 

the case studies for this research was the contextual review (Chapter 1.2). This contextual 

review covered an international selection of reused, repurposed and recycled railway 
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corridors that exhibits a variety in terms of urban design response. This variety includes 

elevated linear parks through city centres and moving master plans where buildings utilise 

the disused railway tracks in order to perpetually reconfigure the built environment. 

However, in terms of the overall research question ÔWhy is urban design important in the 

case of the UKÕs recycled railway corridorsÕ built environments?Õ, these examples where 

are the differing International context and, crucially for this research, were somewhat unique 

and therefore held less potential for generalisations to be made through analyses. 

 Phase Two therefore concentrated upon reused, re-repurposed and recycled 

railway corridors within the context of the United Kingdom. This review of potential case 

studies was carried out with regards to the overall research question (stated above) and the 

three detailed research questions that look to examine recycled railway corridors at the 

regional scale, the neighbourhood scale and in terms of transport mode. Within the United 

Kingdom there are three light rail networks which were discounted as potential case studies 

for this research due to the fact that the majority of their routes are not along previously 

disused railway corridors. Although 10% of the ÔSheffield SupertramÕ network is along 

recycled railway corridors this research sought examples where a higher proportion of the 

network relate to reconsidered previous railway alignments. The Blackpool and Edinburgh 

tram networks do not utilise previous railway alignments. There are two public transport 

networks that do utilise previous railway alignments that have been discounted as potential 

case studies for this research; the ÔTyne & Wear MetroÕ and the ÔManchester MetroÕ.  Whilst 

these networks have a certain percentage of their routes upon previous railway alignments, 

these two instances where more akin to conversions than recycled railway corridors. Both 

the ÔTyne & Wear MetroÕ and the ÔManchester MetroÕ saw their respective alignments 

closed only for engineering work to be carried out (over a relatively short period of time) in 

order to facilitate the adjustments in transport mode. This research sought examples of 

recycled railway corridor where prolonged periods of dormancy were apparent in the 

disused railway alignment. This was done in order to highlight any large-scale strategic 

development that was carried out in parallel to the recycling of the railway corridor. 

This process reduced the pool of potential case studies to seven; three heavy rail 

networks, three light rail networks and a guided busway: 

¥! Robin Hood Line (Nottinghamshire) 
¥! South Wales Rail 
¥! Borders Rail Ð Waverley Line 
¥! Nottingham Express Transit Phase 1 
¥! Midland Metro (Wolverhampton) 
¥! Croydon Tramlink 
¥! Cambridge Guided Busway 

Of this selection the Midland Metro and Croydon Tramlink were discounted due to the fact 

their routes only pass through city area types. Within phase three therefore, the Robin Hood 
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Line / Nottingham Express Transit Phase 1 (that share a RRC, as illustrated in Chapter Four), 

the Cambridge guided Busway and Borders Rail Ð Waverley Line address the research 

questions in the following manner. 

 The research question concerning place qualities at the regional scale calls for a 

variety of regional landscapes within which to observe urban design responses along 

R.R.C.s. there is variety in the adopted case studies from the relatively isotropic 

Cambridgeshire Fens to the mountainous Scottish Boarders. The three selected case studies 

traverse a variety of area type contexts (Breheny & Rookwood, 1993) from the city core to 

the rural periphery meaning the research question concerning place qualities at the 

neighbourhood scale can be addressed. These three selected case studies have a variety of 

transit modes adopted. Heavy rail in the Boarders Rail-Waverley Line, the emerging guided 

busway mode in Cambridge and the parallel configuration of heavy and light rail in the 

Nottinghamshire RRC. This enables focus upon the research question pertaining to transit 

mode and the urban design of RRCs. 

3.4 Data Collection Sources 

This research sets out to collect data regarding the built environment. Evidence for 

this research was collected using three of the six potential data sources set out by Yin (2009): 

documents; archival records; and direct observation. Each of these three sources have 

different data collection procedures which are set out subsequently in this chapter. Whilst 

ordinarily a study would set out to collect data regarding actual human behaviour (Yin, 

2009), this research looks at how the decisions of human beings, through the process of 

urban design, manifest in the built environment. It will collect data on these built 

environments. The passage by Joseph Rykwert (2000) below, likens cities to a game of 

Ôchance and ruleÕ.  

ÒThe Greeks, who used the word polis for the city, used the very same word for a 

dice-and-board game that, rather like backgammon, depends on an interplay of 

chance and rule. The playersÕ skill is shown by the way they improvise on the rule 

after every throw of the dice. If the analogy works, it would follow that we are agents 

as well as patients in the matter of our cities. Cities and towns are not entirely 

imposed on us by political or economic direction from above; nor are they quite 

determined from below by the working of obscure forces we cannot quite identify, 

never mind control.Ó (Rykwert, 2000, p. 5) 

Adopting this analogy, this research is not looking to find out how the various actors played 

the game but what the results of this ÔinterplayÕ are in the context of RRCs. Perceptions and 

attitudes towards these results are for further study, this research concentrates on collating 

and exploring empirical evidence. YinÕs (2009) three key principles regarding case study 
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sources will be followed: multiple (and ultimately convergent) sources are used; a case study 

database is created (see appendix); and a chain of evidence is argued from the beginning of 

the research questions, carrying on through the data collected into the conclusions presented.  

