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Abstract
The purpose of this thesis is to develop a realizable design and plan proposal for Kungsgatan on 
Kungshöjd that connects it to the inner-city of Gothenburg and takes into account the concerns of its 
stakeholders – such as residents, property owners, visitors, businesses, etc.  To do this, the thesis 
surveys the stakeholders, evaluates and utilizes relevant theoretical planning tools, looks at other 
comparable projects, and finally produces plans, drawings, diagrams, etc. to illustrate the proposal.  

The stakeholder surveys provide general objectives for the proposal and suggests that appropriate 
theoretical tools to evaluate and use for a more thorough study of the area is Space Syntax in 
combination with Imageability.  

Due to the hilliness of the area, a 3D adaptation of the original Space Syntax Axial Line analysis that 
takes into account breaks in sight lines – not only due to lateral turns, but also due to hilliness in the 
street, as well – is used.  Analyses from radius-3 through 8 is compared to a number of pedestrian 
counts around Gothenburg inner-city, and it is found that the best predictor for pedestrian volumes is 
radius-4 integration, with R2 = 0.59.  

New Road in Brighton, UK and Champion Square in Bristol, UK are chosen and studied as 
comparable projects.  Some of the findings from this is an illustration of the unreliability of Space 
Syntax predictions on smaller scales, examples of and lessons from intended and unintended creation 
of successful shared spaces, and a warning to carefully manage the number of vehicles and pedestrians 
when designing shared spaces.  

Based on the research, this thesis proposes three places, of which two are today merely seen as 
streets, to be developed into a public square, a playground and an area for parking, sided by seating 
arrangements in the sun: the space behind the language café on Esperantoplatsen;  the plateau 
between the crest of Kungsgatan and Lasarettsgatan, including half of lasarettsgatan’s width; and 
Kungsgatan 14 - 22, next to the Televerket Building, respectively.  Among other things, a widening of 
the sidewalk between the three squares; a strategy using trees to solve problems with noise, light, 
temperature and sense of scale and place; a relocation of some of the street’s parking to 
Kungsgatan14 - 22 in order to facilitate space for the wider sidewalks and tree scheme; and a widening 
of Pusterviksbron to ease passage and increase safety for bicyclists is proposed.  

HENRIK KARLSSON! 18 MAY 2014! 1

!



Table of Contents
1. Introduction! 6

Background! 6
Research Topic! 6
Methodology! 7

Sub-question 1! 7

Sub-question 2! 7

Sub-question 3! 8

Sub-question 4! 8

Data! 9

Area! 10
Significance! 11

2. Literature Review! 12
Imageability! 16

The Five Elements! 16

Paths! 16
Edges! 17
Districts! 17
Nodes! 17
Landmarks! 17

Space Syntax! 17

How it is done! 17

Critique! 21

Discussion! 25

3. Background! 26
Formulating the Goal! 26

The Residents! 26

The Businesses! 27

The Property Firms ! 27

The City of Gothenburg! 27

Innerstaden Göteborg! 28

Gothenburgians! 28

Discussion! 29

Previous Comparable Projects! 29

New Road, Brighton! 30

Why this site?! 30

HENRIK KARLSSON! 18 MAY 2014! 2

!



Challenges and Opportunities! 31
Solutions! 32
Results! 34
Discussion! 34
What to bring to Gothenburg! 35

Champion Square, Bristol! 36

Why this site?! 36

Challenges & Opportunities! 37
Solutions! 38
Results! 40
Discussion! 41
What to bring to Gothenburg! 41

4. Method! 42
Imageability! 42
Space Syntax! 43

5. Results! 45
Imageability! 45
Space Syntax! 46

New Road! 46

Champion Square! 47

Kungshöjd! 48

6. Analysis & Discussion! 49
Space Syntax! 49

New Road! 49

Champion Square! 49

Kungshöjd! 50

Future Scenarios! 50

Imageability! 52

7. Stock-taking! 53
Establishments! 53
Street Layout! 54
Sun study! 56
Parking! 58
Potential Landmarks! 59

The Bastion: Carolus Rex! 60

Televerkets hus! 61

Connections! 62
Traffic! 63

HENRIK KARLSSON! 18 MAY 2014! 3

!



Coming developments! 64
Discussion! 66

Cars and Pedestrians ! 66

Esperantoplatsen and Noise! 66

Imageability! 67

Space Syntax! 67

8. Conclusion! 68
Sub-question 1! 68
Sub-question 2! 69
Sub-question 3! 69
Future research! 70
Connecting to the Proposal! 70

9. Proposal! 71

Bibliography! 81
Photographs! 81
Figures! 81
Maps! 81
Interviews! 81
Literature! 82

11. Appendix! 85
1. Tables! 85

Compiled numbers from Mayor and Coleman’s 2011 survey:! 85

2. Interview Forms! 86

Businesses! 86

Residents! 87

Gothenburgians! 88

3. Interview Notes! 89

John Richfield, Planner in Bristol, UK! 89

Björn Österlund, Kungshöjds vänner! 90

Rune Elofsson, Planner at Stadsbyggnadskontoret, Göteborg! 91

Daniel Sjölund, Traffic Planner in Gothenburg! 94

Beata Löfmarck, Traffic Planner in Gothenburg! 95

Businesses! 96

Property owners ! 100

Residents! 102

HENRIK KARLSSON! 18 MAY 2014! 4

!



Space Syntax Numbers! 105
A big thanks to...

My supervisor at the university, Mårten Dunér, professor at Blekinge Institute of Technology, who since 
day one has followed my work and always provided sharp and insightful comments and guidance.  

My supervisor for the project, Marianne Sörling, Operations Manager at Innerstaden Göteborg, who 
inspired me to write on this project and who has put me in contact with all the people in various 
planning departments and other organizations in Gothenburg who made this thesis possible.  

The additional members of the thesis project group at Innerstaden Göteborg, Bo Törnkvist, Sales 
Manager at Vasakronan, and Peder Wahlgren, Chief of Commercial Properties at Wallenstam, who, 
together with Marianne Sörling, with a very down to earth and pragmatic approach, kept my work 
focused and provided creative input and guidance.  

Rune Elofsson, planner at Stadsbyggnadskontoret in Gothenburg, Daniel Sjölund and Beata Löfmarck, 
planners at Trafikverket in Gothenburg, who all took the time to help me gather data, explain what 
was going on in other planning projects around Gothenburg and give input on my ideas for the 
proposal.  

Björn Österlund, representative for the citizens’ group Kungshöjds vänner, John Richfield, Planner at 
Bristol City Council, as well as all the residents, business owners and Gothenburgians who participated 
in interviews, answered my surveys, shared their stories, and helped me in other ways with the thesis.  

The National Board of Student Aid and The Swedish Education System for their very generous 
investment in my education and this thesis.  

My dear friends David and Erik who, when I had no idea how to make an area in a map image ‘pop 
out’ or how to understand the almost impossible layer mask logic in Photoshop, kindly showed me the 
way, and who managed to just very rarely distract me with funny YouTube-videos.  

My friends, family and Wendi, who have supported me throughout the whole project with their love 
and proof-reading.  

HENRIK KARLSSON! 18 MAY 2014! 5

!



1. Introduction

Background
In the newly issued city life analysis of Gothenburg, one of the findings is that the inner city area 
known as Kungshöjd has little commercial activity and few passers-by and – despite being centrally 
located – is relatively disconnected to the city compared to its mainly commercial neighboring areas.  
1.  The area has many opportune attributes such as being located on a hill with an excellent view, 
allowing a relatively high building height and being located adjacent to the commercial centre of a city 
that is currently expanding.  Kungsgatan, the main street of Kungshöjd, current runs all the way from 
one of the most commercially dense areas of Gothenburg through Kungshöjd, almost all the way to 
the important transit node Järntorget.  Most of the Kungshöjd part of this street is sided by 5-8 story 
buildings with commerce in the bottom and residences and offices in the top, and – unlike the 
commercial centre part of the street – relatively little space is dedicated to pedestrians and cyclists.  

City centre businesses and property firms active in the city centre have - through the jointly owned 
organization Innerstaden Göteborg and the City of Gothenburg - expressed a wish to improve 
Kungsgatan on Kungshöjd.  That’s where this thesis comes in.  

Research Topic
This thesis will develop a plan proposal on the basis of the wishes of Kungshöjd’s stakeholders, the 
current state of Kungsgatan on Kungshöjd, scientific urban design theories and methods, other case 
studies and best practice urban planning and design methods.  The main research question of the 
thesis is:

• How can the described problems of Kungshöjd be overcome and its opportunities be seized in 
a plan proposal focused on reaching the goals and wishes of the stakeholders of Kungsgatan on 
Kungshöjd?

This question will, however, be divided into four sub-questions that will guide the thesis towards 
answering the main research question and producing a plan proposal:

1. What are the wishes, ambitions and goals of the stakeholders of Kungsgatan on Kungshöjd – 
residents, property owners, businesses, etc. – and how can these be combined into reachable 
goals?

2. What problems and opportunities, in terms of urban planning and design, can be identified for 
Kungsgatan on Kungshöjd in Gothenburg?

3. Are there any other comparable places within or outside of Gothenburg where issues like 
Kungshöjd’s have been solved or attempts of solving them have been made, what can be learned 
from them and what can be applied or should be avoided in Kungshöjd?

4. What would a plan proposal for Kungsgatan on Kungshöjd that address the three previous 
questions look like?

INTRODUCTION! 6
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Methodology
Sub-question 1
To find the answer to the first sub-question, a series of semi-structured interviews with business 
owners and residents will be conducted.  These interviews consist of a battery of open-ended 
questions found in the appendix of this thesis.  

Also, interviews in the form of meetings with representatives from property firms, the municipality, 
business unions and citizens’ organizations will be conducted throughout the thesis work in order to 
answer this first sub-question.  

Sub-question 2
After talks with property owners, the municipality and other stakeholders, as well as after consulting 
previous studies of Gothenburg as a whole and Kungshöjd, the thesis sets out from the validated 
guess that the problems of Kungsgatan on Kungshöjd might be related to:

(A) people not knowing what is there and therefore not venturing there

(B) people deterred by the slope of the hill that is Kungshöjd and therefore not venturing there

(C) the entering points of Kungsgatan on Kungshöjd – Ekelundsgatan and Esperantoplatsen – not 
being in-leading, inviting or informative enough for people to venture to Kungshöjd

(D)Kungshöjd’s street network being too disconnected from the rest of the inner-city so that 
people don’t naturally flow onto Kungshöjd as with other parts of the inner-city

(E) people very rarely stopping there due to a lack of reasons to stop

(F) people very rarely stopping there due to feeling uneasy as a result of of the traffic, lighting, or 
other things

Of the plethora of methods, tools and theories with which to analyze and understand cities and 
neighborhoods, the scope of a masters thesis only offers the opportunity and challenge to chose and 
work with a few.  As such, the methods used to answer sub-question 2 will be limited following: 

To understand (A), and parts of (C), (D) and (E), the concepts from Kevin Lynch’s The Image of The 
City will be used.  It is a theory and accompanying method in which one finds out what spatial artifacts 
people use to find their way and understand a city.  It is a commonly used method, often suitable as a 
complement to other methods and highly useful when it comes to alleviating problems found in the 
analysis2.  
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As a way to understand (D), Space Syntax – originally introduced by Bill Hillier and Julienne Hanson in 
1984 – will be used to study how Kungshöjd is connected internally and to the rest of Gothenburg.  
With its indifference to all except one spatial quality, this theory and its attached method take a 
scientifically rigorous, systematic look at the studied area and with great success predicts people’s 
movement in a city.  It is not very telling of a place if it is used on its own, but it is useful as a 
complementary viewpoint with which to compare other methods and theories.  3 However, Space 
Syntax has been extensively built upon, improved, and forked by other researchers, a few of which 
developed a method to deal with areas where the third dimension of space – ground level – has a 
large impact.  Using this particular adaptation of the Space Syntax method that involves height and 
how height differences sometimes break sight lines, also helps illuminate (B) more.  4

Finally, to make a planning and design proposal, the thesis will diverge from the formal structure of a 
thesis and employ a more practice-oriented method.  In doing so, the two chapters after the 
conclusion consists of a stock-taking, as a stock-taking is not comprehensively encompassed in any of 
the previous chapters, but is still necessary for a credible planning and design proposal.  Not all of the 
methods used in these two chapters are part of a scientific reasoning mentioned in the thesis.  
Instead, they are chosen out of and based on best practice, as in a “commercial or professional 
procedures that are accepted or prescribed as being correct or most effective”5, and argued for by 
referencing a variety of projects, theorists and interviewees.  

Sub-question 3
The third sub-question will be answered by discussing with planners who have worked on the two 
chosen comparison areas – New Road in Brighton, UK and Champion Square in Bristol, UK – a 
literature study of the two areas which includes looking into previous scholarly research conducted on 
them, as well as public inquiries and news articles.  Lastly, observations of two places will be made and 
Space Syntax analyses performed in order to determine the method’s usefulness and shortcomings 
for the cases and, in extension, for the project in Gothenburg.  

Sub-question 4
Working with principles and strategies from a wide array of theorists and successful planning and 
design projects as well as the findings from the previous sub-questions, the fourth sub-question will be 
answered in the form of a plan proposal.  

INTRODUCTION! 8

3 Hillier, B., 1998.  Space is the machine: a configurational theory of architecture.  Cambridge University Press, Cambridge.

4 Asami, Y., Kubat, A.S., Kitagawa, K., Iida, S., 2003.  Introducing Third Dimension on Space Syntax: Application on the Historical 
Istanbul.  Presented at the 4th International Space Syntax Symposium, London.

5 Best Practice, n.d.  Google Definitions.



Data
The following bullet points contain a brief summary of the data used in the thesis and a short 
explanation of their relevance.  

• Semi-structured interviews are conducted with business owners, representatives from property 
firms and people from the planning department in Gothenburg.  This data is used to assess 
Kungshöjd’s current state and the wishes and ambitions of the stakeholders.  

• GIS and other statistical data is gathered from the City Planning Department in Gothenburg, 
Innerstaden Göteborg.  This data is used to assess Kungshöjd’s current state.  

• Semi-structured and structured interviews are conducted with a random selection of people in 
Gothenburg.  This data includes the mental maps that are used in the Wayfinding and Imageability 
methods.  

• A literature study on previous case studies of the projects on Champion Square in Bristol and New 
road in Brighton are done, as well as observations and interviews with people there.  This data is 
used to find do-s and don’t-s for the project in Gothenburg.  

• Map data and satellite imagery is gathered from Google, Eniro and MapBox.  This data is used for 
Space Syntax axial line mapping and for the maps created for the thesis.  

• Measures of height and how elevation differences affected sight lines in Gothenburg inner-city are 
used to determine breaks in axial lines used according to the 3D Space Syntax method explained in 
chapter 2.  
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Area

Figure 1-1: A diagram explaining where in Sweden the project area is located.  Street Map source: Mapbox 
Streets, 2014 Mapbox, 2014.  Diagram design inspiration: Karlsson, 2012, p. 7.  

Located on the western side of Sweden, the almost 400 year old city of Gothenburg – which was 
previously most noted for its medieval fortifications and later its shipping industry, – is today 
undergoing a transformation shared by many coastal post-industrial cities, from car dependency to 
pedestrianism and commuter traffic, from industry to commerce and tourism, and towards more 
environmentally sustainable solutions and environments.  6 7 8

The area studied is Kungshöjd, a district of about 2 hectares that lies on a hill in the city centre of 
Gothenburg.  But since it is very much, as any city area, dependent on its surroundings, a larger 
portion of Gothenburg is also studied in a more general fashion with specific emphasis on the effects 
to Kungshöjd and the proposed interventions.  

The areas Champion Square in Bristol, UK and New Road in Brighton, UK – two areas similar to 
Kungshöjd that had similar problems – are used as examples of what to watch out for, what to do and 
what not to do.  

From the entire area of Kungshöjd, a smaller sub-area for the proposed interventions is chosen that 
will hold a more detailed plan, illustrations and renderings of the proposal.  

INTRODUCTION! 10

6 Elofsson, R., 2014.  Interview at Department of Planning, Göteborg.

7 Österlund, B., 2014.  Interview: Kungshöjds history.

8 Nordström, T., Såhle, A., Kent, E., Latorre, D., Sjöstrand, H., Karlegren, J., 2012.  Stadslivet i Centrala Göteborg: Upplevelsen, 
användningen och förutsättningarna. p. 10-11.



Significance
This thesis arrives at a design proposal that is grounded in the rest of the thesis, backed by the 
organization Innerstaden Göteborg and its owners, and that can be used in the process of actualizing 
some of its ideas and concepts or building upon them something that will be actualized.  

The thesis has the opportunity to influence what happens in Gothenburg by being read and coached 
by many influential stakeholders – e.g. people from property firms and the municipality – by being a 
finished document with rigorous science behind its conclusions and proposals, which can serve as a 
basis for arguments in future decisions regarding planning in Gothenburg.  
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2. Literature Review
Making streets more lively is not an uncommon goal in contemporary urban planning and design.  9 In 
the field, there are many arguments for concepts and principles to follow in order to achieve this.  
Some of the concepts relating closest to the task at hand brought about by the topic of this thesis are 
Imageability, Enclosure, Human Scale, Transparency, Complexity, Coherence, Legibility, and Linkage.  10 
These are commonly used and discussed contemporary urban design principles used to create likable 
and livable cities.  

