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Welcome!

This project consists of seven sections. 
First an introduction to the project itself 
followed by multiple analysis of Hjallerup. 
Each of the analysis has sub-conclusions, 
which are underlined. These sub-con-
clusions are summarized in the section 
’identified condition,’ which along with 
the following theoretical section called; 
‘Ecology, ANT and ‘openness’ in relation 
to infrastructure’ forms the basis of a ‘stra-
tegy to generate urbanity’. Furthermore, 
the initial design proposal, ‘The Urban 
Corridor,’ will be presented. Both the stra-
tegy and design proposal try to answer 
the overall research question: How can 
an infrastructural design create urbanity 
through a spatial pattern? Lastly the wor-
king process of the whole project will be 
presented followed by a conclusion and 
a reflection upon the project and applied 
methods. 
     All illustrations are self-made, unless 
the source is indicated, and the reference 
list can be found on the last pages of the 
project.

Enjoy the reading!
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Introduction

Introduction 
Hjallerup is a city with a strong local commu-
nity, a strong market culture and a location 
in Northern Jutland with good access to the 
core network (see Hjallerup’ location in Den-
mark on this page). The city has an increasing 
population and houses many elderly and fa-
milies with small children. Despite the many 
strengths and the positive development, this 
project claims that Hjallerup has an urban 
center without urbanity. The claim is based 
on urban explorations, that helps to indica-
te the city’ challenges as well as solutions. 
Emptiness, closing stores, disconnection, 
unreadable urban spaces and dominant 
parking and traffic in the urban space, are 
some of the indications of a city with a lack of 
urbanity. Hjallerup city center needs a robust 
quality grip to create urbanity. This project is 
trying to make Hjallerup city center relevant 
again with the bus terminal as a ‘generator’ 
for urbanity and to transform the city to be 
itself instead of just being a suburb to Aal-
borg. To create this new urban center with 
good urban spaces, a strategy to generate 
urbanity and an initial design proposal called 
‘The Urban Corridor’ are developed. Both 
works theoretically with openness and revol-
ves around infrastructural design asking the 
question: How can an infrastructural design 
create urbanity through a spatial pattern?

The photo shows 
Hjallerup’ current 
bus terminal, which 
is located in the city 
center along the main 
road Søndergade. 
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The railway towns are changing as the modes of transporta-
tion are developing and new solutions appear. In Northern 
Jutland, the station cities are transformed into new mobility 
nodes which links different kinds of mobility. This is provided 
by NT (the public transport provider of Northern Jutland) who, 
in line with the change, focus on ‘mobility’ instead of the ear-
lier ‘public transportation’. Hjallerup is an upcoming city that 
will undergo the change to a new mobility node. Hjallerup’ old 
bus terminal, shown on the picture above, must be upgraded 
and adapted to modern needs. At the same time, the city cen-
ter is undergoing a development process, where the mobility 
node has its location. Thus, it’s relevant to ask the question; 
how can the new mobility node help to generate a new urban 
development?  

The project is part of the course ‘Designing Urban Mobility’ at 
the master study Urban Design, Aalborg University. It draws on 
knowledge from Brønderslev Kommune and NT (Nordjylands 
Trafikselskab) and is moreover supervised by Ditte Bendix 
Lanng and Niels Agerholm.

Aalborg

Hjallerup
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Frederikshavn

Viborg

Silkeborg
Herning
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The new 
        mobility node
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1744

1858

1924

1950

’Hjallerup Market’ began
Hjallerup is well-known for one of North 
Europe’ largest horse markets, held 
every year since 1744. The market has 
been moved around through the years 
but the current location has been the 
same since 1858 (Hjallerup Marked, 
NA) 
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The opening of Hjallerup railway 
station in 1924 (Hjallerup Lokal-
historisk Arkiv NA).

The old railway station is 
preserved and is located on 
Jernbanegade (see page 9)

Workers who are building the 
railroad before the opening in 
1924 (Hjallerup Lokalhistorisk 
Arkiv NA).

Hjallerup Market around 1955 , 
located in the current city center. 
Today’ pharmacy can be seen 
in the background (Hjallerup 
Lokalhistorisk Arkiv NA).

Opening of Vodskov - Østervrå 
railway
Hjallerup had a train station as a part 
of the Vodskov - Østervrå railway. After 
the opening, the new stretch got into 
difficulties. It was hard to manage the 
timetable, the number of passengers 
were low and there was competition 
with busses and trucks that had started 
driving in northern Jutland (Nordjyl-
lands Jernbane NA).

 

Emerged from a crossroad
’Hjallerup Kro’ (Hjallerup inn) got its 
current location in 1858 at the intersec-
tion between Søndergade and Øster-
gade. Hjallerup Market was attached 
to the inn and from here today’ city 
emerged (Hjallerup NA). 

7

From railway town to mobility node
The railway towns occurred in 1850-1940, which contri-
buted to the establishment of around 400 new cities in 
Denmark. This happened as a result of changes in the 
society such as; population growth, modernization of 
the agriculture, freedom of trade, industrialization and 
development within communication- and transportation 
technology (Fertner 2013: 27). The railway town grew 
(with exception of the crisis in 1930’s) and the develop-
ment contributed to a general decentralization (Fertner 
2013: 27-29). This development was turned upside down 
as the deindustrialization became a reality in the 1970’s. 
With the municipal reform from 1970 some of the railway 
towns were elected to house the municipalities as major 
cities which caused closure of many railway stations and 
made the distinctive division of the country into centers 
and periphery (Fertner 2013: 29). Regarding to this, Hjal-
lerup is today a suburb in the periphery of Aalborg.

Many of today’ stations appear as dilapidated and as 
phased out. Physical ticket sales are replaced by online 
sales and toilets and kiosks are closed. The Consumer 
Council ‘Tænk’ have made a study that reveal that every 
fourth passenger feels unsafe at the stations within the 
last six months (Forbrugerrådet Tænk Passagerpulsen 
2019: 12). 83 % answered that it is caused by unpleasant/
anti-social behavior of others and 25 % answered that it 
is caused by poor maintenance or cleaning (Forbruger-
rådet Tænk Passagerpulsen 2019: 14). The stations are 
a picture of the general public transportation and with a 
political desire to get more people to use public trans-
port, a rethinking of the ‘station’ is needed. The political 
employee in the Consumer Council, Rasmus Markus-
sen states that: “… keeping alive the stations is also an 
investment in the entire public transport” (translated from 
Danish, Kristensten 2019). But it’s not enough to ‘keep 
alive the stations’, they must be more and contemporary. 
Newer examples of the rethinking can be seen around 
the country, where those responsible for the stations 
work along with local associations. In cooperation they 
make a redefinition by combining the station with so-
cioeconomic cafés, campus cafés, culture houses or 
soup kitchens (Kristensen 2019). Architect Helle Juul 
also points out a potential for transforming the current 
stations to become a destination in itself (Juul 2019): 
“It’s about filling the station areas with inviting stays and 
meeting places. Life attracts life, and life creates comfort” 
(translated from Danish, Juul 2019). She also contributes 
to a debate when she asks, ‘who takes responsibility?’ 
(Juul 2019). One of them is the public transport provider 
of Northern Jutland (NT). Currently they are pushing the 
development forward, as they transform themselves from 
being a traditional public transport authority to be mo-
bility providers developing the new ‘mobility nodes’. In 
relation to this, Hjallerup should work as a major mobility 
node. It should not only work as a bus terminal but as a 
meeting point between different modes of transport and 
people and connect them to the core network. Thus, the 
new mobility nodes can generate new life and new city.

