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“!ere are some things in life that may come easy, but most things worth 
having or achieving will only come through dedication and persever-

ance.”
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Abstract

As a departure point for this thesis project, I retain a duality of presup-
positions. !e "rst maintains that the city of Vancouver’s laneways have 
long existed as under-utilised and under-appreciated, in-between spaces; 
hidden in plain site (Loukaitou-Sideris 1996), o$en deteriorating and 
habitually prevailing in a dilapidated state of disrepair. !e second no-
tion asserts that - despite their current materiality - these spaces inher-
ently retain innumerable potentialities for re-imagination and activation.

Accordingly, much of the discussion is based on the role of spatial 
imaginaries and their impact on how we both interact with, and are 
a%ected by, the physical environment. Principal to the appropriation of 
this concept is the idea that there exists a two-way process. Essentially, 
how we imagine a space, generates the conditions upon which we act 
towards, and consequently, interact with, said space. Counteractively, it 
also considers the role of the physical environment as a determinant in 
the emergence of spatial imaginaries.

!e primary aims of this analysis are to better comprehend the pro-
cesses which have created and continue to in#uence the physical 
composition(s) of the laneways, as we both see and experience them 
today. Once mindful of these processes, the projects resolve is to o%er a 
series of recommendations which can conceivably culminate in both the 
expeditious and long-term activation of these spaces.



Chapter 1
Introduction
1.0 !e Journey
!e Laneways in Vancouver have always retained an enigmatic place in 
my spatial imaginary. So as I sat in the KTH library, during the winter of 
2011, ruminating over the potential direction(s) of my thesis project, it 
was a subject of interest that continually re-emerged during my delibera-
tive process. 

Prior to this analysis, I had long perceived these spaces to be under-
utilised and under-appreciated. Hidden in plain sight, they are integral 
components of the city’s network of public spaces, omnipresent, yet sel-
dom appropriated by the vast majority of constituents that occupy and 
interact with the surrounding urban environment.

A$er much contemplation, I decided that I would return to Vancouver 
- my home for almost 8 years prior to moving to Stockholm - to scru-
tinize how spatial imaginaries have both developed and in#uenced the 
past and present manifestations of these spaces, while simultaneously 
analysing (should and where needed) the potentiality of activating these 
spaces. 

Under this directive, I began researching whether any such activation-
based circumstances had materialised during my time spent in Sweden. 
In my absence, were these spaces now being used for something other 
than service provision and utilitarian functions? I was well aware of the 
commendable laneway housing policies that had been implemented in 
2009 (City of Vancouver 2009a), and their subsequent repercussions; 
however, these initiative(s) had been restricted to RS-1 and RS-5 single 
family areas only (City of Vancouver 2009b, 2011), and my interest was 
rooted in something a little more ‘urban’.

!erefore, regarding laneway activation in closer proximity to the down-
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town core, preparatory research o%ered very little evidence to substanti-
ate any such occurrence(s). Besides a Facebook page promoting events 
arranged by the Mount Pleasant based non-for-pro"t, Livable Laneways 
Vancouver (LLV)(LLV 2010), and a handful of newspaper articles re-
porting on laneway activation advocacy (see Vancouver Observer 2011; 
Vancouver Sun 2011), there was little else openly documenting and/or 
exploring the prospect of laneway activation itself. Moreover, a prelimi-
nary overview of municipal policies also failed to reveal any signi"cant 
directives emanating from City Hall. 

As the time went by before my return, I became increasingly famil-
iar with the policy framework and the administrative arrangement at 
the municipality, however, despite eventually learning the structures, 
I struggled to locate clear references to the laneways and/or laneway 
activation. Accordingly, the apparent lack of any overt initiatives and/or 
policies, at that point in time, demonstrated a clear de"ciency in terms 
of laneway ambitions - other than continuing the norm.

Well, what was the norm? How had these spaces come into being? 
Why are these spaces not currently active? What was needed in order 
to introduce activity into these spaces? And is there a particular loca-
tion that would be suited to activation? !ese are research questions 
that this thesis addresses.

Given this point of departure, the overall aim of this research has 
been to better comprehend the processes which have created and 
continue to in"uence the physical composition(s) of the laneways as 
we see and experience them today. Moreover, once mindful of these 
processes, its resolve has been to o#er a series of recommendations 
which will conceivably culminate in both the expeditious and long-
term activation of these spaces.

!is research also draws heavily on the notion of ‘spatial imaginaries’ 
(as discussed in Chapter 2) and the recommendations (discussed in 
Chapter 8) are, as such, targeted towards achieving a strong shi$ in the 
perception of Vancouver’s constituents towards their laneways.

With this research aim and those initial questions in mind, before my 
return to Vancouver I made a quick survey of alternative cities to exam-
ine whether other ‘similar’ urban centres had and/or were participat-
ing in the activation of their respective laneways. By merely searching, 
“laneway activation” and/or “alleyway activation”, I was presented with 
an array of cities and towns which had either engaged in, and/or were 
in the process of engaging in, the activation of their lanes and alleys. It 
was clear that cities such as Melbourne, Sydney and Seattle, (the latter 
two which have been used as case studies for this project), along with 
their respective municipal representatives, and joined by a host of design 
professionals, a&liated non-for-pro"ts, and community driven organisa-
tions, were unambiguously explicit in their facilitative roles. Just a few 
moments scanning the related websites of these contributors, yielded 
con"rmation of policy interventions and documents, "nancial support 
structures, personal and academic analysis’, event organisation, entre-
preneurship and community involvement - much of which (to a large 
extent) was absent when surveying Vancouver from a distance.

Upon arriving back in Vancouver in January 2012, initial observations 
again con"rmed a lack of perceivable evidence to suggest that either 
laneway activities - beyond conventional forms of functionality and util-
itarianism - had occurred, or that facilitative policies had been endorsed 
and/or adhered to. Furthermore, I found that time spent in Europe and 
North Africa had only exacerbated my perspective that such a vast and 
accessible resource of urban and/or public amenity was (somewhat 
ironically) being utilised so inappropriately and ine&ciently.

Accordingly, I embarked upon a pragmatic, yet detailed and in-depth 
exploratory analysis, which comprised of qualitative research, including, 
an examination of the historical appropriation and contemporary ma-
terialisation of the city’s laneways; a series of informal and formal inter-
views with a wide assortment of corresponding stakeholders (including 
16 interviews and many informal discussions); a literature review; and 
a comprehensive overview of past and present policy documents and 
Council decisions.

Concurrent to developing a greater understanding of the culminating 
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conditions currently experienced in Vancouver, and in order to deter-
mine a speci"c area for closer scrutiny, I spent a series of weeks in early 
2012 methodically meandering through the seemingly endless network 
of laneways. O$en mirroring the streets ‘out-front’, these hidden, yet 
expansive, spaces penetrate and reinforce the respective neighbour-
hoods of Mount Pleasant & Southeast False Creek, the West End, the 
Downtown Core & Yaletown, and the Downtown Eastside (DTES) alike. 
Although, I believe that all of laneways in these respective neighbour-
hoods retain strong characteristics and varying degrees of potentialities 
relating to forms of activation; for reasons I will elaborate upon later 
in the document (See Chapter 4), I determined that the DTES would 
be appropriate for further analysis and examination. !e primary basis 
behind this decision originated from the premise that both the DTES 
laneways, and the respective neighbourhood, retained an advantageous 
con"guration of physical and social elements, which could be conceived 
to be conducive to both the expeditious and long-term activation of the 
lanes; as such, the DTES conformed to my research aim and I selected it 
as the primary site for the presented inquiry. 

1.1 My Position
As I have already suggested, as I have maneuvered through the analytical 
process my position with regards to the laneways has been to view these 
spaces as under-utilised and under-appreciated, yet concurrently retain-
ing potentialities for forms of activation. I am by no means the "rst in-
dividual to make these observations; urban practitioners, such as Grady 
Clay (1978), Anastasia Loukaitou-Sideris (1996), Michael Martin (1996), 
and Warwick Keates (2010) have long discussed both their appropriation 
(or lack thereof) and potentialities. However, despite these discussions, 
laneways in general, and especially those located throughout Vancouver, 
continue to retain a peripheral position within the contemporary urban 
environment.

!ey are fractured discontinuities (Loukaitou-Sideris 1996), unnamed, 
residual and ‘in-between’ spaces, dilapidated and o$en deteriorating. 
How this has materialised is to some extent uncertain. From a profes-
sional point-of-view - especially within the architectural and planning 

"elds - there appears to have been a general "xation with ‘frontality’ 
(Clay 1976) and by this I mean the visual "xation with creating archi-
tecturally appeal buildings facing the anterior street, yet lacking many of 
the same principles facing the lanes. Accordingly, rigorous design guide-
lines were o$en applied ‘out-front’, yet rarely deemed important ‘out-
back’. Similarly, municipal policies regarding have generally emphasized 
their functionality, reasoning this position with arguments of e&ciency. 
Paradoxically, I believe their current appropriation is anything but ef-
"cient. Retaining this vast network of public space, in order to provide a 
few basic service provisions, in actuality, seems rather ine&cient.

Just as professionals and practitioners have in#uenced both the initial, 
and to some extent, the continued materialisation of these spaces, our 
spatial imaginaries have responded correspondingly to this treatment. 
Presented as peripheral spaces which are the literal dumping ground for 
society, people have observed and developed compatible perceptions. 
Accordingly, in the absence of appropriate intervention(s), the perpetual 
actuality of these spaces has occurred.

Despite their current condition, I believe that the laneways of the DTES 
have the potential to become a valuable public space resource. With the 
help of facilitative policy intervention and a collaborative exertion from 
key community stakeholders, many of these spaces retain basic design 
elements which are suitable for creating great public spaces. Spaces for 
celebration and expression, commercial and community endeavours. 

1.2 Methodologies
As alluded to earlier in the introduction, the methodological approach 
I have assumed for the duration of this thesis project has been extraor-
dinarily pragmatic, and somewhat unconventional in composition. 
Crucially, it is founded on an exploratory analysis, which is comprised of 
predominantly qualitative and interpretive-based research. 

!e justi"cation for using the former research-based methodology is be-
cause, “it is especially appropriate for understanding the meanings and 
processes of people’s activities” (Groat and Wang 2002: 199), something, 
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I believe intricate to better comprehending the emergence of spatial 
imaginaries and activation process.

Altogether, I have conducted 16 formal and informal interviews with 
various stakeholders from throughout the city of Vancouver and the 
DTES community (See Appendix). However, because the concept of 
laneway activation is still in its relative infancy in Vancouver - with 
no de"ned structure and/or course of direction - it took time to trace 
associations between and establish contact with, the key stakeholders in-
volved. Accordingly, during the spring and summer of 2012, I incremen-
tally met with an array concerned individuals of whom maintained some 
sort of a&liation to the actuality and/or prospect of laneway activation 
in the city.

In particular, I have met with various municipal representatives from 
the planning and engineering departments, professional architects and 
designers, representatives from local non-for-pro"t organisations, a his-
torian, a director of a community advocacy group, local entrepreneurs, 
community board members and members from local business associa-
tions, in conjunction with residents, local business and building owners 
(See Appendix). 

Supplementary to these interviews, I have spent over 10 months con-
ducting an assortment of extensive observational studies. !ese began 
with a series of visitations to a wide range of neighbourhoods located in 
close proximity to, and including, the downtown core. Speci"cally, I have 
visited the neighbourhoods of Mount Pleasant & Southeast False Creek,, 
the West End, the Downtown Core & Yaletown, and parts of the DTES 
west of Gore Ave.

Upon selecting the DTES for further analysis, I spent inexhaustible 
hours meandering throughout this neighbourhood. Conducting both 
methodical and sporadic observations, I became well acquainted with 
the area. Simultaneously, I carried out archival research pertaining to 
both general and speci"c City policies, while also searching diligently 
though Administrative and Council Reports.

Beyond the Vancouver based analysis, I travelled to Seattle, Washington 
on 3 separate occasions in the spring and early summer of 2012, in order 
to conduct observational studies of the Pioneer District. While there I 
performed 5 interviews with key stakeholders a&liated with the evolving 
activation process in the city. !ese included discussions with profes-
sional architect, Daniel Toole; university professor, Nancy Rottle; Mas-
ters student (and keen laneways advocate), Mary Fialko; Nord Alley resi-
dent, Jack Bennetto; and an employee from the key non-for-pro"t who is 
subsequently driving the respective laneway initiative(s), Liz Stenning.

Furthermore, I conducted online research concerning the manifestation 
of laneway activities in Sydney, Australia. !ese inquiries were aimed at 
attaining information from policy documents and other related materi-
als.

My position as a researcher has evolved measurably over the period of 
analysis. Beginning as an inquisitive academic, examining and observ-
ing, I have since become fully immersed in the process itself, essentially, 
becoming a component within the process I initially set out to analyze. 

Accordingly, through this form of ‘participatory action research’ (Whyte 
1989,1991), I have since become involved with both the LLV organisa-
tion and the local chapter of Architecture for Humanity (AFH). !is 
has lead to participation in organisational meetings, community focus 
groups and consultation sessions, as well as the generation of materials 
for presentations and involvement in events. I have also started a blog 
educating local constituents on past experiences, current events and 
happenings elsewhere, which is now receiving hits into the thousands 
(Cameron 2012).

Moreover, through my ‘academic’ involvement, I have also been ap-
proached, on a handful of occasions, by municipal representatives to 
attend meetings and provide consultative insight. In this sense, I have 
been fortunate enough, in that the academic guise under which I have 
positioned myself, has o$en garnered relatively unencumbered access 
into situations that I would have otherwise not been invited.
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1.3 Terminology
Before proceeding any further with the discussion, I would like to take 
a few moments to clarify my choice of terminology. When referring to 
these ‘in-between’ spaces, I intend to use both the expressions, laneway 
and/or lane, as well as alleyway and/or alley intermittently. Although 
their genealogy may di%er slightly, under contemporary circumstances, 
these di%erent words essentially refer to the same physical entity. Lane-
ways and alleyways, today, are just colloquialisms referring to to the nar-
row passage(s) and/or small right-of-way(s), which run either between 
or behind buildings and/or properties. Speci"cally, the Oxford Canadian 
Dictionary de"nes these words as such:

alley / ‘aeli / n. (pl. eys) 1 (also alleyway) a a narrow street. b a narrow 
passageway or lane, esp between or behind buildings. [Middle English 
from Old French alee  walking, passage from aler go from Latin ambu-
lare walk].
alleyway / ‘aeli,wei/ n. = ALLEY 1.
alley cat n. a stray cat in an urban area, o$en mangy or half  wild. (Bar-
ber ed. 1998: 33-34)

lane /lein/ n. 1 a narrow road, street or path.
laneway / ‘leinwei / n. 1 = LANE 1. 2 Cdn a narrow urban street , esp. 
behind houses or stores; a back alley. [Old English: Origin unknown]. 
(Barber ed. 1998: 801)

From my knowledge, the expression laneway is predominantly used in 
an Australian context, whereas, alleyway is o$en appropriated, primar-
ily, in an American context. Yet somewhat confusingly, in a Vancouver 
speci"c context, both expressions are used. !is inconsistency is possi-
bly due, in part, to the historical in#uence and continued ties to Britain 
(similar to Australia), in conjunction with the increasing encroachment 
of Americanisms from south of the border. Adding to the confusion, in 
Vancouver’s o&cial policy documents, and general discourse, they are 
commonly referred to as lanes and/or laneways. However, when (on 
the rare occasions) there are o&cially appointed a name, these spaces 
are designated as alleys. Similarly, in everyday conversation, there also 

appears to be an inconsistency and/or discrepancy between the termi-
nological appropriation; some using lane and/or laneway, while others, 
alley and/or alleyway. For the sake of further discussion, I will predomi-
nantly refer to these spaces as laneways, although intermittently, and 
sometimes arbitrarily, I will transgress, and reference them as alleys and/
or alleyways.

Generally speaking, these are the public right-of-ways that run paral-
lel to the anterior streets, dissecting the majority of city blocks directly 
through their centre (see "g. 1.0).
(Figure 1.0 - Blood Alley)

Somewhat tellingly, and as an insight into further discussion(s). !e way 
in which others have de"ned these in-between spaces is revealing of 
how they have been perceived overtime. !e following are a few quirky 
de"nitions I happened across when researching laneway and/or alleyway 
literature:

“Al’ley (al’li), n.; pl. Alleys (-iz). [From allez oop, utterance of gallant 
knights in lighting fair maidens across mud holes] 1. a Where one walks to 
get from Fourth Street to Fi"h Street without getting all the way down to 
the next corner. b Where one drives to get from Fourth Street to Fi"h Street 
without going all the way down to the next corner, which would probably 
be a once-way street going the wrong way, anyhow.
2. a A cozy little place that reputable or dis-reputable persons can sneak 
into for an uninterrupted swig of bottled joy. b A favorite habitat of cats 
and rats, consequently known as alley cats or alley rats.
3. What they always leave room for behind houses in the suburbs but 
hardly ever get around to building.
4. #at which you wouldn’t want to meet some people in the dark.
5. #e strip of wood one throws a bowling ball down to knock over pins at 
the other end, only it sometimes goes into the gutter instead.
#e division of the hair upon the head; a, “What is a block without an al-
ley?” (Anon.)”.
(Heiman 1950 in Clay 1978: 6)
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“#e English word “alley” derives directly from the French allee and earlier 
from the Medieval Latin aleia, a passage. #e modern alley, de$ned as a 
passage between buildings, relates to the gardenesque allee, a long avenue 
bordered by trees. #e modern alley is almost always thought of as giving 
access to the rear of buildings. Hence the word takes on a malevolent and 
sordid meaning [...]. At closer scrutiny one comes up with less sinister uses, 
especially the idea of an alley as a special, almost protective space, hence 
“Tin Pan Alley.” But the idea of dubious activity is stronger. #erefore an 
alley cat can only be an animal of dubious ancestry”. (Andersen 1976 in 
Clay 1978: 6)
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Chapter 2
Spatial Imaginaries
2.0 Introduction
!e concept of spatial imaginaries has been utilised for this thesis proj-
ect primarily because it has been a useful tool when thinking through 
the processes which have transpired to create the current conditions 
experienced in the laneways, as well as formulating the scope of possible 
actions for achieving forms of revitalisation, which this research aims to 
contribute towards. As such, this discussion on ‘spatial imaginaries’ in-
forms and grounds the recommendations I will later present (See Chap-
ter 8), if not directly, then indirectly. A$er all, how we perceive space is a 
key factor in changing and producing space.

2.1 Spatial Imaginaries
!e contemporary city is a frenetic environment, one which constantly 
inundates constituents with a bombardment of external stimuli. As a 
coping mechanism for functioning within these busy urban environ-
ments, the modern city dweller breakdowns and "lters their frequently 
overwhelming surroundings into an aggregation of more digestible 
components (Simmel 1903). In their collaborative works Carmona et 
al. (2010: 112), demonstrated that in order to construct a manageable 
comprehension of their urban environment, people utilise individualised 
subjectivities, such as personal experiences and socially learnt values, 
to "lter this ‘barrage of stimuli’. Accordingly, this ‘reduction of reality’ 
views the urban environment as mental construct, a series of imagina-
tive images created by individuals who chooses to either psychologically 
or physically engage with a given space (Carmona et al. 2010: 112).

