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1. INTRODUCTION

1. INTRODUCTION

1.1 The Issue

Signage systems are designed to help people find ay in an
unfamiliar place and to guide them to predeterr tons.
Just like a silent servant a signage system v q

guest and accompanies him to his indivi~
systems are an integral part of a variety

air transportation, shipping and
pedestrian traffic, too, has its ve’

way. Some of these syster \% &

international standardiza* N4
A\
>
. ©
However, it seems Q& 4 of
o~

navigational air’ & n any
. D
facility wher ’ % Qé\ > 2 allocated
i &
to few rr \Q @0‘\0&\ S streams. Such
is th % d ortation facilities,
O

sporting facilities or

2 systems within these

- %@ &
&
N

,g\’\Q’ N 4 result of their dissimilitude.
% :
"’ﬁ@ srports signage systems are far

Ay lies in the very specifics of pedestrian

h ., by objective standards, call for any
regu. .egin with, the pedestrian is very mobile: he can
stop at ., turn around, step aside or even go back. Combined

with his relutively low motion of speed the traffic related risks drift
towards zero. Immediate damage caused by insufficient or non-
existing signage systems is not an issue - as entirely opposed to road
traffic where mistakes easily lead to accidents: here an objective
regularization is imperative in order to avoid dangers. This situation is
reflected in the many laws and regulations established for road traffic.

Because there are so many pedestrian signage systems it is
inevitable that there are more and less effective ones. The effective
ones do not catch the eye: they are inconspicuous. The user does not

Signage systems in general

Pedestrian signage systems in
particular

Perplexing variety of pedestrian
signage systems

Perception and implications of
effective versus ineffective signage
systems



1. INTRODUCTION

encounter any navigational problems and reaches his destination
effortlessly. On the other hand, ineffective signage systems stand out:
deficiencies are noticeable and easy to identify Especially

exceptional situations reveal flaws in the signage s such as
for example the beginning of operation of a new * nts.
Ultimately a guidance system is required to e A

able to find their way at any given ’
exceptional situations - so that the use-
and disasters can be averted.

Wayfinding problems arise \% O\Q,
Starting outside a facilit Q Q,&@
entrance when there Q .\c;z’
understanding of %% Qo§' ~and

understandine < . chosen
g
destinatior * «QO ,5&(‘) 4st a single
0}0 \'@ QA .
target. ({5\0 00‘3‘ orate additional
intr % Q / Jurse adds to the

,g\’\e’%(bﬁ\ .ation should be given by the
"\@ Alding: layout and architecture

.nNs and destinations. The mapping is

of similar utilities, e.g. shops are

4 mall thus visibly signaling the prospective

(o N they serve. Graphics and landmarks allow the
highlig, Jortant intermediate targets. Only the information
that coula se transmitted until now should be subject to signage. It
is only when architecture and structuring of the different functions fail
to convey sufficient navigation information that more guiding

information is required.

The users are finding ways to adjust to the growing complexity of
traffic facilities. Charter vacationers are known for visiting their
departure airport a few days before the actual flight just to be
prepared for the day of departure. What seems a reasonable
precaution from the visitor’s point of view cannot be what the operator

.iption of the navigation task

Architectural features and functional
layout as navigational aids

Users’ reaction to ineffective
navigation



1. INTRODUCTION

of an efficiency-oriented facility has in mind. A facility often operating
at full capacity is additionally strained by visitors who unhurriedly stroll
around without being primarily interested in covering a dic *ance within

a certain time frame.

But many users are not willing to or simply - 'S
additional endeavor. And as often as not

avoid navigational problems by ck

transportation or another airport

convenience emerge as additic

transportation. Thus it is of \% &

mentioned earlier should "’ ,é>\\(z’
N
%
, =
An essential prer Q& he
L

presentation of & g to a
. L O .
given situat’ " % Qé\ &ff)\' [formation,
- RN ,
the buil” \Q @0‘\0&\0@ Juestions that
arisr % < o .ne answers have
)

short and precise and

that is needed by the

* N

W
S

> R

,g\’\Q’ N «esentation makes communi-
& :
"\@ Jser easy, ensuring that the user

J to be offered information and then
.nerals can reduce the additional impact

Jfamiliar environment to a level, which the

(o N e as easily controllable and unproblematic. It
is this .on of subjective inconspicuousness and straight-
forwardne .nat is ultimately responsible for the customer’s

satisfaction, thus constituting a customer friendly facility.

Elaborate signage systems can be found especially at airports. But if
these are not observed or are not explicit enough for the customer
then this is - among other things - an indication for deficiencies within
the signage system. These deficiencies usually result from an
unsystematic data representation reflected in the general appearance
of the system, but also in poorly structured and too extensive
information or signs that are not positioned appropriately. Compared

Effective navigation as a competitive

factor

Formula for succesful signage
systems

Impact of signage systems
deficiencies

10



1. INTRODUCTION

with a signposting ideally designed to meet the users’ cognitive needs
this leads to the following disadvantages:

¢ Increased difficulty finding and selecting information Disadvantages of ineffective signage

e |ncreased effort to understand the information systems

e Higher risk of misreading the information
¢ No benefit from previously learned synts

e No chance of forming expectatior
place of and sequence of requirer’

e |mpairment of facility appeare

e Higher costs \g e
An examination of a sic zé§b ~ractical example of an unsystematic
Q & presentation of information
©

building of an airpo” 48

N
s
shown in figure - % <<© for a

&

bank. The ar \\,'\\ Jf a bank
;>

is that th’ N\ P there are at
\ Q)\ \'@ (’\\

least * § (<5\° 0 .0 be made now

ce’ % Q sign: Which route is

.erve the visitor's needs
.ceds to obtain additional
.1g. In any case, the sign has

Figure 1: Directional sign at the Cologne/Bonn Airport in
Germany (copy)

11



1. INTRODUCTION

Well-designed signage systems inconspicuously guide the first
time visitor of a facility to his destination. In order for this to
happen, the crucial information needs to be offere”” where the

visitor would expect it. The means to ensu’ is the
consistent implementation of a logical, reco” ‘nce
system.

1.2 The Goal

Carefully designed signage syst

been a standard in road tr=’ \% 0\6
driver's education is = Q Q;é}

communication betw Q \&;\‘b(b Jr
the understandir %% QOO Jasic
approach to r % 6\,&\6“ «ed. The
variety of * Q '@Q\é\& 2r to adopt a
new w %\ 1% ./ one - provided
N4 ,ult the user has to

seds. And even though

>
thr @ \:\'\o Q
Q¥

Q750
Q,\\> @Q} o do this, neither his time
Q& K ¢ . . .
2 nto consideration. It might just
3 .rform these additional tasks.

. to customer satisfaction is the aspect of

ang a new facility much attention is given in

Mma. .ncy and short distances. But in reality a short

route . .ail if the user will not be able to find it. For the

optimizatic  sfforts of the constructional planning to serve the

purpose of achieving a higher customer convenience level, the

pedestrian traffic streams need to be steered effectively. This is an

additional reason why an adequate level of priority within the overall
planning process should be given to the design of sighage systems.

Good navigation adds to the corporate image. Being able to find the
way within a facility relates to being comfortable and confident. To
know where we are gives us a sense of security, which allows for
further exploration of destinations and opportunities or even to search

son: road versus pedestrian

Convenience: locating shorter routes

Convenience: service

12



1. INTRODUCTION

out an alternative route. Which is why signage systems have been a
recurring issue in shopping centers and other service-oriented
facilities for quite some time now. In the past it was a cc "mon belief
that poor signage and an incomprehensive prod:’ “wration
would keep the customer on the premises “me.
Meanwhile, it is well known that customers ter

But as mentioned earlier, the accomplis’
pedestrians does not depend solely
structure itself conveys messac

size of the building, which Q A
O
aids. Turning points with’ Q ,5\\(3’
N
architectural means Q '\c;b "
. . 3 ‘
interior decoratior P such

as passagew &,g\\%& 4n area

serving a . Q OQ°®6&® .tric layouts
N\

within %\ "25\0\ oo?*\ and exits. The

vis? % Q y ning an attitude of

ouilding’s layout. The
.1 by architectural means

@

N
o ,O’?}\ .a of expertise of architecture.

>
Q@ wymore to convey the intended

cans of architectural features alone,

complementary signs should be made

It is au .at the manual at hand sets in. Its goal is to provide
the plann.  .nd organizational basics for a standardized signage
system. Its span of application encompasses all facilities, which deal
with a high number of visitors expecting to be led to their respective
destination expeditiously and accurately. Whereas the user has to get
accustomed to a signage system every time he encounters a traffic
facility, a consistent system would reduce the learning effort
dramatically: the user would only need to acquaint himself with the
general rules that apply to signage systems. An example of such a
rule would be the placement of the store directory adjacent to the
stairwell or elevator.

‘ence potential of architecture

Goal: standardized signage system

13



1. INTRODUCTION

Such a standardized, =»integral signage system has to represent a
superior authority, encompassing all single information into a logical
whole while taking into consideration the constructional < ~ecifications

of the facility. Herein lies the essential distinction betv manual
at hand and already existing planning recomme’ ‘I as
the practical sign posting so far, which has A

single sign instead of considering the is<
traffic facility, for example, a represer
notes, posted by users to walls ar

missing information. As a resul* Q
by signs. Q\ Q;Q\e
N\
R
What exactly is aime Q \&;\ofb J
‘z> )
L way

the achieved star %
that the road - &\\f\\%\ atry and
O (P .
many of tr * QA . possible to
\ O 6\(0 Q

AN
devele Q,\(" 5\0\ 00‘«“ .edestrian traffic

R
X

will effortlessly find
.ad.

,g\’\e’%(bﬁ\ . at higher levels (such as
"\@ Jperators), which takes root over

4 of raising the claim to create an

- manual at hand aims at coalescing

Jwledged standards and recommendations,

inc zlated fields, into a complete frame of reference
in orac a basis for customer friendly signage systems.

The multituge of various pedestrian signage systems makes it
impossible to present an exemplary solution encompassing all
aspects involved or a comprehensive analysis of the specific
problems concerning all existing types of traffic facilities. Therefore
the manual at hand deals with airport terminals as an example. They
stand for complex areas encountering strong pedestrian traffic flows
with a high demand for directional information by international
travelers. The transparency of the methodology will allow for the

Integral consideration of the
navigation task

Signage systems in the road traffic

Integration of already existing
standards

Airport passenger terminals as an
example

14



1. INTRODUCTION

approach and its results to be extended to other types of traffic

facilities.

Based on acknowledged standards the mar a1t hand
represents a unified, comprehensive frame ~» for
planning, realization and operation of con- ‘e

and verifiable logical signage systems #-
user requirements.