Hjallerup railway station
Hjallerup had the largest train station 
on the stretch with three tracks from the 
station building. Before world war II the 
daily passenger number were around 
135 in the summer period but during 
the days with Hjallerup Market there 
were around 1200 passengers per day 
and every year there was around 1000 
horses transported from the city (Nord-
jyllands Jernbane NA).

Ending of Vodskov - Østervrå railway
Even though Hjallerup accounted for 
a large proportion of the transport, 
the railway stretch had financial deficit 
since the second year. Thus, the railway 
was shut down during the moderniza-
tion of the northern railway network in 
1950 (Nordjyllands Jernbane NA).

Establishment of Aalborgvej
In the following years, Aalborgvej was 
established, following the old railway 
trace. Currently, Hjallerup bus terminal 
is the center of public transportation 
with the same challenges as many other 
station cities. 

Hjallerup Masterplan 
Brønderslev municipality made a 
long-term masterplan for Hjallerup 
city (12 years perspective). It sets the 
framework for the development within 
traffic, city development and landscape 
and the overall vision is phrased: “The 
vision for Hjallerup is a green, recreatio-
nal city which is easy to get to and hard 
to move from again” (translated from 
Danish, Brønderslev Kommune 2008).  

Development of Hjallerup city center
In 2019 Brønderslev municipality began 
the work with the development of Hjal-
lerup city center. Thus, a ’City Center 
Committee’ were formed as a partner 
for discussion of the development. The 
goal is to finish a development plan 
for the center in the beginning of 2021 
and begin the city embellishment in 
2020 (Brønderslev Kommune NA).

2008

2020 A new ’mobility node’
This project aims to inspirer the devel-
opment of Hjallerup city center and 
future bus terminal/mobility node.

2019

’Hjallerup Kro’ (Hjallerup inn) 
from the 1940’s, looking south 
along Søndergade (Hjallerup 
Lokalhistorisk Arkiv NA).
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Future residential
Residential
City center

1:30.000Public institutions
Industry

Recreational
Motor way
Nature

Get to know the current Hjallerup!

Main road
Main roads in the city centre

Pedestrian crossing

Paths own track (bike & pedestrians)

an open green space between the city center and 
the eastern part of the city. It contains a quality 
that should be preserved and made more acces-
sible. The connection from the western part of 
the city and the bus terminal at Søndergade to 
the sports/school area is limited for pedestrians 
and bike riders. Thus, the path system should be 
strengthened, most importantly to secure routes 
for school children moving in the east/west dire-
ction.   

Today Hjallerup is a city in growth. Many of the 
city’ new inhabitants have settled in new divisions 
of land and the municipality have pointed out 
new development areas for future residentials 
on the eastern and western outskirts of the city 
(Brønderslev Kommune 2008). The arrows on the 
map above show the direction of the residential 
growth. In long term, the two areas will supply 
with about 184 new ‘open-low’ residentials and 
hereby cover the need up until 2029 (Brønderslev 
Kommune 2017: 57-58). 
     The new residential areas, growing out of the 
city in east and west, has created a sprawl city 
where the city center has been left untouched 
for a while. Moreover, the western part is physi-

cally separated from the rest of the city due to 
the sunken main road, Ålborgvej, and only one 
bridge crossing exists, along Vestergade. There-
fore, the link crosswise the city in the east/west 
going direction is important to strengthen, and 
the city center should tie the city together, which 
it currently doesn’t.

There are various leisure and cultural offerings 
in the city, such as a public swimming pool, a 
cinema and a culture and community house. The 
functions are mainly located within the city center 
except the public school and sports area, which 
are located more easterly as a part of the public 
and recreational area. Here, the landscape lies as 
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Bus terminal
Netto Supermarket
Bank
Pharmacy
Restaurant
Bank
Fakta Supermarket
Red Cross
Petrol Station
Culture and Community 
House
Bakery and café
Hotel ’Hjallerup Kro’
’Hjallerup Arcade’
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’Hjallerup Centret’ (mall) 

District heating
Doctor
Eye specialist
Cinema, waiting room 
and bookstore
Pizza House
Rema1000 Supermarket
Sports area including 
public swimming pool 
and indoor sports faci-
lities
Public school
Nursing home
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Minor roads through the city
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Open green land in 
the public institution 
area, between the 
city center and the 
eastern part of the 
city.

Typical residential 
area around the city 
center. The district 
heating’ chimney is 
visible from a long 
distance.

Open stores are 
side by side with the 
closed ones.

‘Hjallerup Centret’ 
seen from Sønder-
gade. The area se-
ems desolated with 
empty stores and 
the grey surface.

A single pedestrian 
crossing over Søn-
dergade is located 
in the city center. 

One of the entran-
ces to ‘Hjallerup 
Centret’. The sign 
says that the area is 
only for pedestrians.

The official sign mar-
king Hjallerup Bus 
terminal. 

The bus terminal at 
Søndergade con-
sists of bus signs 
and one bus shelter. 
The shelter’ location 
gives an overview of 
the busses coming 
in both directions. 

There are many par-
king areas in the city 
center. This parking 
area is the most cen-
tral located next to 
’Hjallerup Centret’.

Next to the public 
school, the bike par-
king is filled, which 
indicates a need for 
a good bike net-
work for the school 
children. 

Playthings is placed 
in ‘Hjallerup Centret’ 
but stands in great 
contrast to the clo-
sed stores.

The current bike 
path which connects 
the eastern part of 
the city to the city 
center is hard to find 
and gives a feeling 
of being on the back 
of the city.

Søndergade is a 
busy road that runs 
right through the 
city center and divi-
des the city into two.

In ‘Hjallerup Centret’ 
benches are placed 
in unattractive sur-
roundings.

The Pharmacy 
fronting Sønderga-
de has an beautiful 
facade.

Hjallerup Bakery 
and café is fronting 
Søndergade.