This thesis seeks to examine a blend of multiple sources appropriate to the field of 

urban design in the built environment. The nature of the research questions and the 

disciplinary orientation of urban design exacerbate the requirement of case study design. 

The phenomena under study have a temporal aspect, therefore the collection of a certain 

amount of archival records has been necessary. These phenomena also cover a variety of 

scales from the regional design to the detail design. This has necessitated the collection of 

document sources that cover policy at these scales. Furthermore, it is argued that a valid 

source within the field of urban design is that of observation. Observations made at precise 

points in the case studies are taken and argued to be evidence of certain design-based criteria.  

It is argued that a certain quantity of data has to be collected so as to allow 

confirmatory evidence to be cited, e.g. any claim is backed up through evidence derived 

from a minimum of two types of source, often more than two. None of the sources selected 

for this research have primacy over any other. They are complementary and attuned to 

gathering data to specifically answer the research questions. Archival records aid the 

appreciation of the cycles inherent in recycling railway corridors. Documents provide 

evidence of policy intentions and proposed masterplanning interventions. Direct 

observations provide empirical evidence of how the built environment has come to fruition 

within the territory of recycled railway routes. Within these categories, a further variety of 

sources are used, reflecting the complexity of the territory under study. The following three 

subchapters take these sources in turn: documents, archival records and direct observations.!

Document Sources 

The document sources chosen in this research are: White Papers; Current National 

Planning Policy (NPPF); Regional Planning Policy; Formal Studies/Evaluations; 

Masterplan Planning Application Submissions; and Public Construction Progress Reports. 

These sources were chosen for their breadth in that they respect that RRCs are a national 

scale concern, but recognise that they transcend the regional, conurbation and local scales. 

Evidence is drawn from both written and visual types of document, reflecting the nature of 

information created during the process of urban design. 

The following passage shows how the documentary sources chosen for this research 

are scrutinised in terms of accuracy, bias, purpose and usefulness to the research questions. 

The following documents are used to corroborate evidence from the other two types of 

sources used in this research. The collection of information augments the information 

gathered through the archival records and the direct observations. There are, however, 
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instances where results have been contradictory between two differing kinds of sources as 

opposed to corroborative. In these instances, the other types and forms of sources have been 

examined.  

The nature of place and urban design as executed in the real world is intrinsically 

linked to planning policy. Therefore, it is argued that planning-based documents are a valid 

source for addressing the question: ÔWhy is urban design important in the case of the UKÕs 

recycled railway corridorsÕ built environments?Õ. The unsolicited documents selected for 

this research are: White Papers; National Planning Policy; Regional Planning Policy; and 

Reports/Evaluations specific to the case studies. This list is not exhaustive but broad enough 

to constitute a review of the most salient sources for the research questions. 

These documents are often a mix of written and visual documents with larger scale 

national planning policy documents being predominantly written documents and conversely 

masterplan planning applications being predominantly visual documents. It is rare that a 

planning policy document is bereft of any form of visual information, equally a planning 

application will contain much written information but the core proposition will be a visual 

one. To ensure consistency across the case studies the documents were collected 

systematically, the precise protocol for this is discussed further in this chapter. It is argued 

that in the context of the research question, this procedure amounts to a thorough review of 

relevant documentary evidence. 

Although crucial and integral, documents are not unduly relied upon in this 

research. Nor are they considered Ôbias-freeÕ, Ômeaning-neutral artefactsÕ that contain, as 

Yin (2009) puts it, the unmitigated truth. Generally however, planning policy documents 

follow a strictly adhered to process of governmental scrutiny before they are published, be 

it at the national, regional or local scale. The respective bias/purposes/audiences of each 

type of document are discussed in more detail within the specific protocols below. 

Integrating these documents into the research design (and including the archival records) is 

used as a counterbalance to the direct observations made at real-world examples in the case 

studies. By vicariously setting out the intentions of policy makers and design practitioners 

as a foil against the direct observations made, it is argued that a balanced (although not 

exhaustive) set of sources is established. There are inevitable discrepancies between broad-

scale policy documents and finer-grain masterplan planning applications which highlight 

the issue that documentary evidence can mislead a research process (Yin, 2009). The 

identification of the objectives of the documents, as discussed below, has the intention of 

avoiding such diversions through the continual reflection of the documents against the 

research questions. 