One of the listed ways of approaching the issues and opportunities of Kungshöjd, and lead the 
theoretical work of this thesis might be that of Kevin Lynch’s Imageability.  Lynch means that 
depending on how distinct, memorable and recognizable a place is, more or less lasting impressions of 
the place are made.  The more lasting the impression is, the more likely it is for people to return or 
make others return.  11

Some aspects of Imageability are related to Gordon Cullen’s notion of sense of place.  He argues that 
using distinguishable themes for different places helps people experience a sense of place in the area, 
which, in turn, makes people more likely to want to use the place.  One way to create distinguishability 
and emphasize the dividers of different areas is to work with the concept of Enclosure.  This refers to 
how an area’s borders are visually defined by ‘walls’.  In this case, ‘walls’ can be literal walls such as that 
of a building façade, a fence or a city wall, or things that suggest ‘walls’ such as lines of trees, columns or 
other vertical elements.  The minds of people tend to have a way of filling in the blanks for these 
suggested ‘walls’.  12 

The way this works is that if these elements – walls, trees, colonnades, etc. – have a somewhat similar 
height and surround a not too large area, people’s minds interpret the sky as a ceiling, and thus a type 
of imaginary room is created in the minds of people.  A substantial portion of researchers agree that 
this is something good, and that these enclosed rooms, as opposed to un-enclosed rooms that seem 
to stretch indefinitely – laterally or vertically – are pleasant to be in.  13 14 15 16 17 18
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Getting much attention for the concept of Human Scale nowadays is Jan Gehl.  Based on earlier 
research by Christopher Alexander, Sara Ishikawa and Murray Silverstein, Gehl emphasizes how the 
limits of the human senses dictate good urban design.  Examples of this are how buildings shouldn’t be 
taller than 5 stories because at those distances to the ground below the human senses are not 
capable of facilitating interactions as meaningful as those on shorter distances; how large commercial 
establishments tend to produce monotonous façades that bore people, who travel past these façades 
at speeds seldom greater than 5 km/h and thereby receive a very low amount of impressions per unit 
of time; and, conversely, how small commercial establishments tend to produce façades enjoyable for 
pedestrians because more things that keep people interested are available to be seen.  19 20

Many other writers agree with this notion of that senses and speed to some extent dictates Human 
Scale.  But building heights compatible with the concept of Human Scale does not only have to 
consider people’s vision and communication capabilities, such as when communication between 
balconies or windows and the street floor is limited by the distance at which humans comfortably can 
speak with each other.  Also, according to the consensus among most writers that building height 
should be somewhat proportional to the area that it borders, tall buildings require large areas in order 
to not be out of proportion to them.  And areas that are proportional to buildings that are, say, 10 
stories tall, are too large to be regarded human scaled and too large for people to feel good in.  21 22 
23 24 25

Neighboring, in many ways, the concept of Human Scale, Complexity refers to the level of 
excitement, boredom or sensory overload the elements of a local environments instill in its visitors.  
For vehicular roads, very few and very large elements are preferred because people go by so fast and 
at a considerable distance.  The same number of large elements on a pedestrian streets means that 
the number of elements observed per unit of time decreases linearly with the decrease in 
speed, from driving to walking.  These streets are often considered boring.  26 27
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Much work has been made to be able to quantify the concept of Complexity.  Counting things like 
changes in texture, width and height of buildings adjacent to a street or a square, the shapes of 
buildings and artifacts in the city, ornaments, etc.  Referencing many of the researchers who are 
working with Space Syntax, the method of measuring complexity stems, to some degree, from the 
mathematical standpoint and way of synthesizing data used in Space Syntax, but here with more tools 
that need observations done by professionals to asses the small components used as empirical data in 
the method – things like façade and building changes.  28 29

Henry Arnold argues, in his delightful book about trees in urban environment, that trees are an 
excellent tool for solving many problems relating to Complexity as well as Enclosure.  While orderly 
rows of any other element could help suggest walls that enclose an area, they would also often appear 
monotonous and thereby lower the Complexity of an area.  But trees on the other hand, can achieve 
both things at the same time due to their inherent complexity and irregularity of branch and leave 
structures.  30

Using rows of trees like this illustrates the concept Coherence.  This is the way in which elements in 
an environment suits, matches or ‘rhymes’ with each other.  Arnold notes that traditional building 
techniques automatically created Coherence by the usage of local material, handcrafted details and 
the effect that usage patterns had on the structures and elements.  31 With the dawn of modern 
building techniques, however, materials became globally standardized, decorative details were often 
omitted and usage behavior was regulated so you could end up with places whose different elements 
had no relationship to each other and thereby had a low level of Coherence.  32

Figure 2-1: Kaplan and Kaplan’s generalization of Coherence versus Complexity

LITERATURE REVIEW! 14

28 Shamps, A.E., Nasar, J.L., Hanyu, K., 2005. Planner’s Notebook: Using Preconstuction Validation to Regulate Urban Skylines. 
Journal of the American Planning Association 73–91.

29 Esheshtawy, Y., 1997. Urban Complexity: Toward the Measurement of the Physical Complexity of Streetscapes. Journal of 
Architectural Planning Research 14, 301–16.

30 Arnold, H.F., 1993. Trees in Urban design, 2nd ed. ed. Van Nostrand Reinhold, New York, NY.

31 Arnold, H.F., 1993. Trees in Urban design, 2nd ed. ed. Van Nostrand Reinhold, New York, NY.

32 Kaplan, R., 1989. The experience of nature: a psychological perspective. Cambridge University Press, Cambridge ; New York.



Complexity and Coherence, which are often wrongly thought of as opposites can be understood as 
Complexity being the variability among a set of objects or features in the environment, and 
Coherence being the order among them.  33

Legibility, more related to the wayfinding influences of the concepts above, refers to how a place helps 
its visitors orient and find their way within the place as well as within the context of that place.  By 
having each place ‘play the role’ that it has in the entire scheme of a city, people are helped with 
understanding how to find their way in the city.  Lynch suggests that working with the five elements of 
Imageability, discussed in the next section, can increase the level of Legibility and improve the 
likelihood of people using the place.  34 Cullen and Jacobs suggests working with termination points of 
streets to give people “[t]his is the spot”- and “[s]top looking, it is here”-locations 35 to help them 
orient.  This can be achieved by making multiple large streets end at well spaced, unique, large and 
significant buildings or places.  36 Another strategy of achieving Legibility is by designing with the 
conscious ways in which people orient in a city in mind.  Examples of this is using signs and ordering 
the streets into grid systems, like in many cities in the United States.  

Transparency, not being the opposite of Enclosure or any of the other concepts mentioned, refers to 
the ability of people too see what lies beyond the space that they are currently in.  It is most often the 
bottom two meters of elements that create the previously discussed Enclosure that influence 
Transparency.  Large store windows with merchandise on the other side of the glass is one example 
of a very transparent element.  37  Trees also, because their trunks only occupy such small area, often 
create very transparent elements.  38 However, Transparency can be less tangible than these elements.  
Jacobs argues that Transparency can also arise by merely suggesting to people what lies beyond and 
letting people imagine it, rather that actually seeing it.  Many entryways and adorned porches makes 
people imagine that there are people about, thus, in a sense, increasing the level of Transparency.  39

A drastically different way of understanding what makes places lively, and what attracts people is Space 
Syntax.  Liberating itself from the often ambiguous subjective assessments of building materials, 
character, edges, etc., it provides a tool for predicting and manipulating things like traffic, commerce 
and land value by analyzing or changing something as unambiguous as the networks that the streets of 
a city comprise.  40

Within the concepts discussed above there are many more detailed descriptions, explanations and 
discussions, but with this general understanding of the tools and concepts in the field relating to the 
task at hand, the thesis selects two tools to work more with in the investigative part of the thesis 
while, in the proposal, it returns to many of the concepts discussed here as their usage is highly 
relevant in the pragmatic conduct that characterizes the design of space.  
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As the aim of the thesis proclaims the use of investigative planning and design tools for this stage – 
before the proposal stage – the two theories: Imageability and Space Syntax are further discussed in 
this chapter in preparation for extended adaptation in the following chapters.  As explained in the 
introduction, these two have a good potential of providing useful answers to the second sub-question 
and its six main issues identified in the pre-study.  This includes understanding Kungshöjd’s non-
existence in the minds of Gothenburgians, walkability and wayfinding in, around and through 
Kungshöjd, as well as the overarching street structure that Kungshöjd finds itself in.  

Imageability
The Imageability Method aims at understanding how people understand a city and let that inform 
future decisions and designs.  The way it does this is by having people draw up maps from their mind.  
By analyzing these the method finds elements that occur more or less often in people’s maps, 
indicating the way by which people understand the city.  

The Five Elements
The way the method makes people’s mental maps of the city understandable in a common language 
is to break the elements of the city down in to five groups, each with its distinct functions and 
features.  

Figure 2-1: This legend used by Kevin Lynch shows what icons and elements are put into a map based solely 
based on peoples’ impression of the map.  Notice how the level of the tier of each elements symbol is only 
dependent on the percentage of people perceiving it as such an element.  Inspiration: Lynch, 1960, p.  145.  

Since, for example, a wide road can be seen as an edge for a pedestrian and a path for a driver, and 
one place might be a landmark for one who never travels there and a node for one who does, 
objects can’t and shouldn’t be categorized into what they actually are.  That is not possible with the 
definitions of the elements, nor useful for the method.  Every identified element is treated as each 
person interprets them.  

Paths

Paths are the most common element for people to naturally use to explain how to find one’s way in a 
city.  It is defined as something straight that the person can travel along.  Things usually interpreted as 
paths are sidewalks, streets, boulevards, trails and railroads.  
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Edges

Edges are the second most popular element for people to intuitively use to explain a city.  They are 
straight things in the city that aren not used or perceived as paths.  They can either be interpreted as 
barriers that divide or as seams that connect two distinct areas.  Things that often are interpreted as 
edges are walls, wide roads, railroads, hillsides, rivers and sides of parks.  

Districts

Districts are two dimensional, fairly large areas, that people perceive can be entered.  Usually, a district 
consists of an area in which buildings or street scape exhibit a characteristic distinct from other parts 
of the city.  Examples of these are an old town-district with winding narrow roads and raggedy two 
story buildings, a central business district with wide roads and skyscrapers, an area from the 60’s with 
prefabricated concrete façade elements and arbitrary streets and roads.  

Nodes

Nodes are represented as points marking places into which people can enter and, and which are 
intensive use points used for travel, often where many people pass through, and often where breaks in 
travel take place.  These are often intersections, public squares and central stations.  

Landmarks

Landmarks are represented as points marking objects used to identify and understand ones 
surroundings.  What makes a landmark a landmark can be its uniqueness, sheer size, its contrast to its 
surroundings making it extra noticeable, or how its conveniently located in a place that makes it a 
good reference point.  Landmarks are often a tall building, statues, but can also be large signs, stores, 
community halls or even natural features like a mountain.  41

Space Syntax
In its urban context, the idea with Space Syntax is to break down the environment into distinct 
components and use calculations, based on the configuration in which these components are 
interconnected, to predict things like building height, pedestrian flow, crime levels, etc. 

How it is done
The first components that the environment is broken down into are open space and buildings.  These 
are the only things taken out of reality that the theory and method deal with42.  Despite this simplified 
model of an environment, it still results in very accurate predictions.  43 44
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Figure 2-2: This map show an example of a part of a street network in which everything except built (gray) and 
unbuild (white) is omitted.  

Next, the open spaces – i.e. streets, parks, paths, squares, etc. – of the whole area being investigated 
are sub-divided into convex spaces – spaces in which all containing points are visible from every other 
point within the space – in such a way that as few convex spaces as possible are used.  These convex 
spaces are called cells.  

Figure 2-3: A convex and a concave shape.  A convex shape is a shape within which one can’t draw a line that 
starts and ends within the shape and pass through one of the shapes’s borders.  A concave shape is a shape in 

which one can.  

When the whole open space is covered with convex cells, it is called a convex map.  45

Figure 2-4: This figure of a convex map shows how a street network (white), among buildings (gray), is divided into 
convex cells that cover the whole system.  
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Next, lines that representing peoples’ lines of sight are drawn on top of the convex map so that every 
cell is passed through by at least one line and so that as few lines as possible are used.  These lines, 
called axial lines, are then adjusted so that each of them intersect as many other axial lines as possible.  
46 47

Since the original definition of Space Syntax’s axial line is vague and does not allow for an algorithmic 
implementation, common practice is to start by putting in the longest axial lines first and continue 
with the second longest, the third longest, etc. until every convex space is intersected by at least one 
axial line.  Algorithmically implementable definitions of the axial line leading to axial maps closely 
resembling the hand drawn have been developed, but these will not be used in this thesis because 
they don’t provide any benefit for the analysis and are a lot of work for such a small area as the one 
being studied.  48 

Figure 2-5: Axial lines passing through all convex cells of the example system.  

When this is done, the calculations begin.  Depending on what one is looking to find out with an 
analysis, there are different ways to count how the lines intersect in order to make conclusions about 
the system or a particular segment: Connectivity, Integration, Control value, Global choice and 
Clustering among others.  49 

Connectivity is perhaps the simplest measure used in Space Syntax and is found by counting the 
number of axial lines that connect or intersect each axial line in the system.  Counting the connectivity 
for each line in the example system gives the following values starting with the top axial line on the 
left side and going counterclockwise: 2, 1, 2, 1, 4, 1, 1, 1.  
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Figure 2-6: An axial map with each axial’s connectivity calculated, i.e. how many other axial lines intersect with it.  

Integration is a bit trickier and is calculated by averaging the amounts of steps – jumps from one axial 
line to the next – needed to reach every line in the system.  The first line in the example would need 
zero steps to reach itself, one step to reach the second line, two steps to reach the third, two steps to 
reach the fourth, etc.  Then, an average of all these steps is calculated and the axial lines with the 
lowest numbers, i.e. lowest number of steps needed to reach the other lines of the system, are the 
most integrated and are expected to have high flows.  

Figure 2-7: An axial map with each axial line’s integration value calculated and presented  in numbers along the 
edges and represented by the width of each line – thick line means higher integration which is a lower integration 

value because it means fewer steps are required on average to reach other axial lines.  

When applied on such a small area as in the example, the method does not have any value, but on 
larger scale with perhaps thousands of streets, its accuracy for predicting movement increases.  
However, the movement that this calculates is mostly the movement of vehicles.  50
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Because most theorists agree that the predictions are not perfect, the coefficient of determination 
(R2) is commonly used to give an idea of how much of the variance of pedestrian traffic is explained 
by each analysis.  One that hardly has any explanatory power at all would have a R2-value of 0 to 0.1, 
and one that is usually seen as relevant or interesting is more than 0.5.  One that is equal to 1, the 
highest possible value, has a perfect explanatory power and predicts pedestrian traffic spot on for 
every street.  

The way to find R2 is to create a function of the integration that says how many pedestrians on a 
street there are per unit of integration, for instance 5 000 plus 1 000 per unit of integration, so that it 
minimizes the sum of the squared distances between all of the actual measured pedestrian traffic and 
the traffic predicted by the function.  Next, R2 is found by subtracting 1 by the division of minimized 
sum with the sum of all squared distance between all of the actual measured pedestrian traffic and 
the average pedestrian traffic. 

Critique
How can so much of the geometric and metric complexity of urban space be discounted, and so much weight put 
on a simple line representation, and a nonuniform at that? Why should topological rather than metric measures 

then be chosen, especially in view of the emphasis on movement where metric variables must be expected to play 
a role? And why should so much emphasis be placed on a single type of measure, based on topological ‘ depth’ in 
the graph? Can such an apparent simplification of the geometric complexity of urban space then be considered a 

realistic foundation for a theory? Is there perhaps some way in which the strategy of line graphs can be give a 
more secure theoretical foundation? – Bill Hillier51

It may seem unintuitive that such a complex thing as choosing where to walk and where to spend 
one’s time in a city could be predicted by such a simplistic tool as the axial map.  Many are sceptic to 
the theory and its credibility because it disregards too many factors such as building type, height, 
population density, etc.  In fact, the most prominent of the Space Syntax methods and the one used in 
this thesis – the axial line – surprised the researchers developing it with its ability to predict pedestrian 
movement.  52 53

Hillier, in a defense of the theory, argues that the method incorporates such aspects without directly 
expressing them.  For instance, the length of roads surely have to affect how people move but are not 
(at first sight) taken into account in an axial line analysis.  Hillier notes, however, that connectivity – a 
measure of how many axial lines intersect the line in question – throughout cities of the entire world 
correlates closely (with an R2-value between 0.61 and 0.87) to the length of the streets.  As such the 
theory has then, in a sense, internalized the length of the streets into its own language.  Length has 
become a number of connections, correlating positively to the length of the road and negatively to 
the distance between each intersection.  Further analysis is then based on each street being seen as a 
node with this number of connections.  
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Figure 2-8: Two connecting streets forming an obtuse angle (left) and two connecting streets forming an acute 
angle (right).  

