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Abstract 
Urban Sprawl is a broad concept, with many different definitions about what 
indicates sprawl. In this study, we analyze sprawl in the Öresund Region, 
focusing mainly on the Swedish region Skåne. Typical indicators for sprawl in 
Scandinavia, particularly in the Öresund Region, are: satellite towns serving as 
residential suburbs for bigger surrounding cities (Malmö, Lund and 
Copenhagen) with low-density building and low mixed-use, linear 
development along railroads and railways, high commuting and automobile 
dependence. The analysis of the spatial planning systems shows how urban 
development in Denmark and Sweden is happening and what kind of 
opportunities the municipalities have to prevent sprawl. Against this 
background, we evaluate projects and ambitions of our analyzed 
municipalities for future urban development and look at other influences 
which cause urban sprawl in the municipalities in Skåne. Accordingly, we 
consider connections between transport policies/systems - as a determinant 
for urban development - and the spatial planning of the municipalities. The 
regional integration in the Öresund Region is also analyzed as a determinant 
for sprawl, since this integration has several impacts on urban development in 
the municipalities. Concepts, policies, projects and current realities are, this 
way, analyzed to enlighten a clearer picture of the shape sprawl is taking in 
the Öresund Region. 
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1 Introduction 

1.1 Subject of the Thesis 

Urbanization has increased over the last hundred years in Europe. Today, the 
majority of the people in the EU lives in urbanized areas and even the rural 
areas are densely populated with a large number of small and medium-sized 
towns. This picture of urban settlement also applies for Denmark which is 
densely populated and forms a complex web of cities. Sweden, however, is 
rather sparsely populated and the urbanization process is young – it started 
only in the beginning of the 20th century.  

But the population growth and the increasing private automobile ownership 
has increased urbanization more rapidly throughout the last century – in 
Denmark as well as in Sweden. The major towns experience a population in-
migration and expand into the urban fringe. The high demand for housing and 
limitation of areas increases housing prices in the inner city. As a result, 
people move further out of the city center in order to take advantage of 
affordable housing. Historically, housing conditions in Swedish and Danish 
cities have been very low in the beginning of the 20th century which also 
motivated residents to move to the urban fringe where affordable and high 
quality housing was possible. In addition, the increasing average residential 
space per capita results in demands for bigger residential accommodation and 
property land. 

Due to these facts, urban expansion of major cities has taken place – and also,  
in  Copenhagen, Malmö and Lund.  But not everyone is moving into the core of 
the city. Mostly families with children, who think that the city center has 
unsuitable conditions for raising up children, move out to the fringe and 
choose to live in single family houses. The cheaper housing prices in the 
outskirts of the city add to this sort of behaviour as well. This results in an 
increase of suburban areas with mainly residential purpose. Sleeping towns 
emerge where working people commute to the city for work or for leisure 
activities.  

This contributes to urban sprawl, with Sprawl being the rapid growth in the 
urban fringe of a city. Other than this, there is no consistence about what 
urban sprawl indicates in the literature and, hence, different definitions and 
concepts exist.  

In this study we try to apply the issue of urban sprawl for Denmark and 
Sweden in order to analyze urban sprawl in the Öresund Region. Thus, 
questions which we address throughout our study would be:  

What different concepts and visions of urban sprawl exist and how can this 
apply to Scandinavian countries? How are the planning systems in Denmark 
and Sweden controlling spatial development, what kind of urban policies do 
exist? How is urban development taking place in the metropolitan area of the 
Öresund Region? In what way is the regional integration of the Öresund Region 
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contributing to sprawl, especially in Skåne? How can transport systems or 
policies influence urban sprawl? What are the municipalities’ opportunities to 
prevent or control urban sprawl? What kind of projects, ambitions and visions 
do they have? And, finally, how can municipalities minimize the negative 
impacts of urban sprawl?  

1.2 Structure  

Our thesis analyzes urban sprawl in the Öresund Region, with focus on the 
Region Skåne in southwest Sweden. In order to do so, we first have to give a 
theoretical background before we start analyzing statistics of the region and 
comprehensive plans of the municipalities.  

Hence, our second chapter will give a theoretical overview about the issue of 
urban sprawl. We analyze definitions from different perspectives and look at 
different concepts. For instance, urban sprawl can be defined as connected to 
the urban form or as a lifestyle people choose to accomplish. We will explore 
the historical roots of urban sprawl and look at typical consequences sprawl 
might have. In order to give an idea about what has been decided upon urban 
sprawl on the European level, we will mention the visions of the European 
Spatial Development Perspective (ESDP). Talking about visions, we will also 
introduce an antithesis – the compact city- to urban sprawl.  

The third chapter will give an overview about Swedish and Danish urban 
planning and policies. Since we look at the Öresund Region which includes 
regions from Denmark and Sweden, we have to give an understanding about 
the planning systems and how urban development is planned and eventually 
controlled. A short description about urban development in the 20th century in 
both countries will give a deeper understanding about urban planning in both 
countries. 

After this theoretical and historical background we will shift to our empirical 
approach. The fourth chapter deals with urban sprawl on the regional and 
municipal level. We say that the increasing regional integration in the 
Öresund region and its growing attractiveness has impacts on urban 
development. The issue of Danish residents moving to the Swedish side of the 
Sound as one indicator for increasing regional integration will be given 
consideration as well. We analyze population development and commuting 
patterns on the regional level in Skåne and explore transport policies and 
plans of Region Skåne as these plans have an influence on future urban 
development. The ambivalence of transport systems will be shortly examined 
as the question arises if their expansion might either contribute to urban 
sprawl or rather control it. After this, we go down on the municipal level and 
look at two, in our opinion, sprawling municipalities - Lomma and Vellinge - 
and at Malmö municipality as a contrast to them. Again we analyze population 
and commuting patterns but then we will take a closer look at the 
comprehensive plans and explore the municipalities’ approaches concerning 
urban sprawl. Are they aware of urban sprawl and try to address the issue in 
their plans or do they not acknowledge it at all? 
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We will finish our thesis with our final conclusion in the fifth chapter where 
we summarize and discuss our findings. After this we present our 
bibliography, figure index and annexes.     

1.3 Methodology 

Throughout our research and working process we used a variety of literature 
and sources. Our theoretical approach is largely based on books about 
theories of urban sprawl. We looked at American as well as at European 
definitions and concepts of urban sprawl. For the planning systems and 
policies, we used research papers and planning acts by governments or by the 
EU and other research institutes as well as books.  

For our empirical approach we used statistics and maps published by 
municipalities and regions and primary sources such as comprehensive plans of 
the municipalities. Research papers, newspaper articles and articles from 
journals completed our research. Some information we have found on the 
websites of the respective municipalities and from Skåne region.  

In order to have a better insight of our field of study we felt it necessary to 
conduct interviews with the three municipalities – Lomma, Vellinge and 
Malmö – as well with other teachers and professionals in the research field.  

The second chapter was written by Ana Mafalda Madureira and the third 
chapter by Anke Möllers. The other chapters are a collective work by  us two.  

1.4 Limitations 

We started our research with the aim of comparing urban sprawl on the 
Swedish side with urban sprawl on the Danish side of the Sound. But after 
comparing the planning systems and policies of both countries we supposed 
that urban sprawl is more likely to happen on the Swedish side due to more 
flexible planning regulations and policies. This conclusion plus the lack of 
information from Denmark for the Greater Copenhagen Region - we 
unfortunately had to cope with – made us shift towards looking only at the 
urban development in the Skåne Region. But still we found it necessary to 
compare the planning systems, policies and urban development of both 
countries to understand the growing regional integration and the motives of 
Danish residents who are increasingly moving to Skåne.  

Concerning the planning and urban policies in Denmark and Sweden, we could 
not look at all of them due to time limitations, so the picture might not be 
complete. However, we tried to point out the main policies and regulations 
influencing urban development and controlling urban sprawl. 

Our case studies on municipal level were largely based on comprehensive 
plans and personal interviews with town planners of the municipalities. 
However, concerning Vellinge municipality we were not able to get a personal 
interview, so some of our questions were only answered shortly via email from 
them. Also, the comprehensive plan was unfortunately in Swedish only, as was 
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their homepage. This limited us in terms of less detailed information about 
current planning projects and how they are addressing urban sprawl.   
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2 Urban Sprawl: Definitions, Consequences and Visions 

2.1 Different Concepts and Definitions 

Urban sprawl is a concept with such a broad scope of influence and meaning 
as the concepts of sustainable development, partnership or governance. As a 
consequence, there is no wide accepted idea of what sprawl actually is, how 
it develops, how it can be measured, its consequences and whether it is 
desirable and should be promoted or not. However, it is agreed that sprawl is 
the rapid growth in the urban fringe of a city. This is where consensus ceases.  

Different theories exist regarding urban sprawl. The phenomenon is usually 
related with the expansion of suburban areas in the USA and closely linked 
with the consumption society, the expansion of the automobile and the 
decline of city centres. In the words of Peiser (2001)1 “The term is used 
variously to mean the gluttonous development, leapfrog discontinuous 
development and inefficient use of land”. It is linked with bad aesthetics; 
with monotonous ready-made equally designed houses and garages, picket 
fences, acrylic and asphalt spreading out as far as the eye can reach into 
previous farming land.  

Urban Sprawl is also linked with bad economics. Low density building and low 
mixed use demand more investments in the road system, contribute to a 
higher use of the automobile, make mass transport uneconomically and are 
seen as taking place in good farmland; consequently affecting farmers and 
agricultural activity.  

Chin (2002) defines different ways of urban sprawl if one considers the urban 
form, the land use, the density or the impacts as the central aspect and 
definition for the concept.  

Sprawl as an urban form  

When connected to urban form, sprawl is usually seen as the antithesis of the 
more traditional compact city. The problem resides in what is considered 
opposite to the medieval compact city or to the Greek polis. Sprawl is in this 
case defined as the opposite of the centralized development, the walkable 
distances between functions and the high density. But when it comes to 
define it by affirmation, then sprawl “ranges along a continuum of more 
compact to completely dispersed development”. (Chin, 2002) 

“Scattered” or “Leap-frog” development are also used in literature as 
defining sprawl according to urban form. Both terms describe the 
development of new urban centres adjacent to an older and more traditional 
one. This low density development spreads into vacant land.  

                                            
1 Quoted by Inger Bergström 2003 
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Another common image of sprawl is the small cities which develop in a 
distance from a main urban centre. This definition by Clawson & Hall (1973)2 
differs from the non-sprawl development of a multi-centred urban region in 
the number of services and functions provided and the interactions 
established between the different cities.  

Another common association of urban form and sprawl is the linear 
development across, for example, major accessibility routes like train lines 
and high ways.  

The problem with all these associations of sprawl is that they vastly differ in 
compactness, continuum development and impacts. Without a common 
ground it is harder for researchers and planners to identify forehand the 
adequate measures to tackle the different problems that might arrive. It also 
makes it harder to define better ways to promote a more balanced urban 
development. Harvey & Clark (1965)3 identify three forms of sprawl: low 
density continuous development, ribbon development and leap frog 
development. They agree that these comprise different levels of sprawl which 
require varying levels of capital expenditure (Chin, 2002). And the issue 
remains: where does Sprawl end and natural city growth begin? The sprawled 
areas of the 50’s and 60’s fill in as new development occurs. This depends on 
land speculation and the attractiveness of a certain urban area. Eventually, 
one sprawled area might be infill and turn into a more compact form of 
settlement. When does it cease to be sprawled and begin to be the city outer 
limits? 

Sprawl as land use patterns  

Moreover, land use patterns are also seen as a good way of defining sprawl. 
The U.S. Transportation Research Board (1998), quoted by Nancy Chin (2002), 
lists the following characteristics of sprawl which apply to the U.S.: low 
density residential development; unlimited and non-contiguous development; 
homogenous single family residential development with scattered units; non-
residential uses of shopping centres, strip retail, freestanding industry, office 
buildings, schools and other community uses; as well as land uses which are 
spatially segregated. Heavy consumption of agricultural and environmentally 
sensitive land, dependence on the automobile, construction by small 
developers and lack of integrated land use planning are also seen as indicators 
of sprawl. Therefore we can only envision sprawl as a kind of urban 
development that is low density and low mixed use without clear boundaries 
definition.  

Sprawl based on impacts  

A definition based on the impacts of sprawl was an idea put forward by Ewing 
(1994)4 and that detaches the negative impacts from the urban form in itself. 

                                            
2 Quoted in Nancy Chin, 2002 
3 Idem  
4 Idem 
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It tries only to identify the more common consequences observed in 
traditionally classified sprawl areas. However, these negative impacts can be 
observed in other urban forms of development and there is a clear temptation 
to label this unwanted negative aspects and their related urban form as 
sprawl, adding up to the general confusion surrounding the concept. 
According to Chin (2002), “Ewing (1994) has identified poor accessibility of 
related land uses, and lack of functional open space as a way to identify and 
define sprawl. It is suggested that sprawl can be defined as any development 
pattern with poor accessibility among related land uses, resulting from 
development which is not concentrated and which has homogenous land 
uses”.  

Sprawl as low density 

Density can also be a good indicator of sprawl and is often used as such. Low 
density equals sprawl. The difficulty resides in defining what “Low” is. This 
has to vary, obviously with the cultural and historical background of a certain 
country and makes it harder for the definition to be used across different 
contexts.  

Sprawl as a way of life 

The concept of sprawl has acquired a broader sense and now entails also 
other forms of urban expansion. It can be seen as the spreading out of the 
urban way of life to more rural or traditional areas or even the transformation 
of summerhouses in the periphery of big cities into permanent dwellings, as it 
is the case in Stockholm. This expansion is not connected with neither of the 
more or less planned developments connected with urban form, density or 
land use. It is a socio-cultural expansion with all the characteristics and 
consequences that it entails. This expansion is possible and growing nowadays 
due to the improved communications and the development of an IT society 
that allows the individual’s options in relation to services, jobs opportunities 
and commerce to spread out across even larger radium. Living in a 
countryside setting is, by no means, synonym to living a country live. This 
same impact is observed by Carl-Johan Engström (2001) when he points out 
that “those who move to these ‘sparsely-populated regions’ often have an 
urban life-style that is not based on rural production, for which reason the 
figures [of the related statistics] should […] be interpreted as an expansion in 
the impact area of the city”.  

Some researchers envision sprawl as a way of life. The more traditional 
perspectives relate sprawl with a special kind of socio-economic group and 
with families with small children. The suburban are middle class families that 
choose to live outside the city because there they can have a single house 
with garden, surroundings free of traffic and air pollution and therefore it is 
where they can easily raise their children. The growing criminality that 
affects cities is seen as another driving force that pushes families to the 
suburbs. And related is also the easy access that people have to automobiles 
and that enables them to commute to the city where, most of them, still 
work.  
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In the case of the Scandinavian countries, the interaction with more natural 
settings is privileged. The Swedish municipalities are aware of this. On the 
homepage of Staffanstorp this is some of the information available, to attract 
people to the municipality: “So as you see Staffanstorp is an idealistic place 
to grow up in, to raise a family and to get old in. And when you want to do 
something more exciting like shopping, go to the theatre, concerts or cinemas 
you can easily go to Malmö, Lund or Copenhagen.” 
(http://www.staffanstorp.se). The advantages of this municipality, according 
to its own perspective, are that it stands in a cross-road between the city life, 
within easy access by good road and train connections, and the more rural 
settings and nature closeness, presented as ideal to raise family and grow old 
in.  

This is a kind of Scandinavian perspective that is not to be neglected in the 
urban sprawl case. No matter how attractive a city life might be for a couple 
while young and childless, the situation changes when the baby comes. The 
“more responsible” families would then, if they have the chance, move closer 
to nature to give their children the possibility of cleaner and healthier living. 
Arnstberg (2003) relates this phenomenon as characteristic of Sweden, even 
more than Danish life-style, and a metaphor for the ages of men: ideally, a 
Swede is raised in the suburb, moves to the city to study and to work as a 
young adult, gets married and children and moves back to the suburb; the 
children leave and the couple moves back to the city. The importance of the 
chosen place to reside varies accordingly.  

The city still maintains its cultural and historical settings and is seen as a 
privileged place to socialize, have access to cultural events and work. It is the 
city for singles, seen as vibrant and eclectic but also polluted and expensive 
in opposition with the suburbs for families, regarded as affordable and with 
more green areas and children friendly, but also connected with isolation, 
commuting and dull lives. “What more specifically is beaten in sprawl is 
public life. Dwellings are always needed; working places too, but public life, 
public buildings and public places like squares seem not to be as necessary. 
Living in a sprawled urban landscape means living there as an individual, a 
professional and, usually, as a member of a family, but more seldom as a 
citizen.” (Arnstberg, 2003)  

As Arnstberg points out “there is the presumption that suburbanites are living 
their lives of quiet desperation and isolation, and they really hate being 
there. But are they?” (Arnstberg, 2003). The growing suburbs are, in this 
perspective, new areas to which the inhabitants have no social or affective 
links to and where community life is weak and often disregarded. “One of the 
symptoms of sprawl is placelessness” (Arnstberg, 2003). The immediate 
consequences are the feared isolation and the weak community ties that 
emerge. Neighbours are strangers, family ties get weakened by the amount of 
time spend inside the automobile instead of with children or parents. Doesn’t 
this perspective emerge against the primary motives that drive people to the 
suburbs in the first place? To be able to raise ones family in a healthier 
environment? It seems contradictory that suburban families continue to grow 
in number when, in fact, the life quality of the individual and the family 
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altogether is jeopardized by this life-style. We can, therefore only assume 
that municipalities in the Nordic countries are aware of this fact and are 
trying to preserve and upgrade the quality of the life of their suburban 
residents. This intention will undoubtedly come forth in the plans and 
intentions for future housing and neighbourhood development or 
improvement. 

 

2.2 Historical Background 

Sprawl is a term usually associated with the urban expansion of cities in the 
USA. Therefore, we see it as relevant for the purpose of this paper to 
describe, shortly, how this expansion took place, driving forces, consequences 
and main actors involved.  

