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The particular idea to try and drive across the entire country and continent grew out of a project proposal 
we came up with on a trip to montreal. We were remarking at the oddities of the highway along the Ontario 
portion of the journey and the typologies that exist along it in terms of adjacent and supporting infrastruc-
tures and social ecologies. The rest stops and service stations seemed to have been standardized both in 
their form and corporate presence. Each one had the same retro-geodesic dome and cedar scheme housing 
a gas station, a Wendy’s and a Tim Horton’s. Once in Quebec the rest stops were reconstructions of histori-
cal and pastoral motifs housing restaurants and convenience shops both corporate and private. Also present 
was the strange mix of Christian supply stores, firework vendors, and porn and adult novelty superstores. 
This brought about a curiosity concerning questions of both jurisdiction and identity and their corporate/
public/private as well as municipal/provincial/federal divisions. 

Turning then to something the scale of the Trans-Canada Highway and thinking of it as a datum trans-
gressed and populated by a series of nodes, boundaries and thresholds that manifest as certain bands of 
both physical and social conditions, it is an Infrastructure that networks its way throughout the entire coun-
try. Canada is a nation that has tried to create, frame, and understand itself through the imaging and imag-
ining of a landscape. The nation was made possible by the rapid development of the rail line that would 
stretch along the same span. This undertaking was understood as drawing the far reaching territories into 
nationhood and as such was documented not only to sell these new images to those needed to settle, popu-
late and claim the area but also became the foundation of a conception of the powerful landscape that was 
really the only commonality between a dissonant group of peoples recently finding themselves in a young 
emerging nation with no previous singular history. 

Much has been said of the particular role landscape plays in identity. A landscape is often idealized and 
celebrated and very often slips into the role of a signifier of a similarly idealized and stable (or static) 
past and as such is often imbued with conservative values. However, these landscapes are made possible 
by infrastructure that is usually missing from the image. This infrastructure and those that are either re-
quired to support it or grew out of the conditions created by it are a central component to the landscape. 
In the case of the Trans-Canada, it is the apparatus by with the landscape is made visible to travelers both 
domestic and foreign. This is a landscape and an infrastructure concerned with resources,technology, 
production,leisure, and velocity. 

It is also an infrastructure that grew out of a modernism that idealized this speed and technology in a way 
that has fallen out of favour in light of broader global ecological and economic concerns. That being said, it 
is also one that our urban areas are dependent on, that our movement of goods and services needs. And yet 
it often seems unconsidered. 

Our goals of this project are to observe what actually is there and to experience how it might contend with 
and have adapted to the variables that differ across Canada. How are the pluralities and complexities asso-
ciated with the messiness of identity dealt with and how does the back and forth of how infrastructure and 
its surrounding areas organize themselves around each other work? 



A current tension exists between the urban context and its surrounding 
areas, wherein emerging and ever-increasing environmental and socio-
economic pressures have pulled into question how we organize and 
operate our cities and subsequent supporting regions. Much has been said 
recently of the role of infrastructures; how they have been considered or 
unconsidered, and what new roles or even new functions they could play 
in the necessary reordering of collective human operations. 

Various transport routes have nurtured and established societies 
throughout history. In a modern context, water, air and surface routes, 
such as rail and road, are still major global arteries of commerce. Within 
Canada, The Trans Canada Highway is a relatively new tangent in a larger 
web of world economies. Officially opened by Prime Minister John 
Diefenbaker in 1962, it is a North American iteration of its European 
relatives; the Italian Autostrada, and the German Autobahn.  

In Canada, the construction of a “Canadian identity” was predicated 
on notions of the landscape as framed by the initial construction and 
documentation of the railroad. A re-interrogation of the pastoral ideal 
of documentation of the railway and its relationship to landscape will 
further reveal keys to the original development of the Canadian highway 
system. This was internationalized by artists groups such as the Group of 
Seven and is necessary to understand the heterogenous conditions along 
this datum. Later, the parallel infrastructure of the trans-Canada highway 
became the primary infrastructural instrument through which our 
idealized notions of the Canadian landscape as image meet the diverse 
physical and social realities that exists along this route. 

Comparing the established and often sentimentalized view of this 
highway system with a more contemporary and carefully curated look 
at it and its surrounding/adjacent systems will act as a vehicle for further 
investigation into this complex system of current travel routes, transport 
and identity. This macro scale study will allow the use of a transnational 
perspective to evaluate the meaning of a contemporary national identity. 
This investigation will consider the academic discourse of identity vs. pop 
culture references (such as Dougals Coupland, rest stops and Canadiana) 
that shape the view of the masses.

TRANS NATIONAL INFRASTRUCTURES, 
TRANS NATIONAL IDENTITIES



In 1872, Sir Sanford Fleming travelled from Toronto to Victoria by oxcart, 
horse and boat. His journey took three months. The purpose of his 
journey was to map the route for the proposed trans-continental railway 
to link trade more efficiently to the new province of British Colombia. 
Upon its completion in 1885, the railway reduced travel time from coast 
to coast to approximately one week. In 1912, Thomas Wilby crossed the 
country from Halifax to Victoria in two months. He was forced to travel 
much of Ontario by railcar or by steam ship because many of the roads in 
northern Ontario were yet to exist. 

After the Second World War, Canada was bursting with new immigrants 
and was enjoying an economic boom along with the United States. The 
railway system remained dominant through the 1950s, but the country 
was working to build and pave roads between Canada’s major cities fueled 
by the post-war growth of automobiles in major cities. By 1949 the Trans-
Canada Highway act was passed by Parliament following Newfoundland's 
decision to join Canada. To ensure viable trade and transportation across 
the growing nation, the need grew to connect all provinces together by a 
national highway system. Also the Canso Causeway to join Cape Breton 
to the Nova Scotia mainland was built which speed travel and shipping 
time to Canada's new island province. By 1956, the federal and provincial 
government came to a cost-sharing agreement that would encourage 
the provinces to upgrade existing roadways to "Trans-Canada" standards, 
and receive 90% of the cost of building new stretches to fill gaps in the 
roadway. This was most notable in mountainous British Columbia, the 
rugged Canadian Shield north of Lake Superior, and across much of 
Newfoundland. The goal was to connect all 10 provinces with paved roads 
by Canada's centennial year, 1967.

By 1955, much of the roadways designated as part of the Trans-Canada 
were unpaved, and significant sections were not even yet built as a rough 
roadway. The total cost for completing this was going to be $212 million 
(in 1955 dollars).