Additionally, the angles of the roads are internalized.  If a street is intersected by another street 
forming an acute angled connection, then the likelihood is that it will link to a street that links back to 
the original street.  If, however, the angle formed by two connections is obtuse, such as when the 
street is almost straight, it is likely that links of the other line will be far away from connecting with the 
first line.  These lines will consistently reach further into the system of connections and away from the 
original street.  This way, the theory also encompasses angles in which streets intersect – a feature that 
affect where people decide where to walk.  54

Hillier states that “[i]n urban systems configuration is the primary generator of pedestrian movement 
patterns, and, in general, attractors are either equali[z]able or work as multipliers on the basic pattern 
established by configuration”.  Attractors, in this case, can be certain buildings, bus stops, or central 
stations that affect the movement pattern.  A critic of Hillier and Space Syntax, Carlo Ratti, argues that 
with changes in how cities are built – from organic to planned – some attractors might not be 
equalizable or work as a multiplier on the basic pattern established by configuration.  

In rough terms, he’s saying that maybe before – when cities were built without an overhead entity 
with the power to plan – individual decisions would either be too small to have a significant impact or 
go in the same direction as the system ‘prescribes’, such as building an extra floor for a store in the 
centre of the city.  But in today’s cities many individual decisions have the power to affect the 
movement pattern in a significant way.  For instance La Defense in France – an attempt to gather tall 
office buildings on a wide street away from the historic centre – has pedestrian movement which 
goes undetected in axial map analyses.  55

Furthermore, Ratti argues that the method for finding axial lines, defined by Hillier as the way to find 
the set of fewest lines that intersect all convex spaces of a system56, is not rigorous or consistent 
enough and that many different sets can be found and there is no way of knowing if the found set has 
the fewest number of lines or if there might be a set with fewer.  This problem has since been solved 
and incorporated into digital Space Syntax tools that automate and optimize the axial line finding 
process.  57 58
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Another common critique is that the method does not distinguish between different types of land 
use.  Commercial use is expected to generate larger amounts of pedestrians than residential use for 
instance.  To fix this Hillier, supposedly, proposes to arbitrarily add more axial lines where commercial 
use is present.  This, argues Ratti, creates the possibility to readjust networks so that they seem to 
predict movement while they in fact just imitate it.  59 This is however a misunderstanding.  Hillier is 
illustrating that if a street pattern would have streets and subsequently axial lines added,  its new 
higher integration would attract commercial activity.  60 

Ratti’s most compelling critique of the method is regarding what is known as the axial map edge-
effect.  Depending on how large an axial map is drawn – just the neighborhood, the district, the whole 
town, the whole municipality, etc. – the global integration differs drastically.  If you would consider the 
system of a town, you can expect the most integrated parts to be in the centre of the town.  But if 
you extend the network to also include a similarly sized neighboring town both towns’ integration 
values would plummet and the most integrated parts, i.e. where the theory predicts the most 
pedestrian movement, would be on a part of the road in between the two towns.  61

However, he acknowledged that remedies to this have been made.  For instance many promote the 
usage of limiting the integration to a certain radius, also known as local integration or radius-n 
integration, where n represents a number.  These ‘limit’ how far one counts the integration value to n 
steps away from the current line.  But the volatile measure global integration is still used in many 
recent projects.  62 63

Even though it seems more intuitive that people use metric distances rather than topological and 
geometric – those used in Space Syntax analyses – when determining which streets to use, Bill Hillier 
and Shin-ichi Iida have shown that models using metrics are far worse at predicting movement.  A 
fairly unsatisfying explanation is that people are too bad at measuring distances objectively and tend to 
overestimate routes with many turns and therefore many axial lines, and underestimate routes with 
few turns and therefore few axial lines.  64
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Finally, a very common and well founded critique on the axial map is that when one looks at grid 
cities, which are very common in for example USA, the long axial lines with extremely high 
connectivity compared to those in an organically shaped city, gives some strange results.  It has been 
noted that Broadway – one of the most active lines of movement in New York – gets a fairly low 
integration value.  65 66 Different ways of dealing with this have been proposed, but one particularly 
intriguing adaptation of the axial lines of Space Syntax, previously suggested as further research by 
Nick Dalton,67 and introduced and tested by Yasushi Asami, Ayse Sema Kubat, Kensuke Kitagawa and 
Shin-ichi Iida is incorporating sight limitations, in particular due to topography, into the analysis.  

Figure 2-8: An illustration showing how elevation differences can break people’s sight lines.  Gray area is area seen 
by the person on the left side in the image.  

Normally, axial lines end where it can be determined from a map that the line has run into something 
impassable, such as a building, a stream or a wall.  But axial lines are supposed to represent a line 
whose length a person can walk as well as see.  In the case of hilly settlements and settlements with 
long straight streets, the line of sight is broken on many of the axial lines due to height differences in 
the street.  In an attempt to use Space Syntax to make sense of hilly settlements, Amasi et al.  
developed a version of axial map that took broke axial lines similar to the way people’s sight lines 
were broken by differences in elevation.  68

Amasi et al.  did not only break up axial lines according to the paragraph above and then treat them 
as normal axial lines.  They also incorporated a weighting system developed by Dalton that made it 
such that a ‘jump’ from the lines that almost have the same direction, only a slight turn, is a smaller 
‘jump’, while lines that intersect almost perpendicularly have a much larger ‘jump’.  69 This system 
proved to be a worse predictor of various measures than just giving each connection a fixed weight as 
is done normally – one step from an axial line to another counts as one step.  
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Discussion
I would argue that weighting lines based on intercept angle on a two-dimensional axial map (that does 
not include direction changes up or down made by sloping streets) undermines the way the original 
axial map internalize the angle of intersection (in the form of the probability that the intersecting line 
leads back to or further away from the original line – an argument explained earlier in this chapter).  
With three-dimensional axial maps, however, direction changes upward an downward will not 
undermine the original axial map’s internalization of direction changes because the internalization is 
based on the following intersecting lines’ probability of leading back to the original line, thus 
completing a loop – something that will not happen vertically in a street setting today.  
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3. Background
What is the goal with changing the place in Gothenburg? In an attempt to further develop the practical purpose of  
this thesis – to come up with a useful proposal for the Kungsgatan on Kungshöjd – this chapter expands on the 
goal of such a project.  Why have the two already finished projects – Champion Square in Bristol and New Road 

in Brighton been chosen to be studied?

Formulating the Goal
What are the wishes, ambitions and goals of the stakeholders of Kungsgatan on Kungshöjd – residents, property 

owners, businesses, etc. – and how can these be combined into reachable goals?

Divided into sub-chapters for every stakeholder group, this chapter presents how the information of the respective 
stakeholder groups wishes, goals, ambitions, and thoughts were obtained; what can be concluded from the variety 

of information, and problems with the wishes or how the information was collected.  

The Residents
By conducting telephone interviews the following wishes, goals, ambitions, and thoughts of the 
residents were found:

• Some of the residents, many of which are adults with children70, say Kungshöjd needs to make it 
easier for families with young children to live there.  There is a general disapproval of the current 
playground beneath Arsendalsgatan.  It is too hidden and unvisited for there to be any eyes on it, 
therefore mostly drunkards hang out there, they say.  The lack of playgrounds make it harder for 
families with children living in Kungshöjd and is the reason why many move to the suburbs when 
they get kids, according to the residents.  

• Many of the residents proudly tell that they do all of their purchases on or near Kungshöjd 
without the use of a car.  

• They think that Kungshöjd is one of the prettiest areas in Gothenburg, much due to having kept 
many of the old adorned façades and window details.  Also, they express a fondness for the 
Televerket building and the bastion Carolus Rex.  

• Despite already having walking access to the commercial offerings of the inner-city while still 
living in a mainly residential area, the residents of Kungshöjd seem to welcome more commercial 
activity on their own streets and opening up and connecting Kungshöjd more to the rest of the city.  
As one woman said, “You don’t want to seclude yourself if you move here; if you wanted that, you’d 
move to the suburbs.  ”71 72
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The Businesses
The businesses on Kungshöjd are currently mostly restaurants and hairdressers.  Through the semi-
structured interviews with a randomized selection of the people owning or working for the 
businesses on Kungshöjd,73 it can be concluded that on one particular issue, one can divide the 
businesses’ wishes into two opposing groups – one that wants more, cheaper and more available 
parking, and one that wants a stronger flow of people and nicer looking, pedestrian friendly, streets.  
Not surprisingly, these opinions correspond to the means by which each business’s customers most 
often reach them.  

However, all of the businesses welcome the street life and commerce on Kungsgatan below 
Ekelundsgatan up to Kungshöjd.  Unenthusiastically, they say that now it seems like Kungsgatan ends at 
7-Eleven on Ekelundsgatan.  

Many of the restaurants’ customers arrive by car but park a few hundred meters away.  So the 
businesses have a general wish for parking to remain close to their establishments, but not necessarily 
right outside on Kungsgatan.  Another expressed interest is expanded outdoor seating areas for the 
restaurants.  

The Property Firms
The property firms have expressed,  through representatives consulted throughout this thesis, a wish 
to extend the activities of Kungsgatan below Ekelundsgatan – an active shopping street – to 
Kungsgatan above Ekelundsgatan where it today is more quiet.  They want to make the street more 
lively.  Another ambition of theirs is to make the street connect cyclists and pedestrians from 
Linnégatan to the inner-city in order to get more passersby in order to make it more lively year 
around in order to support a higher commercial activity.  

They note that even though it might seem tempting to disallow motor vehicles on Kungshöjd, it is 
something that probably should be avoided if possible.  

Ultimately, the property owners want to increase the value of their properties, but they emphasize 
that, as large investors in the entire region of and around Gothenburg, they want to do it sustainably.  

The City of Gothenburg
The municipality wants Gothenburg to be an attractive city for all kinds of people and to be a useable 
centre for the whole region.  The municipality also expresses a wish to do this sustainably.  

After an interview with Rune Elofsson at the Department of Planning, it can be noted that, more 
specifically, the municipality wants to explore the possibilities of making Kungshöjd contribute more to 
one thing in particular that makes the city attractive – the mix of people and unique things and 
activities.  This can be to create places where spontaneous meetings occur, to offer unique destinations 
or to improve how people meet in the city.  
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In redeveloped areas there is often a risk that some businesses can not cope with the changes and are 
forced to shut down.  While the City of Gothenburg realizes this is a part of the market economy and 
healthy competition, some of these shops add an attractiveness to the city as a whole which they 
never get paid for.  For Gothenburg to become more attractive, Rune Elofsson at the Planning 
Department says, it must attract and retain these often small, vulnerable and unique boutiques, shops, 
cafés, etc. 74

Innerstaden Göteborg
Jointly owned by the property firms active in Gothenburg inner-city and business owners there, 
Innerstaden Göteborg works for the property owners, the businesses and for the City of Gothenburg 
to make Gothenburg inner-city more attractive for residents, visitors and businesses75.  

Initiating the topic of this thesis and being consulted throughout the research, Innerstaden Göteborg 
and their views are considered throughout the entire conduct of the research.  These views can be 
summarized into: wanting Kungsgatan on Kungshöjd to feel like Kungsgatan east of Ekelundsgatan; 
making it more pedestrian friendly while preserving vehicular access; increasing the business potential 
for the businesses on Kungshöjd; employ solutions that increase the environmental sustainability of the 
area and the whole city.  

Gothenburgians
Even though this group would not be as greatly affected by any changes on Kungshöjd as the other 
groups, this group consists of an integral part of the proposal – the individuals that ultimately the 
proposal wants to attract to Kungshöjd.  Not listening to them would create a great knowledge gap in 
the research basis for the proposal.  

One of the most commonly stated reasons for not spending more time than necessary on 
Kungsgatan on Kungshöjd was its lack of places to stay at – benches, cafés and parks.  Few people 
knew about the overlook points and their lawns and benches at the bastion Carolux Rex and at the 
south-eastern corner of Kungshöjd.  

The most common reason for rarely being there at all was that it lacked stores.  

Not all visits are due to one having the place in question as a destination.  A reason for many people 
to only rarely walk over Kungshöjd was that if one wanted to reach the other side – almost always 
referring to Andra Långgatan, Järntorget or Linné, never the area around Skeppsbron – one would just 
take the tram.  It was too far of a walk, and they didn’t want to bother with the slopes, people said.  

When asked what could be done to improve the place, things mentioned were, making it brighter and 
having more vegetation.  
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Discussion
Gothenburg is constantly growing and now has an exceptionally high amount of people and jobs 
moving into the city.  With limited space this results in increased demand on the current properties 
where often the highest bidder is the one who gets to stay.  Of the people representing the 
businesses in the area in this study, none were concerned about this.  Regarding the residents, 
however, it came to my knowledge during the interviews that some of the buildings on Kungshöjd are 
owned by the municipality and has rent control.  So if this replacement of poorer to wealthier people 
in this area would occur, still the municipality’s ambition of having a mix of people for social 
sustainability would be somewhat met if the social housing remained.  

Many storeowners in Gothenburg are angry with the municipality because they are making it harder 
for customers to access the inner city and its stores by car through road tolls and the removal parking.  

If one wanted to reach Järntorget from Domkyrkan, the shortest walking route would be taking 
Kungsgatan via Kungshöjd.  But the sheer distance, or perception of the distance, and the slopes made 
people more inclined to taking the tram.  

Previous Comparable Projects
Are there any other comparable places within or outside of Gothenburg where issues like Kungshöjd’s have been 

solved or attempts of solving them have been made, what can be learned from them and what can be applied or 
should be avoided in Kungshöjd?

In order to make the proposal in this thesis more realizable, the municipality and property firms have 
said that few arguments are as compelling as a successful previous example of what is being proposed.  

 This chapter will first argue for their relevance and there after examine two areas – New Road in 
Brighton, United Kingdom and Matthias Park in Bristol, United Kingdom – that have had and have 
solved similar challenges as those of Kungsgatan on Kungshöjd.  

During the first interviews and talks with the planning office in Gothenburg, Innerstaden Göteborg, 
property firms, family and friends, about a hundred different suggested projects were considered.  Out 
of these, the two selected were the most applicable.  Since all comparisons and lessons learned from 
these project will be individually analyzed with regards to its context, the lack of systemic choice of 
case will not skew any results.  
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New Road, Brighton 

Figure 3-1: New Road after the redesign.  Source: Google Maps, 2014a.  

Why this site?

Previously New Road was a dull and neglected link in Brighton city centre.  Despite the 
two theaters, bars and restaurants on the street, it was dominated by vehicles with 

narrow footways, lots of street clutter, parked cars and little reason for pedestrians to 
linger.  76 77

The quote above from Living Streets’s website is a summary of New Road in Brighton, United 
Kingdom before a redevelopment so successful that it has received numerous awards including the 
Civic Trust Award 200978 and made it into the fourth most popular place in Brighton79.  

The changes that had such a drastic effect on this street were all within the confines of the street 
itself.  Therefore these, very local, changes relating to the physical environment will be closest 
investigated.  Other factors that might have affected the area, such as financial fluctuations, public 
policy and city dynamics on a neighborhood or city-wide scale have not been attributed as cause for 
the drastic changes by Mayor or any of the other people who have written about the case and will 
therefore not be focused on.  

While this street seems to have had more severe problems, judging by the introductory quote, than 
Kungsgatan on Kungshöjd they share many of the problems such as being dominated by vehicles, 
parked cars and having little reason for pedestrians to linger.  Also, New Road had housed restaurants, 
bars and shops before the project, but still people didn’t linger, just like Kungsgatan on Kungshöjd.  

Project Name: New Road, Brighton

Client: Brighton & Hove City Council

Architect: Gehl Architects

Commenced: Autumn 2005

Completed: Summer 2007

Cost: £1.75m (ca 18 Mkr)
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Figure 3-2: This image compares the lengths of New Road in Brighton, United Kingdom (top) and Kungsgatan on 
Kungshöjd in Gothenburg, Sweden (bottom).  

The size of New Road and Kungsgatan on Kungshöjd are in the same category.  When comparing 
planning practices between countries one issue that often occurs is that the project areas differ widely 
in size.  This illustration of the two roads, with New Road on the top and Kungsgatan on Kungshöjd at 
the bottom, drawn on the same scale, show that they are in the same size category.  

It is clear that the aim with the New Road scheme, similar to that of Kungsgatan on Kungshöjd, was to 
better integrate the street with its surroundings80.  This suggests that it had similar challenges to 
Kungshöjd’s disconnectedness from the rest of Gothenburg.  Also, one of the goals with New Road 
was to link the Royal Pavilion gardens to a newly built library with a lively public space,81 similar to 
how Gothenburg and property owners are interested in linking different parts of Gothenburg with 
lively spaces.  

Although technically not housing more than about 15 0000 people – about a fourth of Gothenburg’s 
Population – Brighton is part of a continuous urban area formed with two neighboring cities totaling 
to a population of about 5 00000 – very close to that of Gothenburg.  82 This is important because it 
means Brighton and Gothenburg have to deal with roughly the same levels of traffic and as 
commercial centers serve about the same amount of consumers.  