Cities worldwide were firstly created in association with mutual defence 
needs, to facilitate commercial activity and to enjoy the potentials of 
community life. Nearly all cities shared similar location patterns: near water 
to permit transportation and trade and on high grounds when defence was a 
major concern. Being compact ensured that work, housing and other activities 
all lied within walking distance. This feature did not change with the birth of 
the railway. As Frumklim (2004) points out, “in the rail cities of the early 
1800s, homes and businesses clustered around rail lines”. Kenneth Jackson’s 
“Crabgrass Frontier” (1985)5 specifies five features that nineteenth century 
cities had in common: they were densely settled and congested; with a 
mixture of functions; distances were short since commuting was mainly done 
on foot; the higher income and status people tended to reside in the town 
centre and there was a clear distinction between city and country. It wasn’t 
until the late nineteenth century and especially in the twentieth century that 
a movement characterized by the systematic growth of the towns’ edge came 
to place. The modern suburbanization occurred when the outskirts of the city 
started to develop at a more rapid speed then the core, giving birth to new 
forms of planning and ways of appropriating space and as a result of several 
chain events.  

For an easier analysis, let us divide the factors that promoted this growth into 
technical, demographic, economical and socio-cultural. 

Starting with the technical reasons, the transport revolution can easily be 
seen as the main driving force to the birth of the suburbs. The succession of 
technical innovations that occurred in the nineteenth century in this field 
made it possible for people to commute from larger distances. The steam 
ferry, the omnibus, the railroad, the horse car, the cable car, all these were 
practical ways of transporting people from home to the workplace and back. 
With the means of mass transport, the urban fringe started to develop in a 
more rapid way. To the outskirts came together all sorts of people 
indiscriminate from race, culture and social background. 
                                            
5 Quoted in Frumklim, 2004 
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The decisive innovation was the creation and diffusion of the automobile. 
Suburbs are a product of the private car. Affordable car quickly became a part 
of middle class culture. In the 1920s a partnership between the tires, oil, 
automobile and road-building interests made it possible for a huge expansion 
of road, specifically design to stimulate driving and car ownership. At the 
same time, public transport was losing ground and investments were 
decreasing. The public funds and the private interests all worked together to 
create an automobile age.  

The city centres experienced a short term boom with the introduction of the 
private vehicle. However, the downtown business boom came to a halt when 
parking and driving in the centre became a problem.  

As the automobile became part of the urban life, so the suburbs continue to 
expand, no longer in proximity to public transport lines, like it happened in 
the nineteenth century, but in a dispersed way. Commuting patterns also 
changed from the work in the centre and reside in the suburb to a work in one 
suburb and reside in one other. The city lost its importance as a place for 
work and culture as an increasingly number of these urban functions spread 
out, in pursuit of costumers, workforce and audience.  

A second reason that helps explaining the suburbanization is the population 
explosion that characterized the city in the nineteenth century. A mass 
migration from the rural areas to the industrial centres made it urgent for 
new housing to appear. The newcomers often were forced to reside in 
overcrowded buildings with poor or inexistent sewage systems, where diseases 
quickly spread and living conditions were, at best, pitiable. Therefore, the 
perspective of residing in one of the new urbanized areas, with easy access to 
the centre via public transport and later private car, made the transfer even 
more desirable.  

Socio-cultural factors also played a major role in promoting the expansion of 
the suburbs. As Frumklim, Frank and Jackson (2004) pointed out “there were 
also deep-rooted cultural values, some rooted in European thinking that 
blossomed in the United States and encouraged the growth of the suburbs. 
These can be grouped into domesticity, privacy and isolation”. Family and the 
domestic life were regarded as superior to the outside world. It became the 
counterweight for the industrial and less stable outside world that was quickly 
developing. The religious importance rewarded to the family helped to secure 
this perspective.  

Another aspect to take into consideration was the metaphor of land. Owning a 
piece of land had been regarded as an important marker of wealth and social 
status. Without the need to have a piece of land to grow food in, land became 
associated with the ideal place to raise a family. This idealization was 
promoted by artists, writers and poets of the nineteenth century. Business 
leaders were quick to use this metaphor to sell their suburban dwellings 
throughout the twentieth century. 

In addition, the association of urban life and the cities with poverty, 
deprivation, illness and social problems like crime and prostitution was the 
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standard in the nineteenth and early twentieth century. The expansion of the 
cities in population and the industrial activity that helped to promote it 
created major health issues that were hard to solve by municipalities in rapid 
growth. By opposition, the country life was seen as the paradigm of quality of 
life and family living. Children could here be raised in a healthy environment, 
free from the vices and dangers of the urban life.  

Therefore, “the single-family dwelling became the paragon of middle-class 
housing, the most visible symbol of having arrived at a fixed place in society, 
the goal to which every decent family aspired.” (Jackson, 1985)6 

Frumklim, Frank and Jackson (2004) also indicate other more economical 
factors that contributed to the expansion of the suburbs. A great number of 
affordable houses were made available from the end of the Secession War 
with the development of new, inexpensive construction methods, the 
existence of cheap land, favourable tax policies and with the rapid expansion 
of public utilities. Land speculators and private developers drove the 
expansion, guiding the design and construction and taking advantage of an 
increasing number of migrants, eager to posses their own private home.  

A curious aspect about the expansion of the suburbs is to discover when they 
stopped being a part of an expanding city and gained their own identity. In 
the nineteenth century, cities were expanding by either adding 
unincorporated area to its own land or when one stronger municipality 
absorbed the other. With the suburban municipalities development of an 
identity of their own, annexation was ruled out by residents. Frumklim, Frank 
and Jackson defend that, in the twentieth century, racial, ethnic and class 
distinctions increasingly set the suburbs apart from the city, which adds a 
different characteristic to these suburbs, in contrast to the more 
heterogeneous ones that developed along the rail lines in the nineteenth 
century. 

The resulting patchwork of independent suburban jurisdictions posed a 
dilemma for the governance of the metropolitan area as the different 
authorities were confronted with problems that went beyond their own 
geographical scope.  

At the same time suburban services improved, making it harder for the old 
centres to compete with the new commercial and service suburban areas. A 
new kind of city, with different mono-functional zones and characterized by 
homogeneity, low-density and low connectivity was born. 

 

 

                                            
6 Quoted in Frumklim, Frank and Jackson, 2004 
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2.3 Consequences 

Urban sprawl is usually associated with several unwanted consequences and 
criticized severely for it. As it was previously said, a great number of these 
consequences are not inherent to sprawl in itself but common to other forms 
of urban development. Nevertheless it seems pertinent to point out the more 
usual aspects for which sprawl expansion is disapproved of.  

The causes for the unwanted consequences of sprawl sprang from very 
different settings and actors. The most common is the supremacy of the 
automobile in the suburban and sprawled areas and what this leads to. This 
supremacy is due to the long distances that one has to face in order to move 
from home to the work place, to the market, to take the children to school or 
gymnastics, to the cultural or leisure centre. Travelling long distances 
translate into more environmental pollution. “Industry no longer takes first 
place in environmental pollution, commuting by car does.” (Nyström, 2001) 
This in turn forces the creation of sound barriers and green belts to protect 
the residential sites from the unwanted off-sets of car-use. The cycle is 
complete when these corrective measures in themselves increase the distance 
one has to travel.  

But the automobile wicked effects don’t cease in the environmental concerns. 
More people travelling by car means increased traffic and the need for more 
investments in road building and related infrastructures. This, in turn, is an 
incentive for more people to choose the car as a privileged mean of transport 
which adds up for more traffic and creates a new cycle.  

Another consequence of the increasing dependence on the automobile is that 
it alienates social and age groups that have less access to it, therefore 
undermining their mobility. Social groups with less economical power, the 
elderly and children are the ones that are left out of this automobile-society 
and for them everyday life becomes a maze of managing public transport 
infrequency, asking motorized relatives for rides or dealing with the fact that 
they just can’t go freely to where they want. Where are the democracy and 
the social equity in this? 

Increased times commuting also mean less time spent with family and friends. 
Louise Nyström establishes a connection between the current demographic 
problems that Sweden, as well as many western countries, is facing with 
commuting: “And who wants children if they have no time to spend with 
them?” (Nyström, 2001). The relation between sprawl, commuting and 
demographic patterns seems clear: larger families demand for a larger house 
which in turn means that families have to get away from the centre to 
suburban areas where housing is more affordable. But then if you are living 
away from work place, shopping place, if the car is your second home why 
bother having children? You have no time for them and a child in the suburb 
will mean more automobile trips to schools, day-cares and all the associated 
gymnastics and music lessons that parents have to think up to keep the 
children occupied while they are busy with their jobs and with the everyday 
buzz. 
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The automobile dependency seems to spring from one of the main features of 
sprawled areas: the low mixed use. Mono-functional areas were once 
considered a synonym of life-quality preservation, when mixing industry and 
residential areas was responsible for big health problems. The situation is now 
different and the dissociation between different urban functions now 
translates into new forms of health concern. Adding up to this are the 
economical costs connected. Sprawled areas and poor land efficiency 
translates into more investments needed in infrastructures, even the more 
basic ones such as water and energy supply and in wastes disposal. More roads 
need to be built, the public transport ceases to be economically sustainable 
but the minimum services have, nevertheless, to be assured.  

This heavy use of energy and resources doesn’t seem rational. But then when 
land is cheaper and when consumers demand more space and low density 
development municipalities and developers are also eager to comply.  

The problem of intense resources usage has been long acknowledged by 
Scandinavian authorities. In Sweden, the Swedish Prime Minister has declared 
building the ecologically sustainable society as a goal. Nyström (2001) points 
out that, for this objective to be achieved, more is needed than building 
better isolated buildings or the re-use of materials. When fuel is a pre-
requisite to get to and from work, to go to the mall or to the gym, then there 
is no recycling that will lead to an ecological sustainable society. Denser 
urban areas with reduced travelling times and needs are an obvious 
alternative and solution.  

Another issue that is often linked with sprawl and the expansion of the 
suburbs is the danger of segregation and the development of ghettos. Positive 
segregation might occur when people from the same socio-cultural 
background, which share common language and traditions, come together in 
the same place. There is nothing wrong with the picturesque image of Little 
Italy. It’s when the Little Italy’s become associated with unemployment, 
social problems and criminality that the segregation gains a new meaning. 
Additionally, big cities in Sweden are now facing the issue of a growing 
number of immigrants. In Malmö, 40% of the population is from non-
Scandinavian origin. This means that public policies have to think up to ways 
to better integrate this growing population in the Swedish society. Related to 
this integration of immigrants is the housing issue.  

In Sweden we can distinguish between two kinds of segregation related to 
this. The first one is a negative discrimination that pushes the families with 
less economic power and the immigrants into the unwanted housing districts. 
The usual places are the neighbourhoods that emerged from the “Million 
Homes Project”. 

The second one is a positive discrimination or self- chosen segregation. 
Middle-class families move to the suburbs in order to have bigger houses, to 
be closer to less denser and greener areas, to be able to have their own 
private house at more affordable prices. This is still a form of segregation and 
there is still a socio-cultural pattern to be seen here. Nevertheless, these are 
not the kind of socio groups that are likely to bring forth socio problems, raise 
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pertinent sociological thesis subjects or even concern the public authorities 
about. To these groups the concerns relate to preservation of environmental 
standards, access to services and commerce, increased accessibility…Tasks 
that municipalities and regional entities can more easily address. We will 
further address this issue when we talk about Vellinge and Lomma. 

The shortage of services and public spaces is one other negative side of 
suburbia. The low population density makes it not economically rational to 
establish a health centre or a public library at easy range. These and other 
services might be at hand provided that you drive a car to get to them. But it 
can also be that a municipality is gaining population at a higher rate then it 
can cope with, not being able to provide the necessary infra-structures when 
needed. This situation is being faced by the municipalities that we will 
address later. How are the population increases being accompanied by the 
growth of the supporting infra-structures? 

Public mass transport is another sensitive issue. Even if it does exist, it is most 
likely to be infrequent and with sparse stops, since the low population density 
doesn’t justify investing in it. This results in a loss of mobility for the 
previously mentioned vulnerable groups and an increase in car dependency.  

For all these reasons we can conclude that suburbia functions in a never 
ending cycle that perpetuates its life-style. Its undesirable consequences for 
ever enhanced in this continuum. However, not all is unwanted in suburbia 
and mass demolition is far from being the right policy option to adopt in 
regards to this characteristically urban form. 

Additionally, we must add that in a region where population is growing, 
suburbs and edge cities are bound to develop. It is up to the public authorities 
to ensure that they do so in a more sustainable matter, which preserves 
environmental and historical-cultural assets and enhances the individual’s 
life-quality.  

 

2.4 Antithesis: The Compact City 

A little imagination is required. The compact city emerges nowadays as the 
perfect solution to the urban problems that suburbia enhances. It is seen as a 
classical city model, dating back to the first Mesopotamian cities, the Greek 
polis and the medieval town. The arguments in favour of the adoption of a 
more compact urban form vary. Mayer Hillman states that “Anyone given the 
task of formulating a rational policy for fabric, pattern of settlement and 
movement systems of our towns and cities- against the background of the 
ecological imperative (…), as well as the need for further economic, social, 
health and local environment objectives- would certainly recognise the 
desirability of promoting industrial and commercial practices and the 
adoption of personal life-styles conductive to a rapid market decline in the 
use of fossil fuels, in whatever areas it is possible. Herein lays the virtue of 
the compact city, the characteristics of which are associated with lower 
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energy inputs for transport and heating purposes in particular.” (Hillman, 
1996) 

For Breheny, one of the strong clauses in favour of the compact city is to 
avoid the spreading out into the periphery of the problems of the city. 
According to his perspective, a city’s problems should not be resolve by 
adding up to its total area, but by finding solutions within its predefined 
space. 7 

From the sustainable planning perspective and in view of social, economical 
and environmental standards, the compact city is advocated to be the more 
efficient urban form. Future urban developers have to deal with the 
economical viability of certain project, mix it with the environmental 
concerns, the energy consumption, the accessibility patterns, and the 
population fluctuations. Linked are also political shifts and the aspirations of 
the consumers to life quality. Thus, planners, politicians, developers should, 
in principle, come together to comply with the philosophy of mixed use land 
occupation, promotion of shorter, walkable distances and the use of public 
mass transport. In the Compact city, neighbourhoods are suppose to be 
adjusted to the individuals needs in a way that enables him/her to go around 
their everyday life without feeling the need to use the private car.  

In short, the advocate qualities of the compact city are: less car dependency, 
low pollutants emissions and reduced energy consumption that contribute to 
the environmental protection, easier to create an efficient public transport 
network and the expected increase in accessibility, the re-use of previous 
infra-structures and the revitalization of inner-city life and vitality. Adding to 
this are the expected higher quality of life, improved social and cultural life 
and the preservation of green areas and the countryside.  

These are the most common positive features associate with a more compact 
urban form. The dilemma with defending this alternative is that it neglects 
the reasons why people started to move to the suburbs in the first place. Can 
we really move back to the traditional urban form and simultaneously avoid 
all the problems that were associated with it? 

First of all, traffic. The more people we concentrate the more traffic we 
generate. Newman and Kenworthy agree that a high density city is more 
efficient in fuel consumption then less compact urban forms. Nevertheless, 
McLaren concedes that large centralised cities can act the opposite way and 
often result in greater traffic congestion and fuel use increase by reduced 
travel speeds and increased travel times. 8The four critical factors that act 
upon car dependence and the associated petrol consumption and 
environmental concerns are thus density, centrality, road supply and car 
parking provision (Thomas and Cousins, 1996). The balance and interaction of 

                                            
7 Quoted by Louise Thomas and Will Cousins, “The Compact City: Successful, Desirable and 

Achievable?”; The Compact City: a Sustainable Urban Form,  
8 Quoted by Louise Thomas and Will Cousins, “The Compact City: Successful, Desirable and 

Achievable?”; The Compact City: a Sustainable Urban Form, 
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these four factors will be decisive in the ambition of achieving less traffic and 
a more efficient fuel consumption settlement pattern. 

It can be more economically viable to introduce a modern public transport 
system but such a high investment must be developed alongside a marketing 
strategy that sells the idea of mobility by public mass transport instead of the 
private car. The raise of the gasoline prices might serve as a dissuader but it 
is also a discriminatory measure. The primary groups affected will be those 
with low income. And if a car becomes associated with social status, there is 
always the danger of it becoming a symbol or a fashion accessory and never 
decreasing in circulation.  

There are other ways of dissuading people from driving around. Parallel to the 
development of an efficient public transport system it is required that 
infrastructures which make our life with a car easier become less common. 
For example: less parking places in the city centres, creation of bus corridors, 
introducing separate taxes over garages, promoting bikes and pedestrian 
tracks and close range services supply. Olof Nordel (2001) points out that the 
key factors of public transport are market orientation, integration, 
intermodality and quality. All this are essential if public transport is to be an 
individual’s choice.  

Less greener areas within the city area is also a negative side to the 
promotion of a more compact city. It seems even contradictory to defend 
more compact development and the preservation of green lungs within city 
limits. These green spaces are seen as a privileged place of leisure and 
relaxation. They are linked with the image of a city’s lung, a way of 
successfully renovating the quality of the air we breathe. And the strong 
allegory linked to the green areas is not to be looked down upon. As it was 
seen before, it’s one of the driving forces that push people to the suburbs.  

The housing shortage is one recurrent problem of dense urban areas. This 
might be the result of several factors: the dwellings exist but are too 
expensive and therefore inaccessible for middle class families; there is no 
available space and the only way to expand the housing offer is by going sky 
rise or compromising the architectural heritage of a place (similar to what is 
now the debate in Stockholm). The apartments exist but are in poor 
condition, the neighbourhoods are associated with drug dealing or other 
crimes, the owners of the apartments don’t have the means or the will to 
reconstruct them and the result is constructed but unused urban space.  

There is one common solution for all three main problems: public-private 
initiatives. In the first, apartments might be cut down in area size, one big 
apartment turning into a two family smaller apartments. This could be a 
solution when the medium family size is shrinking, when the household is 
composed by couple with no children, single parent or even a single person, 
which is becoming more common. This kind of solution involves the landlords 
and the municipalities alike, trying to bring forth the best ways to renovate 
and rehabilitate the old buildings to fit the needs of a changing resident’s 
population. And this is a solution that might feet all: sprawled municipalities 
and more compact ones alike. 
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How about the economical demands linked with the city? Cities and city 
regions are seen as motors that lead the economical and financial live from 
the region and the country. On the supra-national level, the EU has been 
promoting the idea of a polycentric network of dynamic cities and city regions 
that can serve to promote innovation and economic activity within the EU 
space. The concept of compact cities is cherished by the EU and many 
national governments alike. Can there be a close link between this urban form 
and the economic vitality of the city?  