Due to the discriminatory nature of selective impressions, or ‘spatial 
imaginaries’, some theorists have described them as “partial (not cover-
ing the whole place);  simpli"ed (omitting much information); idiosyn-
cratic (each individual’s place image is unique); and distorted (based on 
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subjective, rather than real, distance and direction)” (Pocok & Hudson 
1978: 33 in Carmona et al. 2010: 112 - emphasis added). Consequently, 
“[...] depending on who you are, both in a material sense and in the 
realm of the imaginary - every subjectivity in the city is walked through 
the city streets with a di%erent set of images and imaginations, consti-
tuted in personal conscious and unconscious histories” (Watson 2006: 
2). In fact, studies in the "eld of urban design have long indicated that 
use and perception of the urban spaces dramatically alter for di%erent 
individuals and groups (Loukaitou-Sideris 1996). !ese di%erences in 
environmental perception can be attributed to a number of elements 
including - but by no means limited to - age, gender, ethnicity, income, 
lifestyle, lifecycle, length of residence in an area, typical mode of travel, 
as well as to the physical, social and cultural environments in which we 
live or were raised (Carmona et al. 2010: 112). 

Although images are frequently dependent on subjectivities and speci-
"cities, it is possible for similar or singular spatial imaginaries to be held 
in common within a larger group of actors or within a given community. 
!ese commonalities in imaginaries can be attributed to similarities in 
a persons socialisation, past experiences and present urban environ-
ment (Knox & Pinch 2000: 295). Furthermore, with the dissemination 
of large, agglomerated, media and news corporations, coupled with 
advancements in time-space compressing information and communica-
tion technologies, one could envision that certain portrayals of urban 
environments and spatial images are progressively being maintained by a 
substantial and ever growing number of homogenized urban actors.

As the aforementioned statements indicates, physical place itself is 
not the only source of external stimuli from which people construct 
a series of spatial images pertaining to their urban environment. Spa-
tial imaginaries can also be informed by received information about a 
speci"c place, for example, through its reputation, its subsequent media 
coverage, stories and anecdotes relating to a space (Carmon et al. 2010: 
112). Accordingly, the development of a spatial images can - in some 
circumstances - occur in isolation from the actual physical environ-
ment which is the subject of image creation. A person doesn’t necessarily 
have to interact with a given space, nor have any previous experience 

or knowledge of that space; hearsay and reputation alone are su&cient 
in in#uencing the development of spatial images. In the contemporary 
city, however, I would argue that the emergence of spatial imaginaries 
will most likely occur as an outcome of both physical and psychological 
engagement occurring in duality. !e majority of people will have had, 
at the very least, some #eeting interface with the spaces in question - in 
this case the laneways -  while also being e%ected by previously devel-
oped presuppositions.

!e composition of spatial imaginaries is both highly in#uenced by - 
while also extraordinarily in#uential in - the production and manifesta-
tion of physical spaces itself. As touched upon by Watson in her summa-
tion of Henri Lefebvre’s ‘Production of Space’, she outlines his assertion 
of ‘Representational Space, or space as psychologically lived in, as being 
“[...] implicated in the very production of space itself. How we imagine 
a place, space, city in large part creates the conditions of possibility for 
how we act, which itself creates the contours of that very space” (Wat-
son 1996: 8). !is is to say that the way in which constituents imagine a 
space, goes a long way to creating and recreating that space overtime. 

“People are not passive, however, and in#uence and change the environ-
ment as it in#uences and changes them. It is, thus, a continuous two-way 
process in which people create and modify spaces while at the same time 
being in#uenced in various ways by those spaces. Social process happens 
neither in a vacuum, nor against a ‘neutral backdrop’, and the built envi-
ronment is thus both the medium for and the outcome of social process 
and change” (Carmona et al. 2010: 133)

If a person has developed a negative image and/or connotation of a 
space, for instance, believing that it is squalid and dirty; they are likely 
to either retract themselves from interacting with that space altogether 
(maintaining their convictions), or will conduct themselves in a manor 
that they feel "t is for such an environment (openly dispose of garbage, 
engagement in illicit activity etc). As stated in the above, I argue that the 
initial emergence of spatial images is greatly impacted by the existing 
manifestation of physical space. !erefore, spatial imaginaries are both 
a production of space itself (a consequence of our interpretations of a 
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given space), while also playing a signi"cant role in the reproduction of 
said space (in#uencing how a constituent may, or may not, interact with 
a given space).

Spatial imaginaries are by no means a static phenomenon. !ey are 
almost never stationary and unfaltering. On the contrary, due to a vari-
ety of circumstances, they are perpetually evolving and changing over 
time. As discussed earlier, the emergence of spatial images is profoundly 
connected to our socialisation. !erefore, as we are e%ected by di%erent 
experiences over our life span and as social and cultural norms change 
over a duration of time - which they inevitably will - so will the way in 
which we interpret and construct our surroundings. Essentially, a con-
stituents lifecycle is intricate in terms of how they imagine a space. For 
example, the same person may view the ‘same’ space - one bound by the 
same physical parameters - in an entirely di%erent light at the age of 50, 
than when they were 25. Moreover, whereas a given society may have 
deemed certain actions inappropriate within the public realm during 
one decade, these societal values may have evolved to accept such behav-
iour at a later date.

Accordingly, since image development is a two-way process between 
observer and observed, and as images are #uid not static, it should there-
fore be, “possible to strengthen the image either by symbolic devices, 
by retraining the perceiver, or by reshaping one’s surroundings” (Lynch 
1960:11). Informing people of physical changes to the environment, or 
producing ephemeral and/or long-term transformations, could poten-
tially alter the spatial imaginary of associated actors.

!is transformational shi$ and subsequent modi"cation of spatial imag-
inaries is by no means an easy undertaking. Especially in the case of this 
analysis, certain perceptions of space have existed for close to a century 
and are obviously not ‘easy’ to change. !erefore, “changing the percep-
tion and social use of space in a city with long-standing "xed territories 
demands ambitious vision and proactive interventions that writes a new 
script, while appreciating the capacity for such scripts to become self-
ful"lling” (Ga&kin et al. 2010: 498 - emphasis added). Without proac-
tive intervention from all parties involved changes to the spatial imagi-

nary will presumably be di&cult to come by.

Additionally, the pluralities of spatial imaginaries - there can be innu-
merable spatial images that pertain to the same space - will inexorably 
lead to contestation between con#ictual images. Everyones personal 
experiences and values are di%erent, inevitably leading to the construc-
tion of di%erent spatial imaginaries. Accordingly, as a person attempts to 
assert their image upon another the ensuing dialogue between the two 
individuals can in#uence the respective perspectives, and hence, result 
in the transformation of one or both of the participants spatial images. 

Lastly, the ability to distinguish a space from another within the urban 
environment promotes the materialisation of spatial imaginaries. While 
discussing Lynch’s ‘!e Image of the City’, Carmona et al. illustrate such 
an assertion by stating that, “physical and visual distinctiveness aid the 
creation of place images and identities.” (2010 et al.: 112) !erefore, 
if a space is easily di%erentiated from other spaces, in relative terms, 
it strengthens as well as increases the possibility for spatial imaginar-
ies to emerge. Arguably, the laneways located with Vancouver retain a 
strong distinctiveness already, their contrasting physical form makes 
these spaces recognisable and easily distinguishable from the surround-
ing urban environments. !erefore, connecting this observation with 
Ga&kin’s aforementioned assertion, the proposition of a new emergent 
spatial imaginary is no easy task.

!e notion of spatial imaginaries enables us to both better comprehend 
how our physical environment has come into actuality, while simultane-
ously developing an awareness of how are surroundings in#uence the 
perceptions we maintain.
Once mindful of these processes, it is then possible to apply this under-
standing to construct a series of proactive recommendations that can 
help both transform space(s) and perception(s). In the preceding chap-
ter, I wish to retain this concept while examining a number of elements 
that have been instrumental in the formation of imaginaries pertaining 
to the laneways.
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Chapter 3
Creating the Image
3.0 Introduction
Based on the preceding discussion of spatial imaginaries, and in con-
junction with the research aims and question set out in the Introduc-
tion, this chapter will consider the long-standing position taken my City 
Council and other City representatives, the role of media and the impli-
cations of perceived safety in shaping the image of the laneways, and as 
such, the spatial imaginaries of actors in relation to these spaces.

3.1 City’s Traditional Position
Policy directives, sanctioned by political actors and administered by 
ancillary departments, retain the ability to have far reaching rami"ca-
tions on both the physical manifestation of spaces, as well as the genera-
tion of associated spatial imaginaries. !e decisions made within city 
hall can have widespread implications on how people both appropriate 
and imagine space(s); as culminating policies shape the urban environ-
ment which is ultimately the subject of a persons gaze. !is assertion is 
substantiated by the traditional position that the City of Vancouver has 
maintained, over a period of decades, in terms of their administering of 
the city’s laneways.

In and April and June 2012, I conducted a series of interviews with sta% 
members from the City of Vancouver’s engineering and planning de-
partments. During these interviews both respondents, Jennifer Draper 
(an engineer) and Allison Dunnet (a DTES neighbourhood planner), 
asserted that the city’s traditional position with regards to the laneways 
has been to treat these areas as both functional and utilitarian spaces 
(Draper 2012; Dunnet 2012). Both Draper and Dunnet rei"ed that, over 
several years, their respective departments had worked diligently to-
wards reducing any potential con#ict on the anterior streets by transfer-
ring a lot of the functional responsibilities into the laneways (2012). Ac-
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cordingly, both interviewees corroborated that the City had, until recent 
years, taken proactive measures to ensure the prioritisation of vehicular 
and commercial access, service provision and utility maintenance, as 
well as sanitation requirements in the laneways (as opposed to the streets 
‘out-front’) (Draper 2012; Dunnett 2012). In essence, placing an empha-
sis on vehicular forms of circulation over pedestrian movement.

!ese "rsthand accounts of the city’s position were veri"ed by my in-
depth archival research of city plans and bylaws, which identi"ed a num-
ber of ‘Land Use and Development Policies and Guidelines’ documents 
which explicitly reference the emphasis of vehicular access in the lanes. 
(City of Vancouver 1982; 1991) For instance, when discussing vehicular 
movement, the ‘Downtown Eastside/Oppenheimer Design Guidelines’ 
mandates that there is, “no access to parking or loading from primary/
arterial streets” (City of Vancouver 1982: 12). Moreover, it emphasizes 
that future development should, “maximize the use of lanes for service, 
parking, and goods distribution” (City of Vancouver 1982: 12). In a simi-
lar vein, the ‘Downtown South Guidelines (excluding Granville Street)’ 
highlighted how important it was that vehicular and service functions 
remain primarily on the lane, so as not to con#ict with pedestrian-ori-
ented street activity” (City of Vancouver 1991: 7).

In my opinion, the fact that the city departments were willing to transfer 
various functional responsibilities into the laneways, in essence reduc-
ing these public spaces to nothing more than a marginalised utilitarian 
spaces, demonstrates the peripherality of these spaces in the mind past 
city administrations. 

Furthermore, one could argue that this form of development is a rather 
lackadaisical means of planning and engineering development. City ad-
ministration has retained considerable swaths of land, in order to meet 
functional responsibilities that could otherwise be met in existing urban 
spaces (as is the case with most other cities). As a consequence of inher-
iting an extensive network of laneways, the City has become over reliant 
on the exclusive utilitarian appropriation of the lanes.

Although pedestrian movement on the street is highlighted in the docu-
ments, the rational given for prioritising the functional and utilitarian 
appropriation of these spaces was stated to have been primarily deter-
mined by e&ciency (Draper 2012). Essentially, the desired outcome 
from an administrative view, was the unobstructed movement of ve-
hicular tra&c and the alleviation of pressure on arterial streets (Draper 
2012). Accordingly, as a consequence, any activities deemed undesirable 
or disruptive to vehicular circulation were steadily shi$ed into the lane-
ways.

Once such directives had taken root, assumed liability also became a 
prominent rational behind maintaining these spaces as both functional 
and utilitarian in character (Draper 2012). It was explained to me, that 
as a result of the prioritisation of vehicular activity, the laneways hadn’t 
been designed for ‘secure’/‘safe’ pedestrian use. !erefore, should the city 
be seen as proactively encouraging pedestrian movement and/or appro-
priation of these spaces, they (speci"cally the engineering department) 
would be deemed liable for any ‘incidents’ or ‘transgressions’ between 
vehicles and pedestrians. As such, the city has not and cannot proac-
tively encouraging pedestrian activation, unless applicable precautions 
are made to assure safety. 

!e implications of the City’s longstanding explicit directives, is the 
creation of a series of public spaces which are dominated by the vehicle 
and de"ned by functional activities. !ese urban spaces are principally 
conducive to utilitarisn uses, such as garbage collection, utility provision 
and maintenance and property access. Furthermore, it has promoted an 
environment that neglects pedestrian forms of appropriation, by making 
it di&cult, if not near impossible for alternative forms of use to transpire.

However, as will be discussed in the ‘Changing Landscapes’ section (pre-
sented in Chapter 5), a relatively recent emergence of new city policies 
(some emerging during the process of this analysis), in conjunction with 
concerted e%orts and advocacy from community groups, is beginning to 
facilitate a so$ening with regards to this position.
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3.2 Media Portrayal
As demonstrated earlier, the development of spatial imaginaries oc-
curs as a consequence of an individual either "ltering external stimuli 
pertaining to their immediate physical surroundings, and/or processing 
received information arising from media coverage or conversational dia-
logue. Subsequently, received information is a signi"cant foundational 
pillar in the emergence, and perpetuation, of ones spatial image of the 
urban environment. Although it is ultimately someones own subjectivi-
ties that will determine how information is interpreted, the portrayal of 
certain images and dissemination of speci"c information will unques-
tionably in#uence the disposition of any ensuing imaginary. !erefore, 
it is reasonable to contend that media portrayal of Vancouver’s laneways 
has played a noteworthy role in the materialisation and continuation of 
spatial imaginaries concerning these spaces.

Generally speaking, the (media’s) portrayal of the city’s laneways has 
been negative. Since the early to mid twentieth century, these spaces 
have been frequently depicted as dilapidated and liminal spaces, patron-
ized by the unwashed, estranged and the immoral. As far back as April 
21st, 1937, local journalists were describing some of the city’s laneways 
(in this case the now defunct/non-existent Hogan’s Alley), as spaces of 
“squalor, immorality and crime” (Vancouver Daily Province 1937 in 
Walker 1999). 

Seemingly, little has changed at the turn of the twenty-"rst century. 
Television and newspaper articles continue to focus predominantly on 
the occurrence of unlawful activities and other social problems in the 
laneways. For example, a series of independently "lmed documentaries, 
namely ‘!rough a Blue Lens’ (1999), ‘Wasting and Pain’ (2008), and 
‘$treet$ of Plenty’ (2010), chronicled the present-day plight of homeless-
ness, mental health issues and drug abuse experienced within the DTES 
community. Interestingly, although all of the aforemetioned social prob-
lems are prominent throughout the neighbourhood - in public parks, on 
the anterior street, and in private residences - the "lmmakers chose to 
frame these issues for the majority of the time within the laneways. Ac-
cordingly, much of the "lming and subsequent interviews took place in 

these spaces, therefore, (sometimes explicitly) suggesting to the viewer 
a duality and interconnection between a the laneways and disorder, acts 
of disobedience and social delinquency. Speci"cally, as Dr. Gabor Mate 
is interviewed in $treet$ of Plenty, he discusses how society “ostracizes 
marginal "gures to the social peripheries” (2010); while he explains this 
images of the homeless and drug addicted occupying the lanes are pre-
sented on the screen. 

Although not entirely speci"c to Vancouver, the representation of lane-
ways in both mainstream television and movie productions is in#uential 
in the dissemination and/or production of spatial images. 

Having said this, it is possibly more relevant to Vancouver, as many large 
scale productions actually "lm in ‘Hollywood North’, using the city as 
a backdrop. As I conducted my observational study, I encountered on 
numerous occasions fully operational "lm sets erected along the lane-
ways. Inquisitively, I asked an individual on set how o$en they utilise the 
laneways for "lming purposes. He stated that they are used ‘frequently’, 
because “with a few modi"cations they epitomize the quintessential 
ominous space, dark and dingy, and full of danger” (informal discussion 
stage crew August 2012). Interestingly, upon closer inspection, I noticed 
that the lane in question - running parallel with Hasting and Pender and 
between Cambie and Abbott - had been ‘altered’; modifying the space to 
make it appear more disheveled and dirty than usual.

Despite the overwhelming majority of conveyed images retaining nega-
tive connotations, in the last couple of years there has been a slight shi$ 
in the way the laneways are portrayed in the news media. Recent ar-
ticles have highlighted the potentialities perceived to be existing within 
these spaces. !e emergence of laneway housing as an alternative form 
of densi"cation has been in#uential in this trend, however, articles  in 
the Vancouver Sun (2011) and Vancouver Observer (2011) have looked 
beyond just the topic of housing and have begun to concentrate on these 
spaces as public spaces issues.

As demonstrated, received information is constitutive to the recipients 
ever transforming spatial imaginaries. !erefore, how spaces are por-
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trayed, both within news and entertainment media, is of the upmost 
importance when considering the emergence and perpetuation of spatial 
images. Continually bombarded by images that represent the laneways 
as spaces which are dark, dirty and unsafe; spaces of social delinquency 
and rife with illicit activity, constituents are more likely to retain a poor 
image of these spaces, and ultimately, limit and/or avoid these spaces 
altogether.

Alternatively, a&rmative portrayals can have the opposite e%ect. If the 
laneways are represented in a positive manner, a shi$ in spatial imagi-
naries could be encouraged. Motivated by these favourable emerging 
spatial images, it is conceivable that constituents may be prepared to 
experience these spaces previously deemed undesirable, stimulating 
new forms of activation. However, for the initial depiction to occur in 
the "rst place, proactive and speci"c interventions needs to take place. 
!erefore, without intentional and/or unintentional intervention, it is 
unlikely that the portrayal of the laneways as ‘unsafe’ and ‘squalid’ will 
be amended.

3.3 Perceived Safety
As elucidated earlier, our perception and/or image of space has the 
capacity to become a self-ful"lling prophecy. How we perceive and/or 
imagine a space - that is how we have mentally constructed our sur-
roundings around us - retains signi"cant implications on the actual 
manifestation of space itself. Again, this exploit is a component of the 
two-way process in which individuals create and modify spaces, while 
at the same time being in#uenced (and modi"ed) by those same spaces. 
In essence, just as our perceptions are in#uenced by lived interaction 
with, and received information about, a space; our perceptions of a given 
space also in#uence how that space materializes over time. Moreover, 
our perceptions also have a dramatic repercussions on how with interact 
with and appropriate (or not for that matter) a speci"c space.