Challenges and Opportunities

New Road is sided by high quality 19th Century buildings containing mostly bars and restaurants, and 
connects one of Brighton’s most popular shopping streets to the cultural quarter of Brighton.  Being in 
the cultural quarters, on the street and in the Pavilion Gardens directly east of New Road one can 
find cultural attractions such as Brighton Dome, the Royal Pavilion, the Pavilion Theatre and Theatre 
Royal.  83

One requirement that Brighton and Hove City Council had on the project was that New Road had 
to remain open to all types of traffic, similar to many of Kungshöjd’s stakeholder’s wishes.  84
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The people using the place – pedestrians, cyclists and drivers – did not have much in mind for the 
place before the redesign.  Out of all the pedestrians only about 80 % had anything at all to say about 
the place when asked, and around 65 % of those opinions were that they were feeling unsafe, 
vulnerable, alarmed, etc. 85

Solutions

While the Brighton and Dove Council seemed to not be able to find any reasons in the context of 
New Road as to why it was perceived as such a poor place, the approach they used for meeting these 
challenges and take advantage of the great opportunities of New Road was local interventions in the 
visual, and to a small degree the spatial, design of the place.  That is, they made sure that when people 
entered by car and saw the street they had to slow down in order to have the time to understand 
what was an appropriate speed and what to yield to.  

What is notable about the floor of the redesign of New Road is that it does not show what space 
belongs to the cars, what belongs to bikes and what belongs to the pedestrians.  In fact, that is the 
point with the surface design.  If the environment does not tell the people using the space how it 
should be used people slow down and start looking for other clues in the environment, such as what 
others are doing.  And in the case of New Road, since there are so many pedestrians present, the 
space is most often claimed by pedestrians.  When Jim Mayor in his study compared New Road to 
Jubilee Street, the northern continuation of New Road which is lined by comparable commercial 
activity and has a similar flow of cars, people and bikes but has visual clues of who the space belongs 
to – like curbs and different pavement – he found that pedestrians are four times more likely to claim 
the middle of the street if the floor does not indicate its purpose or to whom it belongs than if it 
does.  86 

Figure 3-3: This image shows the floors of Jubilee street (on top) (facing north) and New Road (on bottom) (facing 
south) from the same point.  While Jubilee Street’s floor clearly defines what space is intended for motor vehicles 

and what space is intended for people, New Road’s does not.  Source: Google Maps, 2014a.  
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New Road has been redesigned so that the street surface and furniture are laid out to encourage 
defensive driver behavior.  For the edges to the adjoining streets, a heavy split-faced finish was used to 
generate a slight rumble strip that provides the motorist with a auditory signal that they are entering a 
different type of space.  

As the street was to remain fully open to all types of traffic, the design of the surface played an 
important role in directing movement.  The plan size, blend of colors and use of white granite curbs 
laid flush with the surface all played a part in suggesting particular routes through the space, while 
physical barriers, such as up-standing curbs putting pedestrian surface a few centimeters above driving 
surface, were removed.  

To aid the visually impaired through this unusual space, the designers included a strip of tactile paving 
that ran the full length of the street.  This can then be used by visually impaired as a reference used to 
orient and avoid objects.  

Figure 3-4: An image of the ‘wall-bench’ on the southern half of New Road.  Behind it lies 
the Pavilion Gardens.  

Almost a fourth of New Road’s total border length is sided with benches.  
And in Mayor’s study he found significant differences in the behavior of 
people not just passing through in the northern half of New Road (with little 
bench area) to those in the southern half (with a lot of bench area).  Not 
counting people using benches, both the northern and the southern part of 
New Road had about 70 visitors.  On top of that, the southern part had 110 
visitors using the benches.  Out of these visitors, in the southern half, about 
110 out of the total 180 visitors stayed for more than six minutes while only 
about 15 out of 70 stayed for more than six minutes in the northern half.  87 
Conclusion: Places to sit seem to be an important ingredient in making 
people stay.  
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A range of surface finishes to the granite was chosen in response to particular need.  The setts and 
slabs were finished with a flamed surface to provide adequate grip to pedestrians and vehicles.  88

Results

Since opening the street to the public in 2007 after the reconstruction, the following changes have 
been reported:

• 93 % reduction in vehicle traffic 

• 162 % increase in pedestrian use (not considering the extra time people tend to stay after the 
reconstruction)

• 22 % increase in cycling 89

• Zero reported traffic accidents (as of 2010) (compared with three incidents in the same period 
before the opening)

• Increased financial turnover for 80 % of the businesses

• Increased prestige and general feeling of wellbeing for 80 % of the businesses 90

• 56 % of the street’s users changed who they thought had priority in traffic, pedestrians or 
motor vehicles (from 18 % to 74 %)

• People in cars started to avoid the street during certain hours due to the increase in street 
life91

Discussion

New Road still has vehicular traffic, albeit less of it, but now vehicles use the road on the terms of the 
pedestrians instead of the other way around.  

Interestingly, not only floor design influenced who claimed the middle of 
the roads, as discussed in Surface Treatment.  When Mayor looked at and 
compared different parts of New Road he found that people in the 
southern part, lined with lots of benches, were almost twice as likely to do 
things in the middle of the road compared to those in the northern part.  This suggests that it is not 
enough to redesign the surface; to have a significant impact, one also needs to provide something to 
make people stay for enough time, e.g. seating.  
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Figure 3-5: New 
Road’s arrangement of 
benches, façades and 

vegetation.  



Figure 3-6: This figure shows the proportion of people’s activities taking place in the middle part of each street.  
The two leftmost columns represent the southern and northern part of New Road respectively, and the two 
rightmost represent two different parts of Jubilee street.  (The two middle columns represent a third street in 

Mayor’s study that is not brought up here.)  Source: Mayor, J.  , 2010.  .  

One explanation for this may be that only with the increased staying times that New Road’s benches 
gave did New Road acquire the critical mass of people needed to really claim the street.  So for New 
Road the success came with benches, but for more populous places the critical mass might be 
reached without it and thus forming successful shared spaces without places to sit.  92 

Just like on Kungsgatan on Kungshöjd, New Road wasn’t a particularly problematic street in terms of 
its function as a transport stretch, it was its untapped potential as a place in the core of a bustling city.  
93 However, just dismissing Kungsgatan’s transportation function would not be an option for the a 
project in Gothenburg.  As discussed under Formulating the Goal in chapter 3, one thing in Kungshöjd 
that would be hard to go through with is to disallow cars on the streets.  While most studies 
reporting on this case are positive to the changes on New Road, including the 93 % reduction in 
vehicular traffic, a further assessment of the implications of such an effect on Kungsgatan on 
Kungshöjd should probably be done if such a drastic effect on traffic vehicular were to be expected.  

What to bring to Gothenburg

Whether the shared space solution is appropriate for Kungsgatan on Kungshöjd depends on how 
many people one expects the spaces to attract at any given time.  Too few, and there will not be 
enough pedestrians present to claim the street and make it a place worth staying at.  The six different 
street sections that Mayor studied94 gives an indication of what was enough in Brighton, but its 
relevance and strategies for Kungshöjd’s case is will be further discussed in the Discussion section of 
Stock-taking, chapter 7.  

Also, if the shared space solution is to be applied for Kungsgatan on Kungshöjd, one must give extra 
thought to what signals the surface sends to its users.  Curbs or delimitations with different surface 
textures might not be a good idea if the space is to be perceived as shared.  
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Champion Square, Bristol

Figure 3-7: Champion Square after the redesign.  

As with New Road, local changes had the largest impact on this place and will therefore be the focus 
of the study.  95

Why this site?

Figure 3-8: This image of the street networks by Champion Square in Bristol (left) and by Kungshöjd in Gothenburg 
(right) shows how the respective areas (gray) have a street network that differs from that of the other side of a 

particular road.  

Just like Kungsgatan on Kungshöjd, Champion Square in Bristol lies right on the other side of the road 
from a commercial district.  In Bristol’s case, the road is much wider than in Gothenburg’s – six lanes 
instead of just two – but they still share the feature that the street structure is broken at their borders 
and that there are distinctly different types of development on either side of the respective borders.  

Immediately across the road is a large semi-indoor shopping mall.  Beyond that there are streets that 
go several blocks further into Bristol and together form the commercial center of Bristol.  On the 
other side of the project area – east and northeast of Champion Square – there are mostly residential 
buildings, many of which are owned by the government and operate as social housing, as well as a few 
pubs, churches and small shops.  Even further away lies Old Town, a small agglomeration of pubs, 
restaurants, internet cafés and clothing stores.  This pattern of mostly residential apartments and 

Project Name: Champion Square, Bristol

Client: Brighton City Council

Architect: Whilelaw-Turkington Architects

Commenced: Spring 2007

Completed: Summer 2009
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comparatively dormant commerce next to, on one side a main shopping district, and on the other a 
commercial district is what we see in Kungshöjd with Kungsgatan and Järntorget respectively.  

The scheme in Bristol has had some ripple effects.  The connecting street St.  Matthias Park has 
effectively become part of the shared space area in people’s minds.  Even though this space is not 
included in the formal zone of shared space and its special traffic rules, people – in cars, on bikes and 
on foot – act as if it was.  Cars go slower, people often walk in the middle of the road and are not 
worried about speeding cars, and parents are not afraid to let their kids play nearby them – a specific 
wish of the residents on Kungshöjd.  With the many streets connecting to Kungsgatan on Kungshöjd 
that have the potential of being more pedestrian and people friendly and the wish for a more child 
friendly Kungshöjd by its residents, there might be something to learn from the scheme in Bristol.  

Figure 3-9: Length comparison of the Champion Square scheme in Bristol, United Kingdom (top) and Kungsgatan 
on Kungshöjd in Gothenburg, Sweden (bottom)

As with the project in Bristol, this project also fulfilled the criteria of being in the same size category as 
that of Kungsgatan on Kungshöjd.  This illustration above of the two project areas, with the project 
around Champion Square on the top and Kungsgatan on Kungshöjd at the bottom, drawn on the 
same scale, show that they are roughly in the same size category.  96

Challenges & Opportunities

When a large property owner wanted to expand a nearby shopping centre, the adjacent parkway – 
Bond Street and Temple Way – needed to be moved.  This changed the structure of the blocks on the 
other side of the road – the side of Champion Square – so that a new design was needed.  But due 
to underlying utility lines it was way too expensive to prepare the ground for any buildings and if one 
were to still have the same amount of traffic – roughly estimated 15 000 to 2 0000 cars per day – 
going through it would have been necessary to cut down part of the 160 year old allée that end in 
the roundabout.  Instead of doing this, the Bristol City Council decided to close off the place for 
motor traffic passing through and only accommodate traffic destined there and focus more on 
pedestrian and cycle traffic and developing the area into a place in itself.  97

BACKGROUND! 37

96 Richfield, J., 2014.  Interview with Planner of Champion Square, Bristol.

97 Richfield, J., 2014.  Interview with Planner of Champion Square, Bristol.



Solutions

The Planning Department in Bristol reasons that the goal of the plan was to take away certainty from 
the drivers.  Everywhere today drivers are, with signs, markings and rules, reassured that what they are 
doing is ok, safe and right.  This makes them confident enough to drive fast and be less considerate of 
other fellow road users.  In this scheme the planners fought hard to remove as many signs as possible, 
they removed markings in the ground usually there to reassure drivers, they created markings that had 
nothing to do with traffic space allocation, i.e. that was just confusing for the drivers, and they opened 
up the space.  This makes the drivers instinctively slow down to get the time needed to understand 
what is an appropriate behavior as well as making them more observant of indications from other 
road users on the appropriateness of their behavior.  In doing so they become less dangerous and 
more considerate of pedestrians and cyclists.  

With a rough estimate of 15 000 to 2 0000 cars going through the old roundabout per day before 
the redesign, it is quite different now where two of the four original roads are blocked for cars and 
the two remaining roads start and end in the same parkway a few hundred meters apart.  This new 
scheme does so that no cars drive through the place, only drivers whose destinations are in the area 
drive there.  This reduces the amount of daily passing cars to around 300 to 400.  

Figure 3-10: The bright gray stones laid out in a crescent as tactile markings that visually impaired people use to 
navigate the place.  The important thing is that they have this function whilst still not visually indicating any division 

of space, as the red brick pattern flows unhindered through it.  
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Groups often highly critical of shared space schemes are interest groups for the visually impaired.  
With this kept in mind, the Bristol City Council used simple methods in the design scheme to meet 
the critique that would otherwise surely come from these groups.  By framing obstacles and lining the 
whole shared space with stones functioning as tactile markers visually impaired are able to safely 
navigate around the obstacles and in the area.  The permeability that the layout offers to other design 
elements such as the red brick strips makes the light gray stones visually not very telling, which is the 
point.  While the visually impaired perceive the stones as a boundaries, people with normal sight 
should not and do not perceive the stones as boundaries.  98

Figure 3-11: The tactile markings along the borders of the shared space.  

Even though St.  Matthias Park is not strictly speaking a shared space, the combination of the large 
trees imposing on and taking over the sidewalk, the light car traffic and the removal of the middle lines 
in the street makes the street appear shared and much safer for pedestrians.  
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Figure 3-12 & 3-13: Some of the trees that line St.  Matthias Park and that have come to take over the sidewalk 
(and a man persistent enough to still use the narrow path that is left for pedestrians) (left), close-up of how the 

trees have grown and claimed the sidewalk (right).

Normally pedestrians would find their way to the sidewalks, but since little such space is available on 
this street they often use the middle carriageway intended for cars.  Since this part of the street got 
shut off from thoroughfare traffic as a result of the redesign on Champion Square, there are few 
enough cars to make such pedestrian behavior safe.  Judging from how the pedestrians and drivers 
interact on the street, the street is effectively used as a shared space on the pedestrians’ terms.  99

Results

No quantitative study of the usage of Champion Square before and after the redesign has been done, 
but even without that it is clear from speaking with locals and imagery of the old site that the number 
of pedestrians and cyclists have increased significantly while the cars have, due to the closing of the 
thoroughfare, dropped.  The planner leading the redesign of the area estimates that it dropped from 
about 15 000 vehicles per day to about 300 vehicles per day.  This equates to a 98 % drop in vehicular 
traffic.  100
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A bar with its back facing St.  Matthias Park – the street which before was a heavily trafficked street 
but has become an informally shared space due to the scheme on Champion Square – has since the 
redesign started moving the front of the establishment towards St.  Matthias Park to benefit from the 
increased flow of pedestrians and cyclists.  

A private school has opened up in a previously derelict old building facing St.  Matthias Park.  101

The pub on Champion Square re-opened, although they are now having new problems with 
competition from pubs on the other side of Bond Street and Temple Way for their local customers.  
The new shared spaces have not only drawn people out to this area, but also drawn people who 
previously were a somewhat confined there away.  

Even though most people are heading to or from their homes in the area, according to locals, some of 
the increased throughput of pedestrians are people going to and from Old Town located further away 
from the city centre.  With Champion Square and St.  Matthias Park being given back to pedestrians, 
Old Town has come closer to the city centre in the minds of pedestrians.  102 103

Discussion

The fact that the adjacent street, St.  Matthias Park, is treated and perceived just as pedestrian friendly 
as Champion Square suggests that a shared space design does not have to be very elaborate to make 
pedestrians feel safe.  The undefined continuous space with few cars seems to be enough.  

It is clear that the level of commerce at Champion Square is much lower than what is being wished 
for in Gothenburg by the property firms and municipality.  But the results share many similarities with 
the wishes of the residents of Kungshöjd, as discussed under the section The Residents under 
Formulating the Goal in chapter 3.  

What to bring to Gothenburg

As perhaps the biggest change for Champion square was the decrease in vehicular traffic, it is hard to 
individually assess the effects of the other changes individually.  But one can take home the lesson that 
it is not necessary to spend millions on raising or lowering the ground and laying expensive tiling in 
order to create a successful shared space.  Merely placing objects that make the sidewalk unusable, 
removing road markings and lowering car flow levels can sometimes be enough.  
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4. Method
What strategies will be used to make sense of the studied places? Why have they been chosen? How will the 

theories be further evaluated and how will scientific contributions to the field be made?

This chapter explains how the research has been designed and why the chosen methods and theories 
are used to understand the places and how they are useful to the project on Kungshöjd.  Also, it 
explains a method of testing one of the theories and how it can contribute to the scientific debate 
surrounding that theory.  

Imageability
As the original method of Imageability invented by Kevin Lynch in 1960 requires dozens of one and a 
half hour structured interviews, around 80 hours of field observations done by a separate researcher 
and another set of structured interviews whose timeframes are undefined, and extensive analysis,104 
this thesis, lacking the resources to do such a study, employs a tested lightweight method based on the 
same principles.  105

A dozen mental maps containing the Lynch’s five elements – paths, edges, districts, nodes and 
landmarks – drawn by people from Gothenburg constitutes the data that is analyzed and compiled 
into maps representing how Gothenburgians perceive Gothenburg inner-city.  

All interviews are conducted off site to avoid biasing the subjects in favor of the current area.  

The thesis employs a more lightweight version of Kevin Lynch’s analysis of Gothenburg.  In gathering 
the data, respondents are asked to think of the two places most familiar to them that are within what 
they consider the inner city.  Thereafter they are asked to draw a map for someone who has never 
been to Gothenburg to use to get between these two places and between the two places and 
Kungsgatan on Kungshöjd.  

Doing this has several positive effects:

1. The goal of making Kungsgatan on Kungshöjd a part of the inner city means that one is 
curious about how Kungshöjd compares to the inner city, not to other peripheral parts of 
Gothenburg.  This is achieved by limiting the respondents to the inner city

2. By letting the respondents themselves determine what ‘inner city’ means, one gets a general 
answer to what people consider the inner city to be, loosely translated to Lynch’s element: The 
District, which is the one element that usually is too large to be conveyed on such a small scale as 
this project.  