Thomas and Cousins point out that a Prism Research in 1993 found that in the 
case of business relocations to and from South East England, the complete 
change of premises and the consolidation of business activities were the two 
main factors for movement. The new place had the qualities of an easier 
accessibility, bigger areas at cheaper land prices and an upgrade in the 
perceived amenity environment. Additionally, the technological advances 
imply reduced needs for proximity, since internet, fax and phone can solve 
the communications barrier.  

The workforce needed is also a prominent factor. People reside in the suburbs 
because of the perceived higher life quality. For companies it is also easier to 
locate near to the workforce. Thus people moving to the suburbs will lead to 
companies moving close to people. He perceived life quality is influential in 
both aspects.  

Thomas and Cousins conclude that “if as Sudjic writes, work, in the widest 
sense, is what shapes the city, is there any correlation between the needs and 
demands of employers and the compact city?” 

A compromise solution between the scattered development and the high 
density urban development seems to be the answer. Rickaby et al9 indicate 
through their research in land use patterns and transport energy efficiency, 
“that a high density linear development is less efficient than village dispersal 
patterns of growth”. The suggestion is the development of a light rail system 
that connects decentralised cities which would increase the attractiveness 
and energy efficiency of the form.  

Can this compromise solution be the new trend in the urban development 
patterns being tested in the south of Sweden? Can this be an efficient way to 
desencourage urban sprawl and enhance life quality? 

2.5 The ESDP and Urban Sprawl 

Although the European Union doesn’t have a binding spatial planning policy, it 
has several policies and strategies with a spatial impact: the Trans- European 
Networks (TEN), the Structural Funds, the Common Agricultural Policy, the 
Environmental Policy, Research, Technology and Development (RTD), the Loan 
Activities of the European Investment Bank and the Community Competition 
Policy. These policies and treaties do not mention, however, goals for the 
                                            
9 Quoted in Thomas and Cousins, 1996 
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integral spatial development of the European Space, but act upon specific 
areas that are spatially significant and influence the way development occurs. 

However, there is the ESDP as a common perspective of how the European 
Spatial Planning should evolve. The EU Member States didn’t agree on a 
common binding policy, but on a set of guidelines that have an ultimate goal: 
the European Integration. The three fundamental goals of the ESDP are 
supposed to be achieved equally throughout the EU: economic and social 
cohesion; conservation and management of natural resources and the cultural 
heritage; and a more balanced competitiveness of the European territory.  

One of the central concepts in the ESDP is the Polycentric Spatial 
Development. This is a poorly defined concept in the entire document. 
However, it is possible to highlight some of its characteristics and link it to 
the urban form that the EU aims to promote.  

The Polycentric Spatial Development is seen as the construction of dynamic 
cities, city-regions and city networks that would lead the way in the economic 
and social impulse of the EU as a hole. The cities would cooperate with its 
surrounding and concentrate/attract the competitive advantage that is 
needed for the EU economy to compete in the global arena.  

The idea is a city ranking with a number of cities, city-regions and city-
networks playing a more relevant role in the international market; some 
having an influence that is mainly felt on the EU level and others that are 
specially visible and relevant on a national or regional perspective. It is not 
the pursued goal to create an intern competition. Instead, it would be a co-
operation between the EU urban spaces. 

Let us leave aside the paradoxes and inequities of such a spatial structure and 
whether it is likely to develop or not, and concentrate on some of the 
statements in the ESDP.  

The ESDP has mentioned the following aspects which are of particular 
importance for sustainable development of towns and cities,:  

- “Control of the physical expansion of towns and cities; 
- Mixture of functions and social groups […]; 
- Wise and resource-saving management of the urban ecosystem. 
- (…)” 

According to this, there is a clear reference of the aim to prevent sprawl and 
to promote a more mixed use of the urban space – two characteristics 
associated with the compact city. Additionally, it points out the necessity of 
establishing a settlement pattern that is less resource consuming, which is 
also one of the dangers that is linked with the sprawled urban landscape.  

The idea of the urgency in promoting the compact city is stated in a later 
paragraph: “Member States and regional authorities should pursue the 
concept of a “compact city” […] in order to have a better control over the 
further expansion of the cities”. The idea is (1) that renovation should occur 
within the city’s present limits and that (2) development and growth should 
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occur not by enhancing its own spatial limits, but by renovating and 
rehabilitating previously urbanized areas which have been neglected or lost 
their function, such as old industrial neighbourhoods.  

Transport is an issue raised together with the development of a more compact 
and sustainable city. The logic structure of transport networks should prevent 
the expansion of cities and the use of private automobiles and instead 
privilege the use of public mass transport: “The aim here should be to reduce 
the expansion of cities and to adopt an integrated approach to transport 
planning”. 

The fact that the ESDP is a non-binding document has, in this case, a minor 
relevance. Since the ESDP has been agreed upon by all Member States, it is 
likely that some of the ideas had a reflection on the national policies. 
Nevertheless, it is hard to say where the ESDP influence ends and the 
influence of the current general opinion in favour of a more compact city 
starts. However, we thought it as relevant to address the supranational 
influence and ambitions that might have leaked to planning objectives of both 
Sweden and Denmark. The characteristics of both countries’ planning systems 
and urban development will be analyzed in the next chapter. 

 

2.6 Conclusions 

In order to assess whether there is such a phenomenon as “sprawl” occurring 
in the Öresund Region it is essential to define what we will classify as urban 
sprawl.  

Our conclusion is that urban sprawl is both an abstraction of a perceived 
reality and a combination of several very concrete factors. It is an abstraction 
when referring to the degree to which researchers, politicians and the public 
define urban sprawl. This can range from a very low density and uncontrolled 
development, an extreme dependence on the use of the automobile, 
increasing commuting, a loss of green and agricultural land, perpetuating a 
never ending cycle of consumption of natural resources to diminishing quality 
of life through incorrect spatial planning options which create segregation and 
other social problems.  

Taking into account the necessary historical and geographical specificities, we 
believe that a definition of sprawl which can be applied to the Scandinavian 
context must take into consideration the interdependence between a larger 
and economically more dynamic city and its surrounding region. The definition 
by Clawson & Hall (1973) presented before seems to be adequate for this first 
attempt of definition: sprawl is the small dependent cities which develop in a 
distance from a main urban centre. Urban sprawl is thus defined by urban 
form. It is the urban development and population inflow that is rapidly 
occurring in municipalities which border or are at close commuting distance 
from more economically and culturally dynamic cities. This appears to be the 
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case of Copenhagen, Malmö and Lund having an influence on the smaller 
surrounding municipalities that function as satellites.  

A definition that suits Sweden and Denmark has to take into consideration the 
specificities of both countries’ planning systems. This is a situation to be 
addressed in the following chapter. For now, let us just add that the urban 
form that can be considered as sprawl, is a controlled linear development 
often occurring, for example, along major accessibility routes like train lines 
and high ways. It is a similarity with the first forms of sprawl that emerged in 
the U.S. and also a testimony to the strong influence of transportation 
systems over settlement patterns. Sprawled municipalities tend to 
concentrate their development along main connection routes to the bigger 
urban centre, in hopes of catching the commuters. 

On land-use criteria, the expansion of urbanized areas over agricultural land, 
low-mixed use and mono-functional building are perceived by us as good 
indicators. This needs to be analyzed in each case individually. Municipal 
plans and their ambitions will be our main sources for classifying a 
development area as sprawled or not. 

Finally, the impacts cannot be neglected. We said before that this is a 
sensitive criterion. It is hard to define one action or problem as typical from a 
sprawled urban area. However, some researchers, like Ewing (1994) have 
attempted this definition based on impacts. Nyström (2001) makes the same 
kind of connection, by associating the suburban way of life with negative 
effects such as less time for family and friends, increased commuting and 
neglecting the younger people, the elderly and the poor people conditions 
that make them experience less mobility.  

We also consider that some negative effects of certain urban growth patterns 
can be associated with sprawl. In the case of Sweden and Denmark, 
municipalities whose working residents are mainly commuters can indicate a 
sprawled municipality character. Associated with this mobility are other 
effects such as a tendency to be over-dependent on the automobile and 
related air and noise pollution.  

We will try to describe the municipalities, that we consider revealing a 
sprawled expansion, based on the attempts that they make to dissociate 
themselves from the negative images associated with suburban life – such as 
lack of leisure activities, poor community and social life and environmental 
degradation.  

From the combination of these indicators we expect to create a suitable 
picture for that kind of suburban life and sprawled development which is 
taking place in the Öresund region. For a better understanding of how this 
process has been occurring, we find it necessary to focus next on the 
countries’ urban planning policies and on how urban development has been 
taking place. 
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3 Urban Planning in Sweden and Denmark 

3.1 Spatial Planning System in Sweden 

Spatial planning has a strong tradition in Sweden. The first proper planning 
legislation, the National Building Statute, was established in 1874. Nowadays, 
planning is based on self-governing municipalities that have a so-called 
planning monopoly. It is primarily the task of municipalities to plan the use of 
land and water. The main goal of Swedish planning is “to safeguard the right 
of employment, housing and education and to promote social care and 
security and a good living environment” (Alfredsson/Wiman, 2001). 

Since the 1990’s environmental issues primarily have influenced spatial 
planning and made the planning process more complex. The task was to 
prevent the emergence of an energy- and resource-demanding spatial 
structure, which hints for a concern related to uncontrolled urban expansion 
and the formation of sprawled areas. This means that appropriate structures 
for housing, green areas or transportation routes were demanded. There was 
a shift from regulating only the construction of new houses to rather 
managing the built environment in its context (Compendium Baltic Sea States, 
2000).  

In 1997/98, the Swedish Government pointed out 15 environmental goals in its 
Government’s Bill for an “Environmental policy for a sustainable Sweden”. 
These goals, such as a good urban environment, clean air or a non-toxic 
environment represent guidelines for spatial planning (Compendium Baltic Sea 
States, 2000).  

On the national level, there are several acts related to spatial planning which 
are adopted by the Riksdag – that is the national parliament. The basis for all 
planning legislation is the Environmental Code, formerly known as the Act on 
Management of Natural Resources (NRL, 1987) and the Planning and Building 
Act (PBL, 1987). The Environmental Code serves as an umbrella for the PBL as 
well as for other special legislations connected to physical environment. It 
focuses on four elements: public health, physical environment, biological 
diversity and conservation of natural resources. The main objective is that 
“land, water and the physical environment in general must be used in such a 
way as to promote long-term good management from ecological, social and 
economic view points” (EU Compendium of Spatial Planning Systems Sweden, 
2000). It also portrays situations in which the national government is 
responsible to make decisions on planning issues, for example when it comes 
to industrial or power generation plants. In these cases, municipalities need a 
Government Permit when national interests are felt to weigh more heavily 
than local interests. The Environmental Code gives geographical guidelines for 
certain specified coasts, mountains, rivers and lakes. These geographical 
areas are of special national interest because of their cultural and natural 
values. These guidelines are to guide the plans drawn by the municipalities.  
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The PBL provides the practical framework for physical planning. It regulates 
formal spatial planning on a regional and municipal level – at national level 
there is no formal planning institute. The main goal is “to encourage the 
development of an egalitarian society as well as good living conditions for 
people today and in the future”. When the PBL was developed in 1987 the 
Swedish planning system changed in the sense that now the municipalities 
have the planning monopoly. Planning and decision-making was carried out 
from the central to the local level. Since then, municipalities were to select 
the means and were to be responsible for implementation of planning. 
Decentralization, local adaptation, resource management and a better plan 
implementation and simplification were introduced. The central government’s 
role is advisory and providing the municipalities with information about 
national goals and strategies that should be taken into account in their 
planning. 

The PBL only sets out general requirements and defines standards which 
should be achieved, but it does not say anything about where and when 
development in land use should take place. Some of the framework principles 
of the PBL are that spatial development should be appropriate from the 
public’s viewpoint and provide conditions for socially acceptable housing, 
working, recreational and traffic conditions. But these principles are rather 
vague and not very explicit.  

Since spatial planning is the task of the municipalities, there exist no physical 
plans on the national level.  

On regional level, there is a regional physical planning in Sweden, but it is 
mainly developed in the form of sector planning: road network, traffic or the 
location of schools and hospitals. Strategic sector plans which are valid for 
counties or districts have an official status only within the sector they are 
addressing. Road and traffic planning, as one main key issue of spatial 
planning, is carried out by the National Road Administration and its regional 
and district offices, such as the County Administrative Boards. 

The County Administrative Boards, which represent the 21 counties in Sweden 
and are the highest civil government administrative units at regional level, 
are responsible to ensure that governmental guidelines are implemented on 
regional level. The Board has a planning department which is responsible for 
community planning in general and it provides advice and comments to the 
municipalities. It is in charge for example for regional traffic and traffic 
planning – sectors which are too large in scope for individual municipalities. 

The PBL also allows formal regional physical planning. If municipalities need 
to co-operate in coordinating plans, a regional planning body can be 
appointed by the Government. This regional planning body will be responsible 
for regional planning within the specified municipalities. The planning body 
develops a formal plan, the regional plan. It is not legally binding, but it can 
be used as a basis for decisions in the comprehensive plans made on the local 
level. An adopted regional plan lasts for a period of six years. In Sweden, until 
now, only the Stockholm Region has a regional planning body which develops 
a regional plan for the region.  
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At the local level, there are 289 municipalities in Sweden. About 200 
municipalities have more than 10.000 inhabitants whereas no municipality has 
fewer than 3.000 inhabitants. About one dozen of the municipalities have a 
population of more than 100.000.  

All municipalities must have a Comprehensive Plan, which is not binding but 
must be kept up-to-date. It is covering the whole of the municipality’s 
territory and the plan shall note public interests as well as environmental and 
health risks factors. The comprehensive plan shall indicate “the main points 
concerning the intended use of land and water areas, the municipality’s view 
concerning how the built environment is to be developed and preserved and 
finally, how the municipality intends to take national interests in 
consideration and observe actual environmental quality standards” 
(Compendium Baltic Sea States, 2000). The Comprehensive Plan is guiding for 
more detailed planning of the municipality as well as for regional agencies 
which also decide about and plan the use of land and water areas.  

To implement the broad development objectives of the comprehensive plan, 
each municipality has to use regulatory instruments which are legally binding. 
These planning instruments are Detailed Development Plans and Area 
Regulations. A detailed development plan is a short-term planning instrument 
designed for 5 to maximum 15 years. It is a legal agreement between citizens, 
municipalities and planners implementing the intentions of the comprehensive 
plan. Special Area Regulations are also binding. They are used within limited 
areas to ensure compliance with specific demands of the comprehensive plan. 
A property regulation plan may be used to facilitate implementation of the 
detailed development plan.  

These executive planning instruments become legally binding as soon as the 
municipality adopts them. But anyone affected by the plan who is not 
satisfied with it can appeal against it.  

 

3.2 Urban Development and Policies in Sweden 

Urbanization in Sweden is rather young. In the beginning of the 20th century, 
Sweden still had very low housing conditions. Only after World War II, the 
country focused on new housing construction so that a higher standard could 
be achieved. From the 1940’s and onwards the State and the municipalities 
took full responsibility for citizen’s housing. A subsidiary system and detailed 
framework of regulation were invented with the main goal “to provide the 
whole population with affordable, sound, spacious and well-equipped homes” 
(Arnstberg, 2003).   

From the beginning of the 1950’s, the urban population increased due to 
people moving from the countryside to the towns and urban areas and due to 
a fast growing immigration of people from foreign countries. This led to a 
housing shortage in urban areas and in the beginning of the 1960’s the 
Government decided to build one million new dwelling units during a period 
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of ten years. This “Million Homes Program” consisted of large housing estates 
in the suburbs. However, in the beginning of the 1970’s the demand for those 
homes decreased which resulted in a big recession. Suburbs of this kind were 
not attractive; many people who moved in these suburbs looked upon it as a 
temporary stay only. Those who had no other alternative moved there. This 
turnover initiated that nowadays there is a high concentration of families with 
a foreign background and of high socially problematic citizens. (Hall, 1991) 
This segregation process starting in the 1970’s characterized by isolation and 
residualisation of the public housing areas led to a serious urban social 
problem (Arnstberg, 2003).  

In the end of the 1960’s and in the beginning of the 1970’s several large areas 
for small houses were planned as well, often in rather peripheral locations 
and in the outskirts of the larger towns. These areas usually were very 
monotonous; they were lacking a mixed-use pattern. This form of urban 
sprawl had a great demand so that there was no difficulty in selling houses in 
these areas. But with a decline of the population (starting in the city centers 
due to people moving to residential areas in the outskirts and then later also 
in those residential areas) it was difficult to maintain public services and 
infrastructure. So in the past years town planners had to find ways of dealing 
with this situation. In the 1980’s one approach has been city redevelopment in 
order to attract residents to live in the city centers again and to prevent 
further urban sprawl taking place in the suburbs.  

To achieve a balanced urban development, Sweden basically tries to promote 
public transport and decrease individual car use as well as to limit urban 
sprawl and increase the density of settlement patterns (EU Compendium 
Spatial Planning System Sweden, 2000). These goals are tried to be achieved 
by different policies. At the national level, taxes on petrol have been raised 
and at the regional level a more efficient network of regional trains and buses 
has been developed. Public transport is strongly subsidized by the country so 
that municipalities are able to offer these services to their inhabitants at a 
low price. 

However, Sweden has no national urban policy until now but instead there 
are, for example, an urban agenda, a metropolitan policy, a transport policy 
and a housing policy which all are linked to urban development in Sweden. 
Urban development is seen to be a task of municipalities; this is one reason 
why the Government did not develop a nation-wide urban policy yet 
(Engström, Towards a Swedish Urban Policy). 