15



2. DETERMINATION OF THE PLANNING BASIS

2. DETERMINATION OF THE PLANNING BASIS

2.1 Users’ Groups and Their Demands

A signage system addresses the users of a traffic . At the
airport it is primarily the traveling public who = ‘mers
representing the demanding party. But also airr 3,

services, public transportation and shops
users who use the facility for their busin~

Figure 2 shows the various usr

interdependence. \%

Leisure
travellers

Interdependence

DY

¢ airport and their interdependence

The figy vs how extensively the single demands of the
respective . .ers interlock. Concentrating too much on frequent flyers
and airport main functions may lead to an unsatisfactory situation for
the passengers, because they might not be able to take advantage of
other opportunities during their waiting time. For other visitors the
airport also may not seem as appealing. On the other hand it is not
wise to put too much emphasis on businesses and services not
primarily related to flying as it might hamper the passenger clearance.
These contradictory user demands require an accurate pondering to
ensure an overall result that makes sense for all concerned parties.

Determination of user groups

Conflict of interests between the
users’ groups

16



2. DETERMINATION OF THE PLANNING BASIS

The hierarchy sequence shown in figure 3 may help resolve the
conflict of objectives.

Demander

Business Travelers
Passenger-Pick-Up

Supplier

=

A\
S
, O 2
Figure 3: \¢ Q S @
©
’b S
% c}:\'\ .nd their interdepen-
& . .
N Jdlanning of the signage
&\"Q' >~
P
N
.1e navigational system and the
Siy .8 necessary wherever the needed wayfinding
inform. .t be conveyed through architecture alone. In an
ideal case  um the point of view of architecture - only the detailed

information needs to be displayed on signs.

This estimation does not hold up if the guidance is determined by
complex operating procedures. Figure 4 shows the =>»architectural
structure of a building in analogy with its functional processes in a
simplified example. While none of the operational disadvantages such
as space consumption or lack of capacitive flexibility between each
segment are taken into consideration, it represents a hypothetical
possibility of reducing the need for guidance information by means of

Architecture as a guiding system

Hypothetical possibilities of
architecture

17



2. DETERMINATION OF THE PLANNING BASIS

adequate architectural configuration. As soon as the traveler passes
the security check the path ahead is predetermined so that he has to
make very few decisions in order to reach the destination This makes
the navigational task much easier - its difficulty bein” mber of
decisions that need to be made along the way. is a
mental effort and holds the risk of making a m’

Departures *
designat
destin?’

gomestic
epartures
O \% \Z
be
>
R\
oF
®)
A
\\:\\
% S
* Q (5\
.\0 &
\t' o £ .60
Y 5
g} §

udance information
4ing

. these do not make sense. Thus the
s conveyed by architectural features is
I JNns such as entrance, exit, main concourse or

leve.

Consolida. these decisions, which were initially allocated to
different places along the way, is another possibility to simplify the
navigation task. Decisions need to be made at all junctions, because
it is here that a change of direction is possible. In an open and
spacious concourse these junctions are multiple and potentially
everywhere. This is obvious when watching the pedestrians on their
way in such a building. Each location of a directional change indicates
that the watched person has changed the sequel of his route -
possibly triggered by new information. These locations of decision

points constitute the junctions along the pedestrian paths. As shown

Practical limitations of architecture

Grouping of decisions

18



2. DETERMINATION OF THE PLANNING BASIS

in figure 5, the grouping of paths makes the grouping of decisions
possible thus allowing the determination of their location. This, in turn,
is an essential supposition for guidance information to F ~ offered at
the right place.

Q .
gpread decision points %i : \&‘\63
different usersina ¢ % O

X
. O
Figure 5: e % N Jof paths
© &
2 X O’Q\
PO
S

sality simplifies both
g needed.

«cial design the level of =»func-

.3 as important for the wayfinding.
within the route correlations given by
.quence of the locations passed by should

Cu .quence of the passengers' demands. Similar
utilize travel agencies or check-in counters have to be
clearly . ated into utilization zones. The understanding of the

underlying tunctions is compromised by mismatched utilizations that
are out of place and have been put there for reasons not related to
their functionality. The accommodation of shops or counters at vacant
spots without considering a subordinate order will undo the functional
principle and increase the need for information and sign posting.

Functions within a building need to be ordered in a sequence -
related to navigation - that corresponds with the sequence in
which they are needed.

Configuration and summary of
edificial utilization

19



2. DETERMINATION OF THE PLANNING BASIS

Similar functions within a building need to be pooled together
location wise.

The paths between edificial or utilization areas need tr ‘aid out in  Path guidance towards the
such a way that they lead pedestrians heac ‘s the destination

destination or the intermediate destination. Ar Vs

for a better clarification of the target e

overlooking it. These coherences are sh-

an access. A frontal approach tow?
inevitably into the path itself. In ¢
difficult to be identified and r \% @
path passes it rather ths &
neither expected nor

signage informatic

ward access Backward access

dccesses'!

The san 2s to facilities with multiple levels. The paths should Change of levels
be leading urectly towards elevators or stairs. This allows for the

incorporation of the level change as a subordinate target and implies

a functional setting consisting of different levels. Hidden stairs or

elevators are not only more difficult to be found by the user - just like

a backward access - they also hamper the user’s understanding of

vertical path correlation.

1 Arthur, P., Passini, R.

20



2. DETERMINATION OF THE PLANNING BASIS

All paths must lead directly towards the target, in a manner that
will simplify its perceptibility.

23 The psychology of wayfinding
2.3.1 Demand for information

To find one’s way means to solve a pre¢’ Solving of the navigation task
spatial orientation and the solution '’
navigation task arises from the int-
destination. The solution car
succession of decisions alor
information that is avail~ Q

point is a decision pr’ Q AN
direction to cont? % ne is

the task of @ .ase of a

single tarr :

New direction

Guidance Informa-
tion directional sign,
destination sign)

Destination reached

End of path

Figure 7: Solution structure for navigation problems

The problem solution takes place based on structured =>decision Executing the solution based on a

. . . decision plan
plans. These allow for the segmentation of one complex navigational

task into many separate, easy to solve tasks involving only three or
four steps that can be figured out effortlessly. One after another,
executed in the correct sequence, these separate =»decision steps
constitute the solution of the overall task, bringing the destination-

21



2. DETERMINATION OF THE PLANNING BASIS

seeking individual to his destination. Figure 8 illustrates what such a

decision plan would be for departure from an airport.

Decision: Departing on a plane

Arrive at airport I

Enter terminal

v
Board airplane

Simplified decisir

Figure 8:

This simplified structur
larger facility a mo~

The amplified ¢ .
s
that. o L, ?
R

\ &

_ninal 1

.1 on departure curb

zrminal !

’ Purchase ticket I

v

Check-in I
Go through security check I

Board airplane

’ Go to gate

v

’ Go to plane

Detailing of the decision plan

ary.
.ce for

Figure 9:
larger airport

Elaborate decision plan for the departure from a



2. DETERMINATION OF THE PLANNING BASIS

It is apparent that decision plans depend significantly on the structure,
for which they have been appointed. Notwithstanding, it can be
assumed that individuals who have the same de< nation will
independently orient themselves according to the sam n plan.

In many cases the execution of a decisi- e
subconsciously with both routine and know”

an impact. The frequent flyer, familiar

experiences, knows off-hand where

extent subconsciously. The less

hand, will need a more ref \% @
0
terminal he needs to go * Q Q,&@
of a problem is dete Q '\c;b o
. . X
information conte P . all

users. \;\\"0

o
X

A

R
. O

The hie \ .@{o\ 5\0&\00{:\
refir’ % > <§< ;

4 R

. step-by-step

. irrelevant for the
.er indication for the
cvant if the prospective

,g\’\Q’ N mation about terminals and
P : ,
. .ves at the airport with a very

dcquire the information once he gets
.1ecessary information will be offered to

The . .vided by the signage system has to comply with
the deci. .ns of the prospective users. The wider the chosen
users’ collevive the more complex the information that needs to be
presented. This leads to a conflict, which is not easily resolved: the
presentation of all information, including detailed information for the
inexperienced user, exceeds both the capacity of the information
system and the receptivity of the user. An accordingly designed
signage system would then obscure the important information - also
for the experienced user. An advisable compromise would be to
adjust the information to the average user or frequent user while

incorporating cross-references to additional information resources

General applicability of decision
plans

Essential level of detail of decision
plans

Point of time for the detailing of the
decision plan

Determination of relevant decision
plans

23



2. DETERMINATION OF THE PLANNING BASIS

(see also chapter 3.4.3 Complementary Components). After the
chosen approach has been transformed into a planning draft, the next
step could be to test if the amount of information “an still be
increased or if the limit of receptivity has already beer A,

The decision plans for the relevant user gro- *h
information has to be included in th-

careful selection of this informatic

significant.

2.3.2 Perception of Info’ \:Q 0\6

When moving throughk Q
of vision. Intere- %%
temporarily in
successive’ * Q% o & .acity of the
o)
short-te \ & N < .
D S5
Ir Q & AR . task means that the
% ‘@‘b \k.

Jred
\;\\"0 «nslated

\\§ J the scanning of the

&\r@* RS srmation. This reduces the

> . is why its information must be
AN

.nechanisms of the user.

2ssions in the environment the wayfinding
h . made easily identifiable as such. Its content
mus. .nd easy to understand. The total number of
separate 4tions must be low enough to not compromise the
process o, translation. Numeric references for an adequate
information amount as well as ways to reduce information are to be

found in chapter 2.3.3 Solving the Navigation Task.

Wayfinding information needs to be distinguished from all other
visual impressions within its surroundings.

The choice of location is also of utmost importance. References that
seem unimportant may easily be overlooked, so that misplaced
information comes close to offering no information at all. Research on

Process of information perception

Effects of information overflow

Consequences for the presentation
of information

Significance of location choice for
signs
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2. DETERMINATION OF THE PLANNING BASIS

the drivers’ perception of road signs has shown that, for example, a
no-passing sign will hardly be noticed if placed in a complex area,
where overtaking does not seem reasonable anyway Insofar the

examination of sign locations and its concisenes Also be
considered a means to reduce signage unlec ‘ther
aspects (e. g. legal), which stand against a !

Sign Posting deals with the requiremen*
modes of setting up signs.

Wayfinding information will ~

relevant location accordinr Q 2
O

(é&’b
In addition to the - Q ,8&
. . )
subconscious simu” 0\*‘\ ne
&P

setting. Thus é\{o which

increasingly % &3 & spatial

represer \Q ; Jf information

mak- ary) sausibility of the
ir

,K and determines the logical steps

2 after another to reach a destination,

1g for the respective leg of the total route.

A single decisions have to be made whenever

there . one direction in which to continue the way. Also

included . .cisions such as: is the wayfarer still on the right track

or should he turn back? Thus it is imperative that the right path be
confirmed within longer segments.

At all points of decision the wayfarer needs the precise information
matching the respective step of his decision plan and thus allowing
for his continuation on his way in the correct direction. To offer this
information is the task of the signage system. In respect to contents
the system therefore needs to align with the decision plan. The
information needs to be posted on-site at the points of decision.