Both the sets of documentary sources below are not exhaustive in the field of 

enquiry. It has been necessary to triage the broad corpus of information regarding planning 
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policy and salient masterplan planning applications and sort these sources into the respective 

categories of either predominantly ÔwrittenÕ or ÔvisualÕ. 

Archival Record Sources 

 Temporal factors are crucial to the conceptual framework of critical regionalism 

and the theoretical lens of urban design through which this research has been carried out. 

Therefore, archival documents have been important. The following archival record sources 

have been used: Beeching Report (Part 1 The Report); Superseded Planning Policy 

Documents (e.g. PPG13); Historical Rail Atlas (Cobb, 2006); Historical Photographs; 

Digimap/Ordnance Survey Data; and ÔGeneral ArrangementÕ Construction Drawings. These 

archival sources cover a sixty-year period between the publishing of the Beeching Report in 

1963 and the Digimap Ordnance Survey Data, which is updated continually via electronic 

means. 

Archival records are treated in a similar way to documents in this research. The 

selected sources are scrutinised in the same way as documents in terms of accuracy, bias, 

purpose and usefulness to the research questions. A further aspect that requires 

consideration, due to their temporal nature, is when these archival records were 

created/published and how this context affects their accuracy. Also worthy of significant 

consideration is the period of time over which their influence presides. 

As with documents, it is argued that archival records are prescient in the approach 

adopted here with regard to the research question, ÔWhy is urban design important in the 

case of the UKÕs recycled railway corridorsÕ built environments?Õ. When considered in 

conjunction with the selected documents and the direct observations made, the archival 

records below provide insights. Implicit in the concept of a RRC is the notion of palimpsest, 

the analogy of the cyclical process of writing, erasing, and re-writing upon a stone tablet. 

Also, critical reappraisal of previous conditions as a formative and informative element in 

design is central to a conceptual framework rooted in critical regionalism (Frampton, 1996) 

therefore, a balanced use of archival records with other more contemporary and immediate 

sources is argued to be appropriate within this research context. 

As with the documents, archival records are divided into two distinct categories of 

archival record; written archival records and visual archival records. The written archival 

records relate, rather like the written documents, to the broad-scale policy. The visual 

archival records provide data on previous physical/geographical conditions. Again, as with 

documents, these archival records are not without bias/purpose and are created for a variety 

of audiences. The critical appraisal of these issues continues through to these sources. One 

of the visual archives is notably important to this research; the recent Ordnance Survey 

mapped data gleaned through Digimap downloads. This was subject to extensive retrieval 
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under academic use licence. Without this, neither the analysis nor the interpretations made 

in the conclusions would have been as broad nor as far-reaching. 

Direct Observation Sources 

 Direct Observation sources are crucial to this research. An intrinsic aspect within 

urban design is the idea of experiencing place from a human perspective. Despite being 

somewhat problematic methodologically, the observations made in this research are made 

using photography at crucial eye-level by a practitioner-researcher. Gehl discusses below 

how crucial such observations are to pragmatic research into public space. 

ÒDirect observations are the primary tool for studying the interaction of public 

space and public life. The point is to see the city at eye level from the perspective of 

pedestrians, not as an abstract configuration seen from an airplane or as computer-

generated lines on a screen. Being able to see the city at eye level requires several 

skills in order to qualify the interplay of life and space in the city in dialectic between 

research and practice. It is primarily Anglo-Saxon and Scandinavian researchers 

who are involved with this type of public space-public life studies. They are known 

for a pragmatic approach that is only loosely tied to theory, understood to mean that 

they are not bound by the established academic discourse.Ó (Gehl & Svarre, 2013, 

p. 78) 

The context of this research is a natural setting: the physical environs of RRCs. Therefore, 

the opportunity has been taken to utilise direct observations as a significant source of data. 

This emerging empirical context is one that could benefit from, in the first instance, close 

attention via direct observation. The direct observations in this research are formal, as 

opposed to informal observations37. The observations carried out are ingrained in the case 

study protocol in order to collect evidence pertaining to the research question, Why is urban 

design important in the case of the UKÕs recycled railway corridorsÕ built environments?Õ. 

In the simplest of terms, this research is founded on the act of visiting RRCs and observing 

the occurrence of certain urban design characteristics. 

Within the broader research context, the primacy of direct observation can be 

considered problematic. The review of the literature and specific methodological literature 

rarely centralises this type of source; "Observational evidence is often useful in providing 

additional information about the topic being studied" (Yin, 2009, p. 110). In this research 

observation is beyond useful; it is central, intrinsic and, as argued here, required. The review 

of high level policy documents highlighted the need for Ôrobust evidenceÕ (Department for 

Communities and Local Government, 2001, 2012). Due to issues regarding bias and 

generalisability, visual sources based upon direct observation can be questioned in terms of 
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