The housing sector in Sweden is characterized by a high share of public 
housing companies, since housing in Sweden was organized as a national and 
political interest for a long time. In the 1970’s, the State was financing 
housing investments whereas the planning was a task of municipalities. This 
means that the State took the entire financial risk in housing investments to 
prevent the housing sector from being an economically risky business 
(Arnstberg, 2003). 

Thus, housing policy in Sweden has long been a national interest and was not 
regulated by the market. Housing construction was thought of being a driving 
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force for economic growth. Consequently, the State offered property 
subsidies, tax deduction and raised the influence and security of the tenant 
within the rental sector. At the beginning of the 1990’s, however, the 
situation changed in the way that the State reduced subsidies and limited its 
role in housing policy. By that time, the average standard of housing was high 
and there was even a surplus of dwellings available. The costs for the state 
had become very high. As a result, the state decided to play a minimal role in 
housing policy and housing was regulated by market forces. This led to an 
extremely low level of housing construction (about 70.000 dwellings in 1990 
and about 15.000 dwellings in 1999; Hedmann, 2001), higher housing costs, 
low level of rehabilitation and a shortage of housing for special groups such as 
elderly and disabled persons as well as students. The low level of 
rehabilitation raised the risk of not being able to keep the high housing 
standard and the risk of increasing segregation. Especially the economically 
and socially worse areas as large housing estates with a high percentage of 
immigrants are likely to be forgotten when it comes to rehabilitation 
(Hedmann, 2001).  

Nowadays, the situation changed once more. The state is beginning to play a 
bigger role in housing policy again. A Minister of Housing has been appointed 
who pointed out specific issues of importance. These issues are (Hedmann, 
2001): 

- access to housing in expanding areas (especially in the urban regions 
Stockholm, Göteborg and Malmö), since a shortage in these areas might 
threaten economic growth 

- the responsibility of the local authorities to making housing available (in 
spite of the deregulations in the 1990’s, the municipalities are still 
responsible for providing housing accessibilities) 

- lower the housing costs (Swedish housing costs are among the highest in 
Europe) 

- Development of public housing sector (since the 1990’s, Swedish 
municipalities tend to sell their public housing companies on the market. 
This would threaten a social housing policy ensuring every citizen to get 
access to housing) 

- Counteract segregated housing areas. 

The metropolitan policy aims at the three urban regions Malmö, Göteborg and 
Stockholm. These areas have experienced a high in-migration and severe 
social problems. Many of the large housing estates built within the “Million 
Homes Program” have become social slums and the municipalities were not 
able to integrate the newcomers. The metropolitan policy gives funds to these 
areas to enable integration. However, the emphasis of the measures is on 
equalization between individuals within, for example, education and health 
but not on improving infrastructure and business activities (Oscarsson, 2001).  

As already mentioned Sweden’s transport policy aims at increasing public 
transport with affordable prices for citizens and decreasing individual car 
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traffic. In each county, all the municipalities and their county councils are 
jointly responsible for urban and regional public transport. We will take a 
closer look at the transport policy when describing transport patterns in the 
Skåne Region in the next chapter. 

Nowadays the concerns are mainly connected with the promotion of a 
sustainable urban development. In 2003, the Swedish Urban Environmental 
Council developed an urban agenda in order to stimulate a discussion about 
future urban development in Sweden and perhaps even a national urban 
policy. One of the main goals is to prevent urban sprawl and segregation. It 
addresses the importance of urban development to sustainability, democracy 
and cohesion and aims at more diversified, vital and complex cities.  (Swedish 
Urban Environment Council, 2003). 

Also in 2003, a new legislation was introduced in Sweden, known as the three-
dimensional properties. The law has been pushed by inner city developers, in 
order to be able to build on top of department stores, parking structures, etc. 
The law may also be of greater importance to suburban areas, especially the 
neighbourhood centres, where in the future housing may be built on top of 
the shops. The law may also make garages and other infrastructure possible 
underneath public space. The result may be more mixed suburban centres, 
breaking up the monotonous use of land and preventing further urban sprawl.  

 

3.3 Spatial Planning System in Denmark 

The spatial planning system in Denmark is characterized by a framework 
planning, which means that planning on a lower level must not contradict 
planning on an upper level. Responsibilities are decentralized; the overall 
responsibility for spatial planning has the Minister for the Environment on the 
national level. On regional level, the 14 regional planning authorities and on 
municipal level the 275 municipality councils are responsible for planning. 

The Planning Act, which was revised in 2002, aims at this decentralization of 
planning and at promotion of public participation. The purpose of the 
Planning Act is to ensure that “ overall planning synthesizes the interests of 
society with respect to land use and contributes to protecting the country’s 
nature and environment, so that sustainable development of society […] is 
secured” (Planning Act, 2002). 

One basic principle of the Danish planning system is the division of the 
country into three zones: urban, recreational and rural. In the urban and 
recreational zones, development is allowed in accordance with the current 
planning regulations. In the rural zones, however, development and any 
change of land use for other purposes than agriculture or forestry are 
prohibited or subject to a special permission according to planning 
regulations. Changing a rural area into an urban zone requires creation of a 
binding local plan followed by a land use tax to be paid by the landowner 
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(Compendium of Spatial Planning Systems, 2000). Hence, developing a rural 
zone into a recreational or urban one is not easy to be transformed.  

On national level, the planning authority expresses its planning through 
reports, guidelines, directives and interventions in local planning. This 
illustrates the framework for planning which is binding for regional and local 
authorities. In every election period which lasts for four years, the Minister 
for the Environment has to write a report about the state of the environment 
in Denmark and Denmark’s policy on environment and nature. Also, after 
every new election of the Folketing (the parliament), the Minister has to 
submit a report about national planning to the Folketing Environment and 
Regional Planning Committee. This national planning report expresses the 
spatial planning policies of the government and therefore, it signals the 
proposed planning programme of the new government. This report provides 
guidance to the counties and municipalities.  

The Minister for the Environment can issue national planning directives to 
carry out specific major projects and to promote specific trends. Theses 
directives are binding for the regional and municipal authorities and they can 
require for a specific theme in future planning such as the location of 
windmills in municipal planning (Compendium of Spatial Planning in Baltic Sea 
Region Countries, 2000). Next to these directives, the Minister for the 
Environment can also send out orders to the municipalities and orders to 
produce a specific plan following specific national interests. However, this 
method is not used very often. Furthermore, the Minister can veto the 
regional and municipal plans developed so that they cannot be adopted. 
There has to be an agreement between the respective level and the Minister, 
before adoption of plans can take place.  

On regional level, the fourteen regional planning authorities are responsible 
for regional planning valid for the entire county. Each county must have a 
regional plan. It is revised every four years during each election period by the 
County Council. The plans include policies, maps and land use guidelines. 
Regional guidelines illustrate the overall development goals for a period of 
twelve years for urban development, the countryside, nature and 
environmental protection and large technical facilities. The degree of detail 
must not be greater than required by national and regional interests. In this 
manner, municipalities still have the maximum latitude for their planning. 
Next to the objectives of planning, the regional plans describe the existing 
state of the region (nature, demographics, transport, regional economy, etc.) 
and present calculations and forecasts for expected trends (Compendium of 
Spatial Planning, 2000). 

On municipal level, the 275 municipalities are responsible for comprehensive 
municipal planning and detailed local planning. The municipal plan is the 
necessary link between regional/national planning and local planning and 
adopted by the Municipal Council. The plans are prepared on the basis of an 
overall assessment of the present and future land use (designated residential 
areas, commercial or industrial areas). In addition to the municipal plans, 
municipalities develop local plans which describe detailed land-use 
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regulations related to construction and architectural features. Local plans are 
binding for the land-owners and regulate only future transactions in 
comparison to the municipal plans. (Compendium Spatial Planning Systems of 
Baltic Sea States, 2000) 

The Danish Planning system is going to be reformed in 2007. The major 
changes will be a reduction of the counties from 14 to five new regions and a 
reduction of municipalities from 275 to 98. The regional level will lose its 
competences in physical planning and only practice strategic planning. 
(Jørgensen, Nordregio Journal, No. 2, 2005). Hence, municipalities will have 
stronger competences on physical planning. What these changes might mean 
for the future urban development in Denmark remains to be seen.  

 

3.4 Urban Development and Policies in Denmark 

The following part will focus mainly on the urban development in the Greater 
Copenhagen Area as this region is most relevant for our empirical approach 
later on. Copenhagen’s urban development differs slightly from the rest of 
Denmark.  

Denmark is densely populated and 85 % of the citizens live in urban areas 
(over 1.000 persons) which only make out 5 % of the country’s area 
(Attwell/Jensen, 2002). About one third of the Danish population lives in the 
Greater Copenhagen Area which is about 1.8 million people.   

Urban Planning also has a long tradition in Denmark as it has in Sweden. 
Already in the mid-1800’s most of the towns were linked by railways which led 
to urban growth and new settlements along the railways and stations. The 
first railway line was established between Copenhagen and Roskilde in 1847 
(Larsson/Thomassen, 1991). Urbanization was starting and the biggest cities, 
especially Copenhagen, experienced a high increase in population. But by that 
time, there was no overall comprehensive planning yet; urban growth was 
primarily connected to infrastructure patterns of roads and railways which 
largely determined the structure of urban development.  

Around 1918, the Danish government launched a social housing policy due to 
growing shortage of housing after the First World War. The state provided 
low-interest loans as well as public and non-profit housing. New investments 
in infrastructure were made which increased urbanization. The railway 
network was fully developed by 1930 and the main-road system was improved.  
During this time, the first plans about a bridge between Denmark and Sweden 
came up but were postponed.  

The first Town Planning Act was established in 1925, but only since 1938 it 
was compulsory for every municipality with more than 1.000 inhabitants to 
come up with a general and comprehensive plan. Since this was not fulfilled 
in the same extent everywhere, a committee for town planning issues was set 
up, having advisory and supervisory functions for municipalities to improve 
the quality of urban planning.  In this period the first garden suburbs with 
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single-family housing emerged and public housing renewal in the city centers 
took place to replace old and unhealthy areas by modern buildings (Larsson, 
Thomassen, 1991).  

In Copenhagen, most housing projects were initiated beyond the municipal 
borders. In the suburb communities, mostly north of the city, terrace houses 
and low blocks of flats were built. To counteract uncontrolled urban 
development, the municipality of Copenhagen had bought up large amounts of 
open farmland surrounding the city. Subsequently the municipality could sell 
the land on long-term leasehold to social housing associations and thereby 
control the quantity of building.  

Also in the 1930’s, the first electrical suburban railways (S-trains) were 
implemented shaping a finger-like radial system around Copenhagen and 
promoting suburbs only along the railways. According to this, the first regional 
traffic plan was developed. It was the first step towards the famous regional 
“Five-Finger-Plan” of Copenhagen which was first developed in 1947. The idea 
was that the city should expand in “fingers” along the railways, leaving green 
wedges for agriculture and recreation in between them. However, the Five-
Finger Plan was not legally binding, but it was later transformed to a zone 
plan which then was guiding for the municipalities concerning urban growth. 
These zone plans were invented to prevent uncontrolled urban development. 
It was a way to prevent sprawled growth or, at least, to control it. In 1949, 
the Danish government released a Built-up Areas Act which required that 
special zones for urban development should be defined around larger towns. 
Consequently, it was not allowed to extend urban growth outside these 
limited areas. Also, municipalities had to co-operate with each other, if the 
urban areas included more than one municipality (Larsson/Thomassen, 1991).  

During the further urban development of Copenhagen, the green wedges were 
eventually narrower than it was planned and suburban growth took place 
outside the regional limits of the Finger Plan. In the 1960’s the first high-rise 
industrial blocks were built in Copenhagen, but this kind of housing never 
became as popular as in Swedish cities throughout the Million Homes Program 
(Larsson/Thomassen, 1991).  

Furthermore in the 1960’s, most towns in Denmark counted upon substantial 
urban expansion and investments in communication systems. New motorways 
were built and many local railways were closed down and substituted by 
public bus transport. Because of urban growth, the distances within a city 
became greater and people became more dependent on private cars. 
“Expanding traffic space, increasing social and commercial services, demands 
for areas for recreation and future expansion and demand for lower building 
densities resulted in the rapid growth of urban land use per inhabitant” 
(Larsson/Thomassen, 1991, p. 35). Many suburban towns became monotonous 
residential areas for commuters to larger towns. In addition, the number of 
second homes – summer cottages – increased.  

It was not until 1970, when the Urban and Rural Zoning Act was launched, 
that this rather uncontrolled growth was limited. The Urban and Rural Zoning 
Act, which is still valid today, divides Denmark in three zones: urban, rural 
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and recreational. According to this Act, it is rather difficult to use rural areas 
for other purposes than agriculture and forestry. Hence, it was difficult to 
build houses in a rural zone. Subsequently, in the 1970’s, urban expansion and 
the rate of housing construction decreased in Denmark (Larsson/Thomassen, 
1991).  

In Copenhagen, the Finger Plan was revised several times and general plans 
for new infrastructure were developed but most of the plans were not 
fulfilled or they were postponed. Nevertheless, growth in Copenhagen did not 
decrease until the mid-1970’s. Urban motorways were constructed and most 
housing construction consisted of bungalows and single-family detached house 
resulting from a rising standard of living. Dormitory towns emerged, especially 
in the northwestern part of Copenhagen. From the end of the 1970’s, the 
urban growth in Copenhagen stagnated. In the 1980’s, city renewal and 
clearance took place. A strong focus was set on the recreational areas, 
especially the green wedges. They were made more attractive by artificial 
lakes and forests. (Larsson/Thomassen, 1991)   

 

 

 

Nowadays, Copenhagen experiences a new urban growth due to Danish people 
moving eastwards in the country and due also to a growing demand for larger 
housing units. The preferred kind of housing is detached single-family housing, 
47% of all Danish dwellings are single-family houses. Yet, in Copenhagen and 
its suburbs the proportion of multi-family housing is higher than single-family 
housing (Atwell/Jensen, 2002).  

FIG.1: The Danish Finger Plan in 1947 and in 2003 
Source: HUR, Greater Copenhagen Transport Plan 2003, Denmark 
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Urban areas in Denmark have more than doubled between 1965 and 1995. 
Because of this the government has decided to support urban densification. 
Urban policy today aims at regeneration and development of housing, 
neighborhoods and housing estates throughout the country. A strong focus lies 
on reusing and renewing old city areas. There is a trend of achieving the 
urban form of a compact city rather than promoting urban sprawl, especially 
in Copenhagen. (European Urban Knowledge Network, www.eukn.org, March 
2006) 

The principle of building along railway stations still is applicable today. In the 
Greater Copenhagen Region, urban concentration should take place along the 
railway lines of the Five-Finger Plan. Commercial activities involving heavy 
traffic should be located near stations and the urban extension of existing 
‘fingers’ should first and foremost take place in areas with rail services. 
(Regional Plan for the Greater Copenhagen Region (HUR), 2005) 

Even though we will not address retail trade in our definition of urban sprawl, 
we find it necessary to mention that Denmark has a retail trade policy 
regulating that “new land designated for retail trade purposes must be 
located in the town centre” (Danish Ministry of the Environment, 2002). In 
1998, regulations were introduced, limiting the powers of municipalities to 
freely plan large retail developments (Nordic Council of Ministers, 2004). The 
aim is to promote new development especially in small and medium sized 
towns and to reduce the building of large shops and shopping centers on the 
green field in the urban fringes. In general, shops are not allowed to be bigger 
than 3000 m² although there are exceptions (Danish Ministry of the 
Environment, 2002). This retail trade policy indicates that Denmark is very 
keen on keeping cities compact and encouraging mixed-use patterns.  

In addition, Denmark has restrictions that new summer cottage areas should 
not be designated and existing ones are only to be used for leisure and holiday 
purposes. This prevents owners of transforming summer cottages to persistent 
homes (Danish Ministry of the Environment, 2002). 
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3.5 Comparison and Conclusions 

 

 

 SWEDEN DENMARK 

Characteristics 
of Planning 
System 

Municipal planning 
monopole 

Framework planning, 
Decentralization of 
responsibilities 

Planning Act Environmental Code 1999 
Planning and Building Act 
1987 

Planning Act 2002 

National level No national plans Directives and reports, 
updated regularly  
Binding for regional and 
local authorities 

Regional level Regional plans 
 
Joint of municipalities, 
voluntarily  
Not binding 

Regional plans  
 
Valid for the entire county  
Binding for regional and 
local authorities 

Municipal level 

 

 

 

 

 

 

 

Comprehensive plans 
 
Entire municipality 
Not binding 
 
Detailed Development 
Plans and Area Regulations 
 
Executive planning  
instruments, implementing 
the objectives of the 
comprehensive plans  
Binding for municipalities 

Municipal plans 
 
Entire municipality 
Binding for municipalities  
 
Local plans 
 
 
Only when necessary, e.g. 
for large development 
projects 
Then binding 
 

 

As illustrated in the table above, the spatial planning systems in Sweden and 
Denmark differ from each other. Whereas the Danish system has a strong 
decentralization of planning responsibilities on three levels, Sweden has a 
municipal planning monopole and a weak regional level. In Denmark, the 
principle of framework planning exists; therefore the national level is very 
influencing. In Sweden, the national and regional levels give advice and 
guidelines; no binding plans are being formulated on these levels. In Denmark, 
all plans are binding for the lower level; Denmark has “[…] a higher degree of 
centralized control over urban development planning than do the other Nordic 
countries” (Nordic Council of Ministers, 2004). 

FIG.2: Comparison between Danish and Swedish planning systems,  
Source: own graphic 
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From this we assume that the Swedish municipalities might be more flexible 
than in Denmark when it comes to spatial or physical planning. They more or 
less have the “freedom” to choose where they can build residential or 
commercial areas. In Denmark, municipalities have to orientate their planning 
on the regional plans. As for the Copenhagen Area, the municipality cannot 
build housing areas within the green wedges of the Five Finger Plan nor within 
a rural zone.  