In applying the aforementioned positions of image creation and/or 
perception and its impacts on the materialization of space; it is a fair 
proposition to assert that this position can be applied to the concept of 

perceived safety (and the actuality of crime) in space. Essentially, our 
perception of safety can have deep rooted implications on both our ac-
tions, as well as on the emergence of those perceptions in space itself.

Accordingly, our perception of crime and/or a fear-of-victimisation can 
be instrumental in it’s actuality (Wilson and Kelling 1982). As theorist 
Sophie Watson maintains, received information, such as “stories of the 
city and its public spaces as dangerous, dead or dull, or as sites of exclu-
sion, marginalisation and violence [can] contribute to, and produce, the 
very conditions that they describe” (2006: 7).

Similarly, the same could be said for perceptions developed through 
personal experience. For instance, witnessing signs of physical and social 
disorder, such as gra&ti, litter, broken and boarded up windows, vandal-
ised public property, vomit and urine in doorways, as well as over drug 
activity, to many, suggests an out-of-control, and thus unpredictable and 
unsafe, environment (Carmona et al. 2010). 

Accordingly, if an individual and/or community of people perceive that 
a space is unsafe - in many cases without having actually been a victim 
of crime - then the likelihood that they will either avoid that space alto-
gether or limit their exposure to that environment is increased.

“In response to fear-of-victimisation many people take precautionary 
actions either to avoid the risk or, where rick avoidance is not possible 
or desirable, to reduce their exposure through risk management. Hence, 
fear-of-victimisation is a cause of exclusion not just from particular 
[spaces] but from much of the public realm (Ellin 1997; Oc & Tiesdell 
1997).” (Carmona 2010: 148)
 
As eluded to, the implication of constituents avoiding or limiting their 
exposure to a certain space because, at best, they feel uncomfortable 
and, at worst, they perceive that it is unsafe, is an impoverishment of the 
public realm. With the withdrawal of many, if not the majority, of the 
general public, the probability of illicit activity occurring is increased. 
Similarly, it has been argued that, the lack of visual surveillance or ‘eyes 
on the street’ (Jacobs 1961), will lead to the potentiality of increased oc-
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currences of crime.

I can personally attest to this disposition. Although I attempted to not 
be in#uenced by my preconceptions of the DTES’ laneways (as crime 
ridden and unsafe), there were certainly occasions when I felt that my 
safety may be at risk and I shortened my exposure to these spaces. Ironi-
cally, on my last site visitation, I encountered such a situation and de-
cided to leave the laneway. At that point, I was stopped by the only other 
individual in the lane and subject to an attempted mugging. Fortunately 
nothing was stolen and both of us walked away relatively unscathed.

Beyond this, I would take a step further and argue, that the voluntary 
removal of oneself from a space causes an increased reliance on received 
information (such as rumors and hearsay, as well as media coverage), in 
order to develop and/or maintain ones perception. !erefore, constitu-
ents are progressively in#uenced by the portrayal’s of space conveyed by 
others.

As contended by Carmona et al., a “lack of security, perceptions of lack 
of safety and fear-of-victimisation are threats to both the use of public 
realm and to the creation of better places. Creating a sense of security 
and safety is, thus, an essential prerequisite of successful urban design” 
(2010: 148). However, there is undoubtedly a delicate line between creat-
ing a ‘safe’ space, or at least one that is perceived to be safe, and creat-
ing a space that is sterilised; and one which subsequently displaces and 
excludes individuals who would have otherwise been able to appropriate 
such a space. Over prescribing space with highly restrictive terms and 
conditions of use would be almost as unproductive as continuing with 
the status quo.

Whereas negative stories of safety concerns can have adverse e%ect on 
how space is used, the opposite could also be said, “new stories of public 
space as life enhancing, exciting, safe and inclusive [...] can take us far 
in creating those spaces in just that way (Watson 2006: 7)”. However, in 
order for these shi$s in perception to occur, changes need to transpire in 
the physical environment.

Having stated this, an important factor to consider as an urban planner 
or designer (or politician for that matter), is that, while design may a%ect 
crime and/or perceptions of safety, it can only generate the precondi-
tions for a safer environment. Design is not a substitute for changing the 
conduct or reducing the underlying motivation of individuals involved 
in criminal activity (Carmona et al. 2010). Underlying social issues and 
other societal de"ciencies are the root cause of many of these problems, 
therefore, in order to modify the motivations in#uencing certain indi-
viduals, larger systemic interventions and/or revisions in policy need to 
occur.

!e development of negative spatial imaginaries pertaining to the 
laneways have developed incrementally overtime. !e City’s traditional 
stance towards these spaces has in#uenced the emergence of under-
utilised and peripheral spaces. As use of space has re#ected the o&cial 
position towards these spaces, they have been appropriated for marginal 
forms of activity, thus compounding and perpetuating his sense of pe-
ripherality. Perceived safety has also exacerbated the circumstances and 
concerns have been re#ected in the media.

In order for perceptions and corresponding spatial imaginaries to 
change, administrative directives need to views and treat these spaces 
more positively. Moreover, for perceived safety to improve, a concerted 
e%ort to enhance the physical environment needs to take place.
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Case Study (1)
Sydney
Urban Structure and the Emergence of Laneways

Central Sydney is a product of a laissez-faire approach to growth and de-
velopment (City of Sydney 1993: 1). De"ned both by its topography and 
surrounding natural elements, the central area comprises of two slightly 
haphazard and overlapping grid structures which are generally oriented 
on a north-south axis. !roughout the city centre there are a series of 
infrequent and intermittent laneways which occasionally intersect the 
irregular shaped blocks.

!e sporadic nature of the laneways could be attributed to the fact that 
between the early to mid 1900s, Sydney’s lanes evolved as, “site speci"c 
responses to commercial objectives and pre-existing circulation pat-
terns” (City of Sydney 1993: 9 - emphasis added). By the mid twentieth 
century, central Sydney was home to an intricate, if somewhat ‘unpre-
dictable’, network of small streets, plazas and lanes (City of Sydney 1993: 
9 and 14) and these pedestrian oriented spaces o%ered a diversity of 
retail and commercial activity. Even though a secondary circulation sys-
tem, from their inception, the lanes were recognised as legitimate spaces 
and were given names much like the primary streets.

Between the 1960s and early 1980s, the city of Sydney experienced a 
period of consolidation, which culminated in the sale and elimination 
of many of the city’s laneways. Large amalgamated structures replaced 
many of the ‘"ne grained’ and ‘intimate’ spaces. !e sale of the laneways 
generated approximately AUS$57 million in revenue for the city Coun-
cil, however, until recently, little of this money was reinvested into main-
taining the remaining spaces. During this period of time, the character 
of these spaces changed drastically with many of the laneways becoming 
increasingly functional spaces, utilised for vehicular access, service pro-
vision and waste management, as opposed to pedestrian forms of move-
ment (City of Sydney 1993: 11).
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A Period of Conservation

Concerned with the atrophy of the city’s laneways, City Council passed 
a resolution on February 24th, 1992, mandating the assessment of the 
lanes and in particular their ‘Urban Design and Heritage Signi"cance’ 
(City of Sydney 1993). Subsequently, the City undertook an extensive  
analytical study, and in October 1993, Council adopted ‘!e City of Syd-
ney: Policy for the Management of Laneways in Central Sydney’ report. 
“!e study was undertaken in a climate of growing awareness of the 
important role of the lanes as a component of public open spaces in the 
city” (City of Sydney 1993: 9), and as a consequence, set out the follow-
ing objectives:

!e evaluation of the heritage signi"cance of the lanes.
!e identi"cation of the urban design opportunities inherent in Syd 

 ney’s remaining lanes.
!e evaluation of the pedestrian and vehicle access and the service  

 value of the lanes.
!e preparation of policy and recommendations for the management  

 of the lanes. 
(City of Sydney 1993: 3)

!e report acknowledged that redeveloped, the remaining laneways pro-
vided an intimately scaled environment conducive to pedestrian activity, 
retail, restaurants, as well as a continuation of their service uses. More-
over, it proclaimed that these spaces would yield favourable conditions 
for regular events and/or use as specialty street markets (City of Sydney 
1993: 17).

Ultimately, the report put forward a comprehensive list of ‘policies for 
the management of the laneway network’, as well as an extensive set of 
‘recommendations for the management of individual lanes’ (City of Syd-
ney 1993). !e underlying assumption, was that the lanes were 
an important element of the open space network, and therefore, should 
be retained unless proposed redevelopments could provide an enhance-
ment to the laneway system (City of Sydney 1993: 22). However, aside 
from ‘o&cially’ identifying the the intrinsic value of these intimate 

spaces and mandating the retention of the remaining laneway stock, the 
document did little to ascribe speci"c strategies that would bring new 
forms of activity into these spaces. Accordingly, it had little immediate 
e%ect, in terms of the pedestrian activation or tangible alterations to the 
laneways. For the best part of a decade, these spaces remained under-
utilised as both functional and utilitarian spaces.

A Short-Lived Attempt

It wasn’t until 2000, when Sydney hosted the Summer Olympic Games, 
that event based activities in the laneways materialized - if only tempo-
rarily. In March of that year, Melbourne based architects Six Degrees, 
proposed that a legacy of the games could be to generate a “more vibrant 
and dynamic Sydney city centre, in part through the creation of number 
of small bars in and around the lanes” (Six Degrees 2008: 1). Although a 
total of six small, hidden laneway bars were proposed to begin operating, 
only a single, large bar opened on a temporary basis during the Games 
(Six Degrees 2008: 1). !e nightly event was a enormous success, attract-
ing approximately 30,000 patrons over 21 separate evenings (Six Degrees 
2008: 1). However, the justi"cation for not continuing the program on a 
smaller scale was the prohibitive costs imposed by the draconian liquor 
licensing at that time.

!e insertion of laneway bars was an attempt to replicate the success’ 
experienced in Melbourne’s vibrant laneway culture, however, at this 
time, it appears that the City of Sydney failed to understand that the 
reason the bars emerged so successfully in Melbourne, was because 
facilitative amendments had been made to their respective liquor licens-
ing laws. Accordingly, the bars were a reaction to conditions, as opposed 
to a entirely top-down intervention (without congruent and facilitative 
overarching policies).
 
Independent Analysis’

For much of the early 2000s, there is little documented evidence to sug-
gest that meaningful attempts were made to reactive the laneways as 
intermittently proposed over the previous decade. However in 2007, the 
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discussion re-emerged when the esteemed Gehl Architects were com-
missioned to study the quality and conditions of the city centre’s public 
realm. Although a minor component of the recommendations deriving 
from the document, Gehl Architects drew attention to laneway revitali-
sation and activation - in a similar fashion to their analysis in Seattle - as 
a means of improving the overall public realm. Speci"cally, they sug-
gested that physical improvements and activation of the city’s laneways 
could act as a means of creating a “strong city identity”, “an inviting 
streetscape”, and “a diverse, inclusive and lively city” (Gehl Architects 
2007: 76).

Shortly therea$er, Six Degrees Architects were again commissioned by 
the City to produce an advisory report pertaining to the most appropri-
ate actions for long term revitalisation of the laneways and "ne grain 
spaces of the city centre of Sydney (City of Sydney 2008: 4). Compiled 
in coordination with the Sustainable Sydney 2030 visioning exercise, the 
‘!e Fine Grain: Revitalising Sydney’s Lanes’ report, recommended four 
strategic objectives, in order for the City to meet its aspiration of reacti-
vating the laneways. !ese objective speci"ed that the City should:

Identify, manage and strengthen precincts in the city centre.
Increase the supply of small scale spaces on streets and lanes.
Assist appropriate small businesses to locate and thrive in the city.
Support appropriate new bars and restaurants in the City Centre.

(Six Degrees Architects 2008)

Although the report itself did little to facilitate activation of the city cen-
tres laneways - this was not a binding statutory document - it was highly 
in#uential in assisting with the implementation of a strategy that did. 
Its publication was congruent with the unravelling of various City lead 
initiatives which were aimed at acting as a catalyst for activation based 
occurrences.

An Emerging Movement

Endorsed by Council in March 2008, the ‘Live Lanes - City Centre Lane-
way Revitalisation Strategy’, is a City lead initiative, which, “responds to 

the community’s desire for a more vibrant, cultural, lively and connected 
city centre” (City of Sydney 2011a). In particular, it aims to “encourage 
and assist with the long term revitalisation of the City’s laneways and 
forgotten spaces” (City of Sydney 2011a). As noted, the endorsement of 
this initiative closely followed the publication of the previously discussed 
reports by Gehl and Six Degrees Architects. Accordingly, it is responsive 
to many of the recommendations and strategic directions put forward 
in these documents. !e strategy itself comprises of six core initiatives, 
which have been identi"ed as keys factors in the revitalisation of the city 
centre’s laneways. !ese include:

A "negrain business development matching grant program.
!e promotion and facilitation of temporary and permanent art instal 

 lations.
A laneway capital works program.
Precinct planning.
Creation of tenancies.
A streamlined approval process.

(City of Sydney 2011a)

Research indicates that this responsive and multifaceted approach to 
activating the city centres laneways is having the desired impact of 
encouraging a variety of di%erent businesses, events and artistic installa-
tions into these spaces. What has made this strategy so e%ective is that it 
has reacted to aspirations from the business community to create a more 
conducive environment for small, locally owned businesses, commit-
ted "nances to making physical improvements to the public realm, and 
aligned itself with an exist arts program - bringing new opportunities for 
artists to display their respective works.

Moreover, its endorsement has occurred concurrently with the incorpo-
ration of the ‘Small Bars and Restaurants Bill’ into the New South Wales 
(NSW) Liquor License Act. !is amendment to pre-existing legislation 
reduced the business licensing fee (for bars and restaurants with less 
than 120 patrons) from AUS$15,000 to AUS$500 (McNeill 2011: 174), 
therefore, further creating an environment "tting to small businesses 
that are more likely to move into these peripheral spaces.
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(Fig. Syd. 1 & 2 - Finegrain Businesses)

Some of the key components of the ‘City Centre Laneway Revitalisation 
Strategy’, have been:

(A) !e Finegrain Business Development Matching Grant Program

!e Finegrain Business Development Matching Grant Program is a mer-
it based, grant program which provides matched cash funding anywhere 
up to AUS$30,000 for small businesses (City of Sydney 2010; 2011d). 
!e aim of the program is to assist small businesses locate and thrive in 
the laneways and under-utilised precincts of Sydney’s city centre, while 
enhancing the diversity, vitality and economic vibrancy of these areas 
(City of Sydney 2010; 2011d). !e grant program consists of mentoring 
and training opportunities, as well as a rigorous assessment process, in 
which business plans and the economic viability of proposals are evalu-
ated. !e assessment determines whether a business proposition is of 
‘su&cient merit’ and dictates to what extent the applicant will be sup-
ported by the program. Upon approval, grants can be used for:

Costs associated with capital improvements, equipment, improving  
 the facade and refurbishment of the business premises.

Costs associated with the purchase of specialist so$ware directly re 
 lated to the establishment of the business.

Contributing to 50% of the costs associated with identifying training  
 and development programs, to a maximum of 10% of the grant.

Not more than 10% of the cash grant can be used for approved mar 
 keting and promotional activities.
(City of Sydney 2011d)

According to the 2012/2013 City Guidelines and Information, the ‘"ne-
grain’ businesses that qualify for the program are “small scale, diverse 
and innovative businesses that are likely to be engaged in specialist retail, 
hospitality and entertainment or will otherwise encourage activation of 
under-used space in the city laneways, plazas and [other] underutilised 
spaces with business activity that is currently undersupplied, unique or 
non existent in the city centre” (City of Sydney 2010: 3).

!e combination of comparatively low rents, restrictive #oor spaces, 
"nancial incentives and the aforementioned amendments to the Liquor 
Licensing Act, have created perfect conditions for businesses that would 
otherwise been priced out of the downtown core. !e city of Sydney 
is now beginning to see a number of small shops, bars and restaurants 
open in the lanes, increasing pedestrian tra&c and activity. Moreover, a 
spin-o% e%ect of these businesses opening is the articulation of building 
facades and access points that would have previously been blank and/or 
inactive (See Figure(s) Syd. 1 & 2).

(B) Capital Works Program

In conjunction with private endeavours which have upgraded the fa-
cades and edge conditions of the laneways, the City has established a 
capital works program which provides physical improvements to se-
lected lanes (City of Sydney 2011b). According to their website, these 
enhancements include:

Improved lighting.
Better paving.
Installing street furniture and provision of additional space for out 

 door dining.
Tra&c calming measures to improve pedestrian amenity and respond  
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(Fig. Syd. 3 & 4 - Albion Place A$er Investment)

 to business activation.
Distinctive pubic art to transform the look of the laneway.

(City of Sydney 2011b)

To date AUS$13.575 million has been directly allocated to the capital 
works program (City of Sydney 2012), with 19 out of the 57 individual 
laneways located in the city centre, subject to some, if not all, of the 
aforementioned upgrades (City of Sydney 2012). !e City’s willingness 
to provide relatively high and sustained levels of "nancial investment for 
improving the physical conditions of the lanes, not only demonstrates 
their concession that these spaces were in need of amelioration, but also 
a commitment to the long-term improvement of the public realm within 
the city centre (See Figure Syd. 3 & 4).

this by introducing temporal art installations into the lanes on a rota-
tional basis, each year commissioning local, national and international 
artists to partake in the program. !ese ephemeral events have included 
installations that have retained visual, audible and tangible components, 
therefore, enabling the observer to interact either actively or passively 
with the spaces (See Figure(s) 5, 6 & 7). Art installations within the 
laneways have now become a key component of the activation process 
and the resounding success of the program has lead some installations 
to become permanent "xtures within the lanes. !e Laneway Art pro-
gram illustrates how ephemeral events have the ability to almost instan-
taneously reinvigorate and transform the laneways with relatively little 
capital investment. 

(C) Temporary and Permanent Art Installations

In collaboration with the City Art: Public Art Strategy, and the ‘Art 
& About’ initiative, the City Centre Laneway Revitalisation Strategy 
has developed a ‘Laneway Art Program’. Originally started as the ‘Live 
Lanes Temporary Laneway Art Program in 2007, it was integrated into 
the strategy two years later. !e aim of the program now is to ‘celebrate 
underused spaces at the heart of the city’, as well as to “de"ne and re-
de"ne the physical nature of the city” (City of Sydney 2011c). Partially 
supported by community and cultural grants programs, it attempts to do 

(Fig. Syd. 5, 6, & 7 - Sydney’s Laneway Art Program)

Emphasizing the Pedestrian

!e relative success of these programs has demonstrated to the City 
an interest in appropriating these spaces. !erefore, in order to further 
facilitate the generation of pedestrian friendly spaces, the City has now 
begun to either close some of the laneways to vehicular tra&c entirely 
or convert them into shared and/or slow zones. !e restricted usage 
of vehicles is thereby seen as increasing opportunities for day-to-day 
activation and the emergence of a vibrant street life. Moreover, it is 
deemed that it will improve pedestrian safety, amenity, and connectivity 
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throughout the central city (City of Sydney 2012b). Speci"cally, in Feb-
ruary, 2012, the Planning Policy Sub-Committee, proposed the transfor-
mation of all 57 laneways within the central city into shared zones (City 
of Sydney 2012b) and in August 2012, it suggested closing one particular 
lane to vehicular tra&c altogether (City of Sydney 2012a). !e creation 
of ‘shared’ zones also demonstrates that, if enacted with the appropriate 
safety measures, both vehicular and pedestrian forms of movement can 
co-exist in the same spaces with little con#ict.