The two sections of greatest difficulty were alongside Lake Superior 
between Sault Ste Marie, a gap of 265 km (165 miles), and a 147 km (91 
miles) section over the Roger's Pass between Revelstoke and Golden in 
British Columbia. In Ontario a large stretch of the Trans Canada highway 
was opened in September 1960, a right of way was cleared through virgin 
forest for 98 of the 165 miles and 25 bridges were built. The Rogers 
Pass route followed some of the early tracks of the trans-continental 
railway that were abandoned years ago as too steep for trains, with the 
addition of a number of snow sheds to protect the highway from the 
many winter avalanches (the area gets about 200 ft of snowfall each 
year) and rockslides. The Pass was opened in July 1962, and marked the 
official completion of the Trans-Canada. British Columbia continued work 
to improve the highway through the canyon along the Fraser River by 
blasting several tunnels, with the final two opening in 1966. By 1963 most 
of Newfoundland was still in the process of being paved. 

History



Over recent years, much of the focus has been on "twinning" which 
doubles the capacity in each direction, divided by a median. All provinces 
have twinning programs underway, beginning around major centres. 
Alberta's stretch is the most complete, missing a few kilometres in Banff 
National Park that is under federal jurisdiction and passing through 
Calgary on busy 16th Avenue with many traffic lights. New Brunswick 
has been aggressive, opening a new stretch of highway in 2003 that 
dramatically trimmed an hour of travel time off the route. In doing so, 
the province also severed ties with many small towns that grown and 
developed alongside the Trans Canada.

Currently, Canada does not have a comprehensive national highway 
system, as decisions about highway and freeway construction are entirely 
under the jurisdiction of the individual provinces. In 2000 and 2001, the 
government of Jean Chrétien considered funding an infrastructure project 
to have the full Trans-Canada system converted to freeway. Although 
freeway construction funding was made available to some provinces for 
portions of the system, the government ultimately decided not to pursue 
a comprehensive highway conversion. Opposition to funding the freeway 
upgrade was due to low traffic levels through parts of the Trans Canada.
Route numbering on the Trans-Canada Highway is also controlled at 
the provincial level.  Western provinces have coordinated their highway 
numbers so that the main Trans Canada route is designated Highway 1 
and the Yellowhead route is designated Highway 16. However, from the 
Manitoba–Ontario border eastwards, the highway numbers change at 
each provincial boundary. As the Trans Canada route was composed of 
sections from pre-existing provincial highways, it is unlikely that the Trans 
Canada Highway will ever have a uniform designation across the entire 
country.

The development of the Trans Canada highway and its current 
classification as a national highway system is tightly linked with the Federal 
image of Canada but remains predominantly governed at Provincial levels. 
Federal intervention has come via means of funding when necessary, but 
has been the exception far from the rule. Provinces rallied at the creation 
of the Trans Canada to responsibly develop their lands and for the Federal 
government to pay the bill. The Trans Canada’s form across Canada reacts 
intimately with the undulating landscape of Canada’s land masses, but the 
quality of roads is even more so linked to the provincial borders. Alberta 
is often currently considered resource and economically rich whose roads 
directly relate to this image. Manitoba, on the other hand has a difficult 
landscape and climate, which often impeding economic stimulation has 
a terrible system of roads. One can argue that these physical conditions 
are directly related to the province’s identity and their position within the 
hierarchy of Canada.

The development of the Trans Canada highway and its current 
classification as a national highway system is tightly linked with the Federal 
image of Canada but remains predominantly governed at Provincial levels. 
Federal intervention has come via means of funding when necessary, but

Jurisdiction



has been the exception far from the rule. Provinces rallied at the creation 
of the Trans Canada to responsibly develop their lands and for the Federal
government to pay the bill. The Trans Canada’s form across Canada reacts 
intimately with the undulating landscape of Canada’s land masses, but the 
quality of roads is even more so linked to the provincial borders. Alberta 
is often currently considered resource and economically rich whose roads 
directly relate to this image. Manitoba, on the other hand has a difficult 
landscape and climate, which often impeding economic stimulation has 
a terrible system of roads. One can argue that these physical conditions 
are directly related to the province’s identity and their position within the 
hierarchy of Canada.

The Federal government currently has three stimulus programs in place 
that are intended to ensure the growth of Canada on all levels, tiering 
from Federal to Municipal: Gateways and Border Crossings Fund, Public 
Private Partnerships, and Building Canada Fund. These initiatives are 
designed to $33 billion of dollars over the next several years, to 2014, to 
guarantee Canada’s economic growth. These documents could largely be 
considered propaganda, but at least provides a glimpse into the federal 
government’s intentions. The Federal government encourages major 
cities or more densely populated areas to compete with foreign markets 
and global cities for private sector capital investment. Calgary’s Garrison 
Woods redevelopment of a brown field, was funded predominantly with 
this type of capital, leaving government left to only supplement the project 
by with one quarter of the total funding.

The Government defines infrastructure as fixed non-residential building 
or engineering of federal, provincial or territorial and local public 
administrations. Currently:
41% of Canada’s infrastructure is less than 40 years old
31% of Canada’s infrastructure is between 40 and 80 years old
28% of Canada’s infrastructure is over 80 years old
Inadequate infrastructure is thought to deter foreign investment. 
Therefore it is in the interest of all levels of government to protect these 
assets. 

National Parks are a special type of public lands administered by the 
Federal government under the provisions of the National Parks Act. These 
are places spread across the country, where federal funding maintains, 
preserves and protects these endangered lands. Provinces have been 
known in the past to have sway with the federal funding when national 
parks and transportation systems have crossed. When the Trans Canada 
Highway was being built, the most treacherous stretch in British Columbia 
remained last to be developed due to the exorbitant fees associated with 
it, and the danger in physically building the roads between the towns 
of Revelstoke and Golden, British Columbia. Feasibility studies were 
conducted and the province concluded that the most sensible route 
for the Trans Canada Highway to be built was through two National 
Parks: Mount Revelstoke National Park and Glacier National Park. This 
conclusion left the responsibility of funding this connection almost 
entirely up to the federal government, to the relief of the province.  