Policies in Denmark have strict regulations to prevent urban sprawl. The Rural 
and Urban Zones Act, the policies on retail trade and summer cottages are 
some examples. They all try to prevent urban sprawl by controlling areas 
where residential, commercial or industrial land uses are either prohibited or 
at least are difficult to be realized. Sweden has no national urban policy, 
although main goals and guidelines about preventing urban sprawl and 
segregation can be found in other policies (environmental, housing, 
metropolitan policy etc.). Compared to Denmark, the Swedish government has 
not regulated, e.g., the location of retail trade developments since the 
“principle of municipal autonomy is stronger in Sweden” (Nordic Council of 
Ministers, 2004). So again, municipalities are more flexible than the Danish 
ones in developing new built areas.  

Out of these conclusions we assume that urban sprawl (low-density housing, 
low-mixed land-use and high commuting) is more likely to happen in Sweden 
than in Denmark. We are not saying that there is more urban sprawl 
happening in Sweden (in terms of quantity), but we argue that urban sprawl is 
a phenomenon which takes place more easily in Sweden than in Denmark. 
Therefore, we are only going to analyze the urban sprawl issue and new 
trends in urban development in Skåne, the Swedish part of the Öresund 
Region.  

In the Öresund Region, through the growing regional integration and cross 
border co-operation, population and activities are increasing in the entire 
region. But there is a trend of Danish residents moving to Skåne in Sweden 
which results in an expanding urban development on the Swedish side. This 
urban development might result in urban sprawl since many municipalities 
around Malmö and Lund expand residential areas for mainly detached single-
family houses. This low-density and monotonous land-use in the suburbs of 
Malmö, Lund and also of Copenhagen leads to an increase in commuting and 
thus to high individual transport. So, in other words, it leads to our 
understanding of what urban sprawl is.  
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4 Case Studies in the Skåne Region 

4.1 Regional Level and Urban Sprawl 

4.1.1 Regional Integration in the Öresund Region 

The Öresund Region includes the Region Skåne on the Swedish side and 
Sjælland, Fallster, Lolland, Møn and Bornholm on the Danish side. The 
population in the overall area was more than 3.5 million people in 2004; 
about 1.1 million in Skåne and 2.4 million in the Danish part of the Öresund 
Region (www.oresundskomiteen.dk).  

 

 

 

 

The fixed link between Denmark and Sweden, the Öresund Bridge, was 
opened in 2000. One of the purposes was to give the South Scandinavian urban 
regions a lift at the international competition level driven by cross-border 
functional integration. The main objective was to “increase regional 
productivity, economic growth and competitive vitality, and thus give the 
Öresund region new dynamics” (Matthiessen, 2000). The vision is that the 
fixed link will reduce economic, administrative, institutional, technical and 
cultural barriers and that the two separated urban systems of Malmö/Lund 
and Copenhagen can develop into one urban system. The integration of 
Greater Copenhagen and the Malmö-Lund area gives the two urban systems 
access to more specialization types and allows more co-operations.  

FIG. 3: The Öresund Region
Source: Region Skåne, Bro, Bostad, Bil och kärlek, 2006 
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We will not discuss, if these visions and goals are realistic or not, or if they 
are able to be achieved. Our main purpose is to show that the Öresund Bridge 
has offered further possibilities for businesses and residents in terms of 
accessibility and competitiveness and that, therefore, urban development has 
increased. Over the last years, the Öresund Region has become an attractive 
region for businesses and people. The booming economy has changed the 
perspective of viewing the Öresund region as a single target for investments 
(Nordic Council of Ministers, 2000). In addition, the region experiences an 
inflow of population, especially in the Greater Copenhagen Region and the 
western part of Skåne region.  

Integrative approaches have been made, such as the Öresund University which 
is a union of 12 universities in the area. On political level, the Öresund 
Committee has been founded in 1993 as an information platform and an 
authority to initiate a variety of integration projects such as INTERREG cross-
border projects. There are several other organizations which have been 
established in order to co-operate in various areas in the Öresund region 
(Matthiessen, 2000).  

The regional integration demands also an increasing need of coordinating 
urban and housing policies across the Sound. The Öresund region has many 
small and medium sized towns, but the distance between urban centers is 
smaller in the Greater Copenhagen Area than in the Skåne region. Skåne has a 
larger geographical area and its urban pattern is more dispersed than the 
coherent urban structure of Greater Copenhagen.  

 

 

 

FIG.4: The Öresund Metropolitan Area 2003. The map  
shows the area closest to the fixed link 

Source: Matthiessen, 2003
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What makes the coordinating of urban and housing policies problematic is the 
difference in both countries’ planning systems. On regional level, the Region 
Skåne authority was established in 1999 when the Swedish state started a 
testing period to give the regional level more competences in sectoral 
planning. In Denmark, the Greater Copenhagen Authority was established in 
2000, which has a similar status as the Skåne authority. Nevertheless, these 
two authorities have different mandates. Whereas the Danish authority has 
competences in regional planning and develops binding regional plans, the 
Swedish authority has no competences in spatial planning at all. It has, 
however, competences in sectoral planning such as transport planning. 
(Nordic Council of Ministers, 2000)  

The growing regional integration in terms of commuting and moving from one 
country to the other has increased after the opening of the Öresund bridge in 
2000 and the number of Danish residents moving to Sweden and vice versa has 
increased as well. The number of people commuting across the Öresund fixed 
link is considered as one “integration index” for regional integration by the 
Greater Copenhagen Authority in its Regional Plan 2005. According to 
statistics by the Greater Copenhagen Authority in the Regional Plan 2005, the 
number of people commuting daily between 7 and 9 o’clock in the morning 
across the Öresund bridge, has increased by more than 100 percent from the 
year 2000 until 2004. In autumn 2004, the number has been approximately 
10.000 people.  

 

 

 

FIG.5: Integration index for people commuting daily over the 
Öresund Bridge between 7 a.m. until 9 a.m., 2000-2004 
Source: HUR, Greater Copenhagen Region, Regional Plan 2003 
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The regional integration of the Öresund region has resulted in an increase of a 
number of Danish residents moving to Skåne. The majority of them are moving 
to Malmö, but also to the suburban municipalities.  

The opening of the Öresund Bridge raised the work opportunities in both sides 
of the Sound; the job market for both Danish and Swedes has increased. 
However, while Copenhagen still maintains the status of a capital city and is 
attractive for businesses, Skåne has also been increasing its attractiveness as 
a place to live. If we observe the trends for the past seven years, there is a 
steady increase in the number of Danish that choose to live in Skåne but 
maintain a job on the Danish side and commute. The number increased from 
slightly over 600 in 1998 to 3.500 in 2005. This amount is twice the number of 
the people from Skåne that chose to live in Denmark. The majority of the 
Danish who have moved concentrate in Malmö municipality. For Skåne, this 
results in more residents and commuters having a need for housing and 
infrastructure. 

 

 

 

 

 

 

The reasons for choosing Sweden as a place to live are very diverse and 
certainly there is mostly more than one single reason that motivates the 
moving. However, the Öresund Committee tried to discover what the main 
reasons were and synthesised them in the following graphic.  

 

 

 

 

FIG.6: Moving between Denmark and Skåne (left) and Denmark and 
Malmö (right), 1993 - 2005 
Source: Region Skåne, Bro, Bostad, Bil och Kärlek – ökar flyttströmmen från Danmark till 
Skåne, 2006 
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Many of the mentioned reasons are connected to urban sprawl. Automobile 
and the housing conditions are typical reasons which, as we have seen earlier, 
motivated people to move to suburban areas. 

In this questionnaire, the number one reason for people to move from 
Denmark to Skåne is housing. 80% say that the lower housing prices in Skåne 
compared to Copenhagen were one important incentive. Alongside this comes 
the possibility for better housing standards in Skåne (60%). Other reasons were 

FIG.7: Reasons of Danish residents for moving to Skåne  
Source: Region Skåne, Bro, Bostad, Bil och Kärlek – ökar flyttströmmen från Danmark till 
Skåne, 2006 
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also pointed out: the desire to live in a better environment or closer to nature 
(over 45%) and better surrounding environment to raise the children (19%). In 
addition, the automobile prices in Denmark are higher than in Sweden. This 
also played a role in motivating people to cross the Sound to live in Skåne 
(60%).   

Parallel to these more “traditional” reasons connected with the suburban 
phenomenon, the graphic also reveals the particularities of the Danish and the 
Swedish policies in the fields of migration, taxes and welfare services. 
Swedish regulations concerning migration and building a family, are less 
constrict then the more conservative Denmark. 19% of the people that 
answered the survey regard this as an important factor in choosing to move to 
Sweden. Lower taxes were a strong enough reason for 15%. The possibility to 
make use of better social services, such as schools, day-cares and health 
centres gathers 20% of the favourable answers.  

The commuting time was reduced by the opening of the Öresund Bridge in 
2000. This makes it possible to live closer to the working place even if one 
works in Copenhagen but lives around Malmö-Lund. In the survey, 20% 
answered that they now have shorter commuting times to their work.  

The higher housing prices in Copenhagen gives a family with working places in 
Copenhagen, basically, three options:  

- to live in Copenhagen municipality and have a short commuting time to 
work, but with high housing prices and a lack of single housing areas; 

- to move eastwards to the Malmö/Lund area and have cheaper housing 
prices and access to single family housing, but also having to commute to 
Copenhagen across the Sound and living in another country with another 
language;  

- to move westwards to a suburban area of Greater Copenhagen, but having 
a longer commuting time to match the similar housing standards in the 
Malmö/Lund area. 

We can conclude that the migration of people from Denmark to Skåne 
influences both the effects of suburbanization and sprawl of urban areas and 
the integration of the two neighbouring regions through the Öresund Bridge. 

We assume that the regional integration in terms of commuting and in-
migration in the Öresund region has led to the expansion of urban sprawl, 
especially in Skåne. The increase in commuting and housing demand which is 
resulting in urban sprawl is a challenge to be tackled with by the Swedish 
municipalities in Skåne. 
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4.1.2 Region Skåne  

Introduction 

The increasing regional integration shows the increase of population and 
commuting in the Öresund region and, thus, also in the Skåne region. As 
mentioned earlier, we concluded that urban sprawl is more likely to take 
place in Sweden rather than in Denmark. This encouraged us to look only at 
Swedish municipalities in Skåne and how they are addressing the issue of 
urban sprawl. But in order to do so, we first want to take a closer look at 
Region Skåne as a decision-making authority when it comes to sectoral 
planning and transport patterns. 

In Sweden, the regional level is gaining importance, especially in transport, 
health and economic issues. The regional level which now is emerging is a 
mixture of the need that the municipal level feel in addressing common 
problems in co-operation and of the influence that the EU has over the 
regional development in its Member States. Municipalities felt the need to 
address issues such as transport systems, health care, education and tourism 
promotion in closer cooperation. Such issues have undoubtedly a broader 
geographical range than the municipality level. Additionally the EU wants 
cooperation and coordination being developed more on a regional level. The 
municipal level is too detailed and the national level is often too wide and 
abstract. The EU Regional Policy, the Structural Funds and other related 
policies and instruments with spatial influence, all are decisive in the design 
and development of the regional level across the EU25 and, thus, in Sweden. 

Region Skåne was established in 1999 through the merger of the County 
Council of Kristianstad and the County Council of Malmö and the health and 
medical services of the City of Malmö. Some other responsibilities were also 
transferred from the Regional association of Skåne. The highest decision-
making political organ of Region Skåne - the Regional Council – has its 
members elected every four years by the inhabitants of Skåne in a general 
election. Decisions that emanate from the regional level have, thus, 
democratic legitimacy. The Regional Board, appointed by the Regional 
Council, governs, develops and co-ordinates the administration of Region 
Skåne's activities. Region Skåne's work lies within the areas of trade and 
industry development, the environment, promotion of investments, 
infrastructure planning, public transport, culture, and health services.  

To evaluate the full extent to which urban sprawl might constitute to Skåne’s 
near future, it is essential to analyse the patterns of population fluctuations 
in the region, how they are moving inside Skåne, how many people are 
migrating to and from Skåne and from where. It is also important to address 
the commuting patterns and relate them with the expectations concerning 
future commuting trends and transport policies. Altogether, this data might 
bring forth a clearer picture of what the different municipalities in Skåne 
have to expect on population increase/decrease and how to address the 
impacts.  
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Population and commuting 

Starting with the population density in the year 2004, it is obvious to see the 
predominance of the Malmö/Lund region over the neighbouring municipalities. 
The highest population densities concentrate in the west and southwest of 
Skåne. In this area, there are also the greatest increases in population growth 
expected in the future (Region Skåne, 2004). This means for the 
municipalities with higher population densities they must be able to offer 
housing and upgrade and provide infrastructures and social services to 
accommodate residents and visitors. But also, more population might mean a 
higher concentration of business activities, taxes incomes and attractiveness 
to future investments.  

 

 

 

The population change also gives a similar picture. The western and south-
western part of Skåne shows a higher increase in population than the eastern 
part between 2000 and 2004. This is related to the importance of the urban 
areas Malmö/Lund and Helsingborg as attractive working places. A high 
increase can be seen especially in the suburban municipalities of Malmö/Lund.  

FIG. 8: Population density Region Skåne, 2004
Source: Strukturbild för Skåne, http://www.skane.se/default.aspx?id=128715, April 2006
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The age composition of the different municipalities is also relevant. Fewer 
children mean less active people in the future to support an increasingly 
higher percentage of pensioners. In addition, regions that reveal a big 
percentage of elderly people are more likely to loose in business 
attractiveness and expenditures concerning healthcare and housing assistance 
become increasingly expensive.  

The following map shows the age average in Skåne’s municipalities. The 
younger municipalities are the ones in the southwest of Skåne; the average 
age increases as we proceed to the southeast and the north. 

 

 

 

FIG.10: Average age in Skåne’s municipalities, 2005
Source: Regional utvecklingsledning, Region Skåne, 2006 

FIG. 9: Population change Region Skåne in percent, 2000 – 2004 
Source: Strukturbild för Skåne, http://www.skane.se/default.aspx?id=128715, April 2006



Urban Sprawl in the Öresund Region 46
 

Case Studies in the Skåne Region 
 

This behaviour can be partly understood if we take the natural growth of 
population in the different municipalities. The municipalities with a younger 
population are the ones that display a number of births superior to the 
number of deaths. This indicates a high number of families with children in 
the western part of Skåne. Nonetheless, the big majority of municipalities 
have a positive balance between in-migration and out-migration. There 
appears to be a change in the way people are moving – with municipalities in 
the north and east of Skåne also gaining in number of population (Region 
Skåne, 2004). This situation displays the attractiveness that the region exerts 
on the national level. 

 

 

 

        

 

Related to the migration trends is the commuting pattern in the Skåne region. 
In 2000, there are three clear working area nucleuses people commute to: 
Malmö/Lund (red circles), Helsingborg (violet circles) and Kristianstad (green 
circles). Malmö/Lund and Helsingborg both display a large radius of influence 
and also have commuters crossing the Sound. The southeast of Skåne is once 
again the less attractive area and the influence of either Malmö-Lund or 
Kristianstad is not felt here.  

 

 

 

 

 

FIG.11: Birth surplus in Skåne’s municipalities (left), Moving surplus in 
Skåne’s municipalities (right), 2004 
Source: Regional utvecklingsledning, Region Skåne, 2006 
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Local labour markets as well as population development follow different 
geographical trends. The labour markets are concentrated in the Malmö/Lund 
area, Helsingborg and Kristianstad, while population is more dispersed 
throughout the region resulting from the request for a better environment for 
families with children. The result from these developments is an increase of 
commuting and therefore an increasing need for improved infrastructure to 
ensure the supply of labour.   

 

Transport 

Transport systems and accessibility are two major issues that influence 
physical plans. Not only residential but also commerce and services, 
industries, leisure and cultural activities depend upon good accessibility in 
order to develop. Hence, transport systems and policies have a word in 
settlement patterns. The walkable city is no longer a necessity due to lack of 
efficient transport modes. As mentioned in Chapter 2, the introduction to the 
automobile in modern societies made it possible to travel larger distances and 
pushed the expansion of urban areas forward. Nowadays, environmental 
concerns influence the priority given to the development of railroads and 
other forms of public transport in an attempt to protect the environment 
while not sacrificing individual’s mobility and economical and social welfare.  

FIG.12: Commuting regions, 2000
Source: http://www.skane.se/templates/Page.aspx?id=132362, April 2006 
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What we are trying to find out is how Region Skåne is influencing the urban 
development by its vision concerning transport systems and policies. How 
much might this be influencing the urban expansion and commuting patterns 
and also the regional integration of the Öresund Region in Skåne?  

 

 

 

 

Traffic in Skåne is increasing; over the last then years the increase in Skåne is 
greater than in the whole country. Forecasts show that this increase in traffic 
will happen more rapidly in Skåne in the future. This increase will be mainly 
on the private use of cars; 80 percent of private traveling is done by cars 
(Region Skåne, Transport Plan 2004-2015).     

In its transport plan for the period 2004-2015, Region Skåne is describing the 
visions and plans concerning infrastructure in the future. The main focus is on 
improving and expanding especially the rail networks in Skåne since they are 
“not as well developed as the roads and furthermore trains are faster and 
more environmentally acceptable than cars or buses” (Region Skåne, 
Transport Plan 2004-2015). According to the Transport Plan, road traffic is 
one of the major causes for CO2 emissions in Skåne.  

 

 

 

FIG.13: Traffic increases on the major roads in Skåne/Sweden, 1990-
2003, Index 1990: 100 
Source: Region Skåne, The Transport Infrastructure in Skåne 2004-2015, 2004 
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Especially connections to the southeast of Skåne and between the eastern and 
western part need to be improved. Right now, a current discussed project is 
the expansion of the railroad between Malmö and Simrishamn, in the south-
east of Skåne. Region Skåne is trying to expand commuter trains to 
Malmö/Lund in order to get commuters away from the road and on to trains. 
According to the transport plan, the first part of the rail line, Malmö – Dalby, 
is planned to be finished by 2015.  

 

 

 

 

 

 

 

FIG.14: The standard and development potential of the rail network 
in Skåne  
Source: Region Skåne, The Transport Infrastructure in Skåne 2004-2015, 2004 

FIG.15: The proposed Malmö-Simrishamn Line
Source: http://www.simrishamnsbanan.com/, April 2006 
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The City Tunnel in Malmö is one major project to develop better possibilities 
to provide a well connected rail network. It is aimed to be finished by the 
year 2011. The West Coast Line on the west coast of Skåne going from Malmö 
and then northwards will be expanded and the Southern Main Line (Malmö – 
Lund – Hässlehom - Älmhult - …) is proposed to gain more capacity. 
Investments in national roads will be reduced whereas investments in regional 
roads will increase.  