Conclusive remarks
!is almost two decade long, top-down, e%ort to reintroduce forms of 
pedestrianised activity into the city centres laneways illustrates a num-
ber of important considerations. !e legitimisation through naming, in 
conjunction with early conservation and management policies, created 
a foundation upon which the laneways could be recognised and ap-
proached e%ectively. Initial attempts to activate these spaces were un-
successful, due in part to their implementation in isolation from other 
policy directives. In contrast, recent laneway activation strategies dem-
onstrate the importance of an integrative, multifaceted and multilateral 
approach that is responsive to a variety of stakeholders aspirations is re-
quired. !e combination of laneway enhancements, "nancial incentives, 
facilitative policies and an active artistic program enabled these spaces to 
be re-imagined.
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Chapter 4
!e Laneways of Vancouver’s 
Downtown Eastside
4.0 Introduction
Based on the preceding discussion, it is now time to orient the towards 
the laneways that have formed the basis for analysis during this research 
project. !e following chapter presents a description of the laneways 
based on my observational studies and site visitations. Firstly, I intend 
to describe the process in which I decided to choose the speci"c site of 
analysis (the DTES laneways), followed by a more in-depth description 
of their current physical state. As alluded to, many of the previously dis-
cussed processes should be kept mindful when considering the materi-
alisation of these spaces we experience today. 

4.1 Site Selection
Upon arriving back in Vancouver in early 2012, with the intent of con-
ducting an explorative laneway research project, I was le$ ponderous as 
where to focus my intention(s). In part due to their extensiveness - as 
a singular entity - these spaces vary drastically in character from one 
neighbourhood to another. Quite obviously, the adjacent land uses in the 
surrounding areas are re#ected in the laneway spaces themselves. More-
over, based on the case study examples, I developed the impression that 
not all of the spaces retain the appropriate conditions for a reverberating 
and expeditious transformation which I deem to be necessary, in order 
to act as a catalyst for the re-imagination, and subsequent activation, of 
these spaces. Furthermore, as noted in the introductory chapter, my ini-
tial intent was to focus on something a little more ‘urban’, i.e. somewhere 
in a more central location, that is subject to higher intensities of urban 
growth and retains higher concentrations of density.

Accordingly, I set out on a series of separate days to gain a better under-
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standing of the laneways in the Mount Pleasant & Southeast False Creek 
area, the DTES, the Downtown Core and Yaletown and the West End 
(See Images). 

Applying design parameters, such as, de"nition of space, scale, texture 
and variation of adjacent buildings, intensity of pedestrian movement 
throughout the respective neighbourhood, types of land uses and ac-
tivities in surrounding area, connectivity between laneways, as well as 
to destinations both within and throughout the city, and potentiality 
for increased interaction between adjacent buildings and the laneways, 
I eventually decided upon the DTES. When referring to the DTES I 
should explain that this appellation is given to the combined areas of 
Gastown, Victory Square, Chinatown and Oppenheimer, the reason for 
this clari"cation is that in later chapters I will refer to emerging policy 
documents relating to some of those areas.

4.2 Observations
Over a series of months (between March and November, 2012), I have 
conducted numerous site visitation and observational studies in the 
DTES and its respective laneways. In order to document these observa-
tions, I made a sequence of in-depth "eld notes, while also capturing the 
visual components through photography (some of which are reproduced 
within these pages). Here are is a summation of my observations.

To walk through the DTES’ laneways is an extremely stimulating sen-
sory experience. While passing through, and immersing oneself in, these 
spaces, you are almost always guaranteed to evoke, if not sometimes 
overwhelm a variety of the body’s sensors. Even in the absence of a 
vibrancy of activity, the laneways are still visually, acoustically, odorously 
and even sometimes, tangibly rich. However, the sensory experience of 
these spaces isn’t necessarily positive. In fact, from my observations, I 
would contest that the contemporary conditions of the neighbourhoods 
laneways, more o$en than not, detracts and discourages from any pro-
longed appropriation of the lanes.

Although conditions invariably di%erentiate from one laneway to the 

next, generally speaking, the relative condition of the laneways in com-
parison to the anterior streets are abysmal. Feasibly, they could be best 
described as persisting in a state of disrepair and dilapidation. !ey 
appear to me as highly deteriorated spaces, habitually neglected and 
uncared for, while lacking in any adequate treatment.

!ey manifest themselves, both "guratively and literally, as the dump-
ing ground for the neighbourhood and society as a whole. !ey are 
quite squalid spaces, with litter and sometimes household items strewn 
throughout. Out of sight, out of mind, it appears to me that people 
seemed willing to dispose of unwanted refuse in a nonchalant manner, 
with a general disregard towards those that would otherwise use these 
spaces. !is discarded litter if o$en the product of careless individual 
acts of littering or the consequence of garbage over#owing from the 
omnipresent dumpsters that line the edges of the laneways. Evidently, as 
I observed on numerous occasions, it was frequently the result of people 
"lling the dumpsters beyond their capacity or due to the absentminded-
ness of dumpster divers as they pilfered through someone else’s un-
wanted objects. !e protracted placement and excessiveness of garbage 
creates an overpowering and inhibitive smell, which frequently perme-
ates from, and lingers within, these spaces. And as I discovered, on a hot 
summers day, these repulsive smells are exacerbated (See Figure 4.1, 4.2 
& 4.3).

(Figure 4.1 - Dominion Building Dumpsters)
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(Fig. 4.2 & 4.3 - Ironing Board and Dumpsters / Dumpster & Mattress)
 
Arguably the garbage is one of the primary contributors of these foul 
odors, however, upon closer observation there are also a number of 
other factors that contribute to the o%ensive smells that endure in these 
spaces. Beyond the petri"ed stench of decaying garbage, (on more oc-
casions than I wish to recall) I encountered the pungent fetor of stale 
urine, the festering smell of decomposing fecal matter, and revolting 
stench of vomit. At times during the observations, I found it di&cult not 
only to stay and observe the lanes, but I o$en deemed the experience 
of merely passing through them an unpleasant and sometimes counter 
intuitive one. On more than one occasion, the rank smells were so over 
powering and nauseating, that I had to retract myself from the laneway 
altogether, therefore, hindering any prolonged observation.

Admittedly, these odorous smells were by no means universal through-
out the DTES’ laneways, however, they were certainly frequent and 
intrusive enough to in#uence how, and whether, a space would be 
utilised and/or occupied. Periodically, the odors that permeate from the 
laneways are tolerable, if not indistinguishable from those present on the 
anterior streets. Nonetheless, it did cross my mind frequently, whether 
such conditions would be tolerated within the spaces that generally con-
ceived as being public.

Not only do the ubiquitous emanate pungent odors, the arrangement of 
these archaic and cumbersome objects inadvertently creates an visual 
obstruction along the laneways (See Figure 4.4). Because the over-
whelming majority of buildings in the DTES abut directly onto the prop-
erty line, most of the aforementioned dumpsters - quite literally - spill-
over into the laneways. Routinely, they extend from the rear property 
line into the lane - allocating public space for what is essentially private 
use - and are positioned intermittently for their duration. Although not 
completely obtrusive, they do signi"cantly impede your ability to view 
the length of the laneway, as well as create ‘hidden’ spaces in between the 
dumpsters. 

On multiple occasions, I was startled by the appearance of individuals 
either situated within or in the process of leaving these hidden spaces. 
On one particular occasion, I happened upon someone defecating 
between two dumpsters, and on numerous others, I inadvertently came 
across people participating in either the exchange and/or self adminis-
tration of illicit drugs. 

Although I am very familiar with the socio-economic dynamics of the 
DTES; the overt nature of illicit activity - especially the exchange and use 
of drugs - was surprising to me at times. It wasn’t uncommon to en-
counter someone administering narcotics; nor was it  abnormal to "nd 
discarded paraphernalia, such as used intravenous needles and crack 
pipes, under or in between the dumpsters, sometimes even in the middle 
of the lanes themselves (See Figure 4.5). 

!e prevalence of this drug problem in the DTES is well known and it is 
clear that certain organisations have made proactive attempts to remedi-
ate the problem within the neighbourhoods laneways. In the laneways 
running East between Main Street and Columbia Street and parallel 
with Cordova Street and Pender Street, I encountered ‘rig boxes’ (See 
Figure(s) 4.6 & 4.7). !ese are blue boxes that have been strategically 
positioned throughout the neighbourhood, in order for drug users to 
dispense of their needles safely. !eir extent and locality further dem-
onstrate the severity of drug activity within the neighbourhoods lanes, 
however, as my observations indicate, their use is not always practiced. 
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!is apparently indiscriminate and inconsiderate disposal of drug 
paraphernalia could have far reaching implications beyond the initial 
user. !e initial act of drug activity, coupled with the residual debris, 
conceivably combine to generate a prohibitive barrier to entry for many 
individuals.

Accordingly, the comparative activity levels within the laneways were 
almost negligible when juxtaposing them against the anterior street. 
Rarely did I observe people occupying these spaces for a prolonged 
period of time. In fact, with the exception of the previously described 
illicit activities, the only other constituents to appropriate the lanes for a 
protracted time were either dumpster divers, utility and/or construction 
workers, or employees from adjacent buildings taking a smoke break. A 
reason for the apparent lack of lengthy use of these spaces could be as-
sociated with overt nature of illicit activity and the insu&cient provision 
of street furniture. On no occasion did I encounter - aside from urine 
steeped doorsteps - anywhere to momentarily sit down.

Consequently, the predominate use of these spaces appeared to be for 
pedestrian movement. During my site visits, it wasn’t uncommon to 
observed people using these spaces primarily as a ‘short-cut’ and/or a 
means of avoiding the busier anterior streets. Generally though, the level 
of activity within the lanes was minimal and at times I found myself as 
the only occupant of these spaces. An outcome of the merger number 
of people occupying the laneways is an absence of visual surveillance. 
!erefore, with very few people utilising the lanes, one could argue that 
there could be an increased likelihood of criminality (which is evidently 
present today).

Perhaps a consequence of a number of the previously discussed cir-
cumstances; I observed the endless proliferation of boarded and barred 
up windows and doors cladding the rear of abutting buildings (See 
Figure(s) 4.8 & 4.9). !e application of these precautionary security 
measures gives the observer an insight into the perceived level of safety 
and/or actual occurrence of criminality within these spaces. Essentially, 
the imposition of deterrents are an indicator of the level of distrust 
maintained by the proprietors of the adjacent businesses and buildings. 

Furthermore, the practice of covering the windows with boards critically 
detracts from the transparency and consequential dialogue between 
interior and exterior spaces, as well as between the public and private 
realm. Moreover, it further removes the possibility of visual surveillance 
of the spaces from occupants of adjacent buildings. 

A further detractor from the appropriation of the lanes was the de"-
ciency of satisfactory lighting. Comparative to the anterior streets, the 
provision of lighting "xtures are scarce and a considerable amount of 
the laneways persist in darkness throughout the evening. !e absence 
of light creates both imposing and ominous environments. !erefore, 
in spaces which already su%er from a perceived lack of safety, the scar-
city of light only compounds these perceptions; moreover, it is possibly 
complicit in it actuality. 

A$er conducting interviews with local historian, John Atkin (2012), 
and long time Vancouver resident and architect, Sean McEwan (2012); 
it was brought to my attention that the DTES laneways had not always 
persisted in these conditions. In fact, some of these spaces were formerly 
animated destinations in which families lived and small businesses 
#ourished (McEwen 2012). Both interviewees shared their recollections 
of the once named, Market Alley; referring back to its conditions in the 
late 1960s and early 1970s. By all indications, a handful of residential 
units were accessible from the lane, while a series of popular restaurants 
- known by the colour of their respective doors - were popular destina-
tions. Furthermore, a number of narrow passageways branched o% from 
the laneway, connecting to a series of public inner courtyards inside the 
blocks themselves. In 1973, Market Alley was no longer recognised in 
the City Directory (Walker 1999) and soon a$er it would appear that a 
period of deterioration began to occur (See Figure 4.10).

Today many of the business facades are bricked up and access to the resi-
dential units have been removed (See Figure(s) 4.11 & 4.12). Moreover, 
‘Market Alley’ has become the epicentre for much of the aforementioned 
illicit activity. Of all the laneways I observed it is without question one of 
the most dilapidated and deteriorated spaces
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!e atrophy of the laneways from their former glory exempli"es the 
temporal #uidity of both the urban environment and spatial imaginar-
ies. During both interviews, the participants recounted the past vibrancy 
of the these spaces, as well as the abundance of activities that once took 
place. However, when asked about the contemporary context, the images 
they described di%erentiated signi"cantly.

(Above: Fig. 4.4 - Visual Obstruction, Fig. 4.5 - Needles, Fig, 4.6 & 4.7 
- Rig Boxes / Over (Top to Bottom: Fig. 4.8 & 4.9 - Boarded Windows, 
Fig. 4.10 - Market Alley, Fig. 4.11 & 4.12 - Bricked Up)
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Case Study (2)
Seattle
Like Vancouver, Seattle’s cadastral street pattern consists of a series of 
regular shaped, square and rectangular blocks, overlaid onto an undulat-
ing coastal landscape. Similarly, these blocks are routinely punctuated 
by a mirroring network of alleyways which run predominantly parallel 
with the longest side of the blocks. Also, much like Vancouver, these 
spaces have traditionally served a functional and utilitarian purpose; 
prioritising vehicular movement and access to the rear of properties, 
while providing forms of service provision and opportunities for utility 
maintenance.

Until recent years, I was informed that it was widely perceived that 
the city’s alleyways were dilapidated, deteriorating and crime-ridden 
spaces (Bennetto 2012). Unsurprisingly and for reasons explained in the 
theoretical discussion, the physical environment re#ected these spatial 
imaginaries. Many of Seattle’s downtown alleyways were spaces in which 
discarded and decomposing waste over#owed from the ubiquitous 
dumpsters and from where the putrid smell of urine and human excre-
ment emanated (See Figure Sea. 1) 

(Fig. Sea. 1 - Seattle Dumspters Pre-Interventions)
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!e perceived and/or actual prevalence of criminal activities culminated 
in the widespread practice of the barring and boarding up of windows 
adjoining the alley and incidences of overt drug transactions and the 
solicitation of prostitutes became synonymous with these spaces. Con-
sequently, the media portrayal of these spaces focused on the presence 
of such delinquent activities, thus, intensifying the perceived notion 
that the alleyways were dirty and unsafe spaces to occupy. Signi"cantly, 
the production and reproduction of materiality and spatial imaginaries 
occurred in a perpetuating process. Spatial imaginaries in#uenced the 
materialisation of space, while simultaneously, the materiality of these 
spaces has been in#uential in how they are perceived. 

Much of this degradation was focused in and around downtown area 
and especially the historical Pioneer Square district, located directly 
south of, and adjacent to, the downtown core (Toole 2012). It wasn’t 
until towards the end of the last decade that a signi"cant shi$ began to 
occur. At this juncture in time, local stakeholders began to recognise 
the potentialities o%ered by this expansive network of public space, and 
thus, began to promote alternative forms of appropriation.

Although the inspirations behind utilising the alleyways are varied - 
some citing the success stories of Melbourne and San Francisco (Sten-
ning 2012; Toole 2012) - one of the foremost sources was the, 2009, 
‘Downtown Seattle Public Spaces and Public Life’ report, conducted by 
Gehl Architects. Assisted by the City of Seattle, International Sustain-
ability Institute (ISI) and Green Futures Lab at the University of Wash-
ington, the internationally renowned architectural group compiled - in a 
similar fashion to their analysis in Sydney - an extensive analysis per-
taining to the the vitality of public life and conditions of public spaces 
within the downtown area of the city.

A portion of the analysis identi"ed the ‘untapped potential’ of the al-
leyways for “strengthening the public realm and [increasing] pedestrian 
invitations” (Gehl Architects 2009: 48); while stating the ‘poor quality’, 
‘unattractiveness’ and ‘unsafe appearance’ of these spaces in their cur-
rent condition. !e report acknowledged the challenge of retaining the 
utilitarian functions, while providing “improvements to accommodate 

pedestrian activity, retain and other uses” (Gehl Architects 2009: 48). It 
then culminated a series of recommendations and strategies for improv-
ing the central city’s public spaces. One of the forthcoming suggestions 
proposed the transformation of some of the alleyways into ‘blue-green 
lungs’ (Gehl Architects 2009: 134), essentially, pedestrian-oriented 
ecological greenways. Furthermore, they promoted the theme in concur-
rence with art installations and temporary events, as well as the use of 
these networks as creative public spaces.

Accordingly, what has transpired since early 2009 is a successful trans-
formation of some of the alleyways within the Pioneer District. No 
longer marginal spaces within the neighbourhood, they have become - 
especially Nord Alley, Pioneer Passage, Fire House Alley and King/Jack-
son Alley - focal points for community activities and artistic events. !e 
activation of these spaces is an outcome of a collaborative initiative, lead 
by community organisations and non-for-pro"ts, such as ISI and their 
a&liated Alley Network Project (ANP), and facilitated by changes in city 
policies, such as the Clean Alley Program (CAP), as well as entrepre-
neurial activities. 

!e primary component driving these initiatives is the aptly named, 
Alley Network Project. !is non-for-pro"t, over the past two years, has 
coordinated and worked with a variety of key community stakeholders, 
including local artists, journalists, residents, businesses, professionals 
and academics to bring recurrent events into the alleyways of the Pio-
neer District. 

Speci"cally, either every other, or every, "rst !ursday of the month, the 
ANP partners with the ‘First !ursday Seattle Art Walk’, to hold activi-
ties in Nord Alley. Events are hosted in the alleyway - come rain or shine 
- as well as spilling over into abutting buildings. Tying into the artistic 
theme, the ANP has permanently installed blank ironclad mounts (with 
permission from the historical preservation board and the City), which 
are then used - on a rotational basis - to attach creative and interactive 
artistic presentations (See Figure(s) Sea. 2 & 3). Unveiled during the 
!ursday of the Art Walk, these installations are le$ in the alley until the 
next event. Not restricted entirely to the First !ursday Walks, ANP or-
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(Le$ to Right: Fig. Sea. 7 - New Business & Planter / Fig. Sea. 8 - In-
creased Transparency / Fig. Sea. 9 - Planter Boxes)

ganizes an abundance of other events to bring residents from around the 
city into the alleys; these have included, World Cup screenings, a ‘photo 
slam’ if journalistic material, architectural research presentation(s), Film 
and Documentary screenings, multimedia installations, art walk tours, 
live music shows, and acrobatic displays (Stenning 2012) (See Figure(s) 
Sea. 4, 5 & 6).