It must be recognized that the highway system and its supporting 
infrastructures in Canada is a network that must negotiate not only 
the complexity of multiple levels of government and private investment 
but also the physical and cultural variance that exists not only across 
a nation, but also a continent. It is a massive artifact that exists as a 
remnant of a modernist ideal that is on the brink of being considered an 
antiquated relic with regards to our current cultural ethos. The reality of 
the situation is that we are dependant on the Trans Canada Highway for 
the ongoing functioning and mobility of Canada as a whole.  It must be 
reevaluated and rejuvenated in order to maintain a constant stimulation 
of macro and micro economies. This exploration will also aim to discover 
current issues of identity (domestic vs. foreign perception), sustainability, 
and networked cities/regions. 

Partnered with any network, is the threshold into said network and can 
occur at several places on the datum. We can consider this datum global, 
transnational, national, provincial, regional and even municipal. Threshold 
and datum offer a route into the discourse surrounding the different 
scales of competing infrastructure. For example, Alberta’s Highway 16 
links to the Trans Canada and facilitates the transport of support systems 
for the oil industry through Alberta and into the province’s secondary 
surface travel routes. This represents an enormous portion of Canada’s 
economy and its stability within the transnational community. It is an 
example of how global conditions of freight and fuel reverberate through 
and shape the communities in which they exist.

Communities, whether considered on a regional or municipal level, have 
also provided their own vernacular of spectacle that punctuate this 
mega datum across our county. Service stations, roadside attractions, 
and rest stops reveal a complex relationship of mitigating jurisdiction 
between federal and provincial levels of government. They can be viewed 
as impotent attempts to engage stretches of otherwise derelict spans 
of landscape, or they can be viewed as micro-chasms of opportunity to 
develop a new built language of architecture, tectonics and interactions.  
These attractions partnered with roadside necessities, such as truck stops, 
gasoline stations, rest and food areas combine to keep even the most 
desolate stretches of the Trans Canada Highway tied to local communities. 
In turn, this thin layer of infrastructure becomes most tangiable for the 
road user and becomes intimately linked with their experience of the 
highway.  

As rural regions begin to morph into densely packed urban conditions, 
the interaction of the highway and built form begin to reveal interesting 
typological conditions. If the relationship between cities and the Trans 
Canada Highway are examined, a few interesting types emerge. 

other and to Canada as a whole. They also have vast implications on how 
cities in Canada are perceived as part of our National Identity.

Cities, Towns and the National Highway System:
Relationship of Built Form and Infrastructure



-Vancouver is Canada’s largest and busiest marine port, linking Canadian 
imports and exports with vital Asian Markets. Port Vancouver handles 
approximately half of the total containers that travel through Canadian 
ports, more than 2.2 million annually (2006 Government of Canada 
figures). The Trans Canada’s terminus at this port city simply marks the 
transition of the transportation of goods. This is the gateway where 
Canada’s economy is linked to international markets. The ease of 
transportation across the country is a direct correlation to the state of 
national infrastructures as they dictate the reliability and timing of the 
transport of goods. 

-Regina is one of Canada’s smaller cities. The capital of Saskatchewan 
was planned to take advantage of the table rasa land condition that the 
prairies offer. As there are no major land forms to dictate the location of 
development, Regina was planned by Victorian standards. First a central 
business district was established, allowing all other urban functions to 
array off the centre of the city. Regina’s relationship to the Trans Canada 
follows this practice as it brings the user directly to the city, and then 
skirts around the central core, landing the user on the opposite side of 
their entry.

-Ontario is Canada’s largest trade centre, responsible for $408B of trade 
in 2006. Toronto, Canada’s largest city is not directly linked to the Trans 
Canada Highway, but has its own system of networked highways. Highway 
401 in Ontario serves as a main feeder artery into the Great Lakes Mega 
Region of Transnational Freight route. Southern Ontario alone is home 
to three of Canada’s top six commercial border crossings; Windsor, Fort 
Eerie and Queenston Sarnia.

-Montreal is one of Canada’s largest cities with the Trans Canada running 
directly through it. Highway 20 works it way through the urban density 
of Montreal, essentially linking the entirety of Eastern Canada to the rest 
of the country. A veritable concrete jungle, the many layers of Montreal’s 
under/overpasses, tunnels and roads support the $117B of trade that 
Quebec brings to Canada. 

-New Brunswick opened a newly constructed length of the Trans Canada 
Highway in 2003. This newly twinned route made a notably more direct 
connection between the Quebec border and Moncton. Equipped with 
two lanes in each direction and kilometers of wildlife fencing, New 
Brunswick was able to use new technologies and funding to shorten 
travel distance across the province by an hour. In doing so, they severed 
ties with small towns that were once intimately and vitally linked to the 
Trans Canada highway. 

All of these scenarios are intriguing due to the far reaching implications 
they hold within the relationships they create within themselves, to each 
other and to Canada as a whole. They also have vast implications on how 
cities in Canada are perceived as part of our National Identity.
 



Infrastructure, Landscape, Nation: 
Investigating the Construction of Identity 
Along the Trans-Canada Highway

The following represents 
our insight into the role of 
the Trans-Canada Highway 
in issues of national iden-
tity drawing from both our 
research as well as our first 
hand account of crossing It 
from one coast to the other.

 Issues of identity have raged and struggled through the previ-
ous century. From the early conceptions of the nation state on to the 
multiplicity of identity related movements of post-colonialism, femi-
nism, queer politics and beyond, what is most certain is that the issues 
at play concerning identity are slippery at best. Particularly within the 
realm of architecture, identity has come to be conceived of as a com-
plex interplay of fluid, dynamic pluralities. The emergence, construction 
and propagation of a national identity for a nation as young, and as 
colonial and therefore, as culturally divers in origins as Canada has been 
paramount since its sovereignty. Furthermore, in the current and con-
stant advance of globalism, all nations have felt a pressure to solidify 
those identities they have manufactured and developed both to main-
tain a clear picture of how they have decided to see themselves and 
proceed as nations as well as to project as their brand abroad.
  
  “Perhaps a modern nation-state is best understood through what 
Benedict Anderson (1983: 15) calls the ‘style’ in which it is imagined. His concept of 
nation as an ‘imagined community’ is grounded in material fictions that are produced 
and reproduced through the various cultural instruments, institutions, and practices: 
for instance, popular culture and nationally shared events. The ‘imaginings’ take place 
internally, within the nation; and are encouraged externally, when a distinctive, ap-
pealing national style is a defining characteristic of promotion projects.’
      (Bell and Lyall, 167-168)

This project aims to look specifically at the role that the Trans-Canada 
Highway as a nation and continent spanning infrastructure plays in is-
sues surrounding identity within Canada. However, before that can be 
discussed it is essential to look at the broader role landscape as a whole 
plays within such discussions. 