Simultaneous creation of an
understanding of a setting

Execution of the single steps of the
decision plan

Demand for information at points of

decision
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2. DETERMINATION OF THE PLANNING BASIS

Wayfinding information is required at least at all points of
decision, consequently at all junctions.

These remarks can best be illustrated by means of anceptual
example. The plan is to get from A to C. The respe” 1 plan
is partitioned and is shown in figure 10.

Decision: to go fror

GotoB

Figure 10: Exempla” Q

&
o
QO .
The step-by-st % \\:\\‘b plan is

shown in é % S sussed in
G
chapter \Q QNS plified.  Each
. Qi\ jt;o
inte” % ‘ (S counterpart on
O

¥ Q % .ans that the first part
&
N . and the next one can be

Conceptual example of use

Exemplary execution
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2. DETERMINATION OF THE PLANNING BASIS

Decision step: go from "A" to "B“

Track Section

Moving along the
path

9D

Point of Decision
L Teanet | r— 2
Track Sgc"‘;;fn P <G>

Junction: to the righ’
and to the left

Y « problems

.ne occurrences according to one decision

pic Jr the path from one point of origin to one
destir. s a matter of fact, there is a multitude of different
destinatic be taken into account. These in turn are connected

with each other in many different ways - traffic wise. As a result each
significant origin-destination relation requires at least one decision
plan, often even two decision plans: one for the way there and one for
the way back. As shown in figure 12, in the worst case three
independent decision plans will require just as many wayfinding
references at one joint point of decision.

Number of decision plans
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2. DETERMINATION OF THE PLANNING BASIS

Each significant origin-destination relation requires at least one,
even two decision plans: one for the way there and one for the

way back.
The consequent realization of this requirement v easily
surpass the amount of information that can br "a

signage system (see chapter 3.3.3 Amo’
decision plans, designed according to '
be conjuncted by the planner of suc’
allowing for as many plans as

information at as many poir \%

flexibility of design is a o’

Q g
. . 2
decision plans, whick Q ‘\63‘0 .
Figure 12 illustrate %% o .@in
Q
the joint partir’ @ ./mation
Terminal m * Q%OQ & Jf the track
of all th- \ QNS . general to the
: sy

par* > ;

’ ,\\() Q X

&k

JIsion plans, which
3.3.4.1 Locations).

Consolidation of decision plans

(<
&\’\ %QQ Pick up passenger
P ) ey

can be combined
in some sections

[ | J

go to Terminal go to Terminal

un plans:

]

parture ] [ go to restroom ] l go to arrivals ]

check in

go to Gate A20

Figure 12: Consolidation of decision plans

Searching out the similarities between the different decision
plans of the users helps reduce the demand for sign posting
significantly. As a rule, this can be accomplished by retarding
the transition from general to more specific information.




2. DETERMINATION OF THE PLANNING BASIS

2.3.4 Destination Webs

= Destination webs are known to be an effective tool in road traffic
systems to check the expediency and continuity ‘irectional
roadside signage systems. The very same mr arally
applicable for signage planning, too.

In the site plan destination webs form wk
identical content is graphically cor
destination, such as, for instan~

station. Figure 13 contains a r \% 5

\¢

cutout shows all roads #’ Q O
posted.

@

X

Fiy vle of a destination web in road traffic

Shortcomings within the sign posting logic are visible as disruptions.
In figure 14 the turn-right-sign is missing.

Purpose of destination webs

*ming of destination webs

Display of shortcomings in a
destination web
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2. DETERMINATION OF THE PLANNING BASIS

Destination
Signage Information
Missing sign

from the signage

Destination web

Legend
(©)
e Traffic routing as resulting

Disruption \Q
<
t @

&
Figure 14: Depir’ .\cf’
&
S0 8
&

com”r

S
S 3
Destina*’ » Q%o‘\o ’5&
S

S Ko

A
<~

logic and
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3. RECOMMENDATIONS FOR PLANNING

3. RECOMMENDATIONS FOR PLANNING

3.1 General Remarks

First of all it is necessary to determine to which ¢ oractical
planning cases can be taken into considere’ *hese
recommendations. Ideally, each eventuality she it

because of their multitude this is not pos”
exceptions discussed the need for reg
so that the practicability and clarity
Pareto'-Principle assumes, tha*

rules cover 80 % of the pl- \% O\Q,
would account for 80 % Q Q,&@

objective for the delinr Q .\c;z’ 2
manual at hand ic %% QO& ation

cases, which * &\\f\\%\ sure this
a fundam~ . Q .0(\0 (5&(‘) aal detailed
rules tr \ > s\o\é\ &
& &
D $

.Ns
QRS ,
NP .nowledged that there is a
2’
N Jnage systems. Because of an

atitude towards the customer well
. are being taken into consideration as a
.nen a facility is built or reconstructed.

Existin._ systems consistently cause considerable indirect
cost. At h, ance the additional cost is hard to determine and hard
to quantify, which is why it often remains concealed over years.
Inquiring visitors for example, who ask for the way and thus disrupt
the working routine of the employees cause additional costs. Such
disruptions have a negative impact on the work capacity and
consequently lead to a higher manpower requirement. According to a
study a medium sized hospital has spent four man-years per year just
on inquiries for directions and explanations of signs. Another

1 Vilfredo Pareto, italian economist (1848-1923)

Considered planning cases

Fundamental need

Reduction of indirect cost
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3. RECOMMENDATIONS FOR PLANNING

occurance causing additional costs are meandering visitors or
passengers, who remain on the premise of a facility for a longer time
than is necessary. This in turn may lead to a situation ca g for more
space and eventually extention work.

Direct cost disadvantages resulting from ineffi- S
are easier to calculate. The logical str

signage systems allows for a max’

communicated by a minimum of

economized by not being p

considerable costs. Based ¢ \g O\Q,

hand, the researched carc Q Q,é§z’

even though the offer Q .\c;z’ .

Additional econor %% s000\§~ .mity

and flexibility * &,@6\ .esulting

from the * Q%\O(\O (5&(‘) «Nning over
D

coordir \6\00@ _ificient signage

c’ c /

> % N \
&k

nich can take any
Jeration, they allow for

segments, which in turn -

_ed someplace else.

.t only fulfill both security and
» help the operator of the facility cut

3.3 System Requirements
3.3.1 G _.ral Requirements

From the point of view of traffic, the sole task of a sighage system is
to help its users situate themselves within their respective spatial
environment and assist them with their perception as well as with the
location of their respective destinations. Whenever the architectural
configuration does not fulfill these requirements, signs need to take

over.

Reduction of direct cost

Tasks of Signage Systems
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3. RECOMMENDATIONS FOR PLANNING

To ensure this, it is necessary to provide an easy to understand and
easy to perceive exhibit of information, which takes into account the
situational context of the wayfarer. Clarity, unambiguouv- ness, logic,
dependability and reduction to the essential ar "asulting
requirements to be fulfiled by the sign- The
implementation of these demands has to with- >
well as it should take into account k’

perception.

Clarity, unambiguousness, lor

the essential are the most \g N7
Q

by a signage system. N

y a signage sy @ &

For a quick and % O\ch Jn,
&P

signage syster & .«nable
. N\ .
systematics % 5\\'&(;)& practical
*
expectat’ \Q \OQ\&@ : forming of
expe N G .nat drivers react
f- % <O
P

.1. If an expectation is

casier.
R - i
2 .opt an attitude of expecting
N

«ion systematics, consistent color

signs. Only if this is the case the user

anticipate information and what it will look

h «ble to recognize information before he can
actu.

Sighage s. 2ms require a perceptive systematics to base upon,
so that the user anticipates the location of information as well as
its appearance.

A frequently observed attempt to visually integrate signage systems
into a given architectural representation compromises a swift locating
of information. The outcome being signs, which most often are more
difficult to locate and are non-consistent in design. Even though their
functionality is lessened in favor of the adjustment to the architectural
context, they still look out of place. A rethinking of this signage policy

Requirements for the presentation of

information

Perceptible Systematics

Creation of Expectation

Architectural Integration of Signs
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3. RECOMMENDATIONS FOR PLANNING

seems advisable. Signage systems need to be recognized as
independent functional units of pedestrian traffic facilities i. e. doors,
emergency exits or the heating and air conditioning - stems are
integral independent functional parts of a facility. In ¢ ntimally
fulfill their function, signage systems need to ¢’ *heir

environment without coming to the fore too int”

When signage systems are blend”
features, their impact is comprom’

A navigation system is not a Q
requires no further atter \ .\,z;o\@
N\
utilizational change rec ,853’
Any negligence in Q& .ne
&P ¢

signage system & Jon to
N\ .

that the use % 5\\'\(;)& .1US giving
\¢ AN ,

way to \Q <>.>\O \é\o@ 2 mechanical

ary) «Nges requires a

will allow a flexible

cong’ § >
04 @ ~& <
&

sus update of their contents

.asic rules is the =»rule of continuity. It
.n, once taken up in the signage system,
mu . and in fact needs to be displayed on every
follow.. . it is reached. Thus the continuity rule attains two
goals: firc ensures a close guidance of the user thanks to
information offered at decision points and to affirmative references
placed strategically at intermediate locations. On the other hand it is -
if applied correctly - an important means to maintain a continuous
control of one’s path: if the destination does not appear on the signs
anymore then this is evidence for either having left the right path or
having overlooked the destination.

Thus it is obvious what the consequences of non-observance of the
rule of continuity might be. Missing guidance references hold two

.ance Requirements

Rule of Continuity

Reliability
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3. RECOMMENDATIONS FOR PLANNING

contradicting interpretations, which can potentially cut the wayfinding

information chain short. A missing reference might be dismissed as

simply forgotten, whereupon the user continues on his w~/, hoping to

find some information later on. But just as much the °
information could mean that the user is not
anymore. And this in turn would involve goir

and start anew. Because both explanatior

logical consequence would be to assur

was cut short. Only if the rule of -

the users’ confidence in the sir Q
a consequence he will inte” \ Q¥
and start anew more 0- (8@
be overlooked that t* % \b\%
9)
system the mor % 6‘()0
A\
ensure the & .
$. 2
R * Qs
signage ,
gnag \ \QJ\O \6\ (f\\
OO
Ar > Ko
&k

anuity).

niece of

ack

A

Je
Jrs to
upon the

.e signage system

relates to the order in which
on a sign. Consequently all
2 direction, need to be displayed on

sstance with the destination, which is

ading to the destinations that are closer in

an .d on the consideration that if the sign is put
down Jdnd in the direction it is pointing, the actual
successiu .1e destinations will be reflected.

Flip-down rule
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@ Dortmund

Figure 15: Flip-dow~

Distant des¥ close

destinatio”

Accor s to a destination

sk @ RO parallel routes must
% &’ o siation of this rule is the

, different routes to one

.e must be no more than one route
an the sign (rule of unambiguity).