Due to the successes experienced during these events, adjacent business-
es and residents have begun to respond to these spaces more positively. 
Observations showed businesses abutting onto the alleys have begun to 
remove wooden boards and security bars that once covered the rear win-
dows, thus demonstrating a shi$ in perceived safety, as well as further 
reinforcing the visual surveillance arising in these spaces. !e insertion 
of planter boxes and patio furniture by residents has also indicated an 
increasing care for these spaces (See Figure(s) Sea. 7, 8 & 9).

(Above: Fig. Sea. 2 & 3 - Artist Boards / Below: Fig. Sea. 4 - World Cup)

(Fig. Sea. 5 & 6 - First !ursday Event & Screening)
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As a consequence of the physical transformations that has transpired 
in the Pioneer District, media portrayals and related news reports have 
began to document the shi$ accordingly. Once adamant on communi-
cating the shortfall of these spaces, recent journalistic articles are begin-
ning to represent the alleyways as spaces of re-imagination and change 
(Seattle Times 2010; King 5 News 2011)

Although the City has generally played a minimal role in the actual 
activation of the alleyways in the Pioneer District (Stenning 2012) e.g. 
unlike Sydney it hasn’t necessarily taken a hands-on approach, orga-
nized and coordinated event, the City, from a regulatory perspective, has 
played an important role.

Recently implemented city programs and policies, such as the CAP and 
the Festival Street designation(s), have made a remarkable step towards 
promoting the city’s alleyways as both credible and viable components of 
the city’s public realm. Moreover, these policies have been highly in#u-
ential in the emergence of urban spaces that are conducive to, not only 
to prolonged pedestrianised appropriation and activity, but new spatial 
imaginaries pertaining to these spaces.

Launched on March 30th, 2009, the CAP is the outcome of the pre-exist-
ing Dumpster Free Alley pilot project which occurred for eight years in 
the Pioneer Square district. It is a collaborative partnership between the 
City of Seattle (Seattle Public Utilities), two of the city’s principal waste-
management companies (CleanScapes and Waste Management), as well 
as local downtown businesses. Although city o&cials retain aspirations 
of expanding the program, it currently only serves the centrally located 
neighbourhoods of Belltown, Downtown and Pioneer Square.

Upon its inauguration, the aspirations of the program have been to cre-
ate and maintain a ‘cleaner’ and ‘safer’ public realm, decreasing inci-
dences of illicit activity and ultimately generating an inviting space for 
pedestrian activity. !e CAPs four primary aims are:

Create a cleaner, safer business district;
Reduce the incidences of uncivil behaviors and illegal activities   

 in the alleys;
Increase the attractiveness of the alleys for pedestrian use; and
Allow better alley access for business services (deliveries) and   

 possible expansion of commercial activity.
(Seattle Public Utilities 2012)

In order to meet these aims, the CAP e%ectively banned the permanent 
storage of garbage containers in the public right-of-way (the alley), cul-
minating in the removal of approximately 700 dumpsters from Down-
town and Pioneer Square alone. As a substitute, the City has mandated 
a prepaid garbage service, where participants can pre-purchase colour 
coded garbage and recycling bags. Speci"c locations have been desig-
nated for garbage placement and time restrictions have been employed, 
in order to limit the duration the garbage bags are placed in the alleyway. 
Working within their own delegated areas (CleanScapes in Belltown and 
Downtown, Waste Management in Pioneer Square), the two aforemen-
tioned waste management companies provide a daily pickup service, 
frequenting the each alleyway approximately three times a day. While 
providing the participants with educational material and outreach pro-
gram to explain the transition.

!e program did experience a few teething problems during it’s initial 
stages. !e continuation of illegal dumping practices did little to clear 
the alleys of waste and the questionable structural integrity of the gar-
bage bags lead to an ensuing rat infestation (King 5 News 2010). How-
ever, both of these problems were overcome, illegal dumping has drasti-
cally decreased and a re-design of the bags, as well as the introduction 
of small wheelie bins has mitigated any rat problem. Today, the CAP is 
heralded as a great success by all parties involved (See Figure(s) Sea. 10 
& 11).

Overall, the CAP has accomplished many positive outcomes. It has dras-
tically improved the cleanliness of the alleyways, purging these spaces of 
much of the refuse that once littered their lengths. !e putri"ed smells 
associated with rotting garbage and stale urine emanating from between 
the ubiquitous dumpsters are all but gone. And the once prevalent and 
overt illicit activity has signi"cantly decreased.
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Furthermore, because the program is a pay-as-you-go service, with the 
participants having to pay on a per bag basis, a by-product of this ini-
tiative is a growing consciousness relating to the amount of daily waste 
generated. Ascribing a "nancial value to waste motivates participants to 
reduce costs, and therefore, the amount of items thrown out. In essence, 
it has become "scally bene"cial for participants to minimize their daily 
waste production and/or improve their recycling habits due to the as-
sociated costs of the program.

!e designation of Festival Street status is another policy positively 
in#uencing the activation of the city’s alleyways. A recent addition to 
Seattle’s Department of Transportation (SDOT) permitting process, the 
intentions of designating a public right-of-way as a Festival Street is to 
‘promote a sense of community’, while providing an approved pedestri-
an-focused space that can be closed to vehicular tra&c on multiple occa-
sions throughout the year (SDOT 2012). !e key aspect here, is multiple. 
Prior to it’s implementation, applicants had to apply for road closures 
and special events permits on an application by application basis. !us 
making the process of applying for numerous individual permits - over 
the duration of a year - a very counter-intuitive, time consuming and 
relatively expensive endeavor.

Although, as explained by Liz Stenning of the ISI and the Alley Network 
Project, the new application process does require substantially more 

upfront work - for example community consultation and support, con-
siderable document preparation, a presentation to governing authorities 
and the stamped approval of the Director of the SDOT - it saves time 
over the long run and is considerably more cost e%ective. !is, accord-
ing to Stenning, provides organisations like hers ‘huge savings’ (Stenning 
2012), thus making the notion of arranging and/or hosting events, like 
those mentioned in the previously discussed, more likely.

Once allocated Festival Street status, organisations are free to apply for 
the Festival Streets permit. !is has enabled groups like the Alley Net-
work Project and other community organisations to orchestrate a series 
of frequently reoccurring events and celebrations without continually 
committing precious resources in order to seek approval. As of Febru-
ary 2012, Nord Alley in the Pioneer Square district was prescribed such 
status and continues to host (much more easily) a series of ephemeral 
events showcasing the talents of local artists, designers, and performers. 

!e aforementioned events, facilitated by new City policy directives, 
have gone along way to expediting a shi$ in perception, regarding the al-
leyways. Previously considered marginal spaces riddled with overt illegal 
activities and strewn with garbage, the alleys within the Pioneer District 
are quickly becoming pivotal public spaces within the neighbourhood 
and the city as a whole. As a consequence of these emerging conditions, 
local businesses and non-for-pro"t organisations have begun to use 
these spaces as primary access points for their respective operations. 

!e lesson from Seattle, is that a concerted e%orts between commu-
nity members, organisations and non-for-pro"ts, assisted by conducive 
policy directives endorsed and implemented by the City, have enabled 
constituents to view these spaces in a di%erent light. !e rami"cations 
are that a new spatial imaginary is beginning to emerge, in which the al-
leyways have become a valuable component of the public space network, 
and as such, they are beginning to be both administered and treated 
accordingly.

(Fig. Sea. 10 & 11 - Waste Disposal Before & A$er CAP Program)
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Chapter 5
A Changing Landscape - Policies
5.0 Emerging Policies
As I moved deeper into the analytical process, I learnt that the current 
situation - in terms of potential laneway activation - isn’t entirely bleak 
in the DTES, or the city of Vancouver as a whole. Barely discernible 
upon the surface, in recent years there has been a slowly shi$ing land-
scape, in terms of how City representatives view and treat the laneways. 
Accordingly the o&cial position seems to be so$ening with the emer-
gence of policies recognizing the potentialities (beyond utilitarianism) of 
these spaces. !is Chapter intends to highlight  a series of General and 
Speci$c policy directives that have recently emanated from City Hall.

5.1 General Policies
Although not entirely justi"ed through the sole purpose of laneway en-
hancement and activation, over recent years, there have been a handful 
of overarching City lead initiatives that are beginning to enable con-
stituents the ability to appropriate the laneways in ways other than those 
focused on utilitarian and functional uses. In particular, the EcoDensity 
Charter and the ensuing Laneway Housing Guidelines are indirectly, and 
somewhat steadily, having an a&rmative in#uence on how some of the 
city’s laneways are being designed, viewed and appropriated.

On June 10th, 2008, the City of Vancouver adopted the EcoDensity 
Charter. !e primary focus of this Mayoral driven program, has been 
the promotion of sensitive forms of densi"cation, while remaining 
cognizant of sustainability and environmental issues. Essentially, the 
program has attempted to proactively minimize the city’s Ecological 
Footprint, through adaptive alterations to the city’s urban landscape; 
while encouraging forms of development, such as selective insertions of 
density, in order to make the city of Vancouver more a%ordable, sustain-
able and livable (City of Vancouver 2008a).
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(Fig. 5.1 & 5.2 - Vancouver Laneway Homes)

As I alluded to in earlier chapters, one of the principal initiatives to ma-
terialise from the implementation of this charter, has been the Laneway 
Housing Guidelines. Unanimously approved by City Council, July 28th, 
2009, these regulatory guidelines have lead to the amendment of RS-1 
and RS-5, single family zoning and development by-laws, throughout 
the city (City of Vancouver 2009). In essence, this amendment authoriz-
es approximately 70,000 eligible single family lots to construct relatively 
small (a maximum of 750 square feet), self-contained residential units, 
at the rear of the property where a detached garage would otherwise be 
located (See Figure(s) 5.1 & 5.2).

As one of the core principles underlying laneway housing regulations 
and guidelines, it is stated that the incremental insertion of these units 
will ‘enhance’ the lanes and make them “greener, more livable, and 
safer by providing living space and planting where regulations would 
otherwise permit [a] garage and paving” (City of Vancouver 2011: 7). 
However, even with ‘lane enhancement’ as an underlying principle, the 
guidelines fail to endorse speci"c policies aimed at improving the lane-
way environment itself.

Evidently, the assumption has been made that the gradual addition of 
laneway homes abutting the lane will be a su&cient means of creating an 
improved and inviting laneway environment. Without doubt, the good 
design principles utilised by architectural professionals have partially 
facilitated such expectations. However, without alternative policies and 
speci"c directives mandating such endeavours, it is di&cult to envision 
that a lane environment conducive to pedestrian activity and compa-
rable in quality to those public spaces ‘out front’, will emerge.

5.2 Speci%c Policies
Since 2005, there have been a small number of community visioning 
documents that have made explicit reference to the proposed improve-
ment and activation of their respective laneways. Speci"cally, the Victory 
Square Policy Plan (City of Vancouver 2005) and Mount Pleasant Com-
munity Plan (City of Vancouver 2010), have both o&cially identi"ed 
their laneways as spaces that warrant distinct strategies, encapsulated 
within overarching public realm plans. Similarly, the recently adopted 
‘Chinatown Neighbourhood Plan and Economic Revitalization Strategy’ 
(City of Vancouver 2012b), indicates a ‘Laneway Project’ and a ‘Com-
prehensive Laneway Revitalization Strategy’ will be forthcoming in 2013 
and 2014/15 respectively.

However, I highlight proposed, because, although two of these aforemen-
tioned documents have been in circulation for a number of years, there 
appears to be little tangible progress beyond the explicit statement of 
implementing strategies and discussing policies and actions. Nonethe-
less, the acknowledgement of laneways as an important component of 
the public realm, through community in#uenced visioning documents, 
demonstrates the implied value and perceived potentiality of these spac-
es retained by those who participated in the development, and adoption 
of, these city plans. 

Both the Victory Square Policy Plan and the Chinatown Neighbourhood 
Plan and Economic Revitalization Strategy hold great signi"cance for 
this particular discussion because both of these particular neighbour-
hoods are situated within the demarcated study area. !us warranting 
closer scrutiny, as they possess considerable signi"cance to any propos-
als I will put forward. Accordingly, they should be used as devices of 
both inspiration and critique, while built upon for further discussion.

5.2.1 Victory Square Policy Plan

Approved by City Council on July 19, 2005, the Victory Square Policy 
Plan was developed in response to a period of decline that has a%ected 
the neighbourhood since the late 1980s. 
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Accordingly, based on the application of an array of comprehensive 
policies and actions, this document proposes the economic, physical 
and social revitalisation of the neighbourhood without displacing low-
income residents or compromising the heritage value of the area (City 
of Vancouver 2005). Although minimal in scope and/or detail, the plan 
also proposes the pursuance of a laneway improvement strategy, as part 
of the wider preparation of a public realm plan in the area. In consulta-
tion with the local community and in coordination with the preparation 
of the Downtown Public Realm Plan, the proposal suggests the simulta-
neous development of a public realm place for the Victory Square area, 
comprising of the following elements:

Develop a streetscape plan that addresses public realm elements such  
 as pedestrian lighting, banners, trees and landscaping, benches and  
 bus shelters, etc;

Address the issue of restoring area ways;
Pursue a strategy of improving lane environment through good de 

 sign, public realm improvement, lighting and uses. Explore the feasi 
 bility of conversation of historic H frames;

Investigate the possibility for re-introducing more neon lights along  
 Hastings Street;

Encourage public/community based art opportunities in and around  
 Victory Square; and

Develop a strategy to improve lighting of the public realm from pri 
 vate buildings.
(City of Vancouver 2005: 50 - emphasis added)

Aside from the United We Can, ‘Lanes Cleaning Project’, which is op-
erating with limited success and continually faces an uphill struggle to 
maintain laneway cleanliness; "eld observations (See Chapter 4), sup-
ported by further archival research, indicate that since the rati"cation of 
the Victory Square Policy Plan, there have been few noteworthy physical 
interventions in the areas laneways, nor has the City and/or community 
pursued any particular strategies for improving the environment within 
these spaces. Furthermore, although referenced in the document, there 
is no evidence to support that a Public Realm Plan for downtown, or 
this speci"c area, has been undertaken. !erefore, although policies and 

actions have been outlined by the City, without committing to de"nitive 
measures, it is di&cult to envision any signi"cant interventions occur-
ring in the near future. !is said, the foundation for a laneway strategy 
has been put in place, therefore, creating a conducive environment for 
future proposals.

5.2.2 Chinatown Revitalization Strategy (2013-) 

On July 25th 2012, City Council adopted the ‘Chinatown Neighbour-
hood Plan and Economic Revitalization Strategy’. !is dual document is 
the outcome of a decade long community-driven process, which pro-
vides a ‘coherent and comprehensive’ approach to the ongoing revitali-
sation of the historic Chinatown neighbourhood (City of Vancouver 
2012b). 

In particular, the Economic Revitalisation section focuses on three 
strategic interventions, in order to meet the desired revitalisation of the 
neighbourhood. In#uenced by consultation from the 2011 AECOM 
‘Vancouver Chinatown Economic Revitalisation Action Plan’ (2011), 
Architecture for Humanity and various Committees and Associations 
from the immediate community; the third strategy focuses on ‘Vibrant 
Public Spaces’, and proposes a ‘Laneway Revitalization Strategy’ at the 
core of its proposed actions. !e proposal acknowledges the historical 
signi"cance of these laneway spaces within the context of Chinatown 
(see Chapter 4 and discussions with Atkins and McEwen) and makes the 
following assertion:

“Laneways today o!er potential for creative exploration and innovation, to 
provide dynamic pedestrian connections, new public spaces and in the long-
term new retail and commercial spaces. Revitalized laneways can support 
local businesses by creating something unique and inviting and generating 
a greater sense of safety for local residents and visitors.” (City of Vancouver 
2012b: 52)

!e document then makes a commitment to identifying particular proj-
ects which will aid in the revitalisation of the Chinatown Laneways and 
provide opportunities for:
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Temporary street events or installations.
Dumpster-free pilot project.
Policy and regulation changes to facilitate retail and commercial uses  

 on laneways.
(City of Vancouver 2012b: 52)

Again, the City’s emerging tendency to recognise the untapped potential 
and multifaceted nature of the laneways is positive. However, a concern 
emanating from this #edgling proposal, is its primary focus, economic 
revitalisation. Economic vitality is, without question, an important focus 
when creating ‘good’ public spaces, however, as an intrinsic component 
of the public realm, it is a little disconcerting that conspicuous consump-
tion should be the de"ning element for the appropriation and utilisation 
of the neighbourhoods laneways.

Overall, the City’s adoption of a series of statutory documents that 
explicitly support the actualization of policies and actions, pertaining to 
laneway activation, is encouraging. It demonstrates an evolving inter-
pretation of the utilitarian value of the laneways, while clearly indicating 
a growing administrative and political willingness to invest in the lane-
ways as a valued component of the public realm. Moreover, community 
involvement in the development of all three of these discussed docu-
ments, illustrates a grass-roots level of interest in forthcoming proposals/
interventions. 

However, the limited materialization of actual attempts to make modi"-
cations to the physical environment, introduces questions  such as those 
regarding the enthusiasm and sincerity of those associated stakeholders. 
My initial thoughts are that there is a lack of commitment from an ad-
ministrative point-of-view. Essentially, enough isn’t been done in terms 
of actual policy implementation. To date, there is a growing rhetoric 
with regards to laneway activation, however, the applicable policies, such 
as the public domain plans and laneway strategies are generally absent.

Furthermore, the lack of a coherent and overarching laneway directives 
is troublesome because (as highlighted in Chapter 6), there is an emerg-
ing issue with con#icting directives from di%erentiating departments 

and neighbourhoods. Although a step in the right direction, more needs 
to occur from a policy standpoint at a higher level, in order to facilitate 
the growing demand from grass-roots initiatives (which will be dis-
cussed in the two following chapters).
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Chapter 6
Changing Landscapes - Community 
Organisation
6.0 Emerging Community Organisation
Simultaneous to the incremental shi$ from a policy perspective, and 
despite the generally held perception that the city’s laneways should 
be predominantly exploited for functional and utilitarian uses (held in 
conjunction with the wide retention of negative spatial imaginaries as-
sociated with these spaces); there are a handful of visionary community 
groups and organisations, who maintain the position that these spaces 
possess certain characteristics and inherent potentialities, which are 
suitable for more intensive forms of appropriation. As proponents of 
laneway activation, groups such as Livable Laneways Vancouver (LLV), 
the local chapter of Architecture for Humanity (AFH), and the Portland 
Hotel Society (PHS) have experienced varying degrees of success while 
attempting to encourage the re-imagination of these under-utilised 
spaces and bring activity into their respective neighbourhood lanes.

Having had the opportunity to personally work with two of the afore-
mentioned groups (LLV and AFH), I have been lucky enough to have 
gained a relatively in-depth insight into the motivations and aspirations 
of the groups. Accordingly, the following Chapter comprises of insight 
garnered during these interactions, as well as through the interview 
process.