 Landscape has long been a part of the discourse surrounding 
identity, nationalism, and ideology. What from a naive point of view, 
looks like a silent and neutral phenomenon is commonly understood 
within the circles of art history and theory as a loaded system of semiot-
ics and ideologies. Landscapes portrayed as pristine wilderness, idyllic 
pastorals, or picturesque scenery can often become the signifiers for 
simpler times past and thus become a conservative set of iconography 
attempting to suggest a return to a suggested previous stability. Criti-
cal discussions of landscape often become about the gaze, the viewer, a 
claim to some space or territory; issues of absence and inclusion versus 
exclusion begin to arise quickly. A nation will often situate a valorized 
version of its landscape as the “place” in which it and its inhabitants 
reside. It is put forth as an unbiased authority capable of the responsi-



bility of stewardship of that nations identity and who is included within 
it...

  “Nature predates recorded human history. The past brings with it 
thousands of years of myths and legends about nature untainted by humanity, visions 
of primeval forests, mysterious mountains, pellucid lakes; a nature modified only by 
the elements, not by human activity (Bell 1996). To these inherited understandings 
have been 
added the discourses of recent scientific inquiry. The countryside, cultivated and 
pristine or wild and potentially dangerous- all are present in the imagined national 
construct. As Elizabeth Helsinger explains: ‘[A] national territory is locating as well as 
located: it is a site for reproducing a nation and its culture. Etymology represents the 
peculiar representative requirements of land in imagining a nation. In English lan-
guage, ‘country’ refers to both rural place, and national entity. It is here that the suture 
between home and nature can be effected: when the rural scene signifies the nation, 
it constructs a homeland’ (helsinger 1997: 15)
     (Bell and Lyall, 171-172)

Canada is a nation that has always and continues to build itself from 
people from all over the globe. Because of this as well as its fairly re-
cent transition from the British Empire to the singular nation it is today, 
turned to its vast and diverse landscapes early on in piecing together its 
own conception of itself. It was the vast natural resources that brought 
europeans here in the first place and glorified images of the rich land-
scape that were sent out to attract immigrants from other countries  in 
an effort to permanently settle its territories. This process was hastened 
by the rapid deployment of the National Railway from coast to coast. A 
trajectory the planning of the Trans-Canada would soon parallel. 
 
 Canada has stuck with the strategy of an appeal to the author-
ity of landscape to this day. Images such as the paintings of the Group 
of Seven, Tom Thompson, or Emily Carr have all become synonymous  
with the standard and perhaps cliche Canadian national image. How-
ever, what is interesting with an example such as the Group of Seven 
is that while they did concern themselves with the canon of Canadian 
iconography their interest was in the present. Rather than a mythic, 
pre-human origin, the landscapes of the group of seven were presented 
as the contemporary in as much as they were taken on in a manner of 
painting that at the time was an emerging approach of modernism. It is 
this sense of the contemporary that is a useful transition point from the 
discussion of landscape to that of infrastructure within the landscape. 
 
 It is not a fallacy that these sublime spaces do exist within the 
Canadian context. Being the second largest country on the planet with 
a relatively miniscule population, the erasure of these landscapes by hu-
man activity is more than a long way off. Even driving from one ocean 
to the other along the most populated route one will find that it is for 
the most part empty. However, that does not mean untouched. 
 
 If the conception of a Canadian landscape is that of the virginal 
wilderness, then the presence of infrastructure within that landscape 
must be the perceived defilement of human activity. Infrastructure as 



currently defined is expanding far beyond the stone and brick that 
make up our public works. In a report from the research and analysis 
division of Infrastructure Canada in 2006, this expanding definition was 
said “to include intangible infrastructure (e.g. human capital); to include 
knowledge-based infrastructure, both tangible and intangible, such as 
publicly available electronic databases, research and educational facili-
ties and information, business and university networks; and to include 
naturally-occurring infrastructure (e.g. wetlands that perform the func-
tions of water treatment)” (Infrastructure Canada, 2006).  
 
 It is not a given that infrastructure is a foreign object residing 
with a landscape nor a human system that has replaced a natural set-
ting. Infrastructures in a basic sense consist of “the assets that render 
possible or facilitate the economic, social, and cultural activities of soci-
ety” (Infrastructure Canada 2006). They often are involved in the negoti-
ation of or access to the landscape and its resources whether managed 
well or poorly. They are always involved in the labour, leisure or practi-
cal operation of inhabitants. In fact, both labour and thus, infrastructure 
of a region or area are as much influenced by the landscape and its po-
tential resources as the inverse. More so, the variance in regional identi-
ties that exists across Canada are largely rooted in labour and produc-
tion. Differences in the landscape means differences in resources and 
therefore, in industry. These local differences cannot help but be reflect-
ed in the supporting infrastructures which in turn becomes subsumed 
in the interplay of identities found across Canada.  Infrastructure itself 
is entwined in the contemporary landscape or is even a part of it.  The 
Trans-Canada is the primary route of transportation for goods, people 
and services on a national scale. As such, a myriad of supportive or ad-
jacent  supporting, competing and even parasitic infrastructures attach 
themselves along it. It forms a complex system that is embedded within 
the intricacies of other local infrastructures, other national networks, as 
well as the local social and ecological conditions. It has the ability and 
potential to negotiate or at times even organize these systems. 
 
 The Infrastructures of the Trans-Canada are as culturally con-
structed as the Canadian landscape. They are not static once put in 
place but exist as a dynamic system who’s conception, development, 
and uses are constantly in flux. This makes their role in issues of identity 
as complicated and difficult as that of landscape. The same report by 
Infrastructure Canada laid out the following methodologies in attempt-
ing to gauge the social and cultural impacts of infrastructure;

 Causal explanation - understood as the identification of some  
  condition of infrastructure that produces or causes the  
  impact or that conferred some of its distinctive features.

 Rational-intentional explanation - may explain the impact of  
  infrastructure as the aggregate consequence of the  
  purposive actions of a large number of individuals.



 Interpretative explanation - the impact of infrastructure may  
  focus on the changes in meanings that a particular  
  society or culture attributes to itself, or how it under 
  stands its environment.