3.3.. « Contents
3.3.21 slogy

The terms designated to destinations need to be short, clear and
concise to allow for a quick perception. Words consisting of more
than 20 letters as well as uncommon abbreviations should be
avoided. The terms need to correspond to the users’ everyday
language. Any terms relating to specific areas of expertise should be
replaced.

Because of the above reasons proper names should not appear in
the signage systems, but should be substituted by adequate generic

Rule of unambiguity

Conceptual Conciseness

Avoid Proper Names
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3. RECOMMENDATIONS FOR PLANNING

terms. If this is not possible due to comprehensibility then it is
recommended to represent the item within the logic and layout of the
signage system rather than the company’s o ™ graphic
representation.

Destinations should be designated by con- e
and unabbrievated terms, nhames should ’

3.3.2.2 Multilingualism

The needs of foreign users \%
pictographs, which will Q @*{b
Appliance of Pictogre’ Q ; \63'0 .
has to be assumr %% o@‘ age,
which is why &\\:,\\"Oj 1 terms
should be - . Q% &9 6& .n-speaking
countrir %\ NN in the signage,
suc’ % & GQ ; J .nand for it. In the
! % PR «~ill be assumed to be
% \\>'\\ ent a second language.

.nternational traveling public

.erms in addition to the national
.ely known by the users. In English-
uditional language might be advisable.

3.3.2.. .cdon of Edificial Structures

The logical ureakdown of large edificial complexes into buildings and
sections allows for a distinct determination of location (i. e. Gate B7)
and makes spatial orientation easier as main destinations can be
defined (i. e. Terminal 2, Section B). Attitudes of expectation carried
forward from related fields help understand the building identification
in the overall context. By taking over familiar patterns when identifying
buildings these expectations are fulfilled.

ational customers

Breaking down large facilities
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3. RECOMMENDATIONS FOR PLANNING

The top aggregational level of an airport facility is the terminal. As

shown in figure 16, the respective terminal buildings should be

numbered in ascending order, beginning with 7, acce 1ing to the

order in which they are made accessible from
Identifying terminals by points of the compass *
these perplex users with spatial orientation p~

with proper names, they are difficult to list

is only the countable denomination tr

one’s own location with respect

destination thus indicating if Q
overlooked. \ Q¥

1 &

“adside.
as

N

R
fz?\\§ ' in ascending numeric order
Jnsists of structurally defined areas such
@ <ation zones or just a continuous repetition of
arch. elements. These sections need to be identified
within « .minal according to figure 17: beginning with A,

ascending i . the order in which they are reached when arriving at the

airport.

Identification of Terminals

Identification of sections
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transfers-
c system
EEA
cfefa]

curbside access curbside access
+— —
Figure 17: Identification of section-

Structural sections need te \g
@6

order corresponding wi*’

Each terminal ner % L od
9)
departure gate” % ki cutive

. N .
numbering, 6\\ 2 aspective
. . ¢ Q ,-5& . .
terminal. O & ¢ information
\ @S O(f\\
incre~ IR .y identified the
ar @ & Q 2s redundant. As a
,\«\ef’ provide their customers
> @Q) Th
&\,\z S .ure gate. The passengers
2 .1d then for the departure gate,
N

cparture gate. If this were the case
to incorporate the departure gate

/

4ge system at an early stage with the sign

i dl still essential. This disagrees with the
postu 2 changeover from the general to the specific
informat. Jld take place as late as possible.

The departure gates as the lowest hierarchic level need to be
numbered within each terminal or section, beginning at the left-hand
side in oblong sections according to running direction. If the departure
gates are located on both sides of the running direction then even
numbers should appear at the right-hand side, odd numbers at the
left-hand side. This recommendation takes into account the reading
behavior (from left to right) as well as common practice of allocating
house numbers along streets. This is shown in figure 18, along with

No consecutive identification of
departure gates

Identification of departure gates
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the combined realization of the remarks on building and section
identifications.

=[ele]]

[A1zlaTal5 6]71E] \g
. N
Terminal 3 Q &
o
s: ¢

éO
%
&
P,

Figure 18: > _arture
N\

osn, such as departure
«0 the reading custom in

«cise and unambiguous destination

d Departure Gate are added. In a multi-

section identification can be incorporated

in. . identification, thus forming an alphanumeric

term. . N just one terminal an identification of the terminal

is not ne. 4y. In table 1 the identification systematics for typical
airport layouts are pointed out.

Compostition of destination terms
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one terminal multiple terminals

compact terminal Departure Gate 7 Terminal 3, Gate 7
no diverse departure areas

structured terminal Departure Gate B7 Terrm "1, Gate B7
diverse departure areas

- Or -
Section B
Gate 7

Table 1:  Exemplary designations of

Unambiguous destination ter”
the buildings and section<

avoided. @
Just like the dest’ % ave

been standa” \,\\‘"o Jldings’
designatior ,& stently. All
employ~ § {o\ 2 aware of the
: o ,
nee’ ; .« the respective
e \\\ ~ to this standard. It is
\\} Q§> throughout the signage
&\’\Q' _ecognize his target.
0
K terms for the buildings and
anicated reliably throughout, i. e. at
«rport plans, brochures etc.
3.3.2. sn Directory

All targets, \.nich have to be included in the signage system, need to
be listed in a directory of destinations after the identification terms
have been decided upon. The destinations need to be subdivided into
main and minor targets according to their relevance for the facility.

Referring to an airport the main targets or =»primary targets are
those, which are essential for the proper operating of the facility. Such
would be Ticket Sale, Departure, Arrival and Baggage Claim.

Consistent Communication of the
Destination Terms

Establishing a Destination Directory

Main targets
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The remaining targets make up the minor or =»secondary targets.

The main feature of these targets is that they are neither found solely

at airports nor are they indispensable for passenger clea” *nce. At the

same time they are of importance as they allow for t* "ning of
facilities as a whole. To name a few: shops, restre 2.
Thus a directory of primary targets emerge
another directory for secondary targets
the remaining targets. If a pictoe”
targets (see chapter 3.5.4 Pictor
refers to the corresponding p’ \% O\Q,
. 2
1 Airport ,3}
Flughafen &
0\§~ —_—
3 Baggage ®)
Gepécr
4 Ba~
r
10
% «ng
%% 2 arken
\Y
Passenger Pick-Up
& Passagier-Abholung
Section
Abschnitt
53  Ship
Schiff
48 Taxi
Taxi
2 Terminal
Terminal
L 50 Ticket Purchase
Fluysteig Flugscheinverkauf
26 Ground Transport 41 Train
StraBenverkehr Bahn
Table 2:  Directory of primary targets (English and German)

Minor targets

Target Directories for Airports
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Baggage Cart Mail box
Gepéckkarren Briefkasten
5 Baggage Lockers Meeting Point
SchlieBfdcher Treffounkt
15 Bank 34 Men
Bank Herren
6 Bar 39 Nur-
Bar 4
7 Barber Shop
Herrenfriseur
9 Beauty Salon
Damenfriseur
12 Cashier
Kasse \Q 0\6
13 Coat Check g&
Garderobe (8{0
14 Coffee Shop \b\%
Café ~
Q _
18  Drinkir N
> X
&2

Trir’ %
9 \Qc Q

oe

Stamps
Briefmarken

Telegrams
Telegramme

Telephone
Telefon

52 Waiting Room
d Warteraum

54 Women
Damen

Table 3: zctory of secondary targets (English and German)

The classification of information offered into primary and secondary
targets is an effective means to reduce information, insofar as it
allows for purpose-related preselection by the user. The numeric
comparison makes this clear: 58 destination terms are subdivided into
24 primary and 34 secondary targets. This subdivision needs to be
reflected in the presentation of information in order to ensure a direct
benefit. The user has to be enabled to expeditiously make the same
preselection of the offered guidance information. In practice this is

Advantages of classification

43



3. RECOMMENDATIONS FOR PLANNING

achieved by presenting primary and secondary information in different
colors (see chapter 3.4.2 Color). As soon as the user has realized in
which graphic rendition his target will be presented, he ¢ *ly needs to
look out for guidance information displayed in the ¢ v as he

continues on his way.

Diligently compiled target directories for
targets constitute the basis of signac

3.3.3 Amount of Informatio’

The human being is able -

of information. In acd Q
unwillingness to ‘::%
information. T+
the inform= . ®~OQ @6& .nformation.
Referer \ & & QO assed through
sy
anv > ;
:\\() Q N
&

%’b .ecessity of limiting the amount of
g information

& with

N .y dose

oe avoided. Clarity

at the user should be
important information. A

s of the signage system.

«yed information with maximal
Js for quality of the signage system

In v .sue of actually processable versus reasonable Acceptable amount of information
amoun .ation is the crucial one. The opinions on this issue

diverge, al. .ugh approximately 3 to 5 information units per sign and

direction is the value that emerges in literature on this topic. In

anticipation of chapter 3.5.5.1 Appliance of Pictographs all respective

information elements regarding one destination are considered to be

one unit because they are identified as belonging together and thus

constitute a joint information reference.

Information has to be pooled together according to directional groups.  Amount of information per directional
. . rou,
As a rule three references per directional group should be the grotb

maximum, in certain cases four references might still be acceptable.
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The pooling of information into directional groups is derived from the
flip-down rule and results in signs which are clearer as the amount of
needed arrows can be reduced to one per direction ir which it is

pointing (see chapter 3.5.5.2 Order of Elements). T ming by
direction is a standard in road traffic so that it car med
it is an already learned systematics. Tk A

references per directional group as
consideration the limited numeric perc

same time an upper limit cannot b~
four references may be accept” Q
needs to be extended. \ Q¥
Per directional gr &
o

references, four - P

N
The total ar % 6\\'\,;)& € sum of
. . * N\
informat’ \Q Q,;)\O & .nount should
not e SN L oS . An upper limit is
: O ¢

P

(N

. intersections could

.«ces for three directions.

.1an six, in exceptional cases

.on is to be assigned to more than one
2 above given quantity limits apply for each

siy «eferences of all signs should not exceed ten.
The s. . information onto several signs might result from
the layou € building, but it can also be used to convey a greater

amount of information in smaller, easier to process units. In this case,
though, particular attention needs to be paid to not compromising the
achieved improvements on one sign by a capacity overload in the
cross-section of the path.

Per cross-section of the path, there should be no more than ten
references offered on all signs.