6.1 Livable Laneways Vancouver (Ongoing - various 
events)
Possibly the best example of an emerging, community lead, laneway 
activation initiative is the LLV organisation. Active since 2010, they are a 
small non-for-pro"t, comprising of a core group of dedicated volunteers, 
who’s principal motivation is to “transform the overlooked laneways 
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and alleys in Vancouver” (LLV 2012). Recognising that a substantial 
proportion of constituents, “may not imagine [the] city lanes as livable, 
walkable spaces” (LLV2012), the organisation speci"cally aims to, “with 
thoughtful planning and community support, [...] turn these long-ig-
nored spaces into pedestrian-friendly areas that only add to Vancouver’s 
charm and culture” (LLV 2012). Conscious of this goal, over the past 
couple of years, LLV has arranged a succession of laneway events which 
have seen one particular space periodically transformed.

Operating as a component of the VIVA Vancouver initiative and focus-
ing primarily on the Mount Pleasant neighbourhood; during the sum-
mers of 2011 and 2012, the organisation has collaborated with a multi-
tude of community groups, business people, and artists, to coordinate 
a series of events, called ‘Paths to Plazas: Laneway Markets in Mount 
Pleasant’. Comprising of three separate events over July and August, 
they have temporarily transformed a laneway close to the intersection 
of Main and Broadway, with a combination of community markets, 
fashion shows, documentary presentations, BBQ cook-o%s, temporary 
installations, and interactive art projects. Well attended, these interven-
tions have garnered considerable media coverage (VanCity Buzz 2012), 
however, their infrequency means that exposure is intermittent at best 
(See Figure(s) 6.1, 6.2 & 6.3).

Beyond their own events, the LLV group has also been instrumental in 
in#uencing the long-term transformation of some of the neighbour-
hoods laneways. In#uential during the development of the Mount 
Pleasant Community Plan, they have also been successful in persuad-
ing property developers at Main Street and 8th Avenue to incorporate 
active facades abutting the laneway - including an artist studio accessing 
directly into this space. 

While the organisation intends to continue coordinating activation 
events and to maintain its in#uence during the participatory planning 
process; it is particularly constrained by "nancial and temporal commit-
ments (it is a volunteer based group). Endorsement from the VIVA Van-
couver program is never guaranteed and is required annually. !erefore, 
until the group secures a more protracted "nancial arrangement and/
or the City commits to a permanent and more streamlined permitting 
process, the group will be restricted in its long-term scope and outlook. 
!eir three annual events have been highly successful, but their frequen-
cy does not provide a sustained approach that is so desired for laneways 
activation and the emergence of new spatial imaginaries.

6.2 Portland Hotel Society (Unsuccessful)
!e Portland Hotel Society (PHS) is a non-for-pro"t organisation that 
provides housing advocacy and supportive living spaces, such as single 
room occupancies (SROs), for some of the city’s most marginalised 
constituents. Prominent with in the DTES, the PHS are the proprietors 
of a multitude of di%erent SRO facilities within the community, and 
therefore, are extraordinarily in#uential stakeholders in the long-term 
development of the area. 

While researching the position of the PHS - in regards to their position 
on the potential activation in the DTESs laneways - I was made aware of 
the fact that the organisation had already conducted preliminary inves-
tigations into the feasibility of activating a particular space within the 
neighbourhood.

As the proprietor of various buildings on the 100 block of Hastings 

(Fig. 6.1, 6.2, & 6.3 - Livable Laneway Events 2012)
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(Fig. 6.4 - PHS Laneway Activation Proposal)

Street, the organisation enlisted the help of local architect, Sean McE-
wen, to create a number of conceptual renderings depicting the activa-
tion of the adjacent laneway. During a phone interview with McEwen 
(2012), I was informed that the PHS had aspirations of creating a pedes-
trian friendly space; using the lane to expand local commercial activity. 
Recognising the “tremendous potential” inherent within the laneway, 
they approached the City with a proposal to activate this space with the 
insertion of a cafe and increased interaction and transparency between 
the abutting buildings and the lane (See Figure 6.4). However, it was 
McEwen’s understanding, that at the time of the inquiry, City Engineer-
ing wanted to maintain the service access within this space, which they 
suggested was incompatible with the proposed use. 

6.3 Architecture for Humanity (Ongoing)
In early 2011, the local chapter of the non-for-pro"t organisation, Ar-
chitecture for Humanity (AFH), was approached by the DTES branch 
of the City Planning Department, to investigate the potential of laneway 
activation in Chinatown. Prompted the recommendations made in the 
2011 AECOM ‘Vancouver Chinatown Economic Revitalisation Action 
Plan’ (2011), which identi"ed the competitive advantage provided by the 
unique ‘"ne grain’ and ‘pedestrian scale’ of the neighbourhood the group 
was asked to develop a series of potential interventions.

Accordingly, the AFH group organised and hosted a series of site visita-
tions and design charrettes during the Spring of 2012. Enlisting the help 
of local volunteers, design students and professionals, concepts were 
drawn up and developed over sequence of successive weekends.  Midway 
through the workshops, local residents, business and property owners, 
as well as City sta% were invited to provide their opinions and feedback 
on the evolving concepts (See Figure(s) 6.5 & 6.6). A$er subsequent 
revisions and further conceptual development, the group presented their 
material to the Chinatown Revitalisation Committee. Speci"cally, the 
proposal promoted a variety of joint community and City interventions, 
which could be implemented over the short, intermediate, and long-
term. Citing the unique character of the neighbourhood, the laneways 
were proposed to be, amongst other things, potentially used as an inter-
connected pedestrian network, spaces of experimentation, temporary 
and permanent art installations, community events, commercial activity, 
and as places of cultural expression.

!is example highlights the contradiction and confusion currently faced 
with emerging policy directives. Although the City has made explicit 
reference to improving some areas laneways (see Victory Square and 
Chinatown examples); and even though this proposal was also made 
within an area between Victory Square and Chinatown, it was scuppered 
by City a&liated departments on the ground of con%ictual terms of use 
i.e. the potential for con#ict between pedestrians and vehicles. In my 
mind, this example highlights the need for a more de"nitive and explicit 
laneway strategy for the entire area, as opposed to a collection of con-
tending directives. (Fig. 6.5 & 6.6 - Architecture for Humanity Design Workshops 2012)
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Warmly received by the committee and the City, many of these recom-
mendations were taken on board, and without doubt, were in#uential 
in the proposal of a forthcoming Laneway Revitalization Strategy in the 
previously discussed Chinatown Neighbourhood Plan and Economic 
Revitalization Strategy. AFH’s involvement in the process does not ap-
pear to have concluded at this juncture, as they have been identi"ed as 
a ‘Lead Organization’ in the development and implementation of the 
aforementioned strategy.

!e materialization of a handful of community organisations over the 
past three of years - who are attempting to transform the physical land-
scape of their laneways - con"rms that there is a growing aspiration 
from community based organisations propagate forms of laneway acti-
vation. However, constricted by budgetary constraints, restrictive per-
mitting processes and sometimes prohibitive and contradictory policy 
directives, their e%orts are, at times, being scuppered.
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Chapter 7
Changing Landscapes - Business
7.0 Emerging Business Interest
In conjunction with a developing interest for laneways activation from 
community based organisations, there is also an emerging response 
from business entities who wish to see the laneways used in a more ef-
fective and e&cient manner. Accordingly, we have seen attempts from 
Business Improvement Associations (BIAs), based in the downtown 
area, to implement a Dumpster Free Initiative, as well as a handful 
entrepreneurial endeavours establishing businesses within these DTES 
laneways themselves. !is Chapter wishes to describe these initiatives in 
further detail.

7.1 Downtown BIAs and Dumpster Free Initiative 
(Unsuccessful - Ongoing)
Between 2006 and early 2009, an agglomeration of BIAs from the down-
town area - in conjunction with City sta%, Council members and private 
haulage companies - participated in a concerted e%ort to actively pursue 
‘alternative commercial waste management solutions’ for their respective 
neighbourhoods (Email correspondence - McDermott 2012). Motivated 
by facilitative amendments made to the City’s Container License Agree-
ment in late 2006 - which essentially speci"ed that the City could ter-
minate authorization of the use of City streets and lanes within 60 days 
notice (a central factor enabling private haulage companies to locate 
dumpsters in the lanes) - the movement towards an alternative collec-
tion system was “largely a result of speci"c BIAs wanting to remove 
dumpsters from streets and lanes for the purpose of improving sanitary 
conditions and aesthetics, and to address various public disorder issues 
that o$en [occurred] in proximity of dumpsters” (City of Vancouver 
2007a: 3).

In early 2007, the Downtown Vancouver BIA (DVBIA) and Yaletown 
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BIA spearheaded as series of audits and analysis’, which assessed the 
current conditions associated with the placement of dumpsters in the 
downtown area, as well as - by evaluating best practices - the bene"ts 
experienced through implementation of alternative solutions. !ese 
assessments culminated in the publication of, and proposal for, a dump-
ster free initiative called ‘Streets and Alleys Cleanup Strategies’ (SACS). 
Having worked with City Engineering, the Building Owners and Manag-
ers Association, and non-for-pro"t, United We Can, the initiative called 
for the removal of dumpsters and the implementation of a daily pick-up 
system using pre-purchased garbage bags. It cited sustainability and a 
reduction in criminal behaviour as some of the bene"ts, and incorpo-
rated existing social enterprises, such the binning community, within 
the proposal. !e initiative garnered support from a number of other 
downtown BIAs, including Gastown and the West End, and was o&cially 
brought forward to City administration in late 2007.

Responsive to these cooperative e%orts, on November 14th, 2007, the 
City Engineering department - already active in assessing the feasibility 
of a dumpster free initiative - submitted an administrative report, pro-
visionally supporting the BIAs proposal. Soon a$er, on November 29th, 
2007, City Council unanimously endorsed, in principle, the conversion 
to an alternative collection system (City of Vancouver 2007b). Con-
sequently, City Council, “directed sta% to bring forward the necessary 
by-laws and permitting systems for enactment” (McDermott 2012), and 
authorized sta% to give 60 days notice of the termination of the City’s 
authorization to use the City’s streets and lanes for a dumpster system, 
on the condition, “one or more BIAs develop and make arrangements to 
put fully into e%ect a plan for a suitable dumpster free commercial waste 
collection service” (McDermott 2012).

Buoyed by Councils decision, in early 2008, the BIAs issued a Request 
For Proposal (RFP). A$er reviewing various submissions, a waste hauler 
company was chosen to develop and implement the initiative. Working 
in conjunction with the hauler and City Engineering, the BIAs coordi-
nated a series of successful workshops which resolved some outstand-
ing issues, while "ne tuning an agreed upon system. A$er submitting a 
revised proposal, based on the workshop discussions, the waste hauler 

performed a time and motion study to analyze the performance of the 
updated system. Unfortunately, it was concluded that the costs associ-
ated with the proposed collection system would be considerably higher 
than initially conceived, with many of the costs being passed on to the 
user (the members of the BIAs and their associates). Accordingly, the 
initiative was inde$nitely shelved and has yet to progress beyond this 
juncture. It was concluded that the proposed system no longer provided 
an incentive (speci"cally in "nancial terms) to its members - given the 
relatively high costs that would potentially be accrued if implemented.

7.2 Establishing Businesses in the Blood Alley
Even in the absence of any speci"c policies encouraging and/or authoris-
ing the occupation of the neighbourhoods laneways, a handful of busi-
nesses have begun to appear in one particular Gastown laneway - Blood 
Alley. Over the past 6 years, Blood Alley has witnessed the gradual 
emergence of a handful of high end restaurants and boutique clothing 
stores, which are incrementally changing the physical landscape and 
social dynamics of the lane. Interviews with two of the principal busi-
ness proprietors, Mark Brand of Boneta restaurant, and Sean Heather 
of the respective Salt and Judas Goat restaurants (See Figure(s) 7.1 & 
7.2), encapsulated the experiences, rationality and aspirations of busi-
ness owners who have located their ventures in this space (Brand 2012; 
Heather 2012).

(Above: Fig. 7.1 - Boneta Restauant / Right: Fig. 7.2 - Judas Goat)

From the o%set, both individuals cited being inspired by instances of 
activation and animation in similar types of public spaces internation-
ally. In particular, Mark Brand described how 10 years spent living in 
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Melbourne had served as a motivation for creating a comparable lane-
way culture in Blood Alley. However, the path to establishing successful 
businesses in Blood Alley hasn’t entirely been a simple one. 

Faced with an initial resistance from City administration, in 2006, Sean 
Heather and his business partner(s), managed to open Salt midway 
along the northern edge of the laneway. It was explained to me that the 
preliminary response from the engineering department, was to try and 
stop the insertion of a primary entrance accessing directly onto Blood 
Alley. However, due to the de"ciency of any By-laws mandating other-
wise, they were permitted to move ahead with the project. Besides the 
obstacles encountered during the initial development application pro-
cess, Heather also described how he has encountered di&culties with 
attaining operational permits. A$er successfully seeking permission for, 
and installing, a small ‘trial’ patio protruding partially into the lane in 
2010 (See Figure 7.3). In the spring of 2012, he was asked by the City 
- without prior complaints or incidence - to cease using this space and 
remove the infrastructure altogether. Although the patio had been previ-
ously approved by a City representative, their successor deemed it ‘inap-
propriate’, presumably on the grounds of safety and liability. !is lack of 
a speci"c strategy and related policies, illustrate that some of these deci-
sions connected to laneway activity are based on personal interpretation, 
with little consistency between enforcement o&cers.

Resistance was also encountered from a faction of the individuals en-
gaging in drug activity along the laneway, as well as some agencies and 
advocacy groups supporting these marginalised constituents. !e install-
ment of large, transparent windows, created an openness between both 
the private and public realm (See Figure 7.4). !is display like arrange-
ment was criticized for being like a “gold"sh bowl” and a “spectators 
gallery” (Heather 2012); with some constituents arguing that it empha-
sized and exaggerated the disparity between ‘those who have and those 
who don’t’. Others noted its voyeuristic characteristics, resulted in the 
removal of privacy for those already appropriating the space - whether 
for drug use or not. However, despite this initial resistance, the restau-
rant has (as of 2012) now been a permanent "xture within the laneway 
for (approximately) 6 years, and has paved the way for a number of other 

small businesses along Blood Alley. 

As the result of increased activity and the intensi"cation of visual sur-
veillance - created by the occupancy of businesses in the laneway and 
this greater transparency between the buildings and public spaces - 
both proprietors have observed, what they perceive to be, a decline in 
the occurrence of illicit activity. Conscious of the impact his tenancy 
is having, Heather has observed, “the more you bring ‘normal’ activity 
into a neighbourhood, the more illegal activity [such as the solicitation 
of drugs] has to leave” (2012). He followed this statement, by asserting 
that dislocation of people engaging in illicit activities wasn’t necessarily 
an initial motivation, however, it had, in his opinion, certainly become a 
byproduct of the restaurants laneway occupation (2012). 

Some would argue that what has occurred is is just a form of gentri"ca-
tion, nonetheless, both interviewees were mindful of the delineation 
between in#uencing the displacement of certain predatory constituents, 
participating in illegal activity, and promoting cohabitation with other 
marginalised residents, such as the homeless and the local binner com-
munity. Advocating for cohabitation, Brand stated that there is “no other 
way to develop [the DTES] neighbourhood, beside a shared community” 
(2012). Accordingly, both proprietors expressed their inclination to 
work with community members, while reiterating their unwillingness to 
condone illegal activity. Poignantly, Brand went further to exclaim that 

(Le$: Fig. 7.3 - Judas Goat Patio / Fig. 7.4 - Salt Tasting Room)
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for contemporary social issues to be addressed, such as drug abuse and 
metal health issues, and for meaningful changes to occur in the neigh-
bourhood, legislative amendments needed to be implemented.

A further rationalisation given by Heather was the economic incen-
tives presented by locating in these spaces. A long term tenant in the 
neighbourhood, he found that the relatively a%ordable leases he was 
able to negotiate, minimised his risks, while also facilitated the oppor-
tunity to reinvent his businesses should they struggle. Acknowledging 
an escalation in rents recently experienced in the surrounding area, he 
also exclaimed that locating businesses in the laneways provides oppor-
tunities for young entrepreneurs that would otherwise be priced out of 
the nighbourhood. While some had initially deemed it a risky proposi-
tion locating in the laneway, he accredited the unique character of the 
laneway as an attributing factor for the successes he had experienced. 
Unlike Heather, Brand conceded that he had initially taken a "nancial 
hit when relocating his acclaimed restaurant from the nearby corner of 
Cordova and Carrall Street into the laneway. However, he was was un-
able to entirely ascribe the move into this lane for this economic impact, 
admitting that there were too many variables involved in the process. 
Moreover, having experienced these initial "nancial rami"cations, he 
did state that the business had since recovered to pre-move "gures.

While Brand admitted that he enjoyed some of the freedoms created 
by the lack of speci"c policies and/or By-laws pertaining to laneway 
treatment, in general, both proprietors expressed that there have been 
a number of limitations and di&culties encountered when opening and 
operating a business in these spaces. Draconian liquor licensing, person-
alised interpretations of loosely de"ned/unde"ned City By-laws, as well 
as administrative and community skepticism with regards to laneway 
occupation, has resulted in only a limited number of businesses opening 
the neighbourhoods laneways. Yet, Heather noted, if the City was to “re-
move the shackles, the alleyways would be #ooded [with businesses’]” 
(2012). Furthermore, he "rmly believes, that if a set of policies and/or a 
strategy conducive to the appropriation of laneways were adopted, the 
city would experience a surge of businesses into the lanes.

Overall, both proprietors had noted that it had been a rather onerous, 
yet rewarding process, in which to open and operate a business in a 
laneway. Inauspicious policies adopted by some City representatives had 
made it di&cult to locate within this peripheral space within the neigh-
bourhood, however, these were o%set by the unique character, potential 
for cultural expression and favourable economics experienced. Resis-
tance has been forthcoming from those people engaging in illicit activ-
ity, as well as organisations that support these marginalised constiuents. 
However, much of this illicit activity has now receeded in this location. 
Commitment to laneway occupation was also illustrated by the fact that 
both proprietors had committed to long-term leases.

(Fig. 7.5 & 7.6 - Blood Alley - Gastown)
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Chapter 8
Recommendations
8.0 Introduction
Due to their omnipresence, the laneways provide both a expansive and 
invaluable resource. Instead of under-utilised spaces, appropriated for 
predominantly utilitarian and functional purposes, these lanes can 
become places of activity and congregation, focal points for community 
celebration, engagement and self-expression.

Based on the preceding observations, case study discussions, and analy-
sis’, I intend to present a series of normative recommendations, divided 
into a ‘Comprehensive Policy Approach’ and a series of ‘Particular Policy 
Interventions’. Conceivably these suggestions should help facilitate both 
the activation of the laneways in the DTES, while simultaneously sup-
porting the emergence of new spatial imaginaries for these traditionally 
under-appreciated spaces. 

As noted in the discussion in Chapter 2, in order to facilitate a shi$ in 
spatial imaginaries, especially those pertaining to “long-standing "xed 
territories”; “ambitious vision” and “proactive interventions” (Ga&kin 
et al. 2010: 498) are desirable goals and outcomes when attempting to 
encourage a change in mindset. I believe that these ensuing recommen-
dations form to this criteria and will provide an rigid foundation from 
which to move forward - in a more sustainable manner - with laneway 
activation in the DTES area. 