3. Suspecting that few people would have chosen something on Kungshöjd as something they 
were most familiar with, making Kungshöjd obligatory as one of the three locations eliminates the 
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risk of it not being one of the destinations at all and, since it is located on the edge of the inner 
city, close to the water, thereby risk it not being represented at all in the aggregate map.  

Space Syntax
One of the pitfalls discussed in the Literature Review in chapter 2 were the axial map edge-effect.  In 
order to avoid this pitfall, the thesis uses measures of local integration with enough buffering to 
eliminate this effect.  Local integration also has the benefit of being a better predictor of pedestrian 
movement than global integration.  106 Furthermore, pedestrian movement data is used to compare 
different radiuses – from radius-3 to radius-7 – in order to find the best predictor for the setting of 
Gothenburg Inner city.  The results of this comparison also contributes to the scientific debate as a 
rigorous test on a site not yet present in the debate showing how well different adaptations of the 
method predicts the important measure: pedestrian traffic.  

For this to be possible, the axial map is made so that from each of the measuring points the the axial 
lines reach at least 7 steps out.  Otherwise the axial map edge-effect would influence and bias any 
results.  

The positive results achieved by Asami et al.  , using a 3D-adaptation of the Space Syntax method,107 is 
tested in the context of Gothenburg.  Also, because of the debate on Space Syntax’s reliability, a 
comparison of how well different radiuses of integration predict pedestrian movement statistics over 
the streets of the inner city of Gothenburg gathered by Innerstaden Göteborg is made in order to 
find the most suitable radius for this project and to contribute with the results to the scientific 
discussion.  

Axami et al.  used 150 cm as the height from which they measured how far they could see along a 
street before hilliness obstructed the continuation of the road (see Figure 2-8).  108 In this study, 160 
cm is used – roughly the distance between the ground and the eyes on the average Swede.  109
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Figure 4-1: An image from Grönsakstorget, Gothenburg, showing the straight street going towards the viewer being 
blocked by a wide road with a fence.  Looking just on a map, an axial line would be drawn straight through it, but 

from this picture it is clear that the axial line should end at the intersecting left-right directed street.  

The definition of an axial line, and its prerequisite to work according to Space Syntax theory, is that 
every point on the line should be visible and reachable from every other point on the line.  When 
roads widen, maybe after 3, 4, 5 or 6 lanes depending on other factors such as curbs and crosswalks, it 
is no longer fair to not treat it as something a pedestrian is able to cross.  Thereby it does not fulfill 
the criteria for being treated as an axial line and should be broken into axial lines that do.  This is not 
to say that pedestrians traveling along a wide road is somehow hindered.  To take this into account, 
wide roads, often with fences running along the middle, have been regarded as two parallel pedestrian 
roads, connecting across the road at crosswalks or where width or other aspects make crossing less of 
a challenge.  
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5. Results
After applying Space Syntax on the cases in Brighton, Bristol and Gothenburg, and Imageability on Gothenburg 

inner city, what was found? 

Imageability

Figure 5-1: Aggregate mental map of gothenburg inner-city.  The percentage column in the legend shows what 
percentage of respondents used the element in their responses.  

What’s interesting about the results, shown in the image above, is that the references to the west of 
Ekelundsgatan – those between Ekelundsgatan and the obligatory target point on the top of 
Kungshöjd – are very weak and few compared to those east of it.  Since all respondents were to find 
elements for wayfinding to Kungshöjd, it is remarkable that so few have remembered or chosen to 
mark out elements like the large building in Romantic Nationalism style known as Televerket, 
Kungshöjdsgatan leading south, Käppslängareliden – a set of stairs leading north up to Otterhällan 
from Kungsgatan by Televerket – or any of the stores, barber shops or gyms along the way.  

On the aggregate mental city map, Kungsgatan shows as straight all the way up to Kungshöjd.  Looking 
at a real map, this is not the case.  So It seems that in the minds of people, Kungsgatan is leading 
straight up to Kungshöjd without any noteworthy elements, except the general area of Kungshöjd, 
after Ekelundsgatan.  
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Space Syntax
New Road

Figure 5-2: Axial map of the area in Brighton around New road, with New Road in the focus.  Warm colors indicate 
high radius-3 integration which according to the theory means there should be many pedestrian there.  Cooler 
colors indicate low radius-3 integration values and the likelihood of few pedestrians.  The axial network used 

extends beyond the edges of the image, but for visibility, the image is cropped

On New Road in Brighton, the potential for pedestrian traffic according to the Space Syntax analysis 
was medium and about the same level as the neighboring streets.  There, only cosmetic changes – as 
opposed to changes that change street networks – had huge effects in bringing the pedestrian traffic 
from levels below New Road’s neighboring areas to levels way above.  
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Champion Square

Figures 5-3 & 5-4: Two axial maps over Champion Square and the surrounding areas of Bristol before (top) and 
after (bottom) the project.  Warm colored thick lines indicate high radius-3 integration values predicting high 

volumes of pedestrians, cool colored thin lines indicate low radius-3 integration values predicting low volumes of 
pedestrians.  Gray lines are future and previous road network, respectively.  The axial network used extends beyond 

the edges of the images, but for visibility, the images are cropped.  Basemap source: Getmapping plc, 2009; 
Infoterra Ltd & Bluesky, 2005

As presented in chapter 3, there are indications that pedestrian traffic along the street southeast of 
Champion Square has increased since the informal pedestrian take-over that followed the scheme.  
Despite this, little difference can be deciphered from the two axial maps on that street.  

RESULTS! 47



If we look at the numbers representing the lines, we see that the mean average and standard 
deviation both before and after the scheme 1.82 and 0.65, respectively.  And the two axial lines 
associated with the place went from the radius-3 integrations values 2.08 and 3.29 to 1.90 and 2.93 – 
a slight decrease.  

Kungshöjd

Figure 5-5: An axial map of Gothenburg inner city showing in thick lines with warm colored axial lines with high 
radius-4 integration, and in thin lines with cold colors axials with low radius-4 integration.  The axial network used 

extends beyond the edges of the image, but for visibility, the image is cropped

After calculating global integration as well as radius-3 to radius-7 integration, it turned out that 
radius-4 integration had values that correlated the most with the pedestrian count data, with an R2-
value of 0.59, closely followed by radius-5, radius-6, radius-3 and radius-7, in that order.  Global 
integration had the lowest correlation of the six measures and had an R2-value of 0.44.  110

The four axial lines comprising Kungsgatan on Kungshöjd on the map have the radius-4 integration 
values 2.0, 1.6, 1.7 and 2,4, from west to east, or an average of 1.9.  For reference, the orange and red 
axial lines’s values respectively are 2.9 and 3.3.  Higher values means higher radius-4 integration and an 
increase of 1 in the radius-4 integration value represent an increase in expected traffic by about 5 500 
pedestrians per day.  Extending the south-west leading axial line to the orange line would make the 
average of the four axial lines representing Kungsgatan on Kungshöjd 2.0.  Demolishing the building on 
Esperantoplatsen and thereby extending the orange axial line northward would leave Kungsgatan on 
kungshöjd with an average of 2.1.  Doing both would also leave the average on Kungsgatan on 
Kungshöjd at 2.1.  These changes equate to about 1 100 extra pedestrians per day, or almost 100 per 
hour for 12 hours per day, according to the theory.  

RESULTS! 48

110 See appendix 4



6. Analysis & Discussion

Space Syntax
New Road
This case illustrates of one of the many branches of critique Space Syntax and axial line analysis 
receives.  No change to the street grid has happened as far as the method is concerned, but there has 
still been a great change in the amount of pedestrians visiting the place.  So an analysis of the street 
grid before and after would be the same and therefore give the exact same results and expected 
pedestrian pattern, while clearly the pedestrian pattern has changed on New Road.  

The no-change result from the Space Syntax method on New Road does not really contribute 
anything new to the debate and is more just a friendly reminder to watch out and not believe blindly 
in the method, but use it in combination with other methods.  All findings from Space Syntax analyses 
like these have an R2-value.  That is, a value between 0 and 1 that represents how well the theory 
explains differences in pedestrian movement if you consider all the streets in the system.  This single 
example shows that, indeed, there are streets that diverge from the predicted outcomes, but all of 
those are what together lowers R2.  Alone, it does not say anything about the reliability of all the 
predictions of the method.  To do that, more streets would have to be considered and compared to 
the predictions made by the theory.  111

Even though it is nothing new in the debate, the application of the Space Syntax theory on the axial 
map of the area around New Road and the radius-3 integration measures can be very volatile on 
such a small sample as this.  And a pragmatic approach would be to use the theory with caution and 
in combination with other analyses.  

Champion Square
At Champion Square in Bristol, the potential for pedestrian traffic according to the Space Syntax 
analysis before the scheme was lower than most neighboring areas.  There, cosmetic as well as 
structural changes resulted in a modest increase in pedestrian traffic, while the Space Syntax axial line 
analysis modestly suggested the a slight trend in the opposite direction.  

Similar to the discussion about the results from New Road, the result speaks only anecdotally about 
the theory’s reliability, but is, however, a fine illustration of the theory’s unreliability on small scales and 
with small samples.  
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Kungshöjd
Normally, radius-3 integration is the measure used for predicting pedestrian movement,112 but the 
results from the study on Gothenburg inner-city shows that radius-4 integration is a slightly better 
predictor for this.  There are a number of possible explanation for these results.  Since the margin is so 
low, it could just be an error caused by the small sample size of people counting locations; if more 
measures of pedestrian traffic would be used in the comparison, the error would sort itself out and 
the results would then be expected to support the prevailing theory.  Another more significant and 
interesting explanation is that street segments in Gothenburg inner-city are shorter than the cities 
most often analyzed with Space Syntax, causing what makes a place locally integrated in the real world 
to include areas containing axial lines that are more steps away.  

The 3D adaptation of Space Syntax might also have influenced these results in the same way as the 
supposed shorter street segments.  The results then suggest that when also considering height 
differences when determining sight lines in a Space Syntax Axial Line analysis,  a more accurate 
measure for determining pedestrian movement than the conventional radius-3 integration, is radius-4 
integration.  This is, however, of course only a suggestion based on a single test, and future research, 
designed to test this, would be needed to arrive at a more reliable conclusion of whether it is true or 
not.  

Future Scenarios

Figure 6-1: Zoomed in map image of the axial lines covering Kungshöjd and its vicinity.  The focus areas show 
where interventions in the structure of the street network can have the largest impact on Kungsgatan on 

Kungshöjd, and therefore are the focuses of the following paragraphs’ discussions.  .  
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In the initial discussions with the property firms, one ambition was to use Kungsgatan on kungshöjd to 
connect the inner city to Järntorget and Linné.  It seems the analysis supports the idea that doing that 
would increase the number of pedestrians on Kungsgatan on Kungshöjd.  The two strongest, in terms 
of radius-4 integration, axial lines that reach Kungshöjd are those one would use to develop this 
connection.  

Instead of maybe developing Kungsgatan on Kungshöjd with elements while leaving the route of the 
street intact, Space Syntax would promote a scheme that ordered the axial lines to ‘share’ the 
integration levels of the two red and orange lines in the image above by for instance widening the 
bridge, allowing the extension of the green teal (green-blue) axial line leading south-west to the 
orange line, or removing the building on Esperantoplatsen so that the orange line is allowed to 
continue north and intersect with the green line on the slope up to Kungshöjd.  

Considering one of the reasons that Gothenburgians gave for not crossing Kungshöjd when having 
destinations on the other side – it was too far of a walk – and how people perceive distances, one can 
make an interesting remark.  The perception of the distance for the route from Televerket to 
Järntorget via Kungshöjd, 300 m over Kungshöjd plus 350 m to Järntorget – well within walkability 
distance limits113 – might be skewed, as explained in chapter 2, by the high number of axial line steps 
that make up the route.  Changing the structure of the street network to decrease the number of 
axial lines that make up the route is therefore expected to, apart from the effect of expected 
increased integration values as explained above, decrease the perceived distance of the route and 
thereby increase the likeliness for people to use the route.  

As for the other entrances to Kungshöjd, there is not much that can be done to change the axial 
lines.  The road leading up to Kungshöjd in the north – Otterhällegatan – is too many axial line ‘steps’ 
away from the axial lines representing Kungsgatan to have any influence on them, and the axial line-
breaks in the eastern entrances, where Kungsgatan and Hvitfeldtsgatan intersect with Ekelundsgatan, 
are, due to a sight line break from far away and due to the steepness of the hill leading up to 
Otterhällegatan from Kungsgatan, impossible to remove.  
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Imageability
Kevin Lynch shows, in his often used theory, that places in which people recall and mention many 
elements are places that will be remembered and visited more often than if they didn’t contain any 
recallable elements.  

West of Ekelundsgatan, there were not many elements, but east of it, there were many elements 
according to the mental maps.  

The stairs leading up from Kungsgatan by Televerket, Käppslängareliden, is not only unrepresented on 
the aggregate mental map, it goes completely unnoticed by most people.  Even when, after the 
formality of the Imageability surveys, asked about the stairs, most people couldn’t recall them or 
sometimes even questioned their proposed existence, until seeing them.  

Looking forward, into the proposal section of this thesis, one can look for opportunities to create 
environments along Kungsgatan on Kungshöjd, west of Ekelundsgatan, that create or enhance things 
that people can perceive as elements.  By strategically designing to enable the mental creation of 
paths, meaningful nodes and unique landmarks in areas identified as forgettable, one can make the 
places, in itself, more noticeable and memorable and thereby, according to the theory, make them 
attract more people, which in turn attracts more people, more business potential and more street life.  
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7. Stock-taking
What problems and opportunities, in terms of urban planning and design, can be identified for Kungsgatan on 

Kungshöjd in Gothenburg?

To make a planning and design proposals, one needs to have a more general idea of what is there 
now than the theories have lead us to.  As such a study is not comprehensively encompassed in any of 
the previous chapters, it is done here.  The methods used, what to look at and how it is analyzed and 
summarized, are not part of a scientific reasoning mentioned in the thesis.  Instead, they are based on 
best practice methods, and each method argues for its own adequacy by how well it is able inform 
decisions in the proposal.  

Establishments

Figure 8-2: The establishments connecting to the project area.  (The distinction used between shop and store here 
is that shops only provides a single or narrowly focused good while stores offer a wider variety of goods.)

While the area enjoys a dense supply of establishments on top of the hill, the slopes leading up there, 
and in particular the beginning of the slopes – Ekelundsgatan to the east and Esperantoplatsen to the 
west – don’t have as many.  
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Street Layout

Figure 8-3: East-facing section view of Kungsgatan on the north side of Televerket.  

Formally known just as Kungsgatan numbers 11 and 14 through 22, the street segment on the north 
side of Televerket is today subdivided along the street into many strips serving separate function.  This 
makes the street segment seem less wide that it actually is.  Looking at a map it is easy to see that, 
between the façades, this street section is much wider than regular streets.  
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Figure 8-4: East-facing section view of Kungsgatan on Kungshöjd.  (The widths vary a bit along the stretch, but this 
image represents an approximation of the current layout.)

Along the rest of Kungsgatan on Kungshöjd, unlike Kungsgatan east of Ekelundsgatan, most of the 
street width serves vehicular traffic and buildings are around seven stories tall – much taller than in 
the surrounding areas.  Most of the façades of these are very rich in detail.  Nevertheless, since 
distance between the buildings is smaller than the height of the buildings, the sun has a hard time 
reaching the city floor, and large parts of Kungsgatan on Kungshöjd is often shaded.  114

Figure 8-5: South-facing section view along Kungsgatan on Kungshöjd.  
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Sun study 

Figure 8-6: Sun study grid showing where and how the sun reaches the surfaces of the project area.  

In cold climates as Sweden’s, direct sunlight is one of the most attracting features of public spaces.  
Mid-day observations in spring and autumn and morning and evening observations in the summer in 
Gothenburg shows that people indeed chose to sit, stand, stay, wait, talk, etc. out of the shade.  

Kungsgatan by Televerket is very shaded.  It only has notable direct sunlight in the summer.  Even then, 
large parts of the street segment is denied sunlight due to the tall Televerket building.  As can be seen 
in the Spring row 16:00-column, at afternoons the sun aligns with Kungsgatan giving the whole 
stretch, including the segment outside of Televerket sunlight.  Naturally this happens in the fall and 
summer as well, at slightly different times.  Although, for Kungsgatan by Televerket, in the particular 
hour in the morning, the six story building still shades large parts of it, and in the evening it is partially 
blocked by the peak of the road.  
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Figure 8-7: People unknowingly showing that they want Lasarettsgatan to become a public place.  Source: Google 
Maps, 2014b

The plateau in the Lasarettsgatan-Kungsgatan intersection enjoys more sunlight due to the wide dead-
end road Luntantugatan to the south.  The Luntantugatan-Kungsgatan intersection and its buildings are 
also about a story below the plateau, further adding to the plateau’s sun hours.  

Esperantoplatsen has direct sunlight in 13 of the 32 cells in figure 8-3.  Due to the low height of the 
Language Cafe building and distance to other tall buildings in the south, west and east, 
Esperantoplatsen is a very sunlit place compared to the rest of the project area.  
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Parking
A big concern for many of the businesses along Kungsgatan, as well as residents and organizations 
representing them, is parking.  They are observing a trend where the inner-city of Gothenburg is losing 
many of its parking spots in new developments115.  