Amount of information on each sign

Amount of information at cross-
section
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To follow the recommendations of the upper limits per guidance
information described in this chapter is the greatest challenge when
planning a signage system. They refer to an ideal condit’ ~\n and form

the target objective for the planner. He should be & the fact
that each exceedance of the maximum values mi¥ ~tive
impact on the quality of the signage syster A

methods illustrated in chapter 2.3.3 Solv’
should be possible to reduce the am
planning avenues to comply witk

cannot be ruled out that in prar Q
when it makes sense to ex’ \ Q¥
. . g
to avoid otherwise neg- (8{0
signage are involver’ % \b\c’ ad
9
on his experienr % oK Jnal a

&
signage syst- % s\\\:\\ X
O

¢ Q P
P & <

PNAeS

3.3/ & o
o) §

QY s
% \«‘\e’z
S

&\,\z S ystem’s response to the
2 .2y make sure that the signage
A\

srmation at each decision point so
his way. This is why the definition of
s, based on the relevant decision plans,

p. aation  planning. Figure 19 shows the
imple secision plans into the vocabulary of concepts of
the prim. get directory as shown in table 2 for departing and

arriving passengers at a typical airport. This decision plan varies in
depth, width and succession depending on the airport just as much as
the decisions which have to be made depending either on the access
road or the buildings.

Exceptions

Decision plan as basis for destination

web
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'
'
g
'
'
: N

Gate n \(b
Q @&
The branches of the deci ‘%‘Z} |

e
Figure 19: r . <<©

,, at which section
splayed. According to

G
RO
OSSN SN
§ r Terminal 2 has been

&\’\Z&\ D) destination terms Departing
""‘@ ‘ .. Destinations in brackets are an

«estinations are not necessarily

pe placed additionally between the

. and after. At this point it is pertinent to

en. ~ill safely find his way back to the main path in

order . daccording to his decision plan. If the terms Check-

in, Bagg.. <heck-in and Seat reservation are contracted into

Check-in, then it is sufficient to display Check-in as the first

destination of a decision plan. Again, it is recommended to abandon

guidance information in favor of information reduction if the
destinations will be passed unavoidably.

The respective steps of a decision plan define the beginning and
end of the destination web.

Derivation of the destination web
from the decision plan
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Destination webs are formed by connecting the starting point and the
end of sign posting along the main paths, as derived from the
decision plan. Each sign location within these paths nee’'s to include

an adequate reference. All these references put toget’ 2 up the
contents of the respective signs. Thereby it is " the
maximum number of information per sign or * *

exceeded. If the maximum allowancr
chapter 3.3.3 Amount of Information, =
of references needs to be reduce

consistency. This can be achie’ Q
other routes or by the shr \ é)\@
- R
decision plan allows for Q (8@\
information). Furthe % L JS
9
contents by ir’ % o Lonal

o N .
destination - % 6\\ 2 ormation.
Conversr’ y ) 6\& available for

» \ & & QO
additi- AN .ier be increased

O
ar @ O dl to particular) or
2

oe incorporated.

. of origin and end point are
«dng paths.

at all decision points alongside the
sute is extensive in length then signs also

he .ween decision points so that they allow for a
verific route. The signs should be posted in such a
manner, . . each sign location the next sign is already visible. At

the same time the danger of losing the way in very spacious buildings
can be reduced. Depending on local visibility and complexity of the
route, the intervals at which signs are posted should measure
between 25 and 100 m.

Signs need to be posted at all junctions and, if the route is long,
at intervals of about 25 to 100 m to allow for verification of the
route.

Forming of destination webs

Choice of sign locations
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In addition, it is important to provide sufficient space in front of the
signs to make it possible for the visitors to stop for a closer look at the
sign without causing a negative impact on traffic flow. 7' vo reasons

make this necessary: first, there is always the pe of user
groups (such as seniors, foreigners, inexperience” with
impaired vision), which will have difficulty in t~ A

a fairly short period of time, despite their "
Second, the signs should always be p-
means that at this point the decisic

into account that there are der’ Q
made while passing by (e. ~ \ Q;Q\@
X
coffee shop?). In worst - @ (8@\
. - .%

to dangerous situ % 0\&\

immediately beb’ (;00 , or at
A\

the end of ar % 6\\\:\'3)& wn but at

the same ’\Q o >

¥ QR

«Ve.

as 16 cm. According to chapter 3.3.3
otal amount of information on one sign

.1e incorporation of six information units, one

be: 4s calls for a height of 96 cm. To avoid resulting
spatiar .. is recommended to adopt a rule for the mounting
elevation: . oottom line of the sign should be 2,20 m above ground.

Thus the resulting range of elevation for the mounting of signs would
begin at 2,20 m and extend to 3,20 m above ground. The benefit of
this low maximum height of the sign’s upper edge is that based on a
legibility distance of 15 m (see chapter 3.5.2 Lettering) signs thus
posted remain in the field of vision of the onlooker for a relatively long
time, as illustrated by figure 20.

Imperative space provision

.er 3.5.5.3 Modular System gives Mounting elevation for overhead

signs
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4m ‘
, 3,20m l J J Jed Field of visior 3,31m
Mounting range for guidance information
Immediate F’
User j\’\’\
Body height 1,70 m
Heig‘ht of eye I,SS m
0 1 2 3 4 5
Figure 20: Mounting he’ \g 0\@
§ R
(b
Overhead signs % oc}** ige
between 2,20 \;\\rosQ iine of

the sign at

In tra®

“ @
N

2

WV 5

.trian density the
.ne signs are posted

Jesigned as columns or
. mounting rage would be
.0 account the field of vision of
s people in wheelchairs. The upper
1,70 m. In implementation cases with
.commodate all designated information the

S Jsed upwards.

Signs
from 1,20
sign at 1,70 m at all times.

«el should be posted within a mounting range
«0 1,70 m above ground with the upper edge of the

Figure 21 shows the implementation of these recommendations
depending on the amount of information and the sign space available.
For the overhead sign mounting there are two possibilities to be
considered (see row A): a wall-mounted application over a passage
or a ceiling hung application above the pedestrian traffic flow. For
each hierarchcy of information (primary, secondary) there needs to be
at least one separate information panel considered (A1). These

Mounting heights for eye-level signs

Sign posting possibilities in practice
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panels can be displayed side by side (A2), depending on the
information amount and sign space available. In compliance with the
recommended maximum amount of information it might k- ~» necessary
to put up several panels of one group (see figure - 1 right).
Row B shows the implementation of mounting r- 2 on
posts. Small information amounts may be mo» v
designated range of height (B1). If this sigr

sign should be expanded upwards (B2*

3,20

=

220

0,00 J ‘

A1. Overhe-
Suffir’

for
"t%Qé\'
S K o
AR

.ght sign mounting
arge amount of information offered

_| Secondary Information

.Jdes

Whe
expana.

. sign overhead, the display space can be
~ards. When mounting a sign at eye level the
display sj .ce may be expanded upwards even beyond the
recommended mounting height range.

There must not be any other distracting information displayed which
competes with the guidance signage, although a uniform signage
system already reduces the risk of this happening considerably.
Notably, it is the commercial advertisements, which should be
designed concisely and thus stand out due to their distinguishable
design. At a European airport (Munich, Germany) this problem had
been solved by assigning a trapezoid and mostly externally lit

Exclusivity of signage information
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modular system for wall advertisement. At railroad stations in
Germany, on the other hand, a minimum distance between guidance
sign and advertisment sign is required, complying with 2 times the

height vertically and one sign width horizontally. In ac” that it is
prohibited to relate any advertising information tr ¢ the
railroad as far as design is concerned. A* \

reserve the pre-set range of mounting heir
only and to provide for advertisment el-

Appropriate directives need ’

than the actual guidance ’ \%

close to it neither spati- Q @@
Perceptibility has tr %% & ght
<

situations or bli . at all
costs. The ¢

o
% 5\\\"\\6& an have a
negative %\Q \(:O\OQ é\& .2 considered
espe S <<‘ ang. This is why
ir Q% <
2

cthey represent state-

7
7 0 X
S ,&9@‘ 3 the best recognizability and
3 ogy.
o.
Signs ¢. Jed into =>directional signs and =>destination signs.

Directionar .gns are posted along the way and lead to the
destination. A destination sign marks the logical end point of the
signage chain leading to it. Directional and destination signs need to
correspond with each other by form and design. As shown in
figure 22, the only difference in content is the absence of an arrow in
the destination sign.

Sign lighting

Types of signs
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A. Directional sign
Left baggage
¢ Gepéackaufbewahrung

B. Destination sign

Left baggao”
Gepéackar

Figure 22: Directional and \g
Directional signs r &
N
destination sign- %% &
Th &
e panel &

: e Q2 :

rectang! \ <,;)\0 Q Jf form, which
§ L

iden* % S s triangular signs
c Q P\ 4ns are reserved for

&
NN S
&\‘\ s well as the facts about

dS to be Shape of the information panel

&\f@’ P attention to a compact shape
> ' can be perceived quickly and
N

recommendation resulting from this
.ormation units one above the other and
.ertically. It is definitely not advisable to use

W) .ation signs.

Single .. .on units need to be pulled together horizontally
and vertic.. ..y into compact signs, which can be perceived at a
glance.

Primary and secondary signage information can be put together in
one sign if considering the recommendations in chapter 3.5.5.2 Order
of Elements. Because of the different principles of design a sign
within a sign forms. With respect to the limitation of information
amount on a sign (see chapter 3.3.3 Amount of Information) each
sign has to be viewed as a separate sign.

Combined signs
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3.4.2 Color

The color recommendations developed in this chapter refer only to

letter and background colors on the signs as relating * ~eptibility
aspects. The application of colorcoding, such ently
encountered application of different colors in or t

levels in parking garages, will not be disct’
noted that this area of application has t

importance of color as an orientatior

A reason for this critical eval \g

number of colors, which Q .gg}o\a

account the layman’s = Q fz}{b

The number of us % 0*;\63 , of
QP

misinterpretatic & . bright
red might e

N
% & . turn can

N Q2
hardly b \Q <~o\° & Q _nvironments.

S K o
A Q RO 2d, is the fact that

W
% ‘@63 N
\Y

3 from color blindness.

4€ system would thus be

2 sers. Furthermore, the intuitive

¥ Jividually, so that in consequence

«er to identify locations such as Level

parent reason why colorcoding should be

. Jmeric identifications (Terminal A). On the
whoi. dble to integrate colorcoding in sighage systems.

The bene. of colorcoding as an orientation aid is often
overestimated. The choice of color should depend solely on the
aspects of the physiology of perception.

The choice of color should hence be based mainly on the criterions of
perceptibility and legibility. Perceptibility accounts for a sign’s
distinctiveness within its environment, whereas legibility refers to the
contrast between the color of the letters and the color of the
background. For that matter it is the combination black/white that
provides the best contrast effect, closely followed by the combination

Range of design for letter and

background color

.ions of colorcoding

Color blindness, retentivity

Criterions for the choice of color
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black/yellow. Another rating aspect is the attention grabbing effect of
both colors with yellow being better than white. Research claims that
this fact can be quantified by the following statement: a w' ite sign has
to have a surface which is bigger by 9 % than the su* 2 yellow
sign in order to achieve the same perceptibility.