Hjallerup

10 11
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Hjallerup

Brønderslev

Flauenskjold

Dronninglund

Vodskov

Vestbjerg

Sulsted

Tylstrup

Nørresundby

Aalborg

Airport

Bus route 74 & 974X
Bus route 73  Railway

Motorway
Main road

Bus route 212

Brønderslev Municipality
63.337ha size area in total
36.304 inhabitants in total

Aalborg Municipality
113.800ha size area in total
217.075 inhabitants in total
(Brønderslev Kommune 2018 & Social- og Indenrigsministeriet NA)

Brønderslev
22.105ha size area
12.401 inhabitants

Hjallerup
10.097ha size area
4.103 inhabitants

Dronninglund
18.094ha size area
3.499 inhabitants

Hjallerup is located in a rural area with a short di-
stance of about 22 km to the major city Aalborg. As 
a result of double-urbanisation, Hjallerup has the lar-
gest population growth in the entire municipality of 
Brønderslev, at around 14 % up until 2032 (Brønder-
slev Kommune 2018). The city attracts families with 
children. It has the largest household size in the mu-
nicipality with an average of 2,19 and 20 % of the 
population is between 0-14 years old (Nordjyllands 
Trafikselskab 2019: 22). In the same period with the 
population growth the number of 80 + years will be 
more than doubled (Brønderslev Kommune 2018). 
This may entail an increased need for housing units 
for elderly, which often is small in size and with a cen-
tral location. Regarding to this, the city center should 
be attractive for both families with younger children 
and elderly. 

Besides the obvious wish to live close to nature and 
be a part of a small community when moving to Hjal-
lerup, the square meter prices makes it possible to 
get more out of the money when buying a home. The 
prices are relatively low. The average square meter 
price was 10.007 DKK in 2019, which is low compa-
red to Aalborg where it is more than doubled (Finans 
Danmark NA). Hence, families and others experience 
an economic benefit that makes settlement attracti-
ve. A limitation in relation to purchase property is the 
supply of housing types, which is mostly villas and 
detached houses (‘parcelhuse’). Therefore, Hjallerup 
should broaden the range of housing types by loca-
ting apartments in the city center, to meet new family 
types for instance divorced and singles. 
     The positive growth is also caused by the city’ loca-
tion in Northern Jutland. Over half of the inhabitants 
has max. 500 m to the core network, which indicates 
a great accessibility to the surrounding cities (Nord-
jyllands Trafikselskab 2019: 12). This contributes to 
Hjallerup working as a commuter city. About 24 % 
of the population in Brønderslev municipality com-
mutes between 20-30 km per day, mainly to work-
places in Aalborg (Danmarks Statestik 2016). Thus, 
the bus terminal is of great importance, making sure 
that Hjallerup is well connected. Four busses are con-
nected to the core network, as shown on page 12. 
Three of them are regional busses (73, 74 and 212) 
and one is a X-bus (974X), which for instance ensure 
connection to Aalborg three times per hour during 
the day. Additionally, there are two night busses and 
two ‘telebusser’ (callable busses) whose routes are 
more local. Despite the bus network, the majority 
use cars as their preferred means of transportation 
in their regular daily life and only 10 % are using the 
bus in Hjallerup (Nordjyllands Trafikselskab 2019: 8). 
Many of the bus users seems to be young people un-

der 25 years. Almost half of them experience a high 
degree of use (Nordjyllands Trafikselskab 2019: 18). 
Many of the youngsters commute to Nørresundby 
or to the neighbor town Dronninglund to study on 
the gymnasium, which doesn’t exist in Hjallerup. This 
indicates a mobility issue especially for the working 
age, who makes the city car dependent. 
     To take advantages of the commuter city, the public 
transportation has a vital part to play. With an avera-
ge of 1,31 person per car on the Danish roads today, 
it is clear that the daily transport can be made more 
efficient, also in Hjallerup (DTU Transport 2015). How 
to move people from cars towards public transporta-
tion, is depending on three parameters; perceptions 
relating to values and norms, service offerings rela-
ting to things and technologies and competences 
relating to knowledge and skills (Movia 2017: 5-6). 
It’s complex to change habits, but through design we 
can help making the physical service offerings more 
attractive and, in this way, change the user’s percepti-
on. Hjallerup’ new mobility node must create the fra-
mework for changing technologies located in a new 
attractive city center and at the same time adjust the 
new area to the young already using the busses.

Another mobility issue is the large number of com-
muters, which moves the consumption out of the city. 
Many of the commuters are making their daily pur-
chase during their travel, instead of doing it in Hjal-
lerup (Brønderslev Kommune 2009: 8). It challenges 
the local stores and contributes to closing as it can be 
seen in the current city center with empty buildings 
(see page 10 & 11). The number of stores has decrea-
sed with 40 % since 1999 (COWI 2020: 8). Additio-
nally, the balance of trade shows trade deficit within 
shopping goods, which means that this type of stores 
turns over less than the inhabits in Hjallerup buy for. 
Yet the grocery stores have a trade surplus because 
people from Dronninglund comes to Hjallerup to 
shop their convenience goods in ‘Fakta’, ‘Netto’ and 
‘Rema1000’ (COWI 2020: 33-34). 
     To help stores in Hjallerup they must be located 
at the larger shopping roads and be concentrated 
in the city center (COWI 2020: 52-53). Also, housing 
units and workplaces located in the city center will 
contribute to more local costumers and hereby help 
the local shops (COWI 2020: 12). In this case, the 
housings in the city center should be oriented the in-
creasing population of elderly, as transition between 
the family house and the care home. Furthermore, 
the retail in general could meet our new consump-
tion habits. Currently we consume within health and 
beauty. Thus, services related to this such as cafés, re-
staurants, take-away, fitness and wellness will contri-
bute to a more attractive city center (COWI 2020: 12). 

A matter of facts

A m
atter of facts

To transform Hjallerup city center in a positive way it’s important to understand what 
makes the city attractive for settlement, and what issues it entails. In the following, hard 

facts will be present in an attempt to explain some of the factors.
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Dimensions of speed 
How we experience the world from an embodied perspective in 
our everyday practice is deeply connected to the dimensions of 
speed. In the relation between static and flux, fixed and flued we 
phenomenologically sense the environment and perceive while 
being on the move.  
     As the collection of quotes on this spread clearly shows 
the sensual perception changes and depends on the mobility 
affordance. If drifting, we perceive from our clothes and skin in 
slow speed. If driving, we add the layer of metal and steel which; 
“…opens up a world of speed, air, and movement” (Tuan 1977: 
53). In this case the perception must be understood in relation 
to the technology that has changed the world. Different techno-
logies within mobilities makes it possible to travel faster, longer 
and easier. It contributes to a bodily sensory extension as Ole B. 
Jensen puts it (Jensen 2013: 64). Also, it contributes to a ‘mental 
cartography’ in large scale. As global citizens we experience the 
whole world within reach. We can work in one end of the country 
and live in the other. Thus, we understand the world in a large 
scale and the urban perception has changed along with the 
technology. Richard Ingersoll outline this change with the term 
‘jump-cut urbanism’ (Ingersoll 2006). The new urban perception 
can further be result in a new spatial understanding, that we con-
struct on the move (Smith 2010). Thus, the material complexity 
has to be included when working with mobilities design.   