Figure 8-8: The project area and its parking spots.  The number of road-side parking spots are based on an observed average 
maximum potential of cars parked during site visits116

In the project area there are a total of about 93 parking spots, depending on how efficiently the street 
side parking is used.  Because there are occasional gateways into the buildings and street 
intersections, the lines of street side parking are often interrupted to allow vehicles to enter onto 
these.  With the added margin for cars to be able to turn and inefficiencies that individual parking 
decisions create117, much space is wasted.  The ratio of parked cars limit to space dedicated to parking 
is much lower than for example parking lots.  
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Figure 8-9: The short dead-end street, Luntantugatan, as seen from Lasarettsgatan at the highest point of 
Kungsgatan.  (The red and blue sign means ‘No Parking’.)

The image above shows underutilized space Luntantugatan, on Kungshöjd next to Kungsgatan.  While 
a portion of the space is needed for vehicular access to the building on the right, which is blocked by 
the bastion on the other side, much of the current space allocation is quite wasteful, such as the very 
wide double sidewalks and wide street that does not allow parking.  

Potential Landmarks
As concluded in the Imageability analysis, Kungshöjd lacks memorable or notable landmarks.  
Televerket as well as Carolus Rex are great opportunities to fix this.  Located right at the two largest 
entrances to Kungshöjd, there is the opportunity to use their potential in size and historical 
significance to make them be seen more like landmarks than they are seen today.  Designing space 
and elements around them to present, rather than hide, them will increase their notability and, in turn, 
that of Kungshöjd, resulting in more visitors.  118 119
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The Bastion: Carolus Rex
As the only remainder of the fortifications that protected Gothenburg since 1622, Carolus IX Rex is a 
preserved bastion standing on Kungshöjd, above Esperantoplatsen, overlooking large portions of 
Gothenburg.  This pointy stone structure was part of the defense scheme that also shaped Vallgraven 
– the canal that zigzaggs through the central parts of Gothenburg.  120 121

Figure 8-10: Historic plan of Gothenburg’s fortifications from 1795 – 12 years before the decision was made to 
demolish them.  Source: J A v Matérn, 1795.  Gothenburg city fortress.  

Even though different parts of Gothenburg’s surroundings have been besieged and taken by invaders, 
the fortifications around Gothenburg, including Carolus Rex, made sure that Gothenburg never even 
was attacked.  122 
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Televerkets hus

Figure 8-11: The Televerket building in Gothenburg, as seen from from the Kungsgatan-Ekelundsgatan intersection.  
Source: Broberg, R.  , 2011.  “Televerket”, the old telegraph house in Göteborg.  

Built between 1909 and 1912 in Jugendstil by the famous architect Hans Hedlund, Televerkets hus is a 
building well preserved and historically significant enough to enjoy a so called listed building status.  
Listed buildings in Sweden are protected for all future from distortion, rebuild and demolition.  Still, 
some changes and adaptation to the building is allowed.  Its bottom floor, facing Kungsgatan, was in 
2004 – 11 years after it was listed – refurbished from an office into a gym.  123
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Connections

Figure 8-12: Map indicating Kungshöjd’s borders and showing its access points.  

Unlike its surroundings, Kungshöjd is, due to the natural terrain, relatively sealed off from the rest of 
the city.  Looking at the image above, one can see the blocks to the right having a much more 
generous set of roads permeating the area.  

Only four of the seven ways leading into the area are actually roads; the rest are stair cases.  This 
makes Kungsgatan an important road in terms of connecting bordering areas without forcing traffic to 
take too long detours.  
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Traffic

Figure 8-13: Map showing the main bicycle and vehicular routes over and around Kungshöjd.  

Rough estimates of vehicular traffic along Kungsgatan on Kungshöjd is between 3 000 and 5 000.  124 
125 There is a fairly high, but still not counted, flow of bicycle work commuters over Kungshöjd along 
Kungsgatan.  126 

Currently there is no bicycle traffic count, but it is expected that few people who bike along 
Kungsgatan on Kungshöjd keep following the street east of Ekelundsgatan onto the pedestrian street.  
There is a general belief among bicyclists that they are not allowed on those streets.  127
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Coming developments
The riverbank area, Skeppsholmen, to the north-west of Kungshöjd is to be developed which will add 
a tram line, parking, offices and probably about 500 to 1 000 residents there.  One of the car roads 
will be made into a pedestrian road, leaving the stretch, which now has two roads for cars, with only 
one car road.  Where this passes by Esperantoplatsen, this will be shared with bicyclists, trams and 
buses.  

While the planners of the new project expect there to trickle through some people through the 
staircases on the northwestern edge of Kungshöjd, the strongest connection between Kungshöjd and 
Skeppsholmen will be through Kungsgatan and Esperantoplatsen leading down to a public space at 
Skeppsholmen, next to the water.  128

Figure 8-14:  Map showing Esperantoplatsen, where the new tram line will go and how far away the closest tram 
stops are.  

A tram line to be in use as early as 2015 will run from Skeppsbron and pass by on the western side of 
Esperantoplatsen down via Pusterviksbron in the south-western corner of Esperantoplatsen, to 
Järntorget and further from there.  There will be no tram stops on Esperantoplatsen though, only bus 
stops.  The closest stops will be the new stop on Skeppsbron and the old stop at Järntorget.  The 
added tram and bus lines are expected to increase noise levels in the area, but also make the place 
more vibrant, and integrated into the city.  129 130 131 132 133
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Figure 8-15: Section view of the future use of Pusterviksbron, south of Esperantoplatsen, as it is now being 
discussed to look like.  

Even though it is not decided yet, the planners are leaning towards having Pusterviksbron carry two 
lanes for pedestrians, two lanes for bicyclists – one in each direction – two lanes for cars and two 
lanes for trams.  They have, however, identified that this scheme might cause a problem.  Bicyclists 
coming from or heading to Kungsgatan tend to take the shortcut over Esperantoplatsen, avoiding 
taking the detour around the language café.  When heading towards Kungsgatan, this is not so much of 
a problem, but when coming from Kungsgatan they will end up in the opposite direction bicycle lane 
and not be able to change until after the bridge.  134
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Discussion
Cars and Pedestrians
The most recent traffic count on Kungsgatan on Kungshöjd is from the year 1998 which makes it too 
old to say anything about current traffic conditions, but recent estimates point towards somewhere 
between 3 000 and 5 000 cars per day.  Denying these car access would put too much stress on the 
neighboring roads which are also being developed towards other uses than car travel.  135 136

As we saw in the studies in Brighton and Bristol in chapter 3, for shared spaces to work as intended, 
there can’t be too many cars or too few pedestrians.  Below 12 000 cars per day shared spaces tend 
to have an positive effect on safety.  137 100 cars per hour is the limit that a shared space can have 
before it stops being shared – people stay to the sides and cars start increasing their speeds138.  It is 
therefore not likely that a shared space will work along Kungsgatan on Kungshöjd if not some of the 
vehicle traffic is rerouted or removed.  

A count done in 2012 places the number of pedestrians per day at 12 000 – about three times the 
amount of vehicles on the road.  139

Esperantoplatsen and Noise
Ever since its opening in 2008 after a redesign of the space, Esperantoplatsen has attracted much 
debate.  Stone slabs and concrete ground that was used made it into an excellent skate location that 
was also well integrated into the city.  Noise from the skateboarders, especially late at night, has lead 
nearby residents to protest the new layout, and a series of subsequent modifications to deter skaters 
have to this date lead to there being no skaters around anymore.  140 141 142 143 144
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Following the open discussions on the site YIMBY’s forum145 146 147 148 149, one can see that there is an 
overwhelming majority in favor of allowing skateboarding on Esperantoplatsen.  The opposing 
residents and their concern shouldn’t just be steamrollered by a majority, but considering the coming 
tram and bus lines that will run along Esperantoplatsen, noise levels will be an issue whether there are 
skaters around or not.  And just as in any central part of a city, the solution does not lie in keeping the 
noise generators away, but minimizing the noise they create.  The proposal in the next chapter will 
present measures that will transition Esperantoplatsen into a vibrant part of the city, rather than 
pretend to be a quiet grass plot in a suburb.  

Imageability
The two historical structures are, coincidentally, located next to the two largest entrances to 
Kungshöjd, and neither of them were noted by Gothenburgians in the Imageability-study.  This offers 
an opportunity to use the historical relevance, the uniqueness and the sheer size of these 
constructions to increase the chance that people will see them as Landmarks, which in extension will 
help the proposal reach goals.  Besides this, it was also shown in the interviews with the residents that 
they are fond of these structures, and enhancing the presentation and exposure of these would be 
appreciated by the residents.  150

Also, strengthening the visual unity of streets, such as Kungsgatan, can nudge people in the direction of 
interpreting them as a paths.  This, in combination with creating distinguishable places, as opposed to 
places that seem to go into each other and where it is not clear where one place ends and the next 
begins, can help put Kungshöjd on Gothenburgians’ mental maps.  

Space Syntax
As illustrated in the two examples in the United Kingdom, solely using Space Syntax as a base for 
predictions for one street or square is a treacherous idea.  Even though the reliability of the analysis of 
Gothenburg has been determined, which is more than can be said for the analyses in the United 
Kingdom, its predictions are not conclusive.  But just like any prediction, whether it regards the effect 
of using a particular type of tree, of using a particular width of a sidewalk or of traffic arrangements, it 
holds a degree of uncertainty which should be respected, and can be respected by involving many 
viewpoints of the same issue.  
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8. Conclusion
What has the thesis said so far? How is this relevant to the purpose of the thesis, to the scientific community and 
to the people and organizations involved in and affected by the planning of Kungsgatan on Kungshöjd? Where do 

we go from here, in terms of the discussion about the theoretical tools evaluated and used, and in terms of 
Kungshöjd and the plan?

With the main goal of creating a realizable and useful plan proposal for Kungsgatan on Kungshöjd, the 
thesis defined four underlying questions whose answers would lead to that goal.  The first sought to 
answer what was wanted from the place’s stakeholders.  The second sought to evaluate some 
scientific theories and to apply them on the area in order to add some dignity and new knowledge to 
the proposal as well as to contribute to the scientific discussion of the used theories.  The third, as per 
request from some of the stakeholders, sought to find some useful examples to learn from.  

In chapter 2 through 6, the thesis explained how the questions would be addressed as well as 
addressing them in, where applicable, accordance with scientific standards.  A useful knowledge base of 
the stakeholders was found, scientifically rigorous and practically useful conclusions were made from 
the application of theory, and the studied previous examples gave some simple hands-on do’s and 
don’ts as well as lifted some issues that require some further attention and research and are of high 
relevance for the area in Gothenburg.  In chapter 7, further investigations took place, which served to 
inform the proposal as efficiently as possible using best practice conduct rather than following 
conventional thesis norms.  

In the following sections the answers to sub-question 1 through 3, which contribute with relevant 
information to the plan proposal, will be listed in bullet points for easy reference from the plan 
proposal and to give the reader an idea of what type of issues are accounted for in the proposal.  

Sub-question 1
What are the wishes, ambitions and goals of the stakeholders of Kungsgatan on Kungshöjd – residents, property 

owners, businesses, etc. – and how can these be combined into reachable goals?

• Redistribute space so that parking and vehicular access is maintained, but places for city life is added.  

• Find solutions to make Kungsgatan on Kungshöjd seem more like Kungsgatan east of Ekelundsgatan.  

• Create a playground that parents dare take their children to.  

• Create environments that attract a wide variety of people and encourage them to, more or less 
passively, interact.  
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Sub-question 2
What problems and opportunities, in terms of urban planning and design, can be identified for Kungsgatan on 

Kungshöjd in Gothenburg?

Some of the main findings that lie behind the proposal in the next chapter is the following from the 
theoretical study, chapters 2 through 6:

• Turning a regular street into a shared space with lots of seating or other things that make people 
stay is a way to rejuvenate streets.  

• Landmarks and other things that people remember can help put Kungshöjd on the maps of 
peoples’ minds.  

• With a fairly high certainty, R2 = 0.59, there is potential for increasing the pedestrian flow on 
Kungshöjd by rearranging the space and straight visible and walkable lines at and near 
Esperantoplatsen.  

And the following from the stock-taking in chapter 7:

• The Kungsgatan segment by Televerket seems slimmer than it is because it has beed subdivided 
along the street.  

• Televerket and Carolus Rex can be emphasized as landmarks in order to strengthen Kungshöjd’s 
identity.  

• The hilliness of Kungshöjd limits current and future access points.  

• Coming nearby developments will make Esperantoplatsen much noisier than it has been so far.  

• Vehicle traffic volumes are so high that it makes shared spaces along Kungsgatan, as it is today, 
unlikely to be successful.  

Sub-question 3
Are there any other comparable places within or outside of Gothenburg where issues like Kungshöjd’s have been 

solved or attempts of solving them have been made, what can be learned from them and what can be applied or 
should be avoided in Kungshöjd?

The answers to this three-fold question, in short, is: yes, two comparable places are Champion Square 
in Bristol, UK and New Road in Brighton, UK and Space Syntax’s level of reliability needs to be taken 
into account when using the theory as a method for analysis, shared space schemes can be successful 
with diminishing rather than additive interventions as long as levels of the different traffic modes are 
managed intelligently.  

CONCLUSION! 69



Future research
The findings most relevant to the scientific debate regarding used theories is the ones from the Space 
Syntax analysis.  It showed that radius-4 integration better predicted pedestrian flow than radius-3 
integration in Gothenburg’s case.  As a commonly used tool, investigating the generalizability and 
truthfulness of this suggestion is recommended for future research on this topic.  

Furthermore, relating to the proposal and conclusions only regarding the planning situation of 
Kungshöjd, more quantitative research, such as traffic counts and space usage statistics would help 
making more informed decisions in the coming future.  

Also, more quantitative studies results in more conclusive ways of determining success of schemes in 
Gothenburg has been identified as desirable.  

Connecting to the Proposal
With the fourth sub-question remaining unanswered, the thesis has prepared for answering it by 
answering the other three questions designed to enlighten the proposal.  In the next chapter the 
fourth sub-question will be answered in the form of a plan proposal with illustrations, plans and text.  

Throughout the proposal, references will be made to chapter 2 through 7 of the thesis, borrowing the 
discussed theories and findings from the research to argue for the proposed interventions.  
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Kungsgatan

Three Squares

Parking

A map showing the how parking will be relocated within the project area. The number 

of in-line parking spots are based on an observed average maximum potential of cars 

parked during site visits. The number of side-by-side parking spots are based on a 2.5 by 

5 m parking area for each car.
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Kasserntorget

Esperantoplatsen

Hvitfeldtsgatan
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Televerket

Carolus Rex

Ekelundsgatan

Luntantugatan

Lasarettsgatan

Remaining Parking

Removed Parking

Added Parking

Being bordered by tall buildings makes Kungsgatan on Kungshöjd a particu-
larly shaded place, but along the street there are some gaps, which people 
already in many instances have found and use as places. Well spaced at 
around 100 m apart1 and around 100 m from Domkyrkan and the coming 
public place at Skeppsholmen, these locations – the street section next to 
the Televerket building (Nya Kasserntorget), the space between Lasaretts-
gatan and Kungsgatan (Lasarettsplatsen) and Esperantoplatsen behind the 

Kungsgatan
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Kungshöjdsgatan
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Ekelundsgatan

Luntantugatan
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Main Pedestrian Area

Sidewalk

Green Space
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Stairs

Bench

50 m

&]�YWMRK�XLI�WTEGIW�EVSYRH�/YRKWKEXER�SR�/YRKWL}NH�QSVI�IJ½GMIRXP]��SRP]�
one of the almost 100 parking lots are lost in the new scheme, which drasti-
cally enhances the experience for pedestrians. 

language café – are the three locations that this proposal focuses on to 
make into places for people.

To link these together, a promenade, created from a careful reallocation of 
parking along Kungsgatan, is proposed. It will be similar in width and charac-
ter as the pedestrian-only section of Kungsgatan to create the sensation of 
unity and, thereby, intelligibility along the whole stretch of the street.

Masterplan for the entire project area. 

8VEJ½G
Accessibility for vehicles throughout the entire area will be kept as it is now. 
At the portion of Kungsgatan north of Televerket, access will be somewhat 
limited since the road will be severely slimmed down, but this is compensat-
IH�F]�,ZMXJIPHXWKEXER�ERH�/YRKWL}NHWKEXER�STIRMRK�YT�JSV�X[S�[E]�XVEJ½G�

The rest of Kungsgatan will only have about three meter wide car lanes, 
[LMGL�[MPP�WPS[�HS[R�XVEJ½G�ERH�EPPS[�[MHIV�TIHIWXVMER�TEXLW���

The hilliness of Kungshöjd will always work against Kungsgatan on Kungshö-
jds function as a bicycle route. With this in mind and considering that the 
space is already very scarce, no focus on bicycle lanes will be made. Many 
nearby developments already focus on them, and the narrower roads will be 
more inviting for bicyclists than the current scheme, even if they are shared 
with cars.