Because of its attention drawing quality, its -
slightly weaker contrast effect, the color
more important primary targets. W
secondary targets. When the typ

color rather than by letter ty” \g O\Q,
consistent legibility is ack’ Q Q{é%(b
system as a whole. Q i

N\
;&
Q .
The colors shr \;\\ro Jers in
<
black. This " % Qé\ > oors light-
’ L
\Q Q'g,\o &\O@ a same-color
L » belong together

Kground. The colors

colored

bacl

. Q o
2)

«ional industry standards,

.nted in black letters on a yellow
sts on a white background.

aendation is artistically neutral speaks for it
all . 4s a light and neutral color, can be incorporated

in almc . ambience as can white as a non-color.

3.4.3 Complementary Components
3.4.3.1 Necessity

The limitation of offered information to a specified amount calls for a
selection of information and a restriction to the essential. The
consequence is that not all information, which could be requested,
can be included in the signage system. An effective concept, though,
ensures that 80 % of the demanded information is supplied by the
signage system. The remaining 20 % of the potential questions are

Color recommendation

Positive pattern

Creative neutrality

Necessity
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left unanswered. This is why complementary information should be
incorporated directly into the planning as an integral part of the
signage package. What this is exactly will be discussed b 'ow.

The less important information, which could r ‘ad in
the signage system because of restrictir ~e
amount of information, should be offerer’

3.4.3.2 Maps and Indexes of Bui’

Maps and building indexes pr \% 2
O

Maps make it easier to ur

Q g

. , 2

and fulfill a geners Q ‘\c;b .

chapter 2.1 Users’ %% o the
Q

directories the \;\\"0 .eached
since they * &'OQ 6\& Jgether the
maps # §\ @ & OOQ?‘ .Jon of general
dec’ S K al information and
. N 7S

&k

Jing of the facility as a
. steps of a more detailed

@
&\'\%é\ 4. Q. locating a certain section
(‘}\@ .1 be checked-in. If offered this

« early stage the user will not have to

M aple at regular intervals along the main traffic
streai. ds close to decision points as possible. At all main
entrance. «ell as at all significant junctions, the buildings indexes

should supplement the maps. The maps should be laid out and
located in a manner ensuring that users who stand in front of the
displays do not present an encumbrance to other users.

Buildings indexes with layouts are best placed in internally lit display
cases. If dealing with the matter, these displays offer the possibility of
gaining insight into the spatial organization of the facility. The
languages chosen for the directories have to correspond with those of
the signage system and have to be sorted alphabetically each. Along
with each target its location should be displayed and described

se

Locations

Implementation
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systematically with its depiction matching the one in the map.
Pictographs should only be used within the map itself and solely in
connection with the buildings indexes. The pictograpb = within the
map will also meet the demands of international us- noint to

the target according to its depiction in the listing.

The map itself needs to be as simple Design
essential shapes of buildings, so th#’

recognize them. Areas which are n-

kept out of such maps altogethr

Depending on layout and - \% O\Q,
whether to choose a Q
combination of both * Q
buildings’ section %% P ~ that
the user will \\f\\% Js to be

~ 1 respective

4
I~

designater’

map b ’b§\

Jle.

. within the signage system. They
ats, which will be passed by the main
serceptibility needs to be ensured by an

In ada. « of information desks is more and more taken over Information hosts

by hosts. , move around freely within the building and thanks to
their uniform are easily identified as competent contact persons.
Hosts are characterized by their proximity to customers as they place
themselves strategically, depending on the volume of traffic, so that
the customer does not have to look for an information desk anymore.
A disadvantage is that compared with a stationary desk more
personnel are needed. This deficiency is put into perspective though,
if several information desks are needed because of the complex
circuitry of a facility.

«ty of fulfilling the demand for Location
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3.4.3.4 Other Navigation Aids

Signs, buildings’ plans and information personnel are the most

common components of a guidance system. In add” “ere is a
number of other elements, which also may » the
facilitation of the navigation task. These shou! ly

though, in order not to make the forming of -
difficult.

Floor, ceiling or wall markings wil’

most obvious way of realizing \%

with the rising traffic volur Q .gg}o\@

out and tend to wear r Q : i

advantageous, the % (3%*\63 (or
&Y

lowered constr \;\{o
£ &
o) 8 o
As soon \Q 0}00\6\ o guiding lines,
they IR > that the users’
cr % Q 1 points might be

> should be confined to

&\,\z N a few intermediate targets.
2 , points needs to be made clear
A\

lines is flooring distinguished by color.

.nent stores it is a way of forming corridors

bet. . and racks displaying the goods, thus leading

througt. -ent sections of the store from one decision point to

another. Ti. Jistinction by color is also frequently applied within road

space: bike paths as well as sidewalks for pedestrians are often
marked by color.

To understand a spatial representation, as described in chapter 2.3.2
Perception of Information, it is necessary to identify distinguishing
points. If these are not communicated solely by architectural features,
additional designing elements, recognizable from a distance, may
facilitate the process of spatial orientation. They support the process
of recognizing a location and may be used for path descriptions.

Economical Implementation

Examples of limitations of guidelines

Contrasting flooring

Distinguishing points
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Another auxiliary means are the computer-assisted instructions on a Computer-assisted guidance

screen, which show the best way to get to a destination in color
graphic with high resolution. These appliances present th  path within
a complete map of the building along with ¥ Yression
coordinates of time and space. Colored blor’ the
respective location point and evolve ale

transcending the different levels to the

dynamic depiction comes close to ve”’

forming of an expectation attitur

cognitive map. It is obviour Q
incorporated into the logic - \ Q;Q\e
X
regard to content and - Q (8@\
screen needs to be % L JS
QO
which were disc’ % oK

R
N
S
y Q NP
35 \ %\&0@00&
3.5.° o
O

.nponents improves its

&\,\z N ne means of design are
2 .e elements are combined into
N

aatics discussed in chapter 3.5.5
J a visual grammar. It determines

.don of the components to each other as

W .nformation carrier. By combining several
infon «nin either a hierarchic or color group information
panels « , also called =»signs or =»signposts. Within one

information unit the terms as depicted in figure 23 are differentiated.

Term definitions
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Pictograph =>Inner space of pictograph  =»Information panel

l

X 1
Y
¢ Left ?aggage
" Gepackaq‘\fbewahru
Directional arrow Inscrip*
Figure 23: Term definitions

3.5.2 Lettering % &
©
c) &
An unambic N
| S
enforced :’\Q O <@ Jther design

sequently  Necessity of uniform lettering

comp” 1y and quick
dl determination in

O
T QP
% @ & , amount of information
alion inevitably leads to an
2 & 4ly distinguishable from the

.sements.

.ommended to use the lettering as shown
JIN 1451. DIN stands for Deutsche Industrie
No. stry Norm) and represents a common industry
standa. .3 publicly available even as Soft-Font for PC and
Mac (see . J: www.signageplanning.com). The typeface has been
agreed upon as standard for traffic signage lettering in Germany, as it
combines excellent legibility with minimal space requirements.
Adhering to this standard, the typeface requirements can be
determined in a verifiable and obliging manner, allowing for uniform
results regardless of the sign manufacturer. The applications need to
be carried out in the condensed version as shown, because its 40 %
shorter tracking allows for shorter signs without compromising
legibility. In anticipation of the following determination of letter size the
correct typeface term is: "Schrift DIN 1451-A 40"

Type of lettering
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The size of the lettering depends on the distance, from which it will
have to be read. The smaller the distance between the onlooker and
the signpost, the smaller the size of the letters may be ch” sen. Due to

the definition of a low mounting height range for th~ *ounting
and due to the requirement of a strategic locatic’ <t at
decision points the actual guidance informat’ )

recipient. Hence it is recommended for p
that the upper case letter size be 40 r
distance of approx. 15 m. An exar

annex 2. Q
\ ¥

The letters should alwav

makes the legibility Q

words in a charac’ %%

The inscri- % TS played in
* Q (5\

combir §\Q X & .nsed version

fr )

; O

>
/ I\\O.Q
S
Q@Q)O
> o

G

size of 40 mm

1S be applied consequently

&\’\Q’ @Q ) . . .
2 .formation displayed might be
3 dlly if the letter size is not uniform.

words and lines is another important

2 followed in order to ensure uniformity,

L 4€ in manufacturer (see chapter 3.5.5 Design
Pati.

Bilingual s s represent an exceptional case (see chapter 3.3.2.2.
Multilingualism). Different languages on one sign face need to be
clearly distinguished without emphasizing a particular one. For a
better differentiation and a quicker identification of the relevant
language, it is suggested to combine typeface and word order; the
foreign-language destination term needs to be italicized and put
below the native language term. The logic of order will be discussed
in more detail in chapter 3.5.5.2 Order of Elements).

Size of lettering

Jpper and lower case lettering

Variation of Fonts

Bilingual signs
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On bilingual signs the terms in the second language, normally
the foreign language, should be italicized and put below the
terms in the first language, normally the native langu~ -e.

3.5.3 Directional Arrows

Arrows represent a directional reference.
term with directional information. Just '
the arrows need to be easily recor
multitude of choice it makes the”

Research on the recogni-

conclusion that simpl” Q
easier recognized ’ %% 00** Luld
RS

not exceed 90 N rriangle
S
with an o~ . Q 3 6\") .nient. The
X
combir %\ 2 \6\0\??‘ advantages of
the O
R

S

&
\Y
% NE

s

.ow that combines

> thus looking slimmer
Among other arrow types
A in figure 24 is particularly

2 Arbeitsgemeinschaft Deutscher Verkehrsflughafen
(German Airports Association)

Surpose

.ecognizability
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\ Q% S &
H 4 é\o \'@ QA
Figure §\ «({ QOQ
b S

.\0 :
QY
N @0 ect to the different arrow  Usage of arrow directions
,g\’\Q’ N aould not be applied as they
& L
'0\@ .essary later thus anticipating a

srence to chapter 2.3.2 Perception of
.S to be offered exactly at the actual
.0 be most effective. Thus these particular
fo, .wally not needed.

Directio. d to be pointed at by means of an ADV-arrow,
according v the following direction conventions.
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1a. 1b.
straight ahead, downwards
I @
2a. 2b.
@ left upwards ﬁ ri’
3a. 3b.
é to the left

4a; \Q 0\6
<é liance 15\\%
&
@' @
a

5a.

.ght downwards

1 in practice is the logically correct

Jn direction by means of an arrow. The

y s apply arrow 1a on wall-mounted signs or
eleve. .eas arrow 1b tends to be applied on ceiling-hung
signs in « make clear that it is necessary to pass underneath it.

Individually vonsidered it is probable that in both cases the direction
will be interpreted correctly. But when coming to a cross-section with
ceiling hung and elevated signs it turns out that uniformity is urgently
required. This is why only the pointing up arrow should be applied for
the straight-on direction. At the same time this arrow corresponds
with the flip-down-rule.

As a matter of principle straight-on directions have to be
indicated by the pointing up arrow.