Within this project it is relevant to explore the mobility affordan-
ce, to rethink the currently mobile situation. In Hjallerup the bus 
terminal, located in the city center is the public transportation 
node, and therefore interesting to explore. It connects citizen to 
the core network, and it welcomes them to the city. It mediates 
the waiting, arrival and departure situations. All situations that 
must be included and understood in the making of a new mobi-
lity situation. 
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Outward Journey
Time: 09.44
Bus route: 74
Start: Bus stop at 
Vesterbro, Aalborg

Time: 10.14
End: Hjallerup bus 
terminal, Søndergade

Return Journey
Time: 13.31
Bus route: 974X
Start: Hjallerup bus 
terminal, Søndergade

Time 13.59
End: Bus stop at 
Vesterbro, Aalborg

Situational experience of a bus ride 
Date: 05.03.20

Scenic surroundings 
During the ride to Hjallerup by bus we sense the 
acceleration, smell, sound and visual expression 
in a certain way, depending on the day, time, 
route and individual. This analysis is a situational 
experience of a bus ride. It presents the visual 
perception from Aalborg to Hjallerup and back 
again. The tour is dominated by the rural lands-
cape which feels close to Hjallerup’ boundaries. 
With advantage, the scenic surroundings can be 
brought into the city center.

Hjallerup

Aalborg

” The city of jump cut urbanism will integrate 
different scales, speeds, and points of view 
into a narrative whole that corresponds to 
this new code of urban perception.” 
Ingersoll (2006:103)

“ The problem of the city 
designer is to deal simulta-
neously with the different 
speeds of movement and 
different rates of perception, 
to create forms which are as 
satisfying to those in an auto-
mobile as they are to those 
who travel on foot. “
Bacon (1967:35)

“Spatial forms are only partly sensed from 
one viewpoint, and require movement and a 
succession of views to be fully enjoyed.”
Lynch (1990: 145) 

“…the individual himself, 
moving across roads and 
down streets – the indivi-
dual as pedestrian – can be 
considered a pilot encased 
in soft and exposing shell, 
namely his clothes and 
skin.” 
Goffman (1972: 7)

14



16 17

A city center that is hard to findA 
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H
jalleup Bus Term

inal

1:500 Plan and cross section 
A-A of Søndergade at the 
bus terminal (all measures in 
meter)

A-A

At first sight, it can be difficult 
to place yourself as being in the 
actual ‘city center’. It appears as 
a large parking space next to a 
large road (Søndergade), which 
gives a feeling of a ‘city center’ 
dominated by transit areas and 
infrastructure. Along Søndergade 
frontages are oriented towards 
the road, which invites pedestri-
ans to walk along the street and 
explore what the city offers, as 
shown on the illustration above. 
In this regard, it’s notable that 
the waiting room, on the west 
side of Søndergade, is placed 
in the building withdrawn from 
the road, which makes it hard to 
overlook the bus stop (see page 
16). 
     Looking towards the parking 
area, no frontages or signs con-
tribute to an understanding of 
where to go. The frontages are 
oriented in different directions, 
giving an experience of constant-
ly being at the back of the ’city 
center’. Thus, ‘Hjallerup Cen-
tret’ is hard to find at first sight, 
because frontages are placed 
inwards and hereby hides itself 
to the surrounding city. Further-
more, the few frontages fronting 
the parking space, are hidden by 
parked cars and there is no se-
miotic system to bring you there 
(see Jensen 2013: 39-43). This 
is intensified by the size of the 
area. To give an understanding 
of the scale, the area of ‘Hjal-
lerup Centret’ is compared to 
‘Slotspladsen’ in Aalborg which is 
illustrated on this page. The area 
in Hjallerup is large in relation to 
the local context, with an area of 
15 620 m2. Scale and density will 
be further explored on page 20 
and 21.  
     Put in other words, it’s hard 
to ‘read’ and understand the en-
vironment in terms of mobility 

Cinema, waiting 
room and 
bookstore

When interring the city fol-
lowing Søndergade houses 
and stores are facing the 
street immediately, which 
makes the city entrance 
clear. On the other hand, the 
city center is unclear. When 
arriving in Hjallerup by bus, 
one usually gets off at the 
bus terminal which is placed 
in the city center as a part of 
the currently most important 
mobility setting in the city. 
Nothing but the bus sign 
indicates that it has been 
reached. The bus terminal 
consists of a bus stop sign, a 
bus shelter and bicycle par-
king placed on a ‘island’. 

     Standing on the ‘island’ 
there is a parking space 
for cars on one side and 
Søndergade on the other 
side (see ill. below). One is 
confronted with a choice 
between crossing Sønderga-
de near the bus terminal to 
walk on the west side of the 
road or to stay on the east 
side and explore the parking 
area and ‘Hjallerup Centret’. 
There is a speed limit of 30 
km per hour along Sønder-
gade and several chicanes 
is used on the southern part 
of the road, but these are 
not present through the 
city center, which makes it 

possible to drive above the 
speed limit. If one chooses 
to cross the road, there is a 
traffic island for pedestrians 
to afford a safe crossing of 
the trafficked road. The cros-
sing is 20 m width, consists 
of two lanes for cars, two for 
bikes and a platform with 
adjacent bus parking, as 
shown on the cross section 
below. 
     A new city center must 
appear more clearly, in 
order to strengthen the cha-
racter of the center and the 
mobility node. 

’Slotspladsen’
 in Aalborg

’Hjallerup Centret’

City Center area: 
64 583 m2

’Hjallerup Centret’ area: 
15 620 m2

1:4000 Comparison between 
’Hjallerup Centret’ and  ’Slotsplad-
sen’ in Aalborg

for pedestrians. In that respect, 
the ‘semiotics of mobilities’ in 
the material space is mainly limi-
ted to three things: 1. Pavement, 
marking pedestrian areas 2. 
Road markings, showing where 
to cross Søndergade and 3. Sig-
nposting to show the bus stop, 
bus terminal and stores fronting 
the road.  

’View sign’ representing 
the standpoint unfold
on the following pages 
Frontages

Plan detailed on page 
16

A city center that is 
hard to find

A-A
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The petrol station is ori-
ented towards Sønder-
gade and the parking 
area. It appears as 
worn and outdated 
compared to its central 
location.