The main consequences of the future plans for Skåne are the following:  

- The City Tunnel in Malmö will open further possibilities for the future 
development of regional rail traffic. The extension of the West Coast Line 
and the Southern Main Line will cut travel time and give better access to 
neighbouring regions. New regional train services can start. We will see 
later that the tunnel will promote new railway traffic between Malmö and 
Lomma, one of our case studies.  

- The extensions of major national roads (E4, E6, E22, and E65) will provide 
faster and safer travel within the region but also provide better 
connections to neighbouring regions. 

- Expanding and improving infrastructure, especially on regional roads, will 
lead to more convenient and faster bus travel. 

- The promoting of public transport by bus and trains by improved 
infrastructure networks will reduce CO2 emissions. 

- The increased number of cycle paths in the countryside will open new 
opportunities for recreation.   

The major part of the investments are financed by government funds and 
implemented by the Swedish Road Administration and Banverket (the national 
rail traffic authority). The costs of different projects are divided between 
different authorities; the municipalities are intended to finance almost one 
third of the total amount (1 billion out of 3,6 billion SEK) for council roads and 
expansion of cycle paths. The financing of the City Tunnel project in Malmö 
will be split between the government, Region Skåne and the city of Malmö.  

 

Conclusions 

Having looked at the transport plans and visions for Skåne, in which way are 
they influencing urban development and do they even promote urban sprawl? 

On the one hand, one can argue that through the expansion and 
improvements of the transport network and establishing new regional train 
services, urban sprawl is promoted. Regional enlargement can take place 
which means that the relative commuting time can be reduced and therefore 
a more dispersed settlement pattern might arise. It will be easier to move 
further into the countryside far away from working places in the towns. This 
behaviour can also be discovered in Skåne: as mentioned before, the number 
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of population is increasing in the south-eastern part of Skåne, which results 
from a better accessibility through road and railroads expansions in that area. 
So, improved transport networks resulting in a more dispersed settlement 
pattern and combined with an increasing population will increase commuting 
once more. This will increase the influence of major urban centres over the 
surrounding countryside, the expansion of an urbanized life-style and promote 
the creation of dispersed housing suburbs and commuters: urban sprawl, as 
we have defined it earlier.  

On the other hand, the strong focus on expanding rail networks in Region 
Skåne and also on improving the regional, commuting trains will give the 
possibility to commute by train instead by car. Many towns and villages will 
have a better accessibility to train stations. This might help to decrease 
private car travel and thus reduce CO2 emissions.  Nevertheless, commuting is 
not reduced; it will just shift from one source to another.  

So it seems that the more possibilities there are to commute, the more 
commuters will emerge. This emphasizes the influence of transport planning 
on urban development and growth.  

Keeping in mind that especially the western part of Skåne’s municipalities 
have a higher population density and have been gaining population until now, 
we can expect urban growth in and around the influential urban centres, 
particularly Malmö and Lund, in the future. In addition, also the southeast of 
Skåne is slowly experiencing urban growth which might be even supported 
through future investments in rail connections, such as the Malmö-Simrishamn 
line. This might not be enough to classify the region as a sprawling one. But 
nevertheless, it is secure to say that the pattern displayed in Skåne is 
reflecting the trends followed by other urban regions in Sweden and in other 
countries. Sprawl and suburban expansion is becoming a reality in Skåne. This 
reality we will analyze in the following when we look at the urban 
development in three municipalities in southwest Skåne: Malmö, Lomma and 
Vellinge.  
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4.2 The municipalities – How do they address Urban Sprawl? 

4.2.1 Introduction to the municipalities 

To further analyze the development of an urban settlement pattern that 
reveals the characteristics of sprawl and suburbanity that we described in the 
first chapters, we will now turn our attention to the municipalities of Vellinge 
and Lomma, as examples of sprawled municipalities. The municipality of 
Malmö will be used as comparison as to better highlight the differences 
between what we perceive as a compact city and the sprawled smaller cities 
that develop in connection to it.  

 

 

 

FIG.16: Urban settlement in southwest Skåne
Source: SSSV- Kommunernas bostadsplanering, Sammanställning; Malmö 
stadsbyggnadskontor, 2004 
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Lomma Municipality 10 

The municipality of Lomma is located at the Öresund coast, north of Malmö. It 
was formed in January 1963, through an amalgamation of the urban district of 
Lomma and the rural district of Flädie. Lomma has a total area of 56 km². The 
more populated residential areas are Bjärred with 8400 inhabitants, Lomma 
with 8300 inhabitants and Flädie with about 200 inhabitants. 

The distance by road to Malmö is 8 km and to Lund 10 km. With the opening 
of the Öresund Bridge, the relative distance to Copenhagen was shortened. 
Associated with a public transport network which is well developed with 
frequent bus services to Malmö and Lund, this municipality is on its way to be 
a potential sprawled municipality. 

Lomma sees itself as a typical small-house district11. Most of the inhabitants 
live in family houses owned by them. There are some multi-dwelling houses, 
whose apartments are privately owned or with tenant owning and only a few 
for leasing. A number of sites on municipal ground for private building are 
available through the local housing authority. Most of the rented apartments 
are administered by the municipal authority, while second-hand tenant-owner 
flats and small houses are sold mainly through advertisements in the 
newspaper or through direct contact of the estate agents (www.lomma.se). 

There are few industries in Lomma. The biggest employer in the municipality 
is the Municipality. There is also a small landscape university in Lomma that is 
the second biggest employer. The municipality lacks the services, 
infrastructures and possibilities of Malmö and the small industry that it once 
held in the field of clay is now gone. For this reason, Lomma is trying to find 
itself a new role in the region.  

 

Vellinge Municipality 12 

Vellinge is located at the Öresund coast in the south of Malmö and south of 
the Öresund bridge. It has a an area of about 142 km² and is more than double 
the size than Lomma municipality. Vellinge has about 30.000 inhabitants, of 
whom live about 12.000 in Höllviken, 7.000 in the central district Vellinge and 
7.000 in the twin towns Skanör-Falsterbo. They are the three biggest districts 
in the municipality. The remaining inhabitants are living either in the eastern 
parts, Östra Grävie and Västra Ingelstad, or are spread throughout the 
territory in the countryside. As in Lomma, most of the residents live in single 
family houses, only 10 % live in multi-dwelling houses – the majority of them 
in the district Vellinge.  

                                            
10 Following information taken from the Comprehensive Plan Lomma, 2000 
11 http://www.lomma.se/informationinenglish/facts.4.5dc994fd15fe8c2d7fff2986.html, 18 April 

2006  
12 Following information taken from the Comprehensive Plan Vellinge, 2000 
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Due to the long coast line, big parts of the municipality’s territory are under 
coastal protection. This is determined by the Environmental Code according 
to national interests. Coastlines are to be protected for recreational reasons 
and tourism, the latter being an important income source for the 
municipality. The medieval twin-towns Skanör-Falsterbo from the 10th and 
11th century are attractive destinations for tourists. Out of this reason a train 
line was constructed in the beginning of the 20th century but it was closed 
again in the 1970’s.  

There are no current important industries in Vellinge, other than tourism, 
which makes the municipality dependent on the bigger cities Malmö, Lund and 
Copenhagen as working places. The day population is half the size than the 
night population, which indicates high out-commuting. In fact, Vellinge has 
the highest out-commuting in Skåne. It tries to strengthen its role as a 
residential municipality with offering high quality housing. Vellinge has the 
lowest community taxes in Skåne but also the highest average housing prices 
in Skåne (Sydsvenskan, Skåne växer, March 7th, 2006, p. 6-7).    

 

Malmö municipality 13 

Malmö is located in the southwest of Sweden. It is Sweden’s third biggest city 
in population; it has an international character, which arrives from the close 
connection to Copenhagen. Malmö has 270.000 residents who speak some 100 
languages and belong to 164 different nationalities.  

Malmö is currently undergoing a transition from being an industrial city to a 
city of services, education and innovation. Older industries have been 
replaced by investments in new technology and training programmes. Malmö 
University opened in 1998 and currently has about 15.000 students.  

The strongest economic sectors in Malmö are logistics, retail and wholesale 
trade, construction, and property. A number of well-known companies within 
biotechnology and medical technology, environmental technology, IT, and 
digital media fields are also located here. Co-operation between colleges, 
science parks, and companies is stimulated and highlighted by the 
municipality in an attempt to attract further investments. 

At the infrastructural level, Malmö is easily reached. The city has an 
international harbour and the airports Kastrup and Sturup are a half an hour's 
journey away from the centre of Malmö. The railroads reach right into the 
city centre and it has well-developed connections with the rest of Sweden and 
Europe.  

Malmö has greatly benefited from the opening of the Öresund Bridge. With 
the relative distances shortened and the attempt to further enhance the 
development of a more cohesion region, investments, projects and 

                                            
13 Following information from www.malmo.se, April 2006 
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cooperation has been established and Malmö is slowly gaining relevance in the 
urban region of the Öresund. 

 

4.2.2 Statistical analysis  

One of the indicators that we have considered relevant to classify a 
municipality as sprawl was the commuting patterns.  

Percentage of out commuting by municipality 

Analyzing the impact of out commuting in the number of employed residents, 
we can conclude that in both the municipalities of Lomma and Vellinge the 
majority of the population works outside the municipality. The result is an 
increase in traffic and time spent in the automobile, consequences which we 
were already analyzing in previous chapters. 

 

 

 

Total of employed residents that commute outside of 
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Percentage of out commuting to Malmö and Lund 

The two bigger employing centres in the region are the municipalities of 
Malmö and Lund. Their influence is felt in the percentage of residents from 
Vellinge and Lomma, that commute to Malmö and Lund. 

In Vellinge, from the total percentage of people that commute to other 
municipalities to work, 70% go to Malmö and a little over 6% commute to 
Lund. 

FIG.17: Total of employed residents that commute outside of 
the municipality, 2003 
Source: http://www.vellinge.se and http://www.lomma.se 
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In Lomma the influence of both Malmö and Lund is strong, with over 40% of 
the out-commuters heading to Malmö and over 30% traveling to Lund. This 
establishes a picture of the degree of influence that both cities have over the 
family income of Vellinge and Lomma residents. 
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In Lomma the influence of the Öresund Bridge is not significant. The 
commuting population of the municipality doesn’t head to the Danish side. 
However, Vellinge has been revealing a growing number of Danish residents 
that work on the other side of the Sound.  

 

 

 

 

 

 

Even though these figures are not a significant proportion, they still represent 
a steady increase and suggest a growing preference from Danes to reside on 
the Swedish side in municipalities other than Malmö. 

The characteristics of the housing offer in the municipalities were one other 
indicator of sprawl. We concluded in the first chapter that low-density 
building was a synonym of a sprawled urbanization. Single-family housing is 
the typical option for families residing in the suburbs and this contributes to 
low-density building and sprawl. 

 

 1997 2000 2003 

Total of Danish commuters 72 128 244 

FIG.18: Out commuting to Malmö and Lund, by municipality, in 2003
Source: http://www.vellinge.se and http://www.lomma.se 

FIG.19: Danish commuters residing in Vellinge, 1997-2003 
Source: www.vellinge.se 
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Not surprisingly it is in Malmö and Lund where the great majority of new 
housing is developing.  

But the characteristic of the adopted housing is what differs from the 
municipalities we consider as sprawling and suburban (Lomma and Vellinge) 
and the ones that catch the commuters’ preferences as working and leisure 
places (Malmö and Lund). Vertical growth is happening mainly in Malmö and 
Lund which are also the municipalities where more new dwellings are being 
built. In the suburban municipalities of Malmö and Lund, new housing occurs 
mainly on single –family dwellings.  

 

FIG.20: Housing Stock in southwest Skåne 
Source: SSSV- Kommunernas bostadsplanering, Sammanställning; Malmö 
stadsbyggnadskontor, 2004 
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The kind of housing options that people choose is influenced by their age and 
the stage of life that they are in. Arnstberg referred to suburbanization as a 
metaphor for a Swedish person life cycle. Born in the suburbs, then university 
and the first job in a bigger city, parenting in the suburbs and moving back to 
the bigger urban centres to retire and grow old. The relevant age groups for 
each municipality might better illustrate this metaphor. 

The age groups that choose the cities of Malmö and Lund to reside in are 
showed in the graphic below.  

 

 

  

FIG.22: Age distribution in Malmö, Lund and in southwest Skåne 
Source: SSSV- Kommunernas bostadsplanering, Smmanställning; Malmö 
stadsbyggnadskontor, 2004 

FIG.21: Percentage of multi-dwelling and single-family housing, by 
municipality, in 2004 
Source: http://www.vellinge.se; http://www.lomma.se; http://www.malmo.se 
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Lund is mainly influenced from its university, wit the larger age group peaking 
between the ages of 18 and 24. Malmö stretches a little bit further, from 20 
to 30, but it is still a mainly young people’s city.  

If we compare this pattern with the one displayed by the other municipalities 
in the southwest of Skåne (SSSV- området, a co-operation of 11 municipalities 
in southwest Skåne), we can see that they are mainly made out of families 
with young children. Although there is no concrete peak like as in the case of 
Malmö and Lund, it is still clear that the age groups of 0-10 and 25-45 take the 
advantage.  

This portrays the region as being easily divided between age groups and 
induces us to believe that that the municipalities, aside Malmö and Lund, are 
mainly residential areas for families with children. Lomma and Vellinge are 
examples of this special and spatial role.  

If we analyze the age pyramids for the two case municipalities and for Malmö, 
this picture is even clearer. Lomma’s population is predominantly made out of 
children and teenagers until the time they are to enter university studies. It is 
here, when the municipality looses in number of population, with an abrupt 
negative peak that lasts until the early thirties, when it rises again. 

 

 

 

 

There is another hollow age group between the late forties and the early 
sixties. This might hint that the municipality is not seen as a good place for 
couples who are still working but for those whose children have already left 
home in search of job opportunities and university studies. Lomma gains again 
with the age group of retired and close to retirement people, for whom 
commuting is not essential, but who might already have a summerhouse in the 
region and simply choose to make it into a permanent dwelling.  

FIG.23: Age distribution in Lomma and Vellinge
Source: SSSV- Kommunernas bostadsplanering, Smmanställning; Malmö 
stadsbyggnadskontor, 2004 
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The trend design in Lomma is similar to the one we can observe in Vellinge, 
with the addition that here the hollow age classes are even more marked, 
since the peaks are higher than in the previous case. 

The comparison with the Malmö situation makes the difference between these 
three municipalities even more striking. The situation in Malmö is the 
opposite. The more relevant groups are young adults from the age of 20 to 
early thirties.  

 

 

 

 

The consequence of this trend in population age groups is that the 
municipalities will try to address their housing policy in a way that best suits 
its residents. The municipalities of Malmö and Lund have an expanding 
population of young adults. Housing is an important and urgent issue to deal 
with. It must be offered at reasonable prices and shorting should not happen, 
since it might hinder economical growth and prevent further expansion. 

What are then, the solutions that Malmö is putting forward within the housing 
department? How much co-operation is it establishing with the neighbouring 
municipalities in order to address the housing needs of all age groups and its 
commuters? How much of this urban development is being guided by the 
transport system, in a possible effort to achieve a more coherent and 
balanced spatial structure? 

The suburban municipalities of Vellinge and Lomma have other issues to 
address. The characteristics of the expanding population demands that social 
services such as schools, day-cares and basic infrastructures must be dealt 
with in record time and simultaneously with the housing expansion.  

Are these municipalities preparing this expansion? Are the comprehensive 
plans being thought up in a regional logic, acknowledging the role which 
Lomma and Vellinge play in the commuting region? What kind of housing is 

FIG.24: Age distribution in Malmö
Source: SSSV- Kommunernas bostadsplanering, Smmanställning; Malmö 
stadsbyggnadskontor, 2004 
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developing in these municipalities? Is it mainly single-family housing? How 
does this contradict the need for a less-resource consuming settlement 
pattern? Are they trying to shift to a more vertical growth? How might this 
shift hinder future population growth, when this seems to depend on the 
possibility of families buying their own single-family dwelling? 

 

4.2.3 New projects and different approaches to sprawl 

Visions of a Compact city: Malmö 

The Comprehensive Plan of Malmö is now under an evaluation and update 
process. The municipality assesses the potentials and threats that it is facing 
currently and that might arise in the future. New opportunities arise from 
strengthening its position within the Öresund Region and the Skåne region. 
The municipality is growing fast in population. This constitutes an opportunity 
to further expand economically and reveals the municipality’s attraction over 
other municipalities in the south of Sweden. However, a population increase 
also constitutes a threat, if the newcomers are not welcomed with suitable 
housing and are not fully integrated in society. 

Malmö has been building over 1.000 new dwellings a year and expects to build 
up to 1.500. The housing offer is mainly multi-family housing, and the typical 
household has between one and two people.  

The population has been increasing thanks to the city’s attraction over the 
south of Sweden. The Danish migration to Malmö is primarily a consequence of 
the cheaper housing prices. But it is the non-Scandinavian migration that is 
posing greater problems. The 1990’s immigrants are not being well integrated 
in the municipality. The recent wave of migration has been met with 
increasing segregation. Unemployment is high which often leads to crime and 
increases suspicion in the host community. The immigrant’s communities are 
concentrated mainly in three areas of town. One town planner in Malmö14 
mentioned an “invisible line” between the west side of town that faces the 
coast line and has a lot of single-family housing with richer families residing 
here; and the east-side of the town which is poorer and located next to old 
industrial areas.  

There are only a few single-family housing areas in the outskirts of the city 
but these are kept intentionally small in size and number. There is a clear 
attempt to try to keep housing areas, services and general buildings within 
the highway city ring.  

Concerning the housing-shortage, the attempt of keeping Malmö as a compact 
city and the attempt to enhance its influence over the surrounding region, the 
comprehensive plan’s objectives are easily understandable.  