These proposed methodologies give no real insight short of possible 
classifications of observations. This is because the relationship between 
infrastructure and culture or more specifically, with identity is typically 
mutually influential and constantly in flux. Aggravating this further is 
the complexity of the Trans-Canada Network itself. Rather than simply 
a highway running through Canada, It is a system that is sometimes 
useful to think of as a singular route stringing the provinces and ter-
ritories together but is also segmented into its provincial and territo-
rial jurisdictions and arrayed with municipalities. It is not just a paved 
road. It is made up of bridges, tunnels, service stations, service industry, 
labour forces, water systems, power corridors and so on. It becomes an 
infrastructural monument to the nation itself in instances like the Con-
federation Bridge or becomes the apparatus enabling the experience 
of the landscape itself as it passes through protected parks. Rather than 
intrude on the dignity of the landscape, it becomes an element within 
the landscape with its own sublime power and impossible scale. What 
Bell and Lyall call the horizontal sublime. While air travel have lessened 
this experience for most, the Trans-Canada Highway as a conduit for the 
tourism industry continues to offer this as its own experience;

  “The horizontal sublime can no longer exist in the present for an 
ordinary traveler. What can be traveled in a day is literally and everyday distance;..  

 ...Vast horizontality is consumed in a wise-bodied jet...    

... Duration, scale, privation, physical impact, terror, isolation, and being immersed in it 
have all been removed. The sublime has to be a special event, not this everyday real-
ity. People want to expose themselves to sites where these conditions apply. Yet they 
still wish to be awestruck. There is still an appetite for places where the horizontal 
sublime might exist in the present”      
       (Bell and Lyall, 87)

Aside from the ground shipping freight industry, the other demograph-
ic which experiences this present day horizontal sublime with any type 
of regularity is that of the tourism industry along the Trans-Canada. It is 
the apparatus which enables the nation to project its vastness and con-
ception of wilderness as part of their image and international identity. It 
is the complexity of scales at which the highway operates that allows it 
to function at both a singular national and international level as well as 
within the multiplicity of the local conditions which it transverses.

 While the identities at play here are complex and dynamic, they 
still hold the same issues of ideology and exclusion normally brought 
up in the discussion of the politicized landscape. In fact, this might be 
more so in the case of infrastructure. Large scale projects such as the 
Trans-Canada Highway are ones requiring a hugh amount of capital 
and investment in both their construction, management, and evolu-



tion. While public in nature they are still the artifacts of power struc-
tures and as such are instruments of hegemonic forces. In her analysis 
of the interplay of landscape, nation, and class in England, Wendy Joy 
Darby offers the following observation;

  “The production and consumption of cultural ideas is dynamic. 
Supply and demand are opened-ended and open to manipulation. And resistance 
creates its own demand in a different register, which then opens up new avenues of 
supply...
 ...Similarly, the valorization and consumption of landscape is a dynamic 
and collective activity, one where ‘co-ordinates of geography and class intersect as a 
network of exclusions’ (Stallybrass and White 1986: 108).”
      (Darby, 68-69) 

While Darby ends the statement with a reiteration of the politically and 
ideologically loaded nature of landscape within national identity, she 
begins it with the idea that the multitude of players and variables at 
work in such a system allow for the possibility of resistance to domi-
nant power structures. These infrastructures do offer themselves up to 
the potential use and occupation of and by the other(s). It is because 
of this that it is possible for two out of place travelers in a Volkswagen 
van to become stranded in rural northern Ontario and find themselves 
both aware and uneasy with the locals unmasked level of discomfort, 
and at the same time reveling in the unlikely realization that they are 
still in the same country and even province in which they live...



This panoramic image was conceived of as the meta-landscape made up of the curated 
images of our experience and observations along the drive across the Trans-Canada 
Highway system. It represents the beginning of our personal account of the journey. What 
follows is a set of informal journals, originally conceived of as a blog that was temporar-
ily abandoned due to the absence of internet access in a van. While obviously subjective 
in nature, the central focus of the project remains the experiment of actually situating 
ourselves as the individuals at the centre of the experience hopefully giving the project a 
phenomenological clout it otherwise would not have had. 
 
 “Viewed this way, landscape provides a way into the question of culture: its value, 
its perduration, its categories of worthy and unworthy, and the construction of culture-
bound identity-forming myths. It leads to considerations of how culture subsumes the in-
dividual at the same that individual agency helps shape culture, and of how the individual 
perceives the self as part of a specific culture...”
   (Darby, 9)











Day 1: Leaving from Red Deer! This is the third time we have driven 
the HWY 2 from Red Deer to Calgary. At Calgary we took the on ramp 
to HWY 1 – the Trans Canada! Finally on our way. We are on the road 
and looking forward to making it to Victoria. HWY 1 turns into 16th 
Avenue in Calgary taking you right through the city. Sando mentioned 
that this strip of commercial properties used to be home many sex 
stores. Looks like that has changed. Mostly there are auto dealers and 
restaurants like Milestones all around. Remington got his first shot on 
the road here while we were stopped for construction. Made it down 
the highway and past the Olympic ski hills. Very cool structures.  Alberta 
has a very developed system of wildlife under/overpasses that are these 
prolific hunks of infrastructure. As we drive we can see the progression of 
completion as the highway is taken on its newly twinned form. First rest 
stop happened in Canmore, just outside BC. Sleepy little town that looks 
very resort. Finally make it through to BC and enter into Banff national 
park. We stopped in Banff and parked the van. I think it will be interesting 
to maneuver the van into parking spaces over the trip. We walked the 
strip of prefabricated leisure destinations and shops. Lunch at Korean 
restaurant and a photo op on the river that runs through the park. It’s 
a very manicured town, and looks blissfully fake. Back on the road and 
trekking along. Some mountains are giving the van some trouble. We are 
hoping that the van can kick the mountain’s ass. As long we stay in the 
slow lane, we should be ok. As it got darker, we started to really feel then 
van struggling. We decided to take a bit of a more direct root through 
Kamloops on HWY 5, leaving the Trans Canada briefly. We finally decided 
on the closest camp site just north of Merritt, and chugged onto our site 
just as darkness was thick. It was a bit chilly. The first day of travel was 
completed with some bubbly and the Golden Girls. Delirious from the 
stress of the van, we fell asleep for much needed rest. 