Lack of urbanityLa
ck

 o
f u

rb
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ity

The sign advertises one 
of the few restaurants 
in Hjallerup, located at 
the very end of the par-
king area. The building 
is almost completely 
hidden from the main 
street and you have to 
cross the parking area 
to get there. Despite 
a building in good 
condition, the location 
is unattractive with an 
overview of the par-
king.

The building’ ground 
floor seems empty with 
darkned windows, but 
the first floor reveal an 
appartment. 
     The building has a 
location that can be 
better utilized in the 
future, and used for 
urban purposes.

’Spar Nord Bank’ is pla-
ced on a corner with 
roads on two sides. 
From the view-stand-
point the building is al-
most hidden but when 
interring the parking 
space by car it is easy 
to spot on the way.

The smokestack and 
the chimney are visible 
from a fare distance. 
They are part of the 
district heating located 
behind the parking 
space.  
     Currently, they be-
come a landmark in the 
sense of placemaking. 
One can located one-
self in relation to them 
in much of the city. 

’Nordjyske Bank’ has 
both a facade fronting 
the parking area and 
the indwards ’Hjalle-
rup Centret’. Despite 
this, the door from the 
parking site is blooked 
and force one to get 
arround the building to 
inter.

One of the few stores 
open. Windows are fa-
cing the parking space 
reveal what the buil-
ding contains. Clothes 
racks are oriented out 
towards Søndergade 
and the entrance is pla-
ced inwards ‘Hjallerup 
Centret’. The store is 
easy to spot and leads 
you around the corner 
to the old ‘Hjallerup 
Centret’ from the 
1960’s.   

Three large birch trees 
in a line. They are in 
great contrast to the 
built environment. 

The ’island’ contains 
both a bus shelter and 
parking facility for bi-
kes. The placement se-
ems logic with a clear 
view over Søndergade 
and the surroundings, 
to see the bus arrive. 
The waiting area is pla-
ced near functions that 
are closing at night, 
which could contribute 
to an unsafe feeling.

An empty building 
previously used to 
house a supermarket 
’Meny’. The back of 
the building faces the 
space, which creates 
an experience of being 
in a backyard. This 
contrasts with both the 
’Spar Nord Bank’ and 
the restaurant.

Lack of urbanity
When arriving by bus, the first sight is domi-
nated by the parking space, which is located 
right in the middle of the city center. The space 
can contain 77 cars and is only one out of three 
public parking space within close distance  (see 
page 21). 
     The parked cars partially obscure the surroun-
dings, which are highlighted below. The horizon-
tal look provides an insight into the facing of the 

building, the square and how they appear at first 
glance. Moreover, the earlier mentioned ’semio-
tic system’ appears from a pedestrian perspecti-
ve. It shows a lack of connection to the different 
functions that the build environment contains. 
The future city center must be easier to ‘read’ in 
terms of mobility, by using a clear infrastructure 
that binds city functions together and brings 
visitors there.

“The traditional street served many functions beyond that 
of passage. It was market, workroom and meeting hall …the 
public street can be a significant focus for site design. The 
street is a true community space.”

 Lynch & Hack (1984: 202-3)
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The numbers on the 
plan refers to the num-
ber of parking spaces

Total: 361

Unfortunate spatial dominance of parking 
and emptiness
What appears as the city center is the well described par-
king lot. As an exploration, the parking areas is both map-
ped on a city center plan and a spatial overview is given. 
This gives an understanding of both the visual and relative-
ly large area compared to buildings and roads/green. The 
parking areas cover up almost 20 % of the city center. The-
refore, the area is not only visually dominated by parking, as 
it can be seen on the above spatial illustration, but a major 
part of the city center factual consists of parking. They are 
occupying crucial areas of the city center, which could be 
used for more urban purposes for the people in Hjallerup. 
There is a potential for rearranging the central parking area 
containing 77 parking spaces, to create space for a cohesi-
ve urban area.

The exploration does also reveal a low density. Especially 
‘Hjallerup Centret’ contributes to this circumstance with a 
building footprint of 35 %. The remaining areas mainly ro-
ads, doesn’t contain stays or activities for people, thus the 
city center appears empty. The area contains a huge poten-
tial for densification of urban city functions and build in the 
height, to support an interesting and diverse city with in-
creased social exchange. 

11 463 m2 parking
in total

18 %

22 882 m2 building 
footprint in total

35 %

Plot ratio

about 44 %

30 238 m2 remaining 
such as roads and 

green

53 %  

A plot ratio of 44 % 
bears witness of a 
low density. The most 
central area ‘Hjalle-
rup Centret’ and the 
nearby parking area 
has a plot ratio of 35 %, 
equalling a detached 
house area (‘parcelhus 
område’). Furthermore, 
the amount of parking 
area in the city cen-
ter is distinctive with 
almost 20 %. 
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West/east going disconnection 
and a city center dominated by traffic
The mobility flow in Hjalleup is mapped, with in-
spiration from Louis Kahn’ diagram for circulation 
in Philadelphia from 1953 (Kahn 1953). It shows a 
limited network for bikes throughout the city. The 
only existing bike paths are following the main roads 
and a single path with its own trace goes from the 
city center to the sports/school area. The last men-
tioned is hard to find as the western end is hidden 
behind buildings in ’Hjallerup Centret’. Hence, there 
is a disconnection for pedestrians and bikes bet-
ween the city center/western part of the city and the 
sports/school area. This is a concern in particular for 
children going to school from the western part of 
the city. Therefor an east/west going connection for 
bikes and pedestrians must be established with a 
particular focus on making it child friendly.
 

    Just outside the city center, Søndergade and 
Vestergade is crossing. The crossroads works as 
an entrance for the western part of the city were 
Vestergade is the only passage over Ålborgvej and 
additionally it handles traffic going in the north/
south direction straight through the city center along 
Søndergade. Søndergade is the most trafficked road, 
with over a third more vehicles compared to the 
other central roads Algade, Skolegade and Øster-
gade. It divides the center in two and brings a lot of 
traffic to the inner city. This must be handled in ano-
ther way so that the city center forms a whole and 
give priority to pedestrians and city life in the future 
transformation. 

“Expressways are like RIVERS 
                            These RIVERS frame the area to be served 
                                       RIVERS have HARBORS 
                                                                      HARBORS are the municipal parking towers
                                                      from the HARBORS branch a system 
             of CANALS that serve the interior
           the CANALS are the go streets
 from the CANALS branch cul-de-sac DOCKS 
                                                                    the DOCKS serve as entrance halls to the buildings.”