Although I am proposing an assortment of independent recommenda-
tions, they should be viewed and/or applied as anything but. I suggest 
that a multifaceted approach - utilising a combination of the forthcom-
ing recommendations - would be the most desirable and advantageous 
outcome.

!e previously discussed case studies, have illustrated that there is a sig-
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ni"cant co-dependency between initiatives - when aiming to encourage 
successful forms of activation. Accordingly, a multi-pronged approach 
that includes a combination of private and public initiatives, innovative 
planning and engineering strategies, the implementation of facilitative 
policies and regulations, experimental design interventions, both tem-
porary and permanent events, partnerships with cultural, community, 
municipal and educational institutions, and supplemented by steadily 
increasing levels of capital investment, should be the aspiration of any 
actions.

8.1 Comprehensive Policy Approach

8.1.1 Speci%c Laneway Strategy

Although in recent years, the City has become progressively explicit in 
its support for the implementation of speci"c laneway strategies and 
applicable policies - especially in certain districts within the DTES - 
Council has yet to endorse a set of distinctive strategies, policies and/
or design guidelines that prescribe speci"c recommendations pertain-
ing to the activation of these spaces. !e discrepancy between existing 
policy documents has caused contradictions between how the laneways 
should be formed and appropriated. !erefore, in order for the mean-
ingful appropriation of the laneways in the DTES to occur, it is impera-
tive that the City both facilitate, and participate in, the development and 
implementation of a comprehensive laneway strategy - while concur-
rently - continuing its movement towards creating a series of community 
oriented strategies.

!e comprehensive strategy should provide a predominantly concep-
tual framework, from which community oriented strategies could fol-
low future direction. It should consist of a sequence of loosely de"ned 
recommendations and policies, which could be applied to a variety of 
di%erentiating urban environments. Essentially, the comprehensive strat-
egy should ensure that any forthcoming community strategies associ-
ated with the former are congruent, as well as compliant to pre-existing 
policy documents. 

Supplementary, the community speci"c strategies should be more pre-
scriptive in content, as they retain the ability to be more responsive to 
certain physical and social speci"cities. !ese strategies should, there-
fore, detail design principles while identifying speci"c opportunities (in 
certain laneways for instance) for intervention(s). 

!e implementation of speci"c strategies should alleviate the present-
day ambiguities and uncertainties that currently shroud the process 
of introducing various forms of activities - other that those which are 
utilitarian and functional in character - into the laneways. As previously 
highlighted, de"ciency of any o&cially endorsed mandate - regarding 
laneway activation and/or revitalisation - has created an inconsistent and 
sometimes contradictory process for applicants seeking approval(s). !e 
implementation of speci"c strategies should lead to an increased coher-
ency between political entities, City departments, and associated stake-
holders. Moreover, it should result in a greater awareness of the potenti-
alities a&liated with laneway activation, and subsequently, assist in the 
emergence of new spatial imaginaries concerning these spaces.

Prescribing policies isn’t necessarily a de"nitive, nor the singular, re-
sponse to increasing activity in the areas laneways - far from it. A multi-
faceted approach comprising of policy intervention, community organ-
isation and entrepreneurship from local business stakeholders is what 
is needed for the successful re-imagination of these public spaces and 
actual activation to occur. However, the implementation of permissible 
practices and guidelines is a critical component and should generate 
clarity and create a highly favourable environment in which the afore-
mentioned actions can occur.

8.1.2 Collaborative Approach

Due to the extremely diverse socio-economic and cultural composition 
of the DTES, proposed interventions should be mindful of these highly 
tumultuous circumstances that exist within the neighbourhood.

Accordingly, central to the development of either of the strategies, 
should be a collective collaboration between associated stakeholders. It 
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is necessary that the City works closely with the respective community 
and business organisations, social enterprises, and individual constitu-
ents, since participatory and collaborative e%orts will ensure that strate-
gies are both re#ective of, and responsive to, the socio-economic and 
cultural conditions within the immediate area and/or neighbourhoods.

!erefore, I suggest that any application of the ensuing strategies should 
include, and adhere to, a number of normative suggestions advocated by 
Loukaitou-Sideris, in her discussion on ‘Cracks in the City: Addressing 
Constraints and Potentials in Urban Design’ (1996). Consequently, the 
following should be treated as both objectives, while also being viewed 
as desirable and achievable:

Collaborative Design - Provide constituents with the capacity to change 
and control their own urban environment, by creating a communica-
tive process, which actively engages local constituents throughout the 
development and implementation of any forthcoming policies and 
initiative(s). Using collaboration, mutually formulate problems and 
move towards generating agreeable solutions - possibly mediate commu-
nity and social con#ict. Provoke a spatial dialectic among the commu-
nity, while providing constituents with a sense of empowerment.

Respect the Substantive Client - Too o$en urban practitioners forego 
the needs and aspirations of the actual user (the substantive client), in 
preference of those commissioning the initiative(s) (the nominal client). 
Emphasize meeting the needs of those constituents who are anticipated 
to actually use, live, work and move around these spaces.

Contextualism - Initiative(s) should recognize and respond to con-
textual and textural speci"cities, such as the physical environment and 
culture. !e study area comprises of a variety of di%erentiating physical 
and cultural spaces, therefore, attention should be given to the genera-
tion of e%ective group-settings. Providing spaces that address the needs 
and values of speci"c cultural and social groups is paramount.

Promote Integration - Under current conditions, fear, suspicion, ten-
sion, and con#ict have arisen from the spatial segregation of certain 

constituents and activities. Initiative(s) to activate the laneways should 
address community concerns, while encouraging landscapes of integra-
tion and communication. !ey should provide opportunities for a multi-
plicity of constituents to appropriate these spaces in a reasonable man-
ner - instead of promoting separation. Ultimately, initiative(s) should 
be responsive to fears of crime without resorting to forti"cation (Davis 
1990), or producing defensible spaces (Newman 1972).

Flexible in Use - Urban environments need to be sensitive to changing 
values and functional requirements. !erefore, create spaces in which 
there is an inherent ability to alter and adapt, according to the needs and 
desires of constituents at di%erent times. Essentially, spaces which are 
“capable of serving varying programmes, structures that can be easily 
altered, amenable to reuse, adaptation and transformation” (Loukaitou-
Sideris 1996: 101).

8.2 Particular Policy Interventions
Beyond the suggestion of creating a more comprehensive policy ap-
proach, there are a number of particular interventions which would 
be bene"cial when proposing the re-imagination and activation of the 
neighbourhoods laneways. Accordingly, the remainder of the Chapter 
puts forward a number of these suggestions.

8.2.1 Naming

!e seemingly simple act of naming a laneway has a variety of crucial 
and highly practical implications. First and foremost, naming the lane-
ways enables the City to more readily assign, site speci"c addressing 
(Dunnet 2012; Draper 2012); which in turn can be allocated to prospec-
tive residential and/or business units wishing to locate in these spaces. 
It is generally accepted that lane speci"c addressing will not be assigned 
without the prior endorsement and implementation of laneway names. 
!erefore, without the initial act of allocating a name, there are no ways 
in which an address can be assigned.

Addressing is signi"cant because it provides opportunities for constitu-
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ents to establish formal tenancy in the laneway. Although not entirely 
de"nitive, it is evident that the action of addressing both facilitates ten-
ancy and invites use. It does so by providing o&cial avenues for recogni-
tion, which would otherwise be di&cult attain, and by giving a particu-
lar point of reference for those seeking to locate units in the lanes. It is 
no coincidence that the only downtown laneway home to an assortment 
of businesses and residences accessing directly onto the lane, is Blood 
Alley Square; one of only a handful of spaces to be o&cially bestowed 
with a name.

!e exception of course, are the laneway houses. Although these homes 
access directly onto the laneways, they are still addressed through the 
primary residence. Presumably, the rationality behind this action is 
substantiated by the fact that the laneway homes cannot exist as a stand 
alone property i.e. they are retained on the Title of the original parcel. 

Conversely, in the absence of addressing, it is an arduous task to initi-
ate tenancy. As I was informed during various interviews, and as I have 
witnessed during a series of site observations, when the laneways persist 
without o&cially sanctioned names, it is highly unlikely that there will 
be any established units. !is is because, the City and various of public 
agencies are unwilling to recognize and/or support forthcoming applica-
tions, which aspire to appropriate these spaces as the primary means of 
access, without the allocation of formal addresses.

One of the justi"cations behind this position is "re protection. Without 
City assigned and sanctioned addresses, it was explained to me that the 
e%ectiveness of the Fire Department’s ability to respond to an emergency 
call is remarkably diminished (Draper 2012). In the absence of speci"c 
addressing, initial respondents are directed to the nearest address on the 
primary streets and then re-directed upon arrival. !e inevitable ac-
tion of re-directing to an alternative location is thus considered a safety 
hazard, and an undesirable hinderance to the "re services ability to 
respond to a reported emergency in a timely manner. Accordingly, the 
reduced ability of the emergency services to adhere to certain legislated 
safety criteria and regulations, prohibits the City from authorizing lawful 
tenancy.

Naming the laneways, not only provides opportunistic circumstances 
to recognize the legitimacy of these spaces, but it also gives an opportu-
nity to celebrate civic representatives and historically signi"cant public 
"gures, local histories and/or, in the case of Vancouver and the Paci"c 
Northwest, and our the First Nations culture that pre-existed colonial 
settlement. 

As the study area comprises of much of the historical core of the city, 
many of the existing streets retain the originally appointed names given 
to them many decades, if not over a century ago. !erefore, a new pro-
cess of naming the laneways would provide an opportunity for constitu-
ents to connect with subsequent histories and celebrate occurrences that 
are closely associated with their contemporary conditions; or as the case 
may be, reconnect with histories that are now deemed relevant to them.

Naming the laneways, as opposed to renaming the existing streets, also 
provides a less contentious means of commemorating our local histo-
ries. It is conceivable that constituents are more likely to have a stronger 
opinion on whether a name should be replaced due to the long standing 
association(s) they have developed between spaces and their respective 
names. Moreover, navigation and orientation issues could possibly arise 
with the removal of established street names, with many of the constitu-
ents having developed directional associations.

!e process of naming laneways should be a relatively straightforward 
exercise, as the o&cial procedures for implementation already exists. 
Although the Civic Assets Naming Committee is allocated the author-
ity to shortlist potential names, it is ultimately the decision of Council 
members, to assign names to City-owned assets, such as:

Public streets and lanes;
Sidewalks and other pedestrian and cycling infrastructure;
Bridges and viaducts;
City-owned properties, facilities (both interior and exterior) and the  

 associated exterior spaces, such as plazas and gardens.
(City of Vancouver 2012c)
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 !e process of choosing names is in fact a multi-layered, participatory 
system, in which members of the public are free to propose names at any 
juncture of time. Once submitted, City archivists reviews suggestions, in 
order to determine whether they meet the City’s strict selection criteria. 
At its most basic form, names of noteworthy people; names commemo-
rating local history, places, events, or culture; names celebrating the di-
versity of Vancouver; and those names recognizing native wildlife, #ora, 
fauna or natural features, are deemed appropriate for selection by the 
City. A$er further review, the Naming Advisory Committee (comprising 
of [...]) either approves or rejects the submission. If approved, the name 
is attached to the Name Reserve List for City Council to selectively use at 
a later date.

As I saw in Ackery Alley during the preliminary stages of my observa-
tions (see images), naming a laneway doesn’t necessarily guarantee oc-
cupation of space and activity will occur. !e act of naming is merely a 
prerequisite for enabling the facilitation of other forms of activity.

8.2.2 Dumpter Free Initiative

Removing the dumpsters on the other hand is a fundamentally signi"-
cant exercise when proposing the activation of the neighbourhoods 
laneways and promoting the subsequent transformation of the associ-
ated spatial imaginaries. !e contemporary utilisation of these cumber-
some and somewhat archaic garbage disposal devices is, in e%ect, one 
of the primary elements contributing to the present-day conditions and 
accompanying imaginaries. !e dumpsters are indicative of how the 
laneways have traditionally been viewed, and subsequently treated, by 
various constituents and stakeholders. Utilitarian in function, they are 
an ine&cient employment of resources, as well as the literal and "gura-
tive dumping ground for societies refuse and other discarded items. 
Removing the dumpsters will not only have bene"cial repercussions on 
the immediate physical environment, but it will overtly signify shi$ in 
perception and utility of these spaces.

!e anticipated bene"ts of removing the dumpsters and implementing 
an alternative means of waste collection are many and varied. As the 

CAP has demonstrated in Seattle - coupled with research conducted 
by the BIAs and the City Engineering department, such an undertak-
ing can have positive implications on the overall cleanliness of the 
neighbourhoods laneways; rid the lanes of many of the putrid and 
o%-putting odors; free up formally occupied spaces in the public right-
of-way; enable better access at the abutting properties; and help facili-
tate a reduction in incidences of illicit activity. All of these outcomes 
will conceivably generate an attractive and favourable environment 
which is conducive to pedestrian forms of activity and appropriation. 
Furthermore, and somewhat less applicable to objectives set out at the 
beginning of this analysis, the utilisation of an alternative, pay-as-you-
throw (PAYT) collection system, will increase collection e&ciencies, and 
positively impact awareness regarding waste management, recycling and 
sustainability issues as a whole (City of Vancouver 2007a, Downtown & 
Yaletown BIAs 2007).

As I described earlier, signi"cant measures such as the SACS - advocat-
ing for the implementation of a dumpster free initiative - have already 
been put forward by members of the business community, as a viable 
alternative to the current collection system. However, economic circum-
stances, such as price oversights, and larger uncertainties in the economy 
between 2008 and 2009, resulted in the inde"nite shelving of the initia-
tive (McDermott 2012). I propose either a re-evaluation of economic vi-
ability of the original initiative and/or an investigation and analysis into 
the feasibility of the implementation of an alternate system. Again, the 
CAP in Seattle has demonstrated that an a%ordable, relatively inexpen-
sive, commercially viable and highly successful system can be put into 
practice on a similar scale and in a similar urban environment.

Ultimately, it is the responsibility of the BIAs and the applicable waste 
haulers to coordinate a consolidation of the services as they are the pri-
mary stakeholders that maintain, and are committed to, the contractual 
agreements (McDermott 2012). !e prior privatisation of the collection 
system has deprived the City of much of it’s direct in#uence over the is-
sue, therefore, placing the prerogative on the two aforementioned stake-
holders to develop and propose an alternate methodology. Although 
previous attempts were unsuccessful, evidence from an informal discus-
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sion with a representative from the Gastown BIA and prior involvement 
with the Architecture for Humanity workshops and presentations in 
Chinatown, indicates an existing and continued inclination towards the 
removal of the dumpsters.

Unfortunately, the City is restricted in its capacity to directly facilitate 
the implementation of an alternative system. However, they retain a 
signi"cant position in terms of in#uence over the removal of the actual 
dumpsters. From a regulatory perspective, in November 2007, Council 
unanimously endorsed, in principle, a set of comprehensive recommen-
dations from the General Manager of Engineering Services (See City 
of Vancouver 2007b: 5-6), which essentially backed any forthcoming 
dumpster initiative, while giving the City the authority to revoke any 
licenses held by waste haulers who use public property. My understand-
ing from correspondence with McDermott (2012) and Draper (2012), 
should an initiative be proposed, the City is still in a position where they 
would back such and undertaking.

Furthermore, should and initiative be proposed, the incorporation of 
marginal constituents, such as the omnipresent binning community who 
rely heavily on the current collection system, is pivotal to the success-
ful implementation of a socially conscious waste disposal arrangement. 
!e collection of cans, bottles and other refundable recyclables is an 
important source of income for many binners, especially in and around 
the DTES area. !erefore, collaborative e%orts should be made with the 
binning community and social enterprises, such as United We Can, to 
mitigate any foreseeable impacts, as well as to design and develop a sys-
tem which is sensitive to, and supports, this group.

“If not designed with a strong social component, the removal of com-
mercial dumpsters from public spaces to accommodate an alternative 
waste collection system may impact negatively on the binning commu-
nity who scavenge materials set out as waste. To mitigate these impacts, 
a new system should capitalize on the numerous informal partnerships 
that currently exist between businesses and binners, and the opportunity 
to expand on micro-cleaning initiatives which provide life skills, job 
training and employment to marginalized individuals” (City of Vancou-

ver 2007a: 6).

8.2.3 Match Funding Program

Financial programs, such as Match Funding or Grants are important be-
cause they can act as a catalyst for promoting activities in the laneways. 
!e provision of "nancial aid and incentives can provide community 
organisations and/or private businesses with operational opportunities 
that would otherwise be unattainable without these program. More-
over, it possibly encourages these entities to locate their activities and/or 
operations in spaces that they would have otherwise overlooked without 
"nancial motivation.

!e City currently provides a variety of funding opportunities for locally 
based cultural and artistic non-for-pro"t groups, community organisa-
tions and their respective projects and/or activities (City of Vancouver 
2012a). !ese "nancial resources come predominantly in the form of 
Match Funding or Grant based programs and are accessible on either an 
annual and semi-annual basis. !ese programs include: 

Neighbourhood Matching Fund - Assists neighbourhood-based groups 
which aim to implement creative improvements to local public lands. In 
order to be eligible, proposed projects must ‘actively involve the commu-
nity and build neighbourhood connections’. Not a grant, the Neighbour-
hood Matching Fund reimburses community groups for project ex-
penses based on ‘equivalent contributions from volunteer labour, other 
funding sources, and in-kind donations’.

Community and Neighbourhood Arts Development Program - Sup-
ports established, Vancouver-based, non-for-pro"t arts or culture organ-
isations which celebrate and promote diversity and the unique charac-
teristics of Vancouver’s communities and neighbourhoods. It encourages 
creative collaboration, engagement and connection between artists and 
the community.!e program provides up to a maximum of $10,000 in 
grant funds (depending on scope of project and how well applicants 
meet program objectives).
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Cultural Grants Program - Supports well established, non-for-pro"t 
cultural organisations the who participate in the development, creation 
and production of artistic and cultural activities using various di%erent 
forms and mediums. Financially backs collaborative and creative initia-
tives between professional artists and community members that culmi-
nate in some form of public presentation and which clearly expresses 
community interests and issues.

Cultural Infrastructure Grant Program - A grant based program 
which provides funding to non-for-pro"t organisations who have a 
cultural mandate or programming. Funding is to be used to buy, build, 
renovate or expand a cultural facility. 
(City of Vancouver 2012a).

!ese pre-existing "nancial programs could be utilised by either a 
dedicated non-for-pro"t - which retains the principal focus of promot-
ing community based activities in order to generate di%erent forms of 
laneway activation - or by existing cultural and/or artistic non-for-prof-
its and community organisations who wish to facilitate laneway based 
events.

For instance, the ‘Community and Neighbourhood Arts Development 
Program’ or the ‘Cultural Grants Program’ could be utilised to fund and 
showcase collaborative artistic and/or cultural works in the laneway 
spaces (see case both studies). Similarly, the ‘Cultural Infrastructure 
Grant Program’, could be used to create new cultural spaces and/or artist 
studios accessing directly onto the laneways.