Day 2: Up at 7 this morning and Sando is up already. It was quite 
cold last night. Had to use the bathroom at 4am and the camp next 
door was still drinking and carrying on. Sando was in the upper portion 
of the camper and the chill didn’t help his cold. It took me a little while 
to wake up—couldn’t shake the grogginess. Sando was very high strung 
making sure the transmission fluid is right. We discovered that the fluid 
was almost out! My attempt to stay calm and to balance out the anxiety 
seemed to have backfired at it is irritating my travel companion. Finally on 
the road at 7:45. We missed some mini towns for coffee stops, and finally 
found a McDonalds in Hope, BC and Sando charged his dying phone. The 
breakfast burritos are horrible, and I do not recommend them. All being 
said and done, I still managed to draw 5 diagrams before coffee. Stopped 
at a great truck stop and took some awesome photos in the snow caps 
of the mountains. Little did we know but we had just put our van through 
the Coquihalla Mountains, some of the hardest mountains to navigate! 
Oops. 

Journal



Continued through an amazing canyon. Driving into Vancouver, still on 
HWY 1 the van is far from impressed. The transmission is slipping and is 
not handling any sort of incline with any grace. Stopped at Ikea to rest 
and freshen up. Bought a pillow and some plates for use in the van. Finally 
arrived in Vancouver…I think this trip is going to be a bit more strain on 
our friendship then first thought. Arrived at Shae and Mark’s apartment in 
Vancouver. Nice place and nice of Sando’s cousin to let us stay with him. 
We have a moment to freshen up and then mini-tug-boat ferry out to 
English Bay. Had delicious cream puffs, apparently they are a Japanese hot 
item. Drinks in Vancouver’s village at the Fountainhead, which turned into 
pasta dinner and talking about So You Think You Can Dance Canada. Cab 
ride home and into bed for midnight…exhausted.

Day 3: Woke up achy. Guess the flu thinks it is my turn. Big plans to 
take the 9pm ferry to Victoria, and I am concerned it is a bit late. It’s an 
overcast which decides for us that going to Wreck Beach is out. Checked 
out Kitsilano Beach and wandered through Granville Village. I finally saw 
Emily Carr…whoop. Walked across Granville Bridge….feels like a bit of 
a waste of time but the view is awesome. Was wishing that I finished the 
sandwich I started eating. I had to throw half out because I fucked up 
Shae’s automatic minivan doors. Went to visit the hippy’s house and gar-
den which was really great.  My fever was really setting in and I wanted to 
feel productive, but I felt like we were wasting time. Felt like axing the trip 
to Victoria all together. Back at Shae’s and I think Sando seems pissed at 
me. Felt like I couldn’t suggest we leave for Victoria sooner, my fever is not 
allowing me to think clearly. Need to lie down. Felt a bit better after a nap. 
Getting into Victoria was a $75 ferry ride each way…gah! For one night?! 
We met up with Sando’s friend Murray and we travelled to his home. His 
family is nice enough to offer a place to stay for the night. Murray’s dad 
recounts stories of his travels along the Trans Canada in his younger days. 
He is also concerned and makes sure we have all the supplies we need. 
The van seems ok. But the impending trek back through the mountains 
seems to be coming closer and weighing heavier on our minds. The expe-
rience has caused us to edit down our trip to the most southern route 
of the Trans Canada, by-passing the stretch through Jasper, Edmonton and 
back down to Regina. This is better for our concept anyhow…a steady 
datum line through the country. Much more succinct, and a bit of a relief 
to lighten the load on the van.

Day 4: We left from Murray’s home on Victoria, BC at about 7:30am. 
He guided us down to Mile 0, where the Trans Canada begins, near the 
Terry Fox statue. After a photo op in the early morning mist, we drove to 
a small/micro peninsula where I got to put my hand in the Pacific Ocean. 
A symbolic gesture that is sure to have meaning if we make it across the 
country. After that it was North on HWY 17 to the ferry terminal to 
catch the 9am ferry back to the mainland. I drove the van off the ferry and 
headed out for the open road. In order to not back track west to HWY 
1 we took the secondary HWY 1a to meet up with the Trans Canada and 
drove into Hope. With our new itinerary at hand we sailed into Hope and 
stopped for lunch at Dairy Queen, which was an awful idea. 



Bad, bad food. Gassed up and continued on at 1:30, on our way to 
Kamloops. Just before Kamloops, the transmission started to give us 
problems. We pulled over in the small town near Golden, BC and stopped 
at Blair’s Café where Sando got a tea in a standard styrofoam cup and 
no lid just to use their bathroom. After allowing the engine to rest and 
with a check of the transmission fuel, we were off. About 20km later, 
the same problem reoccurred. This time we stopped on the side of the 
road by a farm entrance to let the engine recoup. Tension is a bit thick 
in the hot air. With a mostly downward slope to Kamloops, we sailed in 
to find the nearest Future Shop and wandered around a suburban mall. 
Deciding to let the engine rest again, we went to the closest Milestones 
and had a beer. Finally we were able to speak about the day with out 
being in the confines of the van; we resolved that if we could make it as 
far as Revelstoke we would be in good shape for Day 5. Gassed up at 
Shell so Sando could use his Airmiles coupon with premium gas, and had 
a weird encounter with the middle aged lady counter clerk who seemed 
wise to what we were going to do with the zigzags. Didn’t quite make 
it to Revelstoke, stopped in Salmon Arm at a cute camp site because it 
was getting dark. We picked up a roasted chicken, some beer and relaxed 
after another tense day of driving through the mountains. This time we 
travelled the Trans Canada and the scenery was so beautiful along HWY 1 
through Cache Creek. It truly felt like the Wild West, and I could imagine 
the carriages bumping along during the gold rush and Geronimo being 
filmed here. Really unique landscape, I was not expecting the desert 
scenery and such an arid climate.

Day 5: Most of the mountains are behind us, and we are beginning 
our decent into Calgary on HWY 1. The van seems to be happier, until 
the engine started slipping again. As I was driving my pulse was racing and 
the familiar feeling of nausea is more than present. The crooked twists and 
turns make me queasy thinking of a roadside breakdown in the mountains. 
Then the unthinkable happens…due to my preoccupation with the engine 
I let the gas meter get away from me and we ran out of gas! This is a 
situation I am not ok with. A flatbed tow truck was called, and we had 
to have roadside assistance in a treacherous part of a mountain curve. 
Luckily it was just out of fuel and the transmission was still in the van, 
for the time being. Once on the road again, we decided to seek refuge at 
Reggie and Kristin’s apartment in Calgary. A safe place where we could 
feel comfortable and get over being in the mountains. A blow up mattress, 
bison chili and a few beers…it’s good to be back on flat land again. I think 
he isn’t mad at me anymore…even though I let the van run out of gas.