 Louis Kahn, 1953 (Kahn 1953: 11)

Main roads

Pedestrian crossing

Paths own track (bike & pedestrians)

Road side bike network

Minor roads

Local roads

Sø
nd

er
ga

de

Ål
bo

rg
ve

j

Vestergade

4069

2577

1667

1738

Pedestrian paths
Traffic flow counts - annual daily traffic (Brønderslev Kommune 2012, 2017, 2019 & 2020)

Algade

Skolegade

Østergade
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Nutritious and permeable soil under 
the pavement 
Hjallerup city center is a flat area, were the soil 
types close to the surface consists of equal parts 
of freshwater formation and elderly sea. Both soil 
types are predominant sandy, thus well sorted 
material from the late glacial period (13.000-
10.000 years ago). The 200m cross-section A-B, 
shows information from a drilling near ‘Hjallerup 
Centret’ (drilling no. 17.1203) (Geus 1988). It con-
sists of mould down to 0.6m under the surface, 
sand down to 2.1m and gravel down to 2.3m. The 
layer of mould springs from the recent period, 
while the sand layer springs from the post/late

glacial period and at a depth of 1.4m the late 
glacial and glacial period. Both sand from the 
glacial, post- and late glacial period have good 
foundation properties, which means that direct 
foundation is possible in the area. 

Through the cross section, blue spots cover up 
a large part of the central parking area. They are 
based on extreme precipitation with a return pe-
riod of 50 years for the total per day (døgnsum) 
of 73mm (Cappelen 2019). In the future, the area 
with blue spots will be challenged regarding to 
flooding, in particular with almost 100 % paved 
surface. To address this challenge the underneath 

soil conditions must be exploited. The sandy soil 
has a high permeability caused by the fine grain 
size, so by removing the pavement in the area 
with the blue spots the soil is able to infiltrate the 
rainwater. At the same time the mould layer is nu-
tritious and provides good conditions for plants 
and trees. Hence, by knowing the soil conditions, 
the inherent potential can be revealed for the fu-
ture transformation. There is a potential for using 
the water from extreme perception on surface 
combined with a green stretch going through the 
area.

Blue spot

(m)
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Strong local community and social associations
Hjallerup is known for its strong local community and social associations. These are of 
great importance as they support and create a diverse and interesting city to live in. With 
inspiration from Lise Herslund’ and Trine Agervig Carstensen’ method from the publication 
‘Stationsbyer i dag’ (Herslund & Carstensen 2013: 95-106) the local associations in Brøner-
slev, Dronninglund and Hjallerup is compared. The method gives an overview of the num-
ber and types of associations. Only associations that contributes to the local community by 
establishing activities for the inhabitants or engage in Hjallerup’ development is included. 
The data comes from internet research and newspapers and is used to give an overview.  

Associations / Cities 

Organization for promotion of 
sports

Organization for promotion of 
social activities

Organization for promotion of  
culture

Events (for larger hinterlands)

Brønderslev Dronninglund Hjallerup
X X X X X X X X 
X X X X X X X X  

X X 

  X X (X)

X (X)  

X X X X X X X X 
X X   

X 

X X

X (X)

X X X X X X X X 
X X X X X X X X 

X X X X   
X  (X)

X X (X)

X X X

Events
Hjallerup almost grew out of the market 
culture, where ‘Hjallerup Market’ also back 
in time gathered people from the local 
and surrounding area. It indicates a local 
strength to organize such an event that 
needs many voluntaries. In 2019 there was 
around 200.000 visitors and 2100 volunta-
ries (Hjallerup Marked, 2019). The market 
generates money used for the local associ-
ations. ‘Hjallerup Samvirke’ have the profit 
in its disposal and ‘Hjallerups Markeds-
forening’ is responsible for organizing the 
event. The event is highlighted because of 
the size and its importance.

Culture
Culture is also represented in the city. The 
culture life is mainly located in the ‘Culture 
House’. Here, art exhibitions, a local history 
archive and the city’ library is housed. The 
center works as a civic house where it’s also 
possible to rent rooms and hold private 
events.

Sports
Hjallerup has a wide range of sports asso-
ciations. There exist common ones such as 
football, handball and gymnastic but also 
badminton, volleyball, billiards, dance etc. 
The indoor facilities are called ‘Hjallerup 
Idrætscenter’ and together with the public 
swimming pool and the outdoor sports 
fields it forms the sports area. An expansion 
of ‘Hjallerup Idrætscenter’ is being plan-
ned, so it will contain three indoor sports 
fields in total. 

Social activities 
Hjallerup have a ‘civic association’ that 
manage many of the recurring events often 
in cooperation with other associations. It 
supports the yearly events financially, such 
as the children’ ‘Christmas tree party’, Chri-
stmas bazaars for seniors, Midsummer’ Eve, 
activities in the culture center etc. Together 
with other association it is represented in a 
working group for the city center develop-
ment in Hjallerup. 
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(X) already men-
tioned associa-
tion in another 
category as they 
carry out several 
functions
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The voices of the locals

The voices of the locals
At the last civic meeting held by the ‘Midtbyråd’ on February 12, 2020 there was over 200 participants, which indi-
cates a strong local commitment. The meeting was about the development of Hjallerup city center and a workshop 
was held with the participating inhabitants. Equipped with a maps, stickers and pens ideas and inputs was written 
and drawn. The diagram below shows the brainstorm, which is used for inspiration and the suggestions and issues 
most frequently mentioned are brought along (underlined).  

Søndergade transformed 
into a square 

Lead the traffic around 
’Hjallerup Centret’ 

Relocate the bus terminal 

Make an east/west going 
path 

Bike tunnel crossing 
Aalborgvej 

Paths through the city 
center 

Bike bridge over Aalborg-
vej 

Relocate the parking area 

More green areas 

An open square for mar-
kets, Open by night etc. 