                                            
14 Interview with Bertil Johansson, Malmö Municipality on 7th April 2006 
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Malmö is currently aiming for: 

A more balanced offer of housing, which includes mixed-use areas and a 
variety of shapes and sizes, from small apartments to single family housing, 
from cheaper dwellings to more expensive ones. Segregation is also an issue 
that the housing offers try to address by creating neighbourhoods with a 
mixed offer that could invite mixed communities. The growing number of 
students calls for new student’s accommodation. 

The city character is believed to be in the centre. Therefore, this is a 
sensitive part of town that will be focussed on a development scheme that 
tries to create more leisure activities, meeting places and gives the city back 
to its inhabitants, so they can make the best out of it. 

Malmö is also trying to develop its character as a “City of Knowledge”. For 
that it is promoting the new Malmö Högskola and the university as places 
which generate new, highly qualified workers. It is also trying to establish an 
environment suitable for innovation and new technology related businesses.  

One of the new opportunities for Malmö is emerging from the transport 
sector. In order to address compactness and environmental concerns, the city 
is constructing a new city tunnel and improving the train system. The aim is to 
promote public transport and stimulate people to leave their cars at home. 
There is an attempt to keep services, businesses and housing close to the train 
stations, in order to facilitate accessibility within the city and outside its 
limits.  

Malmö also wants to strengthen its role as a centre of logistics. It aims to 
develop a regional role in this sector, but planned in such a way that will not 
intrude over residential, industrial or leisure areas. 

In compliance with these main intentions, there are numerous projects 
blooming throughout the city. We will mention only two, which reveal ways of 
revitalizing already urbanized areas that are currently neglected or lost their 
character or attraction. These are ways to promote a more compact growth 
by keeping urban development and new housing within the city’s limits. 

The Kockum’s Shipyard closure opened the city the opportunity of 
transforming/rebuilding a new district within the city limits – Västra Hamnen 
or the City of Tomorrow. This structural facelift offered the city a new 
housing and services site and renewed its ties with the sea. 
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One of the relevant transformations to the district was the building of the 
university at Universitetsholmen. New university buildings have been 
constructed and this area and other parts of Västra Hamnen have altered in 
character. The former shipyard area is now strolled by students, business 
people and residents going about their everyday lives and work. The area 
covers about 140 hectares and currently has a number of projects which are 
at planning and construction stages. 

The location of Västra Hamnen is excellent and the creation of the city tunnel 
will enhance the district's overall attraction as Malmö's largest and most 
important centre of development. This illustrates the trend in spatial planning 
that the city follows: new uses for already urbanized places. The growth is 
balanced and planned as to contribute to the revitalization of degraded or 
under-used areas.  

Ekostaden Augustenborg is the collective name for a programme to transform 
Augustenborg into a more socially, economically and environmentally 
sustainable neighbourhood. Ekostaden Augustenborg is one of Sweden’s 
largest urban sustainability projects. It was supported by the government’s 
Local Investment Programme and also financed by key local partners within 
Malmö City and the MKB housing company.  

Ekostaden is functioning within the residential area of Augustenborg, the 
school, the industrial area and other local businesses. One of the tasks is to 
try to enable residents to take a leading role in the ideas, design and 
implementation of the project. The project was launched in 1998 and the 

FIG.25: Overview of Västra Hamnen and the university
Source: www.malmo.se 
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results so far indicate that Augustenborg has become an attractive, 
multicultural neighbourhood in which the turnover of tenancies has decreased 
by almost 20% and the environmental impacts have decreased to a similar 
degree. 

The two illustrated projects have the attempt in common to requalify 
previously urbanized areas and they illustrate the policy and vision that 
ensures the compact character of the city: recycling areas. At the same time, 
each project adds an attempt to address problems that are linked to the 
urban environment. Ekostaden deals with the sensitive subject of neglected 
neighbourhoods that are subject to segregation and social problems. The 
solution implemented in this particular case encompasses the involvement of 
the residents in the renewal of the neighbourhood, trying to establish closer 
links between the ambitions of the developers and the wishes of the 
residents.  

Västra Hamnen deals with a problem that is common to the majority of urban 
centres: areas that were previously used by industry (in this case by the 
shipyard) and that in time lost their functional relevance because the services 
or industries moved some place else. The city is left with an empty area, 
usually in bad condition and degraded and this might attract delinquents. The 
solution in such cases has to go through a complete face-lift of the area, when 
the previous use is erased, unless they can be used to give character to the 
area.  

Lomma 

The municipality of Lomma acknowledges that sprawl is happening within its 
borders. In an interview with the town planner responsible for the municipal 
planning, this fact was recognized15. The municipality has lost most of its 
industry and currently farming is not an activity that attracts or employs a lot 
of people. Therefore, the municipality is investing in developing a profile of a 
residential community. It is trying to promote itself by selling the idea of a 
municipality within close distance to Malmö and Lund, with close connections 
to nature and a healthy living environment. Also, it is trying to upgrade the 
municipal offer in schools and daycares so to attract families with children. 
The town planner mentioned also that the municipality schools were very well 
placed in the national school ranking, adding up to the desirability of families 
to have children going to schools in Lomma. 

And in fact, the population has been increasing over the last years. The direct 
consequence is that the number of houses available has to increase to 
accompany the growing population.  

One of the options chosen by the municipality to address the housing shortage 
and the predictable population increase was to reconvert an old industrial 
area near the seaside.  

                                            
15 Interview with Anders Nyquist, chief of planning department Lomma on 3rd April 2006 
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The municipality has a project to redevelop the area with new high quality 
multi-family housing. The project’s main population targets are retired people 
or old couples who no longer have children at home. This way, instead of 
moving back to Malmö or Lund (which is something that happens now) they 
can sell their old single-family house and move to these high-quality 
apartments. The development area is located near the city centre to 
facilitate the new residents accessibility to shops and public transport to 
Malmö and Lund.  

But this project is not enough to facilitate the access to different housing. If 
the municipality is to attract and retain its residents, then other aspects of 
everyday life have to be improved and new attractions created. The 
municipality is currently developing some projects that directly aim to the 
promotion of both the community life and leisure activities. We will focus on 
two of these projects: the coast-line development project and the new town 
centre. 

The coast line that links Lomma and Bjärred is now subject to a project that 
intends to create an area for recreation, with walking paths along the coast. 
The intention is to connect both towns through a path that takes advantage of 
its natural assets.  

FIG.26: Lomma’s residential new district
Source: http://www.lomma.se 
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This is a project that completes the vision and ambition of the municipality. It 
assumes its role as a suburban municipality of Malmö and Lund but it refuses 
to be connected to the idea of a merely sleeping quarter. Therefore, it seeks 
to develop characteristics that are commonly associated with healthy quality 
of life and antagonist to the concept of sprawl: green areas, leisure activities, 
spirit of community. The coast line serves a double purpose in the 
municipality’s life: it develops a communication corridor between the two 
bigger population centres and creates a meeting and recreational point within 
the municipality. 

Parallel to this project, the municipality intends to build up a new town 
centre. The justification is that the existing one has no historical or effective 
significance and lacks the character to attract residents to do their shopping 
here. It is not considered as competitive enough to face the advances of the 
big commercial areas that now are taking over. 

Additionally, a centre with no special ties to the community hinders the 
construction of a community spirit. It is not seen as a meeting point. The new 
project aims to complete a new centre in the site of the old one and try to 
promote the establishment of services and activities that will attract people 
to shop there and to enjoy the space in their free time. The new centre will 
remain close to both the existing housing areas and the newly conceived ones, 
promoting accessibility and compactness.  

The development areas comply with the ambition to preserve the good 
farmland. The municipality holds some high quality farmland and it is trying 
to balance the need to protect its natural assets and the pressure of the 
population growth. And by preserving the farmland more then the economical 
activity is preserved; the character of the municipality is not linked with one 
of the ideas associated with sprawl: destroying farmland. This might help to 
secure an ideal picture of the municipality as having a preserved countryside 
where people want to reside, in opposite to a destroyed landscape collapsing 
under urban pressure.  

Another important aspect for the municipality is the transport network. Being 
as it is a mainly commuters municipality, its main attraction resides in the 
good accessibility to the bigger urban centres. The distance to both Malmö 
and Lund is not more then 15 minutes by car. The automobile is thus both 
flexible and efficient as a means of transport.  

The municipality has regular public transport service to Malmö and Lund, by 
bus. However, after the new city tunnel in Malmö has been finished, the train 
connections will be re-established and Lomma will enjoy the advantages of a 
train connection to Malmö. The project is not hard to achieve since the train 
lines already exist and are currently in use for transporting goods. This 
connection will most likely strengthen Lomma’s role as a commuting 
municipality.  

A second planned transport system project is the light rail that would connect 
Löddeköpinge, Bjärred and Lomma. The positive aspects reside in 
strengthening the transport connections between Bjärred and Lomma and link 
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the two towns to a big commercial area in Löddeköpinge. For Bjärred it would 
also be easier to commute to Malmö and Lund using the existing train system 
that will be reactivated.  

However, the project’s advantages are less consensual and it has a much 
heavier financial burden. For Lomma it is a kind of pet-project that the 
municipality would certainly enjoy being carried through. However, given the 
target population that it would serve, is the project really relevant? 
Additionally there already exist a train connection to the south and the road 
network easily completes the mobility necessities of Lomma and the 
surrounding region. And if the idea is also to promote a more environmentally 
friendly means of transport, maybe it would be better to introduce more 
cycle paths that connect the two towns, for instance along the coast line, or 
even increase the frequency of the bus services within the municipality.  

Vellinge 

Vellinge is not acknowledging the issue of urban sprawl in their municipality. 
According to a town planner16 “urban sprawl is not a very vivid question in 
Vellinge municipality at all”. Nevertheless, by analyzing their comprehensive 
plan and future projects, tendencies of urban sprawl can be observed.    

From 1999 until 2014, the municipality expects a growth of 6.000 further 
inhabitants, which will mean a total of 36.000 inhabitants. The municipality 
of Vellinge planned to build about 2.500 new dwellings in this time period; 
this includes the conversion of about 300 summer houses to permanent 
homes. This mirrors three different characteristics of the municipality. First, 
the increasing population; secondly, the increase of land prices which forces 
summerhouses owners to either sell off their houses to newcomers that 
subsequently transform them into permanent dwellings or owners of 
summerhouses to decide to permanently reside in Vellinge in result of the 
increase attractiveness of the municipality; thirdly, it reflects a clear bet of 
the municipality to try to attract upper class, betting on the charm and status 
that Vellinge already possesses. New figures show, that Vellinge is planning to 
build about 2.900 new dwellings from 2006 until 2021. So consequently, an 
increase of population is further expected.  

One important principle in future spatial planning in Vellinge is to build along 
public transport lines, such as the bus line 100 – an important line in Skåne 
with potential of increased use (Comprehensive Plan Vellinge, 2000). Hence, 
new building projects are being realized along this bus line – in Skanör, Östra 
Höllviken/Räng, Vellinge and Hökopinge. An expected increase of population 
is also expected in the eastern parts of Vellinge municipality, due to the 
expansion of the railroad connecting Malmö and Trelleborg with two new 
stations in Vellinge municipality in 2012 – Östra Grevie and Västra Ingelstad. 
One ambition is to expand new public transport connections between the 
eastern and the western part of the municipality, so that the new stations can 

                                            
16 Email from Madeleine Brandin, Stadtsbyggnadsdirektör, Vellinge Municipality, April 2006 
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be easy accessed by public transport. New and improved transport systems 
contributes to the general attractiveness of the municipality with the 
commuting population. New residents can still work and benefit from the 
advantages of the city – Malmö and Copenhagen - while residing in Vellinge. 

 

 

 

Nowadays, most of the building pressure is felt in the southwestern part, in 
the twin towns Skanör-Falsterbo and Höllviken/Räng. In Höllviken, many 
existing summer houses are being transferred to permanent homes. This 
implies a shift in the age structure and is raising the average age.  

One major project is the new district Skanör-Vångar in the town district 
Skanör. This project aims at building 350 to 400 new housings in a time period 
of 10-15 years, starting in 2006. It is realized on new undeveloped and flat 
land in the northeastern corner of Skanör. The purpose is for residential use 
and in order to fit it in the surrounding landscape, houses are built low with 

FIG.27: Vellinge – Extension Areas (filled red circles)
Source: Vellinge Översiktsplan, 2000 
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one and half floors. The district is surrounded by other residential areas and 
in the northeast it borders with open landscape close to the sea. The area 
takes up about 30 hectares and is close to public transport. (Vellinge 
Kommun, 2005) 

But Vellinge is not only trying to expand new areas on undeveloped land, it 
also has ambitions to reuse, for example, old industrial sites and to have 
dense building within the municipality. According to the comprehensive plan 
(2000), Vellinge tries to build in a dense way to achieve higher economic 
efficiency when it comes to infrastructure and social services. In addition, 
dense and mixed-use building also avoids conflicts which might occur with 
national interests for specific areas, such as coast lines or Natura 2000 areas. 
Since Vellinge has many protected areas covering the territory, Vellinge feels 
the necessity of keeping its towns compact. One example is the project 
Hököpinge–Sockerbruket, where old industrial areas are being reused and 
rebuilt.17  

Nevertheless, the project Skanör-Vångar, as well as other projects, show that 
Vellinge has tendencies of being or becoming a sprawled municipality. The 
increase in population, the expansion of transport connections as well as the 
attractiveness of the municipality and easy accessibility from Malmö and 
Copenhagen have major impacts on future urban development. Vellinge’s 
ambitions to offer high-quality housing and to offer residents a high standard 
of living (many horse stables and golf courses) attracts largely upper class 
people, who are commuting to Malmö and Copenhagen for work. The 
extension of the rail connection Malmö – Trelleborg with stations in Vellinge 
municipality will make the municipality even more attractive and this again 
will catch more commuting residents.          

         

4.2.4 Summary 

The cases presented here reveal three distinct realities with similar projects 
and ambitions.  

Lomma is a municipality where industry is declining. The excellent position in 
terms of accessibility to the bigger cities around it and its natural 
environment are its biggest advantages. 

Vellinge has the advantage of having been a popular municipality to spend the 
summer in. It holds the beautiful landscape and the charm to attract new 
upper-class residents. The accessibility improvements, especially the opening 
of the Öresund Bridge, make it possible for Vellinge to catch commuters from 
Malmö and also Copenhagen. This municipality is therefore exchanging the 
seasonal population of summer residents to the more permanent one of the 
commuters. 

                                            
17 Planning architect Pia Transe-Pedersen, Vellinge Municipality 
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As for Malmö, the growing population, the privileged location in a lively trans-
border region and its international character can boost up economical growth. 
The current transition from being an industrial city to a city of services, 
education and innovation is a consequence of these potentials.  

All the three municipalities enjoy a growing population. However, the age 
groups that choose to live in each are very different, with Malmö catching the 
preferences of a young population and the suburban municipalities the 
families with young children. One of the consequences of this is that the 
majority of the working population of the smaller municipalities commutes to 
Malmö, Lund and Copenhagen for work. This makes them sleeping suburbs or 
municipalities that mainly serve as commuter’s residence. It also poses 
challenges such as trying to maintain a good living environment and offer the 
necessary social services for the growing population.  

The projects that the municipalities are developing reveal some of the 
similarities between them. This also mirrors the complementarity that is the 
strength of the region and goes over the municipalities’ spatial planning 
monopoly.  

All municipalities are trying urban renewal, especially of previous industrial 
areas, to face up to the challenge of growing population. We also analyzed 
projects that try to improve the life-quality of its residents in terms of access 
to leisure activities and places for social interaction.  

In the case of Lomma and of Malmö, the sensitive issue of segregation is being 
addressed. In Malmö by the renewal of a socially problematic neighbourhood 
and in Lomma by a project to attract (or keep in the municipality) the senior 
residents, diversifying the existing age group’s distribution and contributing to 
an increase of the users of the local shops and services.  

In the end, Lomma is trying to cut back on the reputation of being an 
industrial municipality and is putting up efforts to turn its declining or out-of-
use industrial areas into pleasant residential suburbs for Malmö and Lund. It 
recognizes that it is adopting some of the characteristics of a sprawled and 
suburban municipality; however it tries to cut down on some of the negative 
impacts that this new urban pattern might create. This changing role is a must 
if we consider that Lomma has almost no job places available. It needs to 
promote alternative ways in which the municipality can gain a role in the 
ambitioned Öresund Region and the positive off-sets that the increasing trans-
border integration might bring forth.  

Vellinge does not recognize sprawl as a municipal problem; it does not 
acknowledge the existence of this tendency within its limits. We disagree. 
From our analysis we conclude that sprawl is in fact occurring within the 
municipality’s borders. Negative consequences can be minimized, especially if 
the problem is recognized and addressed as such. As in the case of Lomma, a 
suburban character in these municipalities does not have to hold a negative 
connotation. The municipalities can play a complementary role to the part 
that Malmö, Lund and Copenhagen have in the Öresund Region.  
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As for Malmö, it has a difficult role of competing with Copenhagen, adjusting 
to a growing population where the number of immigrants are increasing and 
ensuring that social segregation is not an issue so that it does not jeopardize 
the city’s international reputation and can lead the economical boost of the 
region.  

The kind of spatial planning options that these municipalities take are 
essential to secure a balanced growth, to address present and up-coming 
problems and to fulfill the population’s expectations. 
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5 Final Conclusions 
We started our paper by addressing the issue of sprawl. We were aiming at a 
clear definition of what sprawl actually is. Instead, we were confronted with a 
series of definitions and contradictions. Sprawl is not only low density 
building. It is neither automobile dependence alone, nor low-mixed-use. 
Additionally, these characteristics commonly associated with a sprawled 
development pattern are also common to other forms of settlement such as 
small cities and even the countryside.  

Initially, the term “Sprawl” was used to describe the kind of urban form that 
was emerging in the USA. The country was confronted with industrialization, 
heavy immigration heading into the cities, a transport revolution and the 
introduction of the automobile. These factors all were essential in the 
migration of the urban residents to the outskirts of the cities and in the 
shaping of new urbanized areas in close connection with already existing 
urban centres. But then, “when does it cease to be sprawl and begins to be 
the city outer limits?” 