Crucially, many of the aforementioned programs mandate collaborative 
e%orts as a core principal, and grounds for approval. !erefore, a collec-
tive e%ort between a combination of community based entities would be 
both a desirable outcome, while at the same time, required.

Alternatively, a match funding and/or grant based program, which is 
speci"cally aimed at laneway activation, could be orchestrated through 
the adaptation of some of the above programs and/or through the imple-
mentation of a similar arrangement during the development of a com-

prehensive plan. !is program could be geared towards providing "nan-
cial support to those groups who wish to speci"cally utilise the laneways, 
as part of a community event and/or creative arts based installation (see 
case studies and LLV).

Research indicates that there does not appear to be any "nancial re-
sources and/or incentives - similar to those described in the above - for 
small businesses wishing to establish themselves within a city neigh-
bourhood. Furthermore, during my interview with Sean Heather, he 
indicated that the a%ordability of rents, and availability of space in the 
study area, is drastically increasing, to the extent that many young entre-
preneurs wanting to establish a new business are unable to a%ord leases 
in conventional spaces.

Accordingly, should it be determined through the recommended com-
munity engagement process, that the establishment of small, inde-
pendent, and locally owned businesses and/or social enterprises is a 
preferred and desirable outcome - when proposing the activation of the 
communities laneways - then the City and/or other governmental agen-
cies should make available "nancial provisions to both encourage and 
facilitate the establishment of more businesses in the laneways.

As the Sydney case study has demonstrated, a geographically speci"c 
match funding program can be used as a means of supporting, and 
sustaining, the insertion of small ‘"ne grain’ businesses, into previously 
under-utilised spaces such as the laneways. !is program has provided 
opportunities to businesses that would have otherwise been unable to 
a%ord ‘conventional spaces’ under current economic circumstances, 
moreover, it has had a discernible in#uence on the vitality and vibrancy 
of Sydney’s central laneways.  

!erefore, a locally tailored program should be administered in the 
DTES. !is program would comprise of a comparable merit based sys-
tem, which provides matched sums of capital - up to a predetermined 
maximum amount - to those successful applicants willing to locate their 
respective businesses in the neighbourhood laneways. 
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Funding should be made available to those businesses that can success-
fully navigate a meticulous assessment process. Accordingly, proposals 
would be susceptible to a thorough evaluation of the associated busi-
ness plan, as well as an assessment of economic feasibility. Assistance 
wouldn’t necessarily need to come entirely in the form of "nancial 
support. As the program could also incorporate both mentoring and 
training opportunities. !e type and extent of assistance required would 
be determined through the assessment phase and rea&rmed upon ap-
proval.

8.2.4 Ephemeral Events

!e recurrent transformation of the study areas laneways - through the 
coordination and orchestration of ephemeral interventions - is a crucial 
component of the proposed recommendations. It is signi"cant because, 
any ensuing transmogri"cation will potentially act as a catalyst in both 
the immediate activation, and the long-term re-imagination of these 
spaces.

Whether facilitated by the City and/or a dedicated non-for-pro"t or-
ganisation, ephemeral interventions provide a relatively quick and 
cost-e&cient means of temporarily re-de"ning and altering the physical 
landscape. Furthermore, in the form of either community events or art 
installations, these interventions draw attention into spaces that - due to 
indi%erence and/or a reluctance of use - would otherwise persist in an 
under-utilised condition. 

During interventions, these spaces can, almost instantaneously, become 
focal points for the surrounding community; their transformation pro-
viding an opportunity for constituents to both see and experience these 
spaces in a di%erent way. !ey act as stimulants for discussion, re#ection 
and interaction; encouraging spatial dialogues while re-de"ning the way 
the laneways are both perceived and appropriated. Moreover, human in-
teraction with physical space can either be #eeting or prolonged, as well 
passive or active. As such, participation manifests itself either through 
observation or tangible interplay.

Facilitating ephemeral interventions also provides a platform for artistic, 
community and/or cultural expression in spaces that are frequently de-
void of any such assertions. !ey also provide an opportunity for diverse 
range of local, national and international artists to showcase their talents 
in a variety of di%erentiating mediums.

As alluded to in the preceding case study discussions, the role ephem-
eral interventions have had extraordinarily positive implications for the 
transformation, activation and re-imagination of the lane and alleyways 
in the respective cities. In the cases of Sydney and Seattle, ephemeral 
interventions have occurred as either City driven or community driven 
phenomenons respectively. In all cases, periodically rotating interven-
tions have responded to their unique environments, re-de"ning and 
re-interpreting how their respective spaces are both viewed and used.

E%orts by the Livable Laneways group should not be forgotten in this 
recommendation, their events have certainly been commendable. At-
tendance to all three events in the summer of 2012 have con"rmed how 
customarily under-utilised spaces can be successfully - in a matter of 
hours - transformed into a vibrant community market. However, the 
infrequency and scope of the events is somewhat problematic. I believe 
that for a long-term re-imagination to occur, a persistent and continual 
series of events needs be implemented.

Accordingly, research of current policies and programs indicate that the 
City of Vancouver’s ‘Civic Public Art Program’ - in conjunction with the 
previously discussed programs relating to Match Funding and Grants - 
provide an existing funding framework for the implementation of such 
an initiative. Speci"cally, through open competitions, limited and/or in-
vitational competitions, direct selection, a pre-quali"ed artist roster, and 
calls for curators, this program provide funding opportunities for both 
permanent and temporary public art installations throughout the City. 
Signi"cant to this recommendation, the ‘Program Review and Design 
Framework for Public Art’ states that public art in Vancouver should:

Cultivate a distinctive cityscape and public realm;
Identify, explore and articulate new layers of the public realm in the  
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 constantly changing city;
Enrich the quality, character and experience of the places and infra 

 structure that are built by the public and private sector;
Foster stewardship of places that anchor neighbourhoods;
Be challenging, risk-taking, creative and innovative;
Re#ect the image, character and meaning of the city as understood by  

 its diverse communities;
Stimulate civic discourse, re-examine narratives and imagine new  

 futures;
Represent as diverse an array of artists as possible - local, national and  

 international; emerging and established; in typical and atypical media;
(City of Vancouver 2008b: 4)

!is documents endorsement of temporary projects and programs, 
provides a similar platform to Melbourne and Sydney, where continually 
rotating and/or seasonal public art programs have bene"tted the activa-
tion of these spaces in the long-term. !erefore, utilizing the existing 
framework currently available at their disposal, either City representa-
tives and/or a dedicated non-for-pro"t organisation should attempt to 
orchestrate the habitual and recurrent manifestation of ephemeral inter-
ventions in the study area laneways, primarily because, these temporary 
re-compositions of space are signi"cant components in the activation of 
the lanes, as well as the long-term re-imagination of space itself. 

8.2.5 Capital Investment

Capital investment is an important element when considering the 
proposed activation of the neighbourhoods laneways. Although many 
of these spaces already retain a variety of characteristics that are both 
crucial and conducive to the almost instantaneous appropriation of the 
lanes; capital contributions provide opportunities for further ameliora-
tion, and subsequently, the generation of more favourable conditions for 
pedestrianised forms of activation.

!e level of capital investment itself can vary drastically in size and scale. 
It can comprise of anything from relatively nominal amounts of fund-
ing to substantial capital works programs. Generally speaking, the initial 

phase(s) of "nancial investment(s) - from applicable sources such as the 
municipality and other governmental agencies - can be comparatively 
low. For instance, they could be in the form of grant programs (or even 
in-kind road closures and planning services) or similar funding initia-
tives. !ese funds could then be used by community groups (like those 
mentioned previously in Chapter 6) who intend to organise and facilitate 
ephemeral events which appropriate and transform the laneways (for a 
designated period of time) - events such as community events, art instal-
lations, and other insertions of tactical urbanism. !is type of "nancial 
commitment is essentially a low risk endeavour for the funding agencies, 
yet it provides concrete opportunities to momentarily reshape the physi-
cal characteristics of the laneways, and positively in#uence the composi-
tion and re-imagination/con"guration of spatial imaginaries.

Small investment(s) don’t necessarily need to occur during the prelimi-
nary stages of a laneway activation initiative. !ese diminutive "nancial 
commitments should probably occur throughout  the longevity of any 
proposed laneway activation program. As discussed in the Sydney case 
study example, small scale and temporary insertions provide endless op-
portunities for activities to transpire.

However, overtime, and once a general interest towards activating the 
laneways has been demonstrated, the City should then begin to in-
crementally assign signi"cantly larger amounts of capital towards in-
frastructural improvement programs that are dedicated permanently 
transforming the lanes and creating an improved pedestrian amenity. 
Accordingly, infrastructural programs - similar to that of the Capital 
Works Program in Sydney - should provide enhancements to the lane-
ways that include (but not limited to):

Lighting Improvements;
Road Surface Improvements;
Insertion of Street Furniture;
Erection of (New) Signage;
Tra&c Calming Infrastructure;

Furthermore, should it be determined that the dedication of certain 
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laneways into permanently pedestrian spaces, is both appropriate and 
desirable, then infrastructural investments should go as far as introduc-
ing design elements that mediate local climate (awnings), as well as 
restrict vehicular movement (bollards). I have identi"ed these separately, 
as it is likely that their insertion in a shared space would be incompatible 
with vehicular appropriation.

A progressive form of capital investment is both attractive and bene"cial 
because it provides authorities, and those entities interested in laneway 
activation, with opportunities to create a more conducive environment 
to pedestrian forms of activity. Generally, there should be a direct cor-
relation between the temporal attributes of any proposed intervention(s) 
- temporary and/or long-term - and the total sum of capital investments 
endowed in a project.

8.3 Re"ections
To maintain a position that any of the aforementioned recommenda-
tions will not foreseeably have any transformative e%ects on the physical 
landscape, or more importantly, possible consequences for the existing 
social composition of the laneways (and the surrounding neighbour-
hood), would demonstrate an absence of adequate foresight. 

As I have demonstrated in Chapter 7, the introduction of economic 
activities through the insertion of small businesses, and the subsequent 
rise in pedestrian movement associated with these establishments, has 
lead to a perceivable shi$ in how, and by whom, the laneways are ap-
propriated. In this speci"c case, those concerned explicitly stated that 
a reduction in the occurrences of overt illicit activities has transpired, 
thus indicating that certain constituents have either been displaced and/
or relocated since the respective businesses have opened. However, these 
spaces are still appropriated by many marginal constituents as cohabita-
tion has been recognized by the interviewed proprietors as an important 
factor when embarking on the appropriation and activation of these 
spaces.

Accordingly, in order to mitigate the any infelicitous repercussions that 

could possibly be experienced as a consequence of the above proposals, 
a conscious and concerted e%ort needs to be made to involve and engage 
existing members of the surrounding community. As I have highlighted 
earlier in this chapter, this should take place though collaborative design, 
respect for the substantive client, contextualism, and the promotion of 
integration in any subsequent proposal. !e dumpster free initiative is a 
great example in which consultation with the existing binning commu-
nity needs to occur, in order to alleviate the possibility of these individu-
al members being displaced and put at further disadvantage.

Similarly, to reiterate concerns brought forward in Chapter 5, conspicu-
ous forms of consumption should not be the de"ning factor behind 
determining who appropriates these spaces. If this were to occur, wide-
spread displacement of existing community members would be un-
avoidable, as many of these constituents are not in a position to partici-
pate in such capitalistic endeavours. !erefore, the public good, rather 
than economic gain, should be seen as the driving motivation behind 
the implementation of any the recommendations.

In summary, one could anticipate that certain forms of displacement will 
inevitably occur. !e introduction of a wide variety of new constituents 
(which are generally absent in the current context) to the laneways will 
possibly result in some marginal constituents feeling uncomfortable in 
these emerging public spaces. Once hidden from sight and concealed 
from scrutiny, activation of the laneways will bring certain ‘undesirable’ 
constituents back into plain sight. However, a$er spending a consider-
able amount of time traversing through these spaces, I do not believe 
that the current conditions are suitable for any people to reside in on a 
daily basis, if anything, these spaces - in their current condition - pos-
sibly exacerbate certain social disparities and delinquencies. !erefore, 
mindful and responsive forms of interventions would, I believe, be ben-
e"cial to all implicated stakeholders.
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Concluding Remarks
As a departure point for this exploratory analysis, I have embraced a 
duality of presuppositions. !e "rst, maintained a position that the city 
of Vancouver’s laneways have long existed as under-utilised and under-
appreciated, in-between spaces; hidden in plain sight (Loukaitou-Sideris 
1996), o$en deteriorating and habitually prevailing in a dilapidated state 
of appearance. Contrastingly, the second notion asserted that these spac-
es inherently retain innumerable potentialities for forms of activation.

Curious as to how the former conditions have come into materiality, as 
well as how the later potentialities could be realised, I began to construct 
a set of research aims and questions which would direct my ensuing 
studies. Subsequently, the primary aims of this analysis have been to bet-
ter apprehend the processes under which these spaces have materialised, 
while determining the in#uences of their present composition. Further-
more, once conscious of these processes, its resolve has been to develop 
and o%er an appropriate set of recommendations, which would culmi-
nate in the expeditious and long-term activation of these spaces.

!e methodological approach acquired for the exploratory analysis has 
been pragmatic in nature. I have used both interpretive and qualitative-
based research, such as, archival research of city polices and case study 
examples, an abundance of formal and informal interviews, and obser-
vational studies. !ese methodologies have enabled me to gain an in-
depth into the past and present circumstances which have transpired to 
create the aforementioned conditions experienced today, as well as gain 
helpful insight into potential outcomes.

Much of my discussion has been based on the role of spatial imaginaries 
and their impact on how we both interact with, and are a%ected by, the 
physical environment. Principal to the appropriation of this concept, is 
the idea that there is a two-way process. Essentially, how we imagine a 
space, generates the conditions upon which we act towards, and conse-
quently, interact with, said space. Counteractively, it also considers the 
role of the physical environment as a determinant in the emergence of 
spatial imaginaries.
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Adopting this position, I examined the character of the City’s traditional 
position towards these spaces and the in#uence of subsequent policy 
directives on the materiality of the laneways. It determined that long-
standing City directives - in the name of e&ciency - have created an 
environment under which the lanes have been considered as both utili-
tarian and functional. A consequence of which, has been increased ap-
propriation through vehicular forms of movement and nominal pedes-
trian utilisation. Furthermore, having demonstrated the responsibility 
of received information, and its impact on our perceptions of space(s), I 
investigated the role of media in determining spatial imaginaries per-
taining to the lanes. In a similar fashion to the policy directives, I as-
certained that the media’s negative portrayal of the DTES’ laneways has 
severely impacted the corresponding image - ultimately to their detri-
ment. Retaining the preconceptions of the laneways as unsafe, and the 
fear-of-victimisation is present, people have limited their appropriation 
of lanes. !us, in the absence of activity and visual surveillance (Jacobs 
1961), the likelihood of social disorder and delinquency has increased.

Determined to "nd a speci"c location that is conducive to expeditious 
forms of activation - and could act as an exempli"cation for laneway 
activation throughout the city - I emphatically decided upon the DTES. 
Home to well-de"ned lanes, which are intimately scaled, retain the 
strong possibility for increased transparency, as well as rich in texture 
and architectural variation (due in part to the historical nature of this 
neighbourhood), signi"cant densities of social, cultural and economic 
activities (in the immediate neighbourhood), I determined that these 
spaces are consummate for any proposed recommendations.

Upon further research, and more detailed observations of the DTES’ 
laneways, I determined that they are the archetypal manifestation of the 
previously discussed processes. !e prevalence of deterioration was at 
times overwhelming, and concerns for my own safety were tested peri-
odically. Interviews with historians and long-term residents of the neigh-
borhood, would elucidate that, although currently disillusioned by their 
current form and their perceived image(s), the physical disposition and 
their corresponding perceptions had not always been as they are today. 

Illustrating temporal #uidity both in physical form and spatial imaginar-
ies, I established that, with the application of appropriate recommenda-
tions, a&rmative transformations could be an acute possibility.

Immersing myself deeper into the analysis - through extensive research, 
participation in workshops, presentations, and consultative sessions - I 
became aware of a series of changing landscapes; which at times, were 
barely discernible on the surface. Signi"cant to this project, and the sub-
ject area, I discovered that a variety of community plans are, either in the 
process of, or already have, made explicit reference to the improvement 
of their respective laneways and the potentiality for pedestrianised forms 
of activity.

However, it became apparent that although policy directives seem to 
be warming to other forms of laneway appropriation, there is a lack of 
evidence substantiating either sincerity and/or a commitment to the 
actually implementing these directives. Moreover, the de"ciency of a 
coherent and congruent application of policies, within an almost indis-
tinguishable area, further corroborates that comprehensive directives are 
necessitated.

Furthermore, an emerging proactivity from a variety of di%erent stake-
holders, including individual community members and organisations, 
non-for-pro"ts, advocacy groups and commercial entities and enterpris-
es, has revealed itself. Groups, such as, Livable Laneway Vancouver and 
the local chapter of Architecture for Humanity - through the organsation 
and coordination of ephemeral events, workshops and/or interventions - 
are beginning to facilitate the re-imaginative process. !ese community 
movements are reinforced by increasing aspirations from the business 
community who wish to facilitate an improvement in the conditions 
of the laneways. Concerned with illicit activities in these spaces and/or 
de"ant on generating improvements to the laneway environment, they 
have made attempts at removing physical elements, such as the dump-
sters, or position their respective businesses in the lanes.

Accordingly, with an emergent and underpinning support from social, 
economic and political entities, I put forward a series of normative rec-
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ommendations that should, conceivably, help facilitate the re-imagina-
tions and transition of these lanes, from under-utilised and deteriorating 
spaces, into signi"cant components of the public space network.

A basic criteria for the application of these recommendations, is that any 
forthcoming approach should comprise of a multiplicity of di%erentiat-
ing recommendations. Case studies had shown that, applied in isolation, 
such initiatives can falter and/or fail to have the desired impact. !ere-
fore, a multi-pronged approach is deemed an advantageous outcome. 
Furthermore, due to the extreme socio-economic and cultural diversities 
existing within the DTES, participatory and collaborative approaches 
between associated stakeholders are seen as necessary, in order to both 
re#ect, and be responsive to, the immediate needs of the neighbourhood. 

!e implementation of a ‘Comprehensive Policy Approach’, will alleviate 
the present-day ambiguities and inconsistencies that a%ect the existing 
directives. Moreover, it should provide clarity and promote congruency 
between di%erentiating strategies, plans and/or guidelines. 

Concurrently, the application of a series of ‘Particular Policies’, including, 
naming, a dumpster free initiative, match funding programs, ephemeral 
events, and a capital investment program, will provide a means of bring 
identity to these space; physically altering the laneway environment; 
providing a "nancial impetus for community organisations and non-for-
pro"ts; demonstrating - albeit periodically - the potentialities retained 
by these spaces; and securing the long-term re-imagination, appropria-
tion, and activation of the laneways.
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“It always seems impossible until it’s done.” 
(Nelson Mandela)