Day 6: On the road early. Sando and I seem to have developed a 
strategy of driving. He checks all van fluids in the morning and I do the 
first stretch of driving. He takes over after lunch, and then we see who 
is more alert for our after dinner stretch. Flat lands of the prairies and 
breezy early summer temperatures make for easy driving.  We stop for 
lunch in Medicine Hat, where we quickly nickname it the armpit of the 
country. A small town that boomed because of its location along the 
highway and its fuel economy, there is a definite divide between the 
working class and those who run the show. 



Saskatchewan is far more beautiful than I expected…very picturesque 
with lots o foil wells, silos and a sprinkled with wind farms. The drive 
through Regina proved to be really cute. The city is very classical in terms 
of its Victorian development. Well scaled and rightly planned, the Trans 
Canada skirts the city and pushes you right back on the other side facing 
Manitoba. Stopped for dinner at Glitters, the all you can eat family buffet, 
where the ribs are dry the jello has whipped topping and the clientele 
is just as interesting as the tavern décor.  Slept in Whitewood at a very 
sketchy town and set up camp in the car park of the local community 
baseball diamonds. Another jeep is also camping there, but Sando and I are 
weary of any interactions with the locals as the hydro box near the train 
tracks was peppered with bullet holes. Oh god. 

Day 7: Not being able to help ourselves, we stopped before we 
crossed into Manitoba for a photo op with some silos in the prairie 
landscape. As we climb back into the van, the car won’t start. Apparently 
we now have a battery problem to top off our transmission difficulties. 
Yay. Flatbed tow truck number 2 comes out to save the day and gives us 
a boost. High tailed it through the TERRIBLE state of HWY 1 in Manitoba 
and begrudgingly stopped for a late lunch in Winnipeg. Red Top burger 
joint, a greasy spoon that has survived since the fifties and run by a 
local family. The prairies are very Anglo…shocking from the populated 
landscape of multicultural Toronto. An emergency pit stop gave relief 
at a truck stop. Really interesting how they are equipped with showers 
and bathrooms for long haul truckers to freshen up—a break from their 
drive on the asphalt ribbon across provinces, and ultimately the country. 
Crossing into Ontario was very exciting. Now the Trans Canada has 
changed to HWY 17. Getting into the Canadian Shield marks the third 
major shift in physical landscape so far in the trip. The weather is cool 
and we decide that we deserve a treat stay in a motel. Kenora was an 
unexpected small resort town with a sleepy downtown. We took the 
opportunity to walk around and found St. Olaf’s church…and in a nod 
to the Golden Girls a great photo op. Our motel stay in Dryden, an 
industrial town with forests of chimneys and industrial plants, was also 
heightened by a Pizza Hut pizza and wings. Anything to forget the buck 
shots of last night. This time our neighbours were Americans, up to fish in 
the fresh Great Lakes for the weekend.

Day 8: The glory of the Canadian Shield is beginning to wane. 
Ontario is so huge, and most of the scenery is the same.  A stop in 
Thunder Bay provides a break from the monotony. This is probably the 
most uneasy that I have felt along the trip. We are definitely not from 
here. We take a moment to restock supplies at a grocery store, refuel and 
make a stop at the LCBO…oh to be back in Ontario with liquor control. 
The van seems to be ok but we are reluctant to push to hard. As we twist 
across the shield, the fear of moose on the road is very present in my 
mind. And as we take a sharp curve there is a transport truck pulled over 
with a crumpled front end. To the side of the road an OPP officer and 
the truck driver are holding down a huge moose that is near its end. The 
female officer is plunging a huge syringe down into the poor beast’s chest 
just as we drive by. Very sad.



 We have taken to bathroom breaks in turns as we leave the engine 
running as to avoid another call to a tow truck driver. We push through to 
Wawa, Ontawio just because the name is fun and it is a stones throw off 
the highway. We find the Beaver motel and decided a second night treat 
is in order…folks in Ontario don’t seem to be too warm to 2 young gay 
men travelling in a VW camper van. So at the Beaver we are greeted by 
a thin and meek front desk clerk who is about middle age and petting a 
scraggly thin grey cat. Yikes. But the red lights in the window of the motel 
were too much for us to pass up. We lock ourselves in our room and 
take comfort in instant soups and TV. Sando and I are feeling positive as 
we have kicked ass across the prairies and have made it 2/3 of the way 
through Ontario. 

Day 9: This morning was chilly and bleak. Packed up and out of the 
Beaver, we decide to get gas. The trip across the street to the gas station 
proved to be too much for our little van as it decided to not turn on 
again. All the burly men at the gas station were not interested in giving us 
a boost. Enter tow truck three. On the road after a short stop at a gruff 
Tim Horton’s who seemed to think we had three heads and an attack by 
a giant goose that was built to commemorate the final linking of the Trans 
Canada in Ontario and we were on route to Ottawa. With Ottawa in 
our sights and Sudbury far behind us, we begin to see the landscape shift 
again to accommodate the nation’s capital. The pristine and manicured 
buildings and parks seem fitting for a capital city. As it was Sando’s first 
trip there, we hit the town and checked out the locals. Our conclusion is 
that Ottawa is a lot more small town that the cosmopolitan hot bed of 
Canadian politics it aims to be. 

Day 10: We walked around Ottawa this morning and enjoyed some 
of the sites, and the market.  Left Ottawa just before noon and hoped 
to make it well through Quebec by the end of the day. But the van had 
other plans. The engine alarm decided it was time to go off and nothing 
we could do would soothe it. After sitting in bumper to bumper traffic 
through Montreal’s rush hour traffic, the relentless alarm forced us to pull 
over in Ste. Hyacinthe, an hour outside Montreal on HWY 20. Still being 
within towing distance of Montreal, our next tow ride was the best so far 
as we took the van back into Montreal to be deposited in a parking lot 
near a good friend’s condo whom opened their home to us at a moment’s 
notice. To recover from our day a beer in a local bar results in the 
discovery or lack thereof of my wallet which is gone. A multiple thorough 
search yields nothing and only helps to dampen our spirits in the rain.  A 
trip to the mechanic is in store for the morning. 