In making Kungshöjd part of Gothenburg inner-city, perhaps the most important measure is to make Kungsgatan more uniform. By borrowing many of the 
features it has on the eastern side of Ekelundsgatan, in the inner-city, and adding them to the rest of Kungsgatan, on Kungshöjd, people will start viewing it as 
SRI�YRM½IH�WXVIIX�ERH�XLI�EGXMZMX]�ERH�WXVIIX�PMJI�SJ�MXW�IEWXIVR�LEPJ�[MPP�FIKMR�XS�WTMPP�SZIV�ERH�WTVIEH�EPSRK�/YRKWKEXER�YT�SR�/YRKWL}NH�



Materials

TreesKungsgatan’s Pavement

Famartin, Wikimedia Commons, 2 june 2013

This proposal incorporates the Honeylocust tree due to a variety of rea-
sons, including: its colorful seasonal attributes, its high lower branches which 
minimizes the space it claims, its height, its good tolerance to salt and urban 
environments, its quick growth rate, its way to almost disappear through leaf 
shedding during colder seasons2 and the way it complements the buildings 
along Kungshökd. 

Only having one type of tree throughout the entire area also helps unify 
it and make it more characteristic and distinguishable from other areas of 
Gothenburg.

The pavement style above, photographed from Kungsgatan east of 
Ekelundsgatan, will stretch throughout the entire area in order to unify and 
connect Kungsgatan on Kungshöjd with the rest of Kungsgatan.

This particular style of pavement has elements of randomness and complex-
ity – such as the latitudal positions of the stone slabs, as well as elements of 
order and coherence, such as the dark line running through the middle and 
the longitudal positions (rows) of the slabs. This ground material helps create 
a coherent, yet complex and interesting environment at the same time as it 
distinguistes itself from other types of ground materials used adjacent to it, 
such as the asphalt and curbs.

Wood

The seating objects placed in the three focus areas – stair-sofas at Espe-
rantoplatsen and Lasarettsgatan, and boxes merging with the slope at Nya 
Kasserntorget – will all share the same type of wood. This fairly dark wood 
material complements the more colorful trees and bright gray stone curbs 
found in the areas.

The material handles temepratures well by not becoming burning hot in the 
summers or as freezing cold in the winters as many other materials. Also, it’s 
generaly interpreted as softer than non organic materials, which makes the 
areas that are harshly dominated by the tall stone buildings more pleasant.

Delimitations

The material above will be used for framing grass areas and, at some places, 
the soil for trees. This brigh type of complex and disorganized stone com-
plements the dark wood material with a distinct order.

It also eases the transition between the orderly pavement of Kungsgatan 
and the grass areas by mixing the hardness of the pavement with the chaot-
ic order of grass

Each of the three focus areas are already individually characterized by 
materials nearby. Nya Kasserntorget has the Televerket building and the 70’s 
styled façades; Lasarettsplatsen has the rock wall and decorated buildings; 
and Esperantoplatsen has the bright language cafe, the rustic bastion and the 
industry building with its tall chimney.

To unite the areas that now have these very different characteristics, four 
materials are chosen to be used throughout the entire plan. This leaves each 
area with its own uniqueness remaining, but also suggests a unity between 
them.



Esperantoplatsen

Trees

Straight rows of trees are placed between the square and the two sur-
VSYRHMRK�WXVIIXW��8LMW�GSR½KYVEXMSR��EPSRK�[MXL�E�KVIIR�[EPP�SR�XLI�FEGOWMHI�
SJ�XLI�0ERKYEKI�'EJq��XLI�JSVQIV�SJ½GI�SJ�SPH�JEGXSVMIW�SJ�6SWIRPYRH��[MPP�
IJJIGXMZIP]�WSYRHTVSSJ�XLI�WUYEVI��JSV�XLI�FIRI½X�SJ�XLI�VIWMHIRXW�PMZMRK�
around the square. 

Also, unlike the current scheme, a straight lines of trees will enclose the area, 
separate it from the roads and coming tram line, and thus make it more 
GEPQ�ERH�YRHMWXYVFIH�F]�XLI�WYVVSYRHMRK�XVEJ½G�ERH�MXW�RSMWIW�

To maintain the place’s excellent conditions of sunlight exposure, the south-
ern edge of the square is left relatively free of trees. However, two large 
trees with canopies that start at around 7 meters are placed to provide 
shade for the sitting steps in the northern corner of the square. These are 
strategically tall enough to only shade the seating areas areas during mid-day 
in the summers; earlier or later in the day and in the year, the sun doesn’t 
reach high enough.

Skateboarders

&]�YXMPM^MRK�WSYRHTVSS½RK�ZIKIXEXMSR��WMPIRX�KVSYRH�QEXIVMEP��ERH�PEXI�RMKLX�
SVHMRERGIW��XLI�GSR¾MGX�FIX[IIR�XLI�WOEXIFSEVHIVW�ERH�XLI�VIWMHIRXW�WLSYPH�
be kept to a minimum with this new scheme.

The area designated for these users is furthest away from the residences. 
Located behind the language café, this area will have more shade, but as the 

The proposed Esperantoplatsen as seen from the north-eastern corner.

Working with concepts of Enclosure, Human Scale and Transparency, Esperantoplatsen is designed to invite people to stay.  The level of vegetation, the meth-
ods to enclose space with tree colonnades and wooden bench stairs create a human-scaled area that is calmer than what’s found around, making it act as a 
micro lung of the city landscape.

users of this space will be more physically active, it should also be the most 
shade enduring type of use.  

8LI�PE]SYX�MR�XLMW�IEWXIVR�TEVX�SJ�)WTIVERXSTPEXWIR�YWIW�I\TVIWWMSRW�MR¾Y-
IRGIH�F]�XLI�EVGLMXIGXYVI�SJ�XLI�QIHMIZEP�QMPMXEV]�JSVXM½GEXMSRW�XLEX�XLI�
RIMKLFSVMRK�FEWXMSR�'EVSPYW�6I\�[EW�TEVX�SJ�

Water elements, together with bird song, is arguably the most soothing 
sound a city can house, is are always appreciated in urban settings. As it hap-
pens, there is a natural spring running from the base of the northern wall 
SJ�'EVSPYW�6I\��9WMRK�XLMW�MR�XLI�HIWMKR�SJ�)WTIVERXSTPEXWIR��ER�MRI\TIRWMZI�
and environmentally sustainable aesthetic element is added to the place that 
further enhances the square’s intended quality of calmness.

Water



Expansion of Pusterviksbron

Map showing how the widening of the bridge allows one axial line to extend and inter-

sect more other axial lines, increasing the integration and connectivity of the axial lines 

that make up Esperantoplatsen and, in turn, Kungsgatan on Kungshöjd.

When a lot of the old parts of Gothenburg were torn down during the 60’s 
and the 70’s, the bridge south of Esperantoplatsen, leading to Järntorget, was 
thinned down. Previously, it would allow a more direct connection to Kungs-
gatan, while now more turns are required.

Widening the bridge would reduce the number of axial lines needed to 
connect Kungshöjd to Järntorget3. The axial line that is allowed to be ex-
tended with the widening of the bridge would go from a radius-4 integra-
tion value of 1.8 to 2.3, equating to an increase of about 3 000 pedestrians 
per day4.

Furthermore, widening the bridge like this allows for a few extra meters of 
width that can be used for a southward-heading bicycle lane so that cyclists 
won’t end up in the opposite direction lane when taking the shortcut route 
over Esperantoplatsen.

50 m

Unchanged Axial Line

New Bridge Area

Extended Axial Line

By opening up the space towards the naturally used pathway and Carolus 
6I\��RSX�SRP]�HSIW�XLI�EVIE�KIX�ER�EGXMZI�WGIRI�XS�FI�JEGIH�XS[EVHW��EW�
STTSWIH�XS�SRP]�JEGMRK�MR[EVHW�XS[EVHW�MXWIPJ�FYX�MX�EPWS�EQTPM½IW�XLI�TVIW-
IRGI�SJ�XLI�YRMUYI�WXVYGXYVI�ERH�TSXIRXMEP�PERHQEVO��'EVSPYW�6I\��[LMGL�
will strengthen the identity of the place and make it more memorable, thus 
solving an issue found in the previous studies.

To further this idea, the bastion will be embellished by putting fake cannons 
ERH�FMRSGYPEVW�SR�XLI�[EPP��MRJSVQEXMSR�FSEVHW�EVSYRH�MX�ERH�¾EXXIVMRK�PMKLX-
ing shining up on it at night.

Carolus Rex

Shared Space

Where the road up to Kungshöjd meets the square bicyclers, pedestrians 
ERH�ZILMGPIW�[MPP�WLEVI�XLI�WTEGI��%PP�QSHIW�SJ�XVEJ½G�[MPP�LEZI�XLI�VMKLX�XS�
use it, but by using the pedestrian level and material here, drivers and bicy-
clists will take more caution when crossing this space.

Seating

The placement of the seatings in the proposal follows simple rules of thumb 
of where and how people generally want to sit – high, over-looking but 
not over-seen, covering in the back, shaded when the sun is high and sun-lit 
when the sun is low, facing movement and action5.

The proposed Esperantoplatsen as seen when arriving from the Gothenburg inner-city.

The proposed Esperantoplatsen as seen when arriving from the Skeppsholmen.



Nya Kasserntorget

Unifying the space around Televerket, which is now segmented along the street into small strips, into a larger space can create a conceivable space out of 
what is now regarded – or at least remembered – as nothing6.

Most of the ‘created’ space is too shaded to be put to good use for the city life, so parking spots from other, more opportune places, are placed there. The 
space that isn’t so shaded is carefully designed to convey the identity of a place and to facilitate lingering, in order to reach the pedestrian numbers needed 
for a successful shared space.

Shared Space

By raising the uniform pedestrian street pavement a decimeter above the 
level of the asphalt that the cars on Ekelundsgatan drive on, drivers will be 
physically forced to slow down (or risk damaging their suspension) as well as 
show more caution due to the feeling of being out of place.

The added street furniture, carefully placed concidering the microclimate 
and composition of space and activity around them, will increase the num-
ber of people around at any given time to the critical number needed for 
people to ‘take over’ spaces.

These two things create good conditions for a shared space of this size to 
be safe and pleasant while still being fully used by vehicles, bicyclists and 
pedestrians.

The proposed Nya Kasserntorget as seen from the east. The main pedestrian path, Kungsgatan, is indicated by the blue transparent strip. Plan proposal for Nya Kasserntorget.
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8VEJ½GParking

Trees

%W�WXEXIH�TVIZMSYWP]��/YRKWKEXER�[MPP�FI�JYPP]�STIR�XS�ZILMGYPEV�XVEJ½G��FYX�EW�
a shared space. Vehicles heading for Kungshöjd can use the old route, but 
have the alternative to take Hvitfeldtsgatan if they don’t want to follow the 
walking speed-speed limit on Kungsgatan’s shared space. Hvitfeldtsgatan’s 
street parking spots are relocated to the, otherwise wasted, dark space di-
VIGXP]�RSVXL�SJ�8IPIZIVOIX�MR�SVHIV�XS�QEOI�[E]�JSV�XLMW�RI[�X[S�[E]�XVEJ½G��
XLYW�VIPMIZMRK�/YRKWKEXER�SJ�WSQI�SJ�MXW�ZILMGYPEV�XVEJ½G�MR�SVHIV�XS�GVIEXI�E�
functional shared space.

In order to meet wishes of the businesses and residents of Kungshöjd, park-
ing spots need to be carefully managed. The existing parking will be moved 
around to make place for a more urban environment on and around Kung-
shöjd, but still most of them will remain within acceptable walking distance.

Initially thought of as a good spot for a little public park, the space on the 
Kungsgatan street section next to Televerket enjoys very little sunlight. 
Therefore, instead of redistributing the space to create a public park, the 
space is redistributed so that it still serves its current main function as a 
pedestrian street but, at the same time, can contain parking spots relocated 
from elsewhere in the area.

Buildings as tall as those along Kungsgatan on Kungshöjd are often bad 
for the city space beneath them7. The gloominess that the buildings along 
/YRKWKEXER�GVIEXI�GER�FI�VIQIHMIH�F]�HI½RMRK�XLI�WTEGIW�[MXL�GSPSRREHIW�
SJ�XVIIW��8LIWI�VIHYGI�XLI�MR¾YIRGI�SJ�XLI�XEPP�FYMPHMRKW�F]�XEOMRK�SZIV�XLI�
NSF�SJ�IRGPSWMRK�ERH�HI½RMRK�XLI�WTEGI��

%�VYPI�SJ�XLYQF�MW�XLEX�XS�HI½RI�ER�IHKI�SJ�E�WTEGI�[MXL�E�VS[�SJ�XVIIW��
all points within the space must be at most three times as far away from 
the edge as the trees’ height. 8 By carefully placing a colonnade of trees in 
the shared space, its identity as a place is strengthened, compared to how 
it is seen now - a dim section of a transport stretch. At the same time, the 
row of trees help soften the dominance the Televerket building has on the 
stretch.

The proposed Esperantoplatsen as seen when walking down from Kungshöjd towards Gothenburg inner-city. The main pedestrian path, Kungsgatan, is indicated by the blue transpar-

ent strip.

Seating

The natural slope up Kungsggatan by the corner of Televerket – the most 
sunlit place – is redesigned to facilitate a number of seats and seating con-
½KYVEXMSRW�F]�FYMPHMRK�PSRK�FIRHMRK�FIRGLIW�MRXS�XLI�IPIZEXMSR���ER�IPIQIRX�
MRWTMVIH�F]�2I[�6SEH�MR�&VMKLXSR���

This is a way to reach the critical number of people needed for a proper 
shared space and naturally faces towards activities, towards the sun and with 
shelter in the back.

Re-integration of the stairs

By adding a pedestrian access route west of the seating area, people are 
able to take a more direct route coming from Kungshöjd heading south 
at Ekelundsgatan – something that would have happened either way but 
otherwise probably via the parking area, thus making it more unsafe. More 
importantly, however, this little addition to the streetscape aligns into Kjepps-
längareligen, increasing its notability and radius-4 integration for it and its 
surroundings.



Lasarettsplatsen

Parking

Plan proposal for Luntantugatan that aims to compensate for the parking spots removed 

along Kungsgatan while not abandoning any of the street’s previous functions. 

To make better use of Luntantugatan, the wide deserted sidewalks are 
removed to make place for parking spots removed from Kungsgatan. With 
E�[MHXL�SJ�����Q�TIV�TEVOMRK�WTSX��XLMW�WLSVX�WXVIIX�MW�EFPI�XS�½X����TEVOIH�
vehicles, while still providing vehicular access to the adjacent buildings and 
pedestrian access to the stairs.

The upper-most one way road of Lasarettsgatan is relieved of its parking. This makes it possible to use it as a two-way road instead of one, and thereby 
makes the lower-most one way road of Lasarettsgatan expendable. This, along with the space now housing some trees and mostly permanently parked bikes, 
is turned into something that utilizes the well sunlit location better – a park with a playground.

Benches

One noticable design feature of this place is the bench stairs. These high up 
south facing seatings allow for maximum sun exposure in an area where so 
much is shaded by the tall buildings. 

They are strategically placed with the back side covered – either by the wall, 
more stairs or the natural elevation – and to give an excellent overview of 
the pocket of open space in the otherwise tight spaces on Kungshöjd.

The proposed Lasarettsplatsen, where the one way road leading down is now, as seen when coming down from Otterhällan.



Playground

For social sustainability, The City of Gothenburg promotes having a mixed 
inner city. Part of this means having a mix of people from different walks of 
PMJI��6MKLX�RS[�XLIVI�MW�ER�YRHIVVITVIWIRXEXMSR�SJ�JEQMPMIW�MR�XLI�MRRIV�GMX]��
and part of a solution to that problem is to increase the number of play-
grounds in the inner-city.

To answer families’ wish of a playground on Kungshöjd that is now fre-
quented by drunkards, and preventing the families of Kungshöjd from doing 
what many new families do – move out of the city centre – which would 
counteract the municipality’s ambition to have a mixed city, one of the three 
nodes along Kungsgatan on Kungshöjd will be developed into a playground 

with accompanying leisure spots for parents and adults. As per request from 
the citizens of Kungshöjd, this playground should be located somewhere 
where it will have many eyes on it, yet have fencing to allow parents to pas-
WMZIP]�WYTIVZMWI�XLIMV�GLMPHVIR��YRPMOI�XLI�GYVVIRX�SRI�WSYXL�SJ�'EVSPYW�6I\�

The design and layout of the playground follows the best practice principles 
HIZIPSTIH�ERH�YWIH�F]�XLI�TPE]KVSYRH�HIWMKR�GSRWYPXMRK�½VQ�/E&331��
which results in things like a climbing wall, a horizontal ladder and a turning 
slide.9 

Shared Investment

While the whole area is thought of as public space, it’s possible that it could 
also act as a kind of an outdoor food court. Four food places are directly 
next to the place and six more are not more than 100 meters away from it. 
All of which almost entirely lack outdoor seating for their customers. 

That way, the municipality, businesses (and in extension property owners) 
GER�EPP�WII�E�HMVIGX�FIRI½X�MR�XLMW�TPEGI�ERH�TSWWMFP]�MRZIWX�MR�XLI�VIFMYPHMRK�
together.

The proposed Lasarettsplatsen as seen from above. The main pedestrian path, Kungsga-

tan, is indicated by the blue transparent strip.

The proposed Lasarettsplatsen as seen from Kungsgatan below it. The main pedestrian 

path, Kungsgatan, is indicated by the blue transparent strip.

The proposed Lasarettsplatsen as seen by pedestrians approaching from Nya Kasserntorget and Gothenburg inner-city.  The main pedestrian path, Kungsgatan, is indicated by the blue 

transparent strip.