Playground for the chil-
dren

A place for the youngsters 

Orient the facades 

Build in height 

A ‘Children’ motorway

Specialty shops and 
fitness 

Citizen service centre 
combined with a Health 
Center 

Demolish the petrol 
station

Demolish ‘Hjallerup 
Centret’ 

Showrooms and web 
shops 

Pop-up stores 

Temporary rent for busi-
ness 

Residentials in the city 
center 

Social housing 

Large apartments for 
families 

Mixed residentials for 
different age groups 

Senior community 

Handicap friendly resi-
dential 

Sustainable buildings 

Keep the grocery in the 
center 

Traffic and infrastructure Urban spaces and 
architecture 

Retails Development of 
residentials
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CHALLENGES 

Limited supply of housing types

Disconnection for pedestrians and 
bikes between the city center/we-

stern part of the city and the 
sports/school area 

Unsafe school route for children

Empty buildings in the city center

The city center is hard to ‘read’ and 
understand in terms of mobility for 

pedestrians

Søndergade divides the center in 
two and brings a lot of traffic to the 

inner city

The central parking lot dominates 
the city center

STRENGTHS

Population growth at around 14 % 
up until 2032

Relatively low square meter prices – 
10.007 DKK in 2019

Strong local community and social 
associations

Scenic rural setting

Strong historical identity related to 
Hjallerup Market

Good soil conditions for foundation 
and handling of surface water 

Good connectivity to the core 
mobility network – over half of the 
inhabitants has max. 500 m to the 

core network

CURRENT SITUATION

Household size with an average of 
2,19

20 % of the population is between 
0-14 years old

About 24 % of the population in 
Brønderslev municipality commutes 

between 20-30 km per day

10 % are using the bus in Hjallerup

Almost half of the young people 
under 25 year experience a high 

degree of bus use

The number of stores has decrea-
sed with 40 % since 1999

18 % of the city center area consists 
of parking spaces

The city center has a plot ratio of 35 
% 

TENDENCY

Towards mobility nodes – linking 
different modes of transportation – 

Connecting everyday life and 
mobility

Average of 1,31 person per car on 
the Danish roads today

Many of the commuters are making 
their daily purchase during their 

travel

Currently we consume within health 
and beauty 

Challenged by online commerce¨

Urbanization – population shift from 
rural to urban areas 

HJALLERUP 
2030

The overall identified condition is based on the 16 sub-conclusions. Hjallerup 
is a city in growth, a home for many families and elderly and a city with a strong 
market culture and local commitment. Despite the many strengths, the city 
center appears empty, disconnected and with no guidance of where to go. The 
emptiness is caused by the many closed stores, the dominating central parking 
area and the heavily trafficked Søndergade. The disconnection is mainly in the 
east/west going direction and is most critical for school children who transport 
themselves transvers the city, from home to school. Thus, a safer crossing of 
Ålborgvej and a path for bikes and pedestrians are needed. Lastly, the missing 
guidance of where to go is both referring to the arrival situation to the city center 
by bus and to the lack of mobile semiotics. Even though the bus terminal is loca-
ted in the city center, no ‘center’ is being revealed because there is no ‘city cen-
ter urbanity’. Restaurants are hidden by the huge parking lot, ’Hjallerup Centret’ 
is outdated and partial shutdown and the few well-functioning stores such as the 
pharmacy, bakery and cinema are oriented the heavily trafficked Søndergade. 
Concluded in one line, the main problem is that Hjallerup has an Urban Center 
Without Urbanity. 
     By using the given strengths, take advantage of the current conditions and 
tendencies and be aware of the challenges, a strong development of Hjallerup 
can begin. A long-term development, until 2030 is needed to address the chal-
lenges and upgrade and improve the city to the people living there.     

The 16 sub-conclusi-
ons, which has been 
underlined through 
the analysis, are col-
lectively presented 
on this page. 
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1. The city center must form a whole and give priority to pedestrians and city life in the fu-
ture transformation 2. An east/west going connection for bikes and pedestrians must be 
established with a particular focus on making it child friendly 3. Potential for rearranging 
the central parking area containing 77 parking spaces, to create space for a cohesive 
urban space 4. The area contains a huge potential for densification of urban city functions 
and build in the height, to support an interesting and diverse city with increased social
exchange  5. The future city center must be easier to ‘read’ in terms of mobility, by using a 
clear infrastructure that binds city functions together and brings visitors there 6. The retail 
in general could meet our new consumption habits 

7. Housings in the city center should be oriented the increasing population of elderly, as 
transition between the family house and the care home 8. To help stores in Hjallerup they 
must be located at the larger shopping roads and be concentrated in the city center 9. 
Adjust the new area to the young already using the busses 10. Hjallerup’ new mobility 
node must create the framework for changing technologies located in a new attractive 
city center 11. Hjallerup should broaden the range of housing types by locating apart-
ments in the city center, to meet new family types for instance divorced and singles 12. 
The city center should be attractive for both families with younger children and elder-
ly 13. The path system should be strengthened, most importantly to secure routes for 
school children moving in the east/west direction 14. The link crosswise the city in the 
east/west going direction is important to strengthen, and the city center should tie the 
city together 15. There is a potential for using the water from extreme perception on sur-
face combined with a green stretch going through the area 16. And with advantage, the 
scenic surroundings can be brought into the city center

Identified condition:
Urban center without urbanity
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Due to urbanization, our everyday mobility has been increa-
sed over the past years. In 2018 we commuted an average of 
21,7 km in Denmark and the projections show that the distan-
ce will continue to increase (Danmarks Statestik 2018). Even 
though the development of technology has improved our 
mode of transport, we still use the same amount of time in our 
everyday travel (Egedal 2018). It seems that, we take advanta-
ge of the flexibility in relation to work distance and settlement. 
If technology reduce the transportation time, we prioritizing 
to move further. With the increased mobility in our everyday 
life ‘mobility design’ becomes essential. Essential because the 
mobility spaces are much more than areas carrying a trans-
portation function. It is a hybrid. “… neither only technocratic 
systems nor isolated artworks. Rather, they can be conceived 
as socio-material hybrids that need to be reconnected to 
social and cultural formations and demands that are central to 
urban design” (Lanng et al. 2017: 81). Thus, mobility must be 
understood as more than transportation from A to B, which 
is implied within the ‘mobilities turn’ (Jensen 2013, 2014). 
What becomes highly relevant regarding to this, is to rethink 
the relationship between the environment and human within 
mobilities. This rethinking will focus on two questions: How 
can the relation between the moving body and the environ-
ment be understood? And how is it possible to understand 
and design in the complex metropolitan areas dominated by 
infrastructure in large scale?

Ecological urbanism
Our environment and urban spaces can be seen through the 
lens of ecology. A definition of the term ‘ecological urbanism’ 
expressed by Mohsen Mostafavi would create a basis for the 
further reading: 