Straight-on directional arrow problem
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3.5.4 Pictographs

Pictographs play a particular role within signage systems. As a Significance

graphic element they seem to elude the bindingness cise text
messages and are thus apt for discussions and cor ents.
Whereas no one would question a well-establ’ ~rt

within a new signage system, to decide wr
hereof to use often presents a pro*
consulting graphic experts seems ?

turn often come up with again ne

: : \% \@
Assuming that pictograph< R «ect of newly developed

> ict hic syst
noted that the ones de’ Q » picTographic systems
best, what emerge’ %
case, the learr
: - X
its efficienc® ‘ % Qé\ > messages
; @
is comp \Q P L S .ographs does
not - X ‘ g .ments of signage
c :\\O Q
&k

N
oF any
50 that

2 Jlections as well as new
,g\’\ @Q

2 ae the understanding of their
NN

» weakening the efficiency of

. US Department of Transportation (= DOT), Standardization efforts of DOT
ag sue, dealt with the question whether it should
accepu .nmendations of the International Civil Aviation
Organizan. =»ICAO) as a nationwide standard or whether there
should be a new standard developed. The group concerned with the
research finally recommended the creation of a consolidated system,
which would, as far as possible, resort to over 20 leading symbol

systems from all over the world.

On behalf of the DOT and based on these recommendations, the Development request to the AIGA
American Institute of Graphic Arts (< AIGA) has tried to constitute a
standard. Only when no appropriate pictograph was available or if it

was not possible to incorporate it into the systematics, a new one was
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designed or an existing one changed. This new system was
introduced in 1974 as Symbol Signs. These recommendations were
updated in 1979 and 1985 and new terms were ar 'ed. Newer

signage systems were also taken into consideration *he new
edition of Symbol Signs from 1993 can be cor ‘Id’s
leading pictograph system. The pictograph - N

taken into account for its creation are sum~

Australian Department of | Las Vegas Airpr
Civil Aviation (ADCA)

&

X
AS)
@

Air Transport Association | N¢ %\

(ATA) §
British Airports Authoritv

German Airports National ™
Association (ADV) (NPS) \
o
N
o
O
Q

(BAA) %@
Dallas-Fort Wortr \\f\\% . of

national Airpor* X

S\

T N % N &fo |

Internatior \ & \6\0& «nter Olympics
G

S\
Associa” Q{o

Inte % 7 «real Expo (X'67)
C
& X
\}(\ . | Osaka Expo (X'70)

Frankfurt Airport (FA)

,tems considered within the DOT-Standard

As this searched spadework represents a powerful and
worldwide .candard, which is continuously updated, it is
recommended here to apply the AIGA pictographs. Because of how
the project group was formed and because a multitude of
international symbol systems were taken into consideration, a high
graphic quality is ensured. These advantages outweigh the
disadvantages of not being able to consider individual preference or
design features, which are an integral part of any standardization
process.

Recommendation
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The AIGA pictographs are shown in annex 3 and are available free of
license fee. It is not recommended at all to include pictographs other
than these or even develop new ones. In cases, for whi "h there are
no established pictographs provided, the informatis '} to be
communicated verbally only.

The size of the pictographs applied sho
results from the letter size in connectir
described in chapter 3.5.5.3 Me
distance thus corresponds with t*

. \Q 0\6
The pictographs recomr @
no license fee, shou) Q
size of 12x 12 cr %
developed pic’ &)
‘\\\"\\ N
o
R
3.5.5 §\ S
G
35 > K &
I\O Q \
S

& aly

N systematics has been

&\r@' BN apply pictographs with no
> .iderstandability are aimed at. In
N

Jserstood as additional information
. strong visual streak. At the same time
<erictic feature of sign posting, improve its

pr Jndant communication of information by both
text « Japroves the quality of information - thanks to its
affirmativ. .acter - and gives the user an additional sense of
security.

In order to improve contrast and readability the color to be chosen for
background should be white (if the pictograph collection does not
suggest another one) with black letters, no matter what the actual
background color is. The pictographs have to be displayed always
within the frame enclosing the actual picture. The frame is the
common design element of pictographs, which otherwise differ
substantially, thus incorporating the pictographs into a systematics
and making them easily identifiable. On yellow signs the frame should

AIGA-Pictographs

Size of pictographs

Appliance of both pictograph and text

message

Displaying pictographs
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be formed by contrast to the white inner field of the pictograph. The
common practice in road and pedestrian traffic to turn or mirror
asymmetric pictographs in a way that accentuates the actual
directional information is not necessary anym~ 2n the
recommended pictographic system, because it * any
symbols with distinctive asymmetries.

Pictographs are always to be applir
The depiction of the symbol s’
background of the inner field r

3.5.5.2 Order of Elemr Q
Each information %%
language term
to directio” * &'OQ & reasonable
order - \ & \‘QOQ?‘ .« for a quick
sy
recr (o ;
% N 7S
&

Jlive
\;\\"0 v added

.erge into a non-varying

&\r@' BN on the left-hand side and the
0 ,nt-hand side. The native term is
Q@

. term below in the second line with

.18 mode of display results in a more

2 sign as a whole than it would be in a

aw .ent or pictograph placement depending on the
respe .. Both options are shown in figure 25:

Description of "information unit"

Order within one information unit
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3. RECOMMENDATIONS FOR PLANNING

Recommended:

to be applied for
all directions show

“n Passenger Pick-Up
® Passagier-Abholung

Not recommended:

Nursery | o ‘

. A
Wickelraum | ¢*

Figure 25: Ordering of inforr
&

Another obstacle is tr Q &

alignment on the I % &\"’ g
habits, as the e % \6*00 ae left
margin and * % é®6“ s time the
left align~ ’\Q \5\00\@’5& Q .iement - be it
text r & ({5\0 < .nding on bias or

W

s the left-hand side of the

RN il
% \‘\ef’
Q0

2 pointing at, arrows always have to
.ograph. Adhering to the frequent policy
.t to the right at the right-hand side of the

Sl .ided for two reasons. First, as will be shown
conse Jsrmation needs to be arranged on the signs
according ¢ direction. Given this, one arrow per directional group

suffices, which also contributes to the clarity of the sign. A placement
of the arrow at the right frame of the sign makes it difficult to assign it
to a new directional group, especially when the text message is fairly
short, as is clearly shown in figure 26. If this is overlooked, a wrong
assignment of information and direction will result. Second, a non-
varying arrow placement on one side of the information panel
contributes to its smaller size, as it is not necessary to provide space
for a second position.

Taking international reading habits
into consideration

Arrow position
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RECOMMENDATIONS FOR PLANNING

Frequent policy:

Passenger Pick-Up

Passagier-Abholung

Nursery
Wickelraum

Recommendation:

Passenger Pic¢’
Passagier-#

Nurserv
> (&) e

Figure 26:

As a basic pr
pictograplr

Sever
sr

St
cohei
or parts 1.

Principle” Q

.2 placed either above or to the left of the
.h destination type forms either one or several
Jact, i. e. rectangularly defined information panels

, as suggested in figure 27.

anel have to be

_riterions. In order of

Order between information units

Sequence of primary and secondary

targets
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3. RECOMMENDATIONS FOR PLANNING

not recommended

[ T
recommended:
re-arrangement into compact information pane’
/ h
I [ o Tl
L e [<€ T !
3

Figure 27: Compiling of \:Q 0\6

Within each destir %
down the tarc N eft and
. £ & -
finally the . % & x° within one
RN . _
directic \ LTI .ng distance in
00
D L8

cor of each directional

«y targets are positioned
.y targets.

, level the targets pointing straight on
A the targets pointing left and finally the
tar e

Within or. directional group distant targets are positioned
above targets that are closer.

3.5.5.3 Modular System

To make the measurement and fabrication as well as the generation
of a transparently structured signage design easier, a modular system
with a grid pattern underlies the planning. A modular system with a
8 x8 grid is particularly suited for application in international
(bilingual) signage systems. Two synonymous terms in different

Grid systems

. top  Sequence of directions and distances
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3. RECOMMENDATIONS FOR PLANNING

languages are to be outlined in such a way that they are recognized
as belonging together even within several top down arranged
information units. The inscription equals two modular ‘nits, which
according to the already determined letter size of 4 “ns that
the modular unit equals 2 cm. The arrow’s lengt lular
units and is positioned in the center of the 8 x * >
a quadrat of 16 cm, just like the pictogr~

modules. If there is a target term with r

field of the pictograph has to rem-

remain left-assigned one abov Q
positioned in the grid lines ~ \ .\Q;Q\@
unit from the modula” @&
&
recommended desic % \b\%
Q
o
Y —
‘\\\"\\\
o
\e P J
\ > & a
C P ©olu
O o
@ NS
° &%
S of 4um
NS
P
AN

.ng to the ADV-recommendations

Jts from the horizontal addition of units and Sign height and width

dep .1 needed for one information unit, which again
depenc .ength of the inscription. The edge distance has to
equal at le.  one grid unit at all times. Alltogether a length of 0,80 m,
resulting from the modular order, incorporates all terms listed in the
destination directories in chapter 3.3.2.4 Destination Directory in the
recommended letter style and size (see chapter 3.5.2 Lettering) and
should thus suffice for all other sign posting cases. For simplifying
matters this length is suggested as a standard. The height of the sign
results from the number of the information units, which have to be
positioned one upon the other to a multiple of 16 cm. Restrictions as
regards to the amount of information (see chapter 3.3.3 Amount of
Information) need to be adhered to.
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3. RECOMMENDATIONS FOR PLANNING

A module with an 8 x 8 grid with a grid width of 2cm is to
underlie the design of the sign. A single sign is 16 cm high and
80cm long.

The first module accommodates the dire the
second one the pictograph. The inscriptic
third module on, in lines 3/4 and 6/7.

3.5.6 Destination Signs

Destination signs mark the \% ¥
earlier, they look exact" Q

Thus the same spe %
signs. Destinatir %

. . 8 .
information, 6\\ 2 gspective
o \d Q7 T
destinatir \ © &L 2 distinctively
than § S g . is suggested to
¢ % N \
&

N al
o
nding

ctional signs with a

.1t above the inscription

&\,@ BN Jf primary destination signs.
R . rim of the sign moves the
AN

vision of the onlooker. Figure 29

pose and Design
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3. RECOMMENDATIONS FOR PLANNING

Destination sign for primary destination:

Passenger-Pick
Passagier-Ab’

Destination sign for secondary destir

N
&) fursr Q.Q'o

L

Q &
@
% o
O
Figure 29:  ° % N igns
g - ;\\6 2

N

Q% S

L 2 (\6&
.\0’@

\ & . O
fb§ &

Desti’ .@ double size.
P Q .0 be added above
2
S\
&Z Jure 30, which identify e. g.
(&i* / .gs, need to be manufactured in
avoid inadequate emphasis the letter
ath the letter height of the destination
ior bilingual information, free space above
the 2d. As this is the distinguishing mark of all
destinc .0r primary targets, no separated blank unit has to
be addea. .e.
Destination identifier:
Figure 30: Recommendation for the design of destination

identifiers

Special case destination identifier



3. RECOMMENDATIONS FOR PLANNING

Alphanumeric destination identifiers are monolingual and thus
to be carried out in single-line and in double modular height
without an additional module above.