We consider that one clear definition is impossible to formulate. Each country 
has its own kind of sprawl that emerges from the particular circumstances in 
which urbanization occurred, the policies concerning planning, housing, 
transport systems and other fields that are more closely linked with urban 
expansion. History and geography, time and space come together to shape a 
particular kind of urban expansion that might reveal the abstract concepts 
that are usually linked to sprawl: low density and uncontrolled development, 
extreme dependence on the use of the automobile, commuting, a loss of 
green and agricultural land that perpetuates a never ending cycle of 
consumption of natural resources, diminishing quality of life through incorrect 
spatial planning options, isolation, segregation and other social problems. 

Therefore, our definition of Urban Sprawl is one that aims to fit the particular 
Scandinavian reality, especially in the Öresund Region. This definition must 
take into consideration the interdependence between a larger and 
economically more dynamic city and its surrounding region. Urban Sprawl is 
thus the urban development and population inflow that is rapidly occurring in 
municipalities which border or are at close commuting distance from more 
economically and culturally dynamic cities. This was shown to be the case of 
Copenhagen, Malmö and Lund having an influence on the smaller surrounding 
municipalities that function as satellites.  

It is a controlled urban development that is promoted by the expansion of 
major accessibility routes like train lines and high ways. It is a similarity with 
the first forms of sprawl that emerged in the U.S. and also a testimony to the 
strong influence of transportation systems over settlement patterns. We 
consider that the municipalities that reveal a sprawled urban form tend to 
concentrate their development along main connection routes to the bigger 
urban centre. This reveals two important aspects of what sprawl signifies in 
Sweden and Denmark. First, it portrays the expectations of the municipalities 
in serving as residential areas for the commuters of the city. Secondly, the 
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interest of the city itself in securing the existence of housing in both quantity 
and quality to an increasing amount of workforce. 

Impacts are a sensitive criterion but one that is usual in defining sprawl. We 
concluded that there are three main types of impacts. Suburbanization is 
related to the extension of the urbanized way of life into the countryside. It is 
almost a historical inversion and simultaneously a paradox. Historically, 
urbanized life-style was led only by a minority. In both countries, the 
expansion of the cities in population and influence is a recent process which 
was mainly occurring during the 20th Century. As a result, there is still a 
certain kind of nostalgia and a close connection to nature embedded in the 
traditions and ambitions of Swedes and Danes alike. This connection takes 
shape in the desire to get into closer contact with nature, especially raising a 
family in an environment that maintains the symbols of the countryside: green 
areas, leisure, and houses with gardens. For that reason, families try to 
conciliate the benefits of a city (easier access to cultural and leisure 
activities, more diversified social life, more job opportunities) with the 
advantages of the country life (closer connection to nature, less traffic, 
criminality and stress associated with urban centres and better environment 
to raise a family).  

The paradox is what we define as urban and country life-style. The 
municipalities that we analyzed were all interested in maintaining this picture 
of peaceful countryside versus city buzz. They are putting up efforts to 
promote spacious housing, leisure areas and green belts to take advantage of 
these powerful metaphors. The accessibility improvements secure the easy 
access to the city’s best qualities. But if the residents lead an urban way of 
life, work in the city, have fun in the city, socialize in the city…, if they 
return to the suburbs only to sleep and enjoy a quiet and standardized life, 
does this not qualify also as an expansion of the urban way of life over the 
country way of living? Is this not also Sprawl? We believe it is. Urban life is 
sprawling to the countryside and taking the lead as the mainstream kind of 
life. 

A second type of impacts are sprawl’s negative effects: among others we 
would like to highlight the increasing commuting which translates into less 
time for family and friends, overdependence on the automobile that neglects 
younger people, elderly and poor people conditions and makes them 
experience less mobility. Associated with this mobility and automobile 
dependence are other effects such as air and noise pollution and traffic 
generated stress that contribute to deteriorate the quality of life of suburban 
residents.  

We consider that the municipalities whose working residents are mainly 
commuters can indicate a sprawled municipality character. We proved that in 
both cases, the majority of the population of Vellinge and Lomma commutes 
to Malmö and Lund to work. This reveals the automobile dependence which is 
pointed out as a sprawl indicator.  

Vellinge and Lomma are trying to dissociate themselves from this negative 
image. Lomma is promoting the creation of the coastline walking and leisure 
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path that aims for a better connection between the two small urbanized areas 
of Lomma and Bjärred and the encouragement for better leisure areas that 
take advantage of the environmental assets of the municipality. Also, the 
construction of a new town centre searches for a closer connection of the 
residents with the town, the incentive for diversified functions other than 
residential and to serve the needs of the local population, especially the 
elderly. This is as well the age group that is targeted upon in the multi-
dwelling housing project near the harbour. It is an urban renewal project 
which prevents further housing expansion over farmland, creates new housing 
for the growing population and breaks the image of a low-density urban form 
commonly associated with sprawl. 

Vellinge does not acknowledge the possibility of existing sprawl within its own 
municipal limits. This might be due to the fact that the concept is not well 
defined and the image that the municipality associates it with is of the U.S. 
sprawl. The reason might also be that Vellinge does not wish to be connected 
with a kind of urban settlement that has so many negative connotations when, 
at the same time, it is working to attract new residents and using up images 
like a clean and healthy environment, good housing areas, social services for 
children and elderly and good connections to Malmö and Copenhagen. 
However, we would like to make it clear that these assumptions are based 
only on information we could collect from the internet site of Vellinge 
municipality, its comprehensive plan and an email exchanged with the town 
architect.18  

A third important type of impact is the positive one. We conclude that for the 
municipalities in question, sprawl is an advantage. For Lomma the role of a 
suburban/ residential municipality is advantageous. The closing down of the 
former industries leave an economical emptiness that would certainly lead to 
the loss of population and the decline of the municipality if it was not for the 
possibility to adopt a new role as Malmö’s and Lund’s new residential district. 

For Vellinge, it is a possibility to cut away from the stigma of being a holiday 
municipality and securing a stable source of population and income in 
connection with the easy access to Malmö and Copenhagen. 

For Malmö, it is a way to conciliate a growing and dynamic economy, the 
economic advantages that arise from the integration in the Öresund Region 
and the expanding population. Malmö needs municipalities like Lomma and 
Vellinge to prevent that a housing shortage within its own limits might 
desencourage people from moving to the city and prevent further economical 
expansion. One of the region’s strengths resides in its closeness to the 
European market through good train, road and air connections. Malmö is 
certainly aware that the possibility to enjoy a good life-quality is also an 
advantage when it hopes to catch qualified workers and businesses. The 
housing issue represents, in this way, an important one.  

                                            
18 We could not discuss the assumptions with the municipality, because there was no time, from 

both sides, for a personal interview. 
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However, Malmö cannot hope to maintain a character of a compact city and, 
simultaneously, promote different housing standards for the increasing 
population. The city is able to provide multi-dwelling housing, but the Danes 
and Swedes in the region still long for single-family housing which is easier to 
find outside Malmö. Therefore, the projects that the municipality is 
developing in the field of transport and accessibility are essential to maintain 
the balance between population increase, housing demand and quality of life.  

Some authors consider sprawl as uncontrolled urban development. We don’t 
consider that sprawl in Sweden and Denmark is or ever will be a consequence 
of lack of planning. Instead, it is the result of cautiously taken planning 
options. Analyzing both countries planning systems we conclude that there is 
a strong tradition concerning planning systems. But their planning systems 
greatly differ from each other. The Danish system has a strong 
decentralization of planning responsibilities on three levels while Sweden has 
a municipal planning monopole and a weak regional level. In Denmark, the 
principle of framework planning exists and plans from the upper level are 
binding for the regional and municipal levels. In Sweden, the national and 
regional levels only give advice and guidelines. From this we assume that the 
Swedish municipalities might be more flexible than Danish when it comes to 
spatial or physical planning. They more or less have the “freedom” to choose 
where they can build residential or commercial areas and in turn they are 
more likely to take advantages of the positive aspects of sprawl. Policies in 
Denmark have strict regulations to prevent urban sprawl, such as The Rural 
and Urban Zones Act and the policies on retail trade and summer cottages. In 
Sweden there is no national urban policy, although main goals and guidelines 
about preventing urban sprawl and segregation can be found in other policies 
(environmental, housing, metropolitan policy etc.).  

Out of these conclusions we assume that urban sprawl (low-density housing, 
low-mixed land-use and high commuting) is more likely to happen in Sweden 
than in Denmark. This was one of the reasons that contributed to our decision 
to analyze sprawl and new trends in urban development only in Skåne, the 
Swedish part of the Öresund Region.  

The Öresund Region is experiencing urban sprawl, motivated by the growing 
regional integration and cross border co-operation, economic vitality and 
population inflow. But there is a trend of Danish residents moving to Skåne in 
Sweden which results in an expanding urban development on the Swedish 
side. The distinctive options that municipalities are taking regarding the 
housing sector and the particular kind of housing that Swedes and Danes look 
for promotes an expansion of the urban form that we associate with sprawl. 
The life-style that commuters carry on their way to the suburbs also 
constitutes the expansion of city’s influence (Copenhagen, Malmö and Lund) 
over the surrounding municipalities. 

We would like to finish this conclusion with some remarks. First, we don’t 
consider sprawl to be a very visible issue in Skåne nowadays, but the trend for 
the phenomenon is set to gain relevance in the upcoming years, as a 
consequence of the increasing integration of the Öresund region. We believe 
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that the municipalities, especially in the southwest of Skåne, are well aware 
of this trend, even if they do not officially acknowledge it. The report from 
the SSSV group19 and the projects which the municipalities in our analysis are 
promoting, reveal this awareness and concern to address sprawl in order not 
to become a problem.  

Secondly, we were able to observe that municipalities are working together 
and discussing issues related to urban and spatial planning. The meetings are 
informal and the conclusions and recommendations do not have a binding 
character. However, just the mere fact that dialogue and discussion of these 
issues are taking place hints for the need that the municipalities have to think 
about spatial and urban planning on a broader scale.  

This, together with the current concerns for the promotion of a sustainable 
urban development might be an indicator that a more binding framework for a 
national and regional urban policy is shaping up. We believe that this 
framework is increasingly necessary, when problems related to urban space 
and urbanized life-styles (like sprawl and segregation) are gaining significance 
on the national scale. 

Thirdly, we have said that Rickaby et al20 indicate through their research in 
land use patterns and transport energy efficiency, “that a high density linear 
development is less efficient than village dispersal patterns of growth”. The 
suggestion is the development of a light rail system that connects 
decentralised cities which would increase the attractiveness and energy 
efficiency of the form.  

We believe that this kind of compromise solution is occurring in Skåne. The 
development of an efficient public transport system, thought up on a regional 
scale, might be the essential link between the most relevant urban centers 
and their satellite towns. This contributes for a coherent and balanced 
regional growth and for the dynamics of the whole region. This can be seen as 
an efficient way to desencourage urban sprawl and enhance life quality. 
Although the pattern of settlement of the isolated municipalities reveals 
sprawl as an urban form, when we consider the pattern at a regional level 
(Skåne and even the Öresund Region), it has the potentials of promoting a 
decentralized development and the complementarity between the different 
municipalities, which strengthens the region as a hole. 

Altogether, sprawl is a vital issue in the Öresund and Skåne region. It is 
gaining importance but the municipal and regional level in Skåne have been 
taking advantage of the parallel population growth and economical vitality to 
try out new ways of promoting the infamous urban form in a more sustainable 
and “green” way. Even if not consciously, the attempts seem to be beneficial 
for everyone involved and further, similar and conscious projects should be 
promoted. 

                                            
19 SSSV Report 2002, p. 20 
20 Quoted in Thomas and Cousins, 1996 
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FIG.1: The Danish Finger Plan in 1947 and in 2003 
Source: HUR, Greater Copenhagen Transport Plan 2003, Denmark 
 
FIG.2: Comparison between Danish and Swedish planning systems,  
Source: own graphic 
 
FIG. 3: The Öresund Region 
Source: Region Skåne, Bro, Bostad, Bil och kärlek, 2006 
 
FIG.4: The Öresund Metropolitan Area 2003 
Source: Matthiessen, 2003 
 
FIG.5: Integration index for people commuting daily over the Öresund Bridge 
between 7 a.m. until 9 a.m., 2000-2004 
Source: HUR, Greater Copenhagen Region, Regional Plan 2003 
 
FIG.6: Moving between Denmark and Skåne and Denmark and Malmö, 1993 - 2005 
Source: Region Skåne, Bro, Bostad, Bil och Kärlek – ökar flyttströmmen från Danmark 
till Skåne, 2006 
 
FIG.7: Reasons of Danish residents for moving to Skåne  
Source: Region Skåne, Bro, Bostad, Bil och Kärlek – ökar flyttströmmen från Danmark 
till Skåne, 2006 
 
FIG. 8: Population density Region Skåne, 2004 
Source: Strukturbild för Skåne, http://www.skane.se/default.aspx?id=128715, April 
2006 
 
FIG. 9: Population change Region Skåne in percent, 2000 – 2004  
Source: Strukturbild för Skåne, http://www.skane.se/default.aspx?id=128715, April 
2006 
 
FIG.10: Average age in Skåne’s municipalities, 2005 
Source: Regional utvecklingsledning, Region Skåne, 2006 
 
FIG.11: Birth surplus in Skåne’s municipalities, Moving surplus in Skåne’s 
municipalities, 2004 
Source: Regional utvecklingsledning, Region Skåne, 2006 
 
FIG.12: Commuting regions, 2000 
Source: http://www.skane.se/templates/Page.aspx?id=132362, April 2006 
 
FIG.13: Traffic increases on the major roads in Skåne/Sweden, 1990-2003, Index 
1990: 100 
Source: Region Skåne, The Transport Infrastructure in Skåne 2004-2015, 2004 
 
FIG.14: The standard and development potential of the rail network in Skåne  
Source: Region Skåne, The Transport Infrastructure in Skåne 2004-2015, 2004 
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FIG.15: The proposed Malmö-Simrishamn Line 
Source: http://www.simrishamnsbanan.com/, April 2006 
 
FIG.16: Urban settlement in southwest Skåne 
Source: SSSV- Kommunernas bostadsplanering, Sammanställning; Malmö 
stadsbyggnadskontor, 2004 
 
FIG.17: Total of employed residents that commute outside of the municipality, 
2003 
Source: http://www.vellinge.se and http://www.lomma.se 
 
FIG.18: Out commuting to Malmö and Lund, by municipality, in 2003 
Source: http://www.vellinge.se and http://www.lomma.se 
 
FIG.19: Danish commuters residing in Vellinge, 1997-2003 
Source: www.vellinge.se 
 
FIG.20: Housing Stock in southwest Skåne   
Source: SSSV- Kommunernas bostadsplanering, Sammanställning; Malmö 
stadsbyggnadskontor, 2004 
 
FIG.21: Percentage of multi-dwelling and single-family housing, by municipality, 
in 2004 
Source: http://www.vellinge.se; http://www.lomma.se; http://www.malmo.se 
 
FIG.22: Age distribution in Malmö, Lund and in southwest Skåne 
Source: SSSV- Kommunernas bostadsplanering, Sammanställning; Malmö 
stadsbyggnadskontor, 2004 
 
FIG.23: Age distribution in Lomma and Vellinge 
Source: SSSV- Kommunernas bostadsplanering, Sammanställning; Malmö 
stadsbyggnadskontor, 2004 
 
FIG.24: Age distribution in Malmö 
Source: SSSV- Kommunernas bostadsplanering, Sammanställning; Malmö 
stadsbyggnadskontor, 2004 
 
FIG.25: Overview of Västra Hamnen and the university 
Source: SSSV- Kommunernas bostadsplanering, Sammanställning; Malmö 
stadsbyggnadskontor, 2004 
 
FIG.26: Lomma’s residential new district 
Source: http://www.lomma.se 
 
FIG. 27: Vellinge – Extension areas 
Source: Vellinge Översiktsplan 2000  
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Questions from the interviews: 

o Anders Nyquist, Planeringschef, Lomma Municipality, 3rd April, 2006 

- What are the main projects the municipality currently has? 

- Where is the municipality mainly building? 

- Where is the municipality building new houses? How many? Are they mainly 
single-family or also multi-dwelling? 

- What are the main reasons for people to move to Lomma? 

- What are the main projects for recreational areas? 

- Do you consider that commuting has negative consequences for the 
municipality? 

- How is Lomma cooperating with the other municipalities? What are the 
main areas of cooperation? 

- Is there a need for more cooperation in the future? 

 

o Bertil Johansson, Enhetschef Stadsbyggnadskontoret, Malmö 
Municipality, 7th April, 2006 

- What are the municipality’s ambitions regarding mixed use/ vertical 
growth/ urban renewal? 

- Where is the municipality building new houses? How many? Are they mainly 
single-family or also multi-dwelling? 

- Who are is the target population? 

- How is the migration trend affecting the municipality? 

- What are the main problems and benefits from the population inflow 
(Building increase)? Is urban sprawl being felt in the municipality? 

- How is regional integration in Öresund affecting Malmö’s planning? Any 
cooperation with Denmark in this field? 

- How is Malmö cooperating with neighboring municipalities? Which issues are 
in focus?  
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- Is there a need for more cooperation in the future? 

- How is Malmö dealing with transport? How is it addressing the negative 
impacts of commuting? How is the cooperation with Denmark on this issue? 

 

o Pia Transe-Pedersen, Stadsarkitekt, Vellinge Municipality, May 4th, 
2006 (Email) 

- What are the major new building projects in Vellinge?  

- Where do you build and what kind of housing is it (mixed use, residential 
purpose)? 

- Do you reuse e.g. old industrial areas or are you building on new (farming) 
land? 

- How many houses/dwellings to you plan to build per year? 

- Do you have some figures about summerhouses in Vellinge? How many are 
there and is there a trend that they are being transferred to permanent 
housing?  

- The highway (E6) will be expanded, but in the plan you also have a 
reserved area for possible train connections through Vellinge (Hököpinge - 
Höllviken - Skanör). You also have planned extension areas along this 
reserved railroad. Will this train connection be realized, maybe after the 
opening of the City tunnel in Malmö, or is this still in the far future?  

 