1 Alexander, C., 1977. A pattern language. Oxford University Press, New York. p. 69.
�� %VRSPH��,�*���������8VIIW�MR�9VFER�HIWMKR���RH�IH��IH��:ER�2SWXVERH�6IMRLSPH��2I[�=SVO��2=��T��������
3 See chapter 6
4 See the Space Syntax sections of chapter 2, 3, 5 and 6 for an explanation and reliability of such a prediction.’
5 Alexander, C., 1977. A pattern language. Oxford University Press, New York. p. 1118-1120.
6 See the Imageability analysis ‘s results in chapter 5.
7 See chapter 2
�� %VRSPH��,�*����������8VIIW�MR�9VFER�HIWMKR���RH�IH���IH���:ER�2SWXVERH�6IMRLSPH��2I[�=SVO��2=��T��������
9 Bystrynski, C., 2008. 6 Keys for Playground Design. PTO Today., http://www.ptotoday.com/pto-today-articles/article/278-6-keys-for-playground-design
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11. Appendix

1. Tables
Compiled numbers from Mayor and Coleman’s 2011 survey:

(PRWLRQDO�5HVSRQVHV
:KHQ %HIRUH $IWHU
:KR 9HKLFOH�'ULYHUV &\FOLVWV 3HGHVWULDQV $OO 9HKLFOH�'ULYHUV &\FOLVWV 3HGHVWULDQV $OO
&RPIRUWDEOH � � � � � � � ��
+DSS\ � � � � � � � ��
6RFLDO � � � � � � � �
6DIH � � � � � � � ��
,QGLIIHUHQW�2WKHU � � � �� � � � �
&RQIXVHG � � � � � � � �
9XOQHUDEOH�8QVDIH�$ODUPHG � � � �� � � � �
$QJU\�)UXVWUDWHG � � � � � � � �
6DG � � � � � � � �
5HOD[HG � � � � � � � ��

5HVSRQGHQWV �� �� �� �� �� �� �� ��
5HVSRQVHV �� �� �� �� �� �� �� ��
5HVSRQVHV�SHU�5HVSRQGHQW � ����������� ������������ ����������� ����������� ��� ����������� �����������

&RUUHFWHG�IRU�QXPEHU�RI�UHVSRQGHQWV�DQG�UHVSRQVHV
&RPIRUWDEOH ��� ������������ � ������������ ��� ������ ������������ ������������
+DSS\ ��� ������������� � ������������� ������������ ������ ������������ ������������
6RFLDO � � � � � ������ ������������� ������������
6DIH ��� ������������ ������������� ������������� � ������ ������������ ������������
,QGLIIHUHQW�2WKHU ��� ������������ ������������ ������������ � � ������������� ������������
&RQIXVHG � � ������������� ������������� ������������� ������ � ������������

9XOQHUDEOH�8QVDIH�$ODUPHG ��� ������������ ������������ ���� ������������ ����� �
������������

�

$QJU\�)UXVWUDWHG ��� ������������ ������������ ������������ ������������� ����� �
������������

�
6DG � ������������ � ������������� � ������ � ������������
5HOD[HG � ������������ � ������������� ������������� ����� ������������ ������������
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2. Interview Forms
Businesses

Henrik Karlsson
2014-01-26

I N T E RV J U -  &  S A M TA L S M A L L

Var kommer dina kunder ifrån?

Vad är det för människor som bor här?

Hur många besökare per dag har du?

Hur ska man få fler att komma hit?

Vilket ställe på Kungshöjd får dig att känna dig mest i kontakt med Kungshöjd? (Alexander, 
1977:132)

Har ni tillräckligt med plats? Skälig hyra? Hur går det med affärerna? Trivs du att ha din affär här/
arbeta här?

Är det någonting som behöver förändras med Kungshöjd?

Vad skulle du vilja se i en ombyggnad av Kungsgatan eller Kungshöjd?

Parkeringsplatser, restauranger, affärer, ljusare, mera grönt – nåt som behöver ändras?

Hur ställer du dig mot bussar hit?

(Kommunen verkar vilja skapa ett stråk här, från Linné. Är det en bra idé?)
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Residents

Henrik Karlsson
2014-01-26

I N T E RV J U -  &  S A M TA L S M A L L

Är det någonting som behöver förändras med Kungshöjd?

Hur mycket handlar du på Kungshöjd, I stan, utanför? Med bil?

Vad är det för människor som bor här?

Skulle du vilja att Kungshöjd var mer avskilt eller connectat? Hur ska man åstadkomma det?

Vilket ställe på Kungshöjd får dig att känna dig mest i kontakt med Kungshöjd? (Alexander, 
1977:132)

Har ni tillräckligt med plats? Skälig hyra? Trivs du att bo här?

Vad skulle du vilja se i en ombyggnad av Kungsgatan eller Kungshöjd?

Parkeringsplatser, vägar, restauranger, affärer, ljusare, mera grönt – nåt som behöver ändras?

Hur ställer du dig mot bussar över Kungsgatan?

APPENDIX! 87



Gothenburgians

M E D B O R G A R I N T E RV J U  3

Vet du var Kungshöjd är?

Hur tar du dig mellan Domkyrkan och Järntorget?

Uppskatta hur lång Kungsgatan över Kungshöjd är.

Vad skulle få dig att besöka Kungshöjd oftare?

Vad skulle få dig att stanna där även om du inte behövde?
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3. Interview Notes
John Richfield, Planner in Bristol, UK

Many kids families.
Lots of social housing
Intersection bike routes (extending 6km out)
160 yr old trees
1699 old building
tons of cables telecom under surface White building is an electricity. One can't build here. Couldn't fit 
all traffic without cutting down trees. Solved it with shared space, remove carriageways and such. If 
we get the balance right – redirect traffic. 

Shared space is often seen as a way for dealing with vast amours of traffic.
This guy at Bristol made a plan for a intersection with 17000 cars per hour. 

Ben hamilton bailey - major shared space advocate

The essence is taking away certainty. If the cars (tons of metal) feel safe and secure they're gonna 
not take care of others. If they feel anxious they will take care of pedestrians. "It is primarily about 
drivers". They have the power to behave in many different ways. They are the target of the design. 
Think at a campsite, thats the ambiguity one wants.

Everything was a massive building sites. Some were a bit concerned about having to take extra long 
way to go to the petrol station. Not much other protests to removing roads.Part of the uncertainty was 
just to have an open space

Police were the hardest to persuade

"The mark of the success of the space is people negotiate this space all the time as if there is no 
traffic around, even though at any point a large vehicle can come.

People going through are probably mostly going home. Mostly residential around here.

Blind and partially sighted has: tactile shorelines around obstacles and around the whole space. 

Tarmak = balck tarp = asfalt typ

Nearly building has shuttle services to the car inaccessible hospitals in town.

300-400 vehicles per day isn
before: 15000-20000 vehicles per day
Far more people walking here than it used to be. Almost entirely car free paths al the way to the city 
centre.
Pub re-opened.

The hotel was designed with this shared space as being the back side, because it wasn't planned 
back then.

It was a battle, internally within the office, with traditional thinking. They had to persuade traffic 
engineers, planning, legal aspects that it was worth doing something different.

Book: Psychological traffic calming by David Engwitch (How do you induce curiosity in drivers)
Website: Ben Hamilton Bailey
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Björn Österlund, Kungshöjds vänner

Björn, Kungshöjds Vänner

Carolus Rex: 1700, bäst befäst stad. Blev aldrig attackerad. Inte ens danskarna intog Göteborg.

Gula husen är med tornen i änharna är 

1960-70, sa man att man inte fick bygga upp skttemyndighetshusen så att de skymde Kungshöjd

Vallenstam, Newsec, SEB äger byggnaderna där nedan. Mittemot Feskekörka

Sören Holmström (“Borgen på klippan”) konsultar kommunen om Carolus Rax

Kapunjärsgatan går mellan Skansenkronan och Carolus Rex. De hör ihop. En gammal försvarsstruktur. 

Det finns en naturlig vatenkälla norr om bastionen. Den skule man kunnaplocka fram.

Kanoner, ljud, kikare och metallkarta uppe på bastionen.

Kika på en restaurering av Karlsporten. Återskapa den eller bilden av den kan vara en idé.

Man kan nog göra hela kungsgatan till en gågata. Låt bilar passera vid Ekelundsgatan. Men för de 
boende får man ta sig in via de två alternativa vägarna. Men då måste den södra av dem få bort de 
parkerade bilarna
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Rune Elofsson, Planner at Stadsbyggnadskontoret, Göteborg
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Daniel Sjölund, Traffic Planner in Gothenburg
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Beata Löfmarck, Traffic Planner in Gothenburg

Beata Löfmarck, Trafikkontoret

Idén om tre platser. Hur funkar det med trafiken? Klarar lasarettsgatan sig på bara en väg?

Vilka hinder ser du för att använda hela utrymmena mellan husen på de visen?

Kan man flytta på huset på Esperantoplatsen?

Har du lite trafiksiffror för kungshöjd?

Har du gångtrafiksiffror för hela Göteborg (-s innerstad)?

Hur (och när) kommer projektet längs skeppsbron påverka Kungshöjd? tror du?

Kan du hjälpa mig att få tag på CAD-ritningar av stan?

Och höjdkartor?

Kanske kan man sälja in förhöjning av taken på Rosenlundsg. med direktaccess dit (från KH)

Kan bli svårt att motivera privat fastighetsägare att låta där finnas en lekplats.

Byggnaden på Esperantopl. blev kapad i samband med Götatunneln. 

Söern på SBK har äskert koll på vad man kan göra med den byggnaden.

Kanske mer passande med gångtrafikgata än gågata.

Karin Björklind är de som räknar trafik. Bilar och gående och cyklar..

Gågata på Kungshöjd -> mer trafik på Rosenlundsg.

När västlänken börjar byggas blir bron under Rosenlund en stor grop. 

SBK har grundkartan i CAD

Trafikkontoret har karta med alla ledningar också i CAD. Daniel Sjölund har koll på sånt. Kartor. Och 
jobbar med Skeppsbron.

Esperantoplatsen är faktiskt ett välfungerande torg. Kanske borde man bara göra fasaderna mer aktiva 
på baksidan av språkcaféet.

Kungsgatan måste vara: Parkering 2.6m med lastzon, annars 2m för personbil (kan vara för snävt för en 
6m-gata. 6.4m bred bilväg (dubbel riktning) “det ska ju gå.”

Ett alternativ till Kungsgatan är cykelfartsgata. Det funkade på V hamngatan som har typ samma 
biltrafikmängd (ca 5 000 fordon per dag, totalt i båda riktningar). 

Gågatan Kungsgatan är rätt skyddad från fartgalna cyklister eftersom de inte känner sig hemma där.
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Businesses
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Property owners
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Residents

M E D B O R G A R I N T E RV J U  3

(Angående lekplats på domkyrkan, användar ni inte lekplatsen mellan bastilionen och 
utkiksplatsen på Kungshöjd eller behövs det fler?)

DEN LEKPLATSEN ÄR GANSKA OKLAR, LIGGER HELT AVSKILT, HUR TÄNKTE DE SOM 
GJORDE DEN? DET INNEBÄR ATT DET ALDRIG ÄR NÅGRA BARN DÄR. DÄREMOT SÅ 
HÄNGER LITE FYLLEGUBBAR DÄR IBLAND. NÄ, EN LEKPLATS FRAMFÖR DOMKYRKAN (ETT 
OMRÅDE SOM ÄNDÅ INTE ANVÄNDS TILL NÅGOT) SKULLE VARA BRA. LÅT KONSTNÄRER 
UTFORMA LEKPLATSEN SÅ ATT BÅDE VUXNA (MED OCH UTAN BARN) OCH BARN KAN 
NJUTA AV PLATSEN, LITE NIKI DE ST PHALLE ÖVER DET HELA SKULLE VARA GRYMT. OCH 
HÄR PASSERAR MASSA FOLK HELA TIDEN. 

Är det någonting som behöver förändras med Kungshöjd?

I STOR ÄR DET BRA, TROLIGTVIS DEN VACKRASTE DELEN AV GÖTEBORG. DET SOM VI 
UPPLEVER SOM BEKYMMER ÄR NÄR MAN HAR SMÅ BARN. FINNS INGET ATT GÖRA I 
NÄROMRÅDET. INGA LÄMPLIGA LEKPLATSER, FÖR FÅ BARN ETC. VERKAR SOM ALLA SOM 
FÅR BARN FLYTTAR TILL BILLDAL HÄR I GÖTEBORG.

Hur mycket handlar du på Kungshöjd, I stan, utanför? Med bil?

HANDLAR ALLT I NÄROMRÅDET, WILLYS, EKOSTORE, SALUHALLEN, KINESEN ETC. VI HAR 
INGEN BIL MEN DÄREMOT EN CHRISTIANIACYKEL. VÅR ÖNSKAN ÄR ATT INTE SKAFFA BIL. 

Vad är det för människor som bor här?

SOM JAG UPPFATTAT DET MEST ÄLDRE (UTAN BARN BOENDE HEMMA) OCH YNGRE 
(UTAN BARN). 

Skulle du vilja att Kungshöjd var mer avskilt eller connectat? Hur ska man 
åstadkomma det?

TYCKER ATT DET FUNKAR BRA SOM DET GÖR, NÄRA TILL ALLT. 

Vilket ställe på Kungshöjd får dig att känna dig mest i kontakt med Kungshöjd? 
(Alexander, 1977:132)

OKLAR FRÅGA. MEN SOM ESTET AV STORA PROPORTIONER SÅ GILLAR JAG 
FRAMFÖRALLT DE DELAR SOM MAN INTE PAJJAT MED NYA 
ALUMINIUMFÖNSTERMEDFUSKSPRÖJS ELLER ANDRA MÄRKLIGA AVARTER SOM ÄR ALLT 
FÖR VANLIGT I GÖTEBORG DÄR DEVISEN BILLIGT SLÅR IGENOM HELA TIDEN (HELA 
VASASTAN HAR PAJJADE FÖNSTER T.EX.) 

Har ni tillräckligt med plats? Skälig hyra? Trivs du att bo här?
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VI ÄLSKAR ATT BO HÄR, MEN PGA FÖR MECKIGT MED SMÅ BARN SÅ MÅSTE VI FLYTTA. 

Vad skulle du vilja se i en ombyggnad av Kungsgatan eller Kungshöjd?

FLER STÄLLEN MAN KAN HÄNGA MED KIDSEN. SÄKRA ATT MAN HÅLLER KVALITET I 
BUTIKSUTBUDET SÅ SOM CHRISTER HARLING LYCKADES PÅ MAGASINSGATAN, VALLGATAN 
ETC. 

Parkeringsplatser, vägar, restauranger, affärer, ljusare, mera grönt – nåt som behöver 
ändras?

BRA SOM DET ÄR. DET ÄR KLART, SPRÅKCAFET PÅ ESPERANTOPLATSEN ÄR RIKTIGT 
URUSELT, TÄNK OM EN RIKTIGT SKÖN KROG SKULLE KUNNA ÖPPNA DÄR, SÅ ATT MAN 
KAN FÅ SIG LITE GOD MAT OCH ETT GLAS I SOLEN. NU ÄR DET BARA TRÖTT. 

Hur skulle du ställa dig mot bussar över Kungsgatan?

SÅDÄR.

SEDAN EN SISTA KOMMENTAR, DET BYGGS OM I HELA GÖTEBORG, INTE MINST I VÅRT 
KVARTER. MEN MAN FÅR INGEN INFO OM VAD SOM ÄR PÅ GÅNG, INGA SKYLTAR. JAG HAR 
BOTT EN HEL DEL I FRANKRIKE OCH DÄR SÄTTER MAN UPP STORA (OCH SNYGGA) 
SKYLTAR DÄR MAN BERÄTTAR OM VAD SOM ÄR PÅ GÅNG, VARFÖR OCH VEM SOM GÖR 
DET. OBSERVERA SNYGGA SKYLTAR! I GÖTEBORG KÄNNS DET SOM MAN BOR I ETT 
GRUSTAG OCH MAN VET INTE VARFÖR JUST NU.
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Henrik Karlsson
2014-01-26

T E L E F O N I N T E RV J U  M E D  B O E N D E : A N N A  M I T R O L I O S

Hur mycket handlar du på Kungshöjd, I stan, utanför?

Bara i stan. har ingen bil.

Vad är det för människor som bor här?

Mycken unga och barnfamiljer.

Skulle du vilja att Kungshöjd var mer avskilt eller connectat? Hur ska man 
åstadkomma det?

Mer konnektat. Man vilj ju inte avskilja sig när man bor i stan. Annars flyttar man väl till förorten.

Vilket ställe på Kungshöjd får dig att känna dig mest i kontakt med Kungshöjd? 
(Alexander, 1977:132)

På mitt jobb på Kungsgatan. Vad är mest typiskt: Nära både linn’e- och avenyhåller. Och att det 
liksom conenctar. När jag bodde i linne var jag bara där.

Har ni tillräckligt med plats? Skälig hyra? Trivs du att bo här?

Jadå. Vi har ju bostadsrätt så att eeh...

Jag ska göra den här uppsatsen. Du måste gå. Är det något du vill säga innan vi måste 
lägga på så du får ta hand om din 5-veckors bäbis?

Connecta mer. Det de gör med rosenlund nu är jättebra.
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4. Space Syntax Numbers

1.
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