3.5.7 Carrier System

The information units are put together side-’
other by means of a carrier system, tb
which for the user constitute the sir

should be designed in a manner

of the information units, whi- \Q 0\6
determination. Thus t* Q
continously updated &
o
L
The informa¥’ \;\\*’o carrier

system ir ~change if

needer

Exchangeability
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4. IMPLEMENTATION EXAMPLE

4. IMPLEMENTATION EXAMPLE

4.1 Scope

The implementation of the signage recommendation = ~ussed in
chapter 3 Recommendations for Planning into a - ‘qn is
presented in this chapter. The following spe- d

shall not replace complete planning. I
systematics, which should underlie p"
departure level of a major Germ-
transferable onto similar cases.

4.2 Path Relations Q
The basis of sigr cafb S .nain
path relations \\f\\% various
buildings’ - » > providing a
framev §\ .action between
the % parent depiction of

adually situate himself

.se axes and, later, also
oack to the point of origin, the

2 built up simply focussing on the main
Jder to be easily understandable. It is

sig, -d by the buildings’ symmetries and the layout
of enu zxits as they relate to main destinations. Auxilliary
paths anc .t cuts need to be disregarded as well as secondary

entrances and exits in favor of a basic axial system if the resulting
detours are reasonable. These requirements lead to the axial system
shown in figure 31:

Implementation example: German

airport

Creation of an axial system

Design of axial system
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4. IMPLEMENTATION EXAMPLE

L [

to level 4

|

Figure 31: Axial sy- Q

- & &
4.3 Sir é % <\o &fo
\ L &
QRN
Thesr § (<5\° o) «ion of the sign
o) §

lo pasic principle it is

Jtions and intersections,
, decide which direction to
MR\ ay. In figure 32 these decision

ceeded whenever the user might feel

2 when the path is long and straight. But it

migy sary to put up affirmative signposts between two

differer. sections. Doubt might also arise if the destination

cannot be operly recognized and it seems that the path ends

abruptly. This has led to the determination of location 3, which is

marked by a sexangle in figure 32, just like all other locations of

affirmative signposts. The locations are consecutively numbered.
Lower case letters distinguish the visible surfaces of the signs.

Signposts at decision points

Affirmative signposts
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4. IMPLEMENTATION EXAMPLE

Gates |

to level 4

Affirmation point
(repetitive signpost)

=
<> Decision point
(signpost)

Figure 32: Signpr Q

a4 P * \Q
The %% > 2nce in which they  Identification of Terminals and Gates
: Q N ,.3.2.3 Identification of

AR
\§ 4l 1 and Terminal 3 are

)
&\"%fz}\ .1e order in which they are
(‘\@ smmended building identifiers.

Section B Section A
|I| M

linll

Terminal 3 Terminal 2

Terminal 1

—— Curbside access

Figure 33: Recommendations for building identifiers
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4. IMPLEMENTATION EXAMPLE

4.5 Sign Contents

The sign contents result from the combination of decision plan and
directory of targets in table 2, taking into cor tion the
constructional and organizational conditions. Two s for
departure and passenger pick-up are shown in *

'

Terminal 1 Q
©
;&

<
Figt VK
% N \
QY ¢

&\,\z S «ons into a signage draft is
2 s0s have been configured and

4ons included in the draft. These

4snage information, which can be read

.ocations. The draft in the annex finally

h. .stination information of all signs that are to be

founc arture level. Not included in the draft are the

destinati. 3 such as e. g. check-in or ticket purchase. Their

exact locatiuns in immediate destination proximity can eventually be
derived from the on-site situation.

The planning of secondary destination signage results from
application of the terms in the listing of secondary destination terms
as shown in table 3. It is determined in exactly the same way as the
primary destination signs by means of configuration of appropriate
destination webs. Other than the primary destination though, these
destinations are not frequented according to a predictable order,
because they are not incorporated in complex and controlled

Determination of destinations

Drawing up the outline

Dealing with secondary destinations
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4. IMPLEMENTATION EXAMPLE

sequences. The secondary destinations present independent
opportunities, which may be taken. As there are no detailed decision
plans involved, the configuration of the destination webs ‘s based on
the allegation to offer as many destinations as 1ing as
possible. Opportunities should be shown with the
consistency of the destination web as often a~

At the same time it is imperative to complv

capacity as discussed in chapter 3.3.3

required unambiguity rule, which

shown, for example, to differer’ Q
mean that the destination w \ 0\6
. . gb
for the same destinatior Q (8{&
&
, &
To ensure a sy P . of

planning, it ‘ &\\f\\%\ .ons by

importancr . & x° it set-up of
NN

certair \ ‘25\0\ & , or hard-to-find

der % Q / Jnsideration. In the

«d it would be high. But
4 to put Restrooms and

@
N
'&\%%@Q s these are needs that tend to
N sessary to reduce the signage

.d amount of information on the signs,
n compliance with all concerned parties,
« information in the due course of planning.

4.6 .-eatures

The planning aids, discussed in chapter 3.4.3.2 Maps and Indexes of Location of buildings’ listings and

Buildings, make it easier to understand the facility’s layout and to
locate secondary destinations. Figure 35 presents three convenient
locations for those aids, which are well visible and have enough
space off the main paths. Another central building index is located in
the middle of the main Terminal, where the information desk should
be located as well.

Emphasis of single destinations

users’ listings and plans
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4. IMPLEMENTATION EXAMPLE

[ S

Building and user indexes
including a plan of the building

Q  Plan of the building Q
Information desk \

Figure 35: Lopp'

sundings and thus

.8
) \¢ P . . .
As buil §\ {o\ \6\ OQ?\ or confirm a Location of buildings’ plans
$)

2n the user has to be

loca* VK
BN SS
&
\Y

. Situation. This is easiest

,g\’\e’%,bﬁ\ in buildings’ corners. Four
‘5‘@ sd in figure 35. The locations of

ssen to lie well within the visibility of
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5. SUMMARY

5. SUMMARY

Signage systems lead the traffic user within traffic facilities to his

destination. Signage systems which are specifical’ igned to
satisfy the needs of the respective users, may accr askin
pedestrian traffic facilities. Such pedestrian e

found at airports, railway stations or
transportation facilities as well as at
other than in road traffic for examp!

be found with a varying efficier

even within one facility tyr \%
@6

2
system. @ &
>
@
The lack of plar %% Q& ole
<

delegation of t & .nished
o D
planning, ic ‘ % Qé\ > not work.
i &
Conseo \Q QOKQ\KQO@ , takes place
mair % < o .mocratic aspects.
O

v Q @3}' ¢ N the configuration of
\§Q}O < vending on experience,

,g\’\Q’ N ste of the team members
% -
"\@ J1ay even be anticipated that the

. different conclusions after a longer

1 e providers alone will not necessarily improve
the « dlly, as consequence of their creative task, they
tendto otally new signage systems and the formal autonomy
of these systems is even more enhanced by incorporating the
customers' corporate design.

The fact that signage systems should actually satisfy the need for
information of users and visitors seems to be disregearded frequently.
Effective signage systems should thus be primarily adjusted to the
respective users of the offered information. For them criterions such
as recognizability or understandability outweigh aspects of graphical
or architectural integration of signs into the surroundings. As a matter
of fact, effective signage systems require an underlying logical

The task of signage systems

Reasons why signage systems do
not function

Integration of advisors

Revision of objectives
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5. SUMMARY

structure and systematics thus helping the user to orient within other
spatial representations.

Based on a comprehensive scientific study of the autr =~ the aim
of the manual at hand to provide the planning - 1 the
organizational basics for a standardized signa~ v

be applied at any location where extensive
need to be moved expeditiously an”
modeled on road traffic signage
principles consistently applied t*

even beyond. Q
y \ .(b‘é@
\
t >
R

N
The practical enforce~ Q >
universal applicab’

%% o@k nto
consideration r ;\\fo() .dt also
6\\\'\6“ nand is to

Q .2X pedestrian

the demanr’ é o

. : &
deal wi* \Q é'&}o‘\o\@ S
facil” S & o
ac % O

) -

by international

dards, the outcome of
designed as a modular

,g\’\e’%(bﬁ\ 4 components as well as
"\@ , of consistent and user-friendly

wartial objectives.

,wn guidelines and recommendations for

b stems this modular system is not confined to
mere .ne single modules, it also includes instructions on
their apr . Beginning with recommendations for sign locations,

the instructiuns include rules about limiting the information amount as
well as finally giving advice on how to check the logic of the
signposting. Ultimately a practical implementation sample of the
recommended features exemplifies the interaction between all

recommendations.

The manual at hand does not address merely the planner of signage
systems, regardless of his professional background. It also addresses
the building owner and facility operator in order to enable him to
assess methods and planning steps competently. This special

Utility claim of the manual at hand

Practicability of recommendations

Implemenatation of the planning
recommendations

Target group
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5. SUMMARY

knowledge also serves to provide him with the means to moderate
conflicts, which are bound to arise during a complex planning
process - and decide upon sound standing solutions.
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APPENDICES

Annex 1: Lettering

Typeface for traffic signage lettering according to DIN 12 Part 2

ABCDEFGHIJK '
OPQRSTUV"™

) &
S

«ne DIN (German Industry

R
2 ate the general appearance of
A\

<itly not suitable to form a basis for

Jlable at www.beuth.de
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Annex 2: Example of letter size

Typeface "DIN 1451-A 40" (condensed, Caps-Hight 40 mm)
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Annex 3: Pictographs
The following pictographs are available at

American Institute of Graphic Arts (AIGA)
164 Fifth Avenue
New York, NY 10010

and are also available to downlr

"Symbol Signs"). The pictograp*

the legend which follows ber \Q
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Legend

© 00 N O 0o B~ W0 DN =

- 4 a4 a a4
a A W NMD =+ O

16
17

27

Air Transportation 28 Hotel Information
Arriving Flights 29 Immigration
Baggage Check-In 30 Informatio”
Baggage Claim 31 Litter ™

Baggage Lockers 32 Le

Bar 33

Barbor Shop ?

Barbor Shop/Beauty Salon

Beauty Salon

Bus \Q 0\6
Car Rental Q ré;}\(b
Cashier Q o
<
Coat Check % Q&
Coffeee’ <
N
Cur 0‘\\' ,5\,
"“t}, .a><§§
N o
S K P
) QY ¢

K «rs down
®\§\ Stairs up
N %‘?f\ 5 Taxi
v Q& 49 Telephone

50 Ticket Purchase
51 Toilets
52 Waiting Room
.@ation 53 Water Transportation

54 Womens Toilets
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Annex 4: Signage system draft: Primary targets at the
departure level of a major German airport
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Please visit this book's website www.signageplanning.com.
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