Day 11: A local mechanic is found who is over eager to assist us 
in our plight. He is a 69 year old prostate cancer survivor that speaks 
broken English works fastidiously to relieve our wailing engine. A young 
guy in his 20s finds our stories of our trip fascinating and wants to talk 
cars while we both wait for our autos to be serviced. Four hours later, we 
get back on the road to discover that the problem has not been resolved. 
Although, as we picked up the van from the nearby parking lot on Viger 
Ouest, 



the lot attendant produces my wallet after my last attempt at locating 
it! EUREKA! An accommodation swap to stay with other good friends, 
Kasia and Sean near Atwater Market, allows us to find another Montreal 
mechanic that specializes in VWs. We are running out of time and there 
is talk between Sando and I of postponing the end leg of our trip to our 
final destination of Halifax. We’ll drive the van to the new mechanic in the 
morning.

Day 12: The next morning the four of us, pile into the van only to 
discover that our engine alarm has a new companion of a flat tire. The 
decision to end the trip then and there was made swiftly for us. One 
more tow ride for the van to the new mechanic.  One more night in 
Montreal and a night on the town.

Day 13: The van is fixed! Apparently our first mechanic hooked up 
the new engine alarm to the brake and therefore made our problem 
worse. Now home to Toronto to find work and money to complete 
our journey. Feels good to be home. When Sando drops me off the van 
decides that the battery needs one more boost, the final tow truck of this 
part of the trip.

Part Deux:
Day 14: This leg of the journey marks the addition of 2 passengers: a 
friend, Preben, originally from Halifax and Ethyl, the West Highland white 
terrier. Up and on the DVP by 7am. Almost through Ajax, when the all 
too familiar feeling of the transmission slipping returns, accompanied by 
clammy hands, nausea and the sweats. This is not good. The van is unhappy 
and we are not even to Kingston yet. We take a break at a rest stop, one 
identical to where we were when we cooked up the idea of this whole 
trip in the first place. Ethyl is weathering the travel very well, and I wish 
I could say the same for myself. The van needs breaks closer and closer 
together, thank goodness for the rest stops on HWY 401. As we squeak 
by Kingston it starts to become clear that the van is not going to make it. 
We barely make it to Brockville as the van decides it won’t go any further. 
A flat bed tow truck is called again, an all too familiar memory and we are 
towed to a nearby AA approved mechanic. There they tell us they can’t 
do much for us, and the transmission fluid appears to be in good shape. 
We have the van towed again, to a transmission specialist in Smith Falls 
and pick up the only rental car left in the area. Who knows how much 
this is going to cost. So much for a cheap adventure on the open road. No 
use crying over spilled milk. We condense all of our baggage and the dog 
into our little four door KIA hatchback and hit the road again. This time 
we are really trucking along and the air conditioning is a nice treat in the 
August weather. We are finally getting summer temperatures after a very 
mild summer. The previous temperatures were probably for the best on 
the first leg of our trip considering the van has no A/C. Another call to 
Sean and Kasia leads to a welcome invitation to crash at their place in 
Montreal again. We walk into their apartment at 9pm. An astounding 14 
hours after we left Toronto…a drive that usually takes 6 hours with rest 
stops. 



Day 15: Up early and on the road. We stop at the gas station where 
our first trip had ended—for old time’s sake. A gas up and food pick 
up at Tim Horton’s gets us back on the road. We are finally covering 
new ground, travelling east with visions of lobsters in our heads, well 
mine at least. Lunch in Edmunston celebrated the crossing over into 
New Brunswick. The highways in NB are new and smooth. Part of the 
modernization of the highway created a more direct path to destinations. 
In doing so, the high bypasses all the small towns that previous grew and 
thrived along the highway. This is definitely an interesting area of research. 
It would be very interesting to do an economic study of these towns and 
villages that have been orphaned from the main route of traffic. Our next 
destination is St John. A bit of a stray off the Trans Canada HWY 17, but a 
needed break with Preben’s aunt Barb. As we arrive, an interesting meal of 
noodles, salmon and salad await us. But the conversation is lively and full 
of history. A walk to across the street to the St John River finds us eaten 
by mosquitoes and itching to take a swim in the morning. 

Day 16: Up early in the cool morning, I am thinking against 
swimming, but Preben and Sando are still for it. We make it down to the 
water that is as smooth as glass. I decide there is no better time to try 
kayaking then the present, so I do. Its awesome and a great shoulder 
work out! Back on the road, and headed for Halifax via Moncton and 
the Confederation Bridge to PEI. What a structure…a mega hunk of 
infrastructure that links Canadian identity, technology and the country. 
As we edge closer to Nova Scotia, and finally into the province I am 
astounded by the rolling hills of the landscape. The huge hills almost 
seem better classified as small mountains. The van didn’t have a chance 
of surviving these. I always assumed that the Nova Scotia landscape was 
much more coastal, but apparently I was wrong. A new toll highway only 
takes $4 cash and between three of us, we have $3.50. An IOU gets us 
onto the route that feels foreign. We later learned that this stretch is 
privately run and cuts through the worst climate zones of the province. 
Although it is avoidable, its convenience is daunting. Private Vs Provincial…
an interesting jurisdictional study example. Edging closer to Halifax we 
prepare for the toll bridge to cross into the city. Again we are short of 
change! The cars are backing up behind us and I have no where to turn. 
The yellow muscle behind us helps us out in order for them to get on 
their way. Awkward! But as soon as we are through, we realize that 
we have made it to Halifax! We have completed our datum across the 
country. Tomorrow we will swim in the Atlantic Ocean…a very very far 
place to be from Mile 0 where I dipped my hand in the Pacific. More than 
being a research project on infrastructure and national identity, this trip 
tested personal limits of finances, timing and friendship. A stronger link to 
our own identity and our relationship to our country is something Sando 
and I have spoken more and more about as we got farther on our journey. 
The spectacle of our journey is something that is hard to be captured 
in words, but the experiences will be captured in our mind and have 
provided a very intimate glimpse into Canada available to all, but travelled 
by few. 



Post: We spent our time travelling around Halifax’s coast line and 
enjoyed seafood feasts with friends and family. Time was soaked up on a 
dock in the sun searching for crabs and examining star fish. I flew home 
to Toronto a few days later, sadly leaving my travel companions to brave 
the journey home without me. Sando drove from Halifax to Montreal in a 
14 hour go. Very impressive. Picking up the van outside Ottawa proved to 
be a challenge as it still was not fixed and begrudgingly made its way back 
to Toronto. As the van approached its final destination, a Tornado storm 
watch had swallowed southern Ontario and added extra stress on getting 
home safely. I am happy to report that everyone made it home safely, even 
the van.
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