Psychologist James J. Gibson worked with visual perception 
as a part of an ecological approach. Instead of asking ‘how 
can the relation between the moving body and the environ-
ment be understood?’ he would more likely have asked; 
what do the environment affords in relation to the perceiver? 
Gibson made the notion ‘affordances’ back in 1986, claiming 
that; “The affordances of the environment are what it offers 
the animal, what it provides or furnishes, either for good or 
ill” (Gibson 1986: 127). His approach has been claimed by 
scholars such as Donald Norman & Tim Ingold to be static in 
the way that the environment has a number of affordances to 
begin with and humans then come in from the side to percei-
ve the affordances (Norman 1999 & Ingold 1996). Thus, we 
humans only perceive some of the artifact’ or object’ inherent 
affordances, as were the world predetermined. In this way, 
what Gibson calls an ecological approach is critically questio-
ned. In response Ingold express that we humans: “play our 
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“ In one sense the “project of urbanism,” if we can call it such, runs counter 
to that of ecology, with its emphasis on the interrelationship of organisms 
and the environment – an emphasis that invariably excludes human inter-
vention. And yet it is relatively easy to imagine a city that is more careful 
in its use of resources than is currently the norm… Imagining an urbanism 
that is other than the status quo requires a new sensibility – one that has 
the capacity to incorporate and accommodate the inherent conflictual 
conditions between ecology and urbanism. This is the territory of ecologi-
cal urbanism” (Mostafavi 2016: 17).  
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part in a process that is, in effect, the world’s formation of itself. 
As this process is a continuing one (at least for as long as life 
goes on), there are no fixed forms or absolute invariants” (In-
gold 1996: 184-185).
    A key figure within ecological planning is the Scottish land-
scape architect Ian McHarg. He was a student from Harvard 
University’ Graduate School of Design and was later the foun-
der of the pivotal graduate program ‘Landscape Architecture’ 
at the University of Pennsylvania (Spirn 2000: 98). Ian McHarg 
was rethinking the planning practice in North America. He 
influenced the turn from neoliberal and laissez-faire devel-
opment into a more environmentally and ecological practice 
in the 1970-80’s (Waldheim 2016: 8). His book ‘Design with 
Nature’ from 1969 reviews his method within ecological plan-
ning and design. “McHarg seeks the intrinsic carrying capacity 
of land through a design process that respects, integrates, 
and facilitates multiple ecosystem processes, functions, and 
services” (Yang & Li 2016: 22). To use Ian McHarg holistic met-
hod, several disciplines is needed. Different layers of infor-
mation through environmentally analysis are merged to map 
the most optimal land use (due to this theory he is known as 
the ‘father of GIS’). His approach is deeply concerned about 
the human in the nature and stand up against the modernist 
planning where man dominated nature, without thought of 
evolution theory (McHarg 1969: 8). He makes a clear dicho-
tomy between manmade and nature: 

By doing so and choose the right ecological planning, human 
can protect the environment and improve human conditions 
(McHarg 1998 [1997]: 83). 
     While Gibson were criticized for seeing the world as prede-
termined, McHarg’ method is criticized for being too determi-
nistic and scientific in relation to the design practice. One of 
his former students Anne Whiston Spirn ask critical questions 
regarding his method: “Can science be the sole, or even the 
principal, source of authority for landscape design? Are na-
tural and vernacular landscapes the sole standard of beauty? 
What’s ecological design? What are its methods and historical 
precedents? And what about the city? What could urban eco-
logical design be?” (Spirn 2000: 112). In Spirn’ own work she 
makes an extension of Ian McHarg’ approach to include the 
city. In her book ‘The Granite Garden’ she addresses the city 
as an ecological landscape: 

To view the city as a part of the nature is an example of a new 
way to think of urbanism as landscape. The term ‘landscape 
urbanism’ is aligned with people such as Ian McHarg, Patrick 
Geddes and Frederick Law Olmsted and appears in today’ 
post-Fordist industrial economy (Waldheim 2016: 5).

” The world is abundant, we require only a deference born of understan-
ding to fulfill man’s promise. Man is that uniquely conscious creature who 
can perceive and express. He must become the steward of the biosphere. 
To do this he must design with nature” (McHarg 1969: 5)

“ The city must be recognized as part of the nature and designed accor-
dingly. The city, the suburbs, and the countryside must be viewed as a 
single, evolving system within nature, as must every individual park and 
building within that larger whole. The social value of nature must be re-
cognized and its power harnessed, rather than resisted ” (Spirn 1984: 5). 
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Links between ecological urbanism and ANT
Landscape urbanism is flexible in the way it acts as a hybrid 
between landscape architects, urban designers, architects, 
planners and other disciplines (Corner 2006: 23). The con-
temporary city is more complex than ever and demands a fu-
sion or conflation of disciplines. Thus, the dichotomy between 
nature and human, rural and city becomes blurred. Another 
former student of Ian McHarg, the landscape urbanist James 
Corner express this in his text ‘Terra Fluxus’:

According to Corner, landscape urbanism makes it possible 
to treats processes over time and use ecology to do so. It’s 
not only ecology in relation to the environment previously 
understood as nature, but also in relation to the city, as Spirn 
outlined it. Corner even advocates that also the cultural, soci-
al, political and economic environment must be understood 
as the ‘natural’ world (Corner 2006: 30). Hence, landscape 
urbanism is; “…the development of a spacetime ecology that 
treats all forces and agents working in the urban field and 
consider them as continuous networks of inter-relationships” 
(Corner 2006: 30). Corner’ definition of landscape urbanism is 
quite familiar with an ANT perspective (Actor Network Theory) 
in the way that it explores how all things exists in networks 
and relations. ANT also uses ‘ecology’ to understand contem-
porary design practice as architect Albena Yaneva describes 
it: 

The ANT perspective actually uses ‘ecology’ as a concept 
to capture an understanding in the same way as landscape 
urbanism by Corner is presented to treat all forces and agents 
working in the urban field. Where landscape urbanism has 
been criticized for forgetting the people and focus on a large 
scale (Thompson 2012), the ANT perspective address how 
humans and things exists in networks. The architect Albena 
Yaneva use the theory invented by social scholars (among 
these Bruno Latour). She outlines how the ‘slow ethnograp-
her’, within the ANT’ epistemology, experience architecture 
(Yaneva 2017: 52). In her book ‘Five Ways to Make Archite-
cture Political’ from 2017, she describes her experience of 
Japanese postmodern ‘machine architecture’ by visiting ‘Kirin 
Plaza building’ of Shin Takamatsu. After revisiting the building, 
interacting with it and with other people inhabiting it, the slow 
ethnographer begins to reveal the designer’ intension. The 
light from outside transform the interior color, texture, con-
trasts, intensities etc. and people stroll through the building in 
different speeds occurred in a way that is deliberately staged. 
It all contributes to the ‘living machine’ (Yaneva 2017: 36). 
ANT is here shown as an approach to help us understand the 
environment:

” It is a proposition of disciplinary conflation and unity, albeit a unity that 
contains, or holds together, difference – difference in terms of the ideo-
logical, programmatic, and cultural content of each of those loaded and 
contested words “landscape,” “urbanism”” (Corner 2006: 23).

“ To view architecture as an ‘ecology of practice’ means to redefine the 
complicated forms of associations between all its beings: habits, skills, 
buildings, sites, city regulations, designer’s equipment, clients, instituti-
ons, models, images, urban visions and landscapes. ‘Ecology’ dissolves 
bounderarise and redistributes agence” (Yaneva 2017: 33).
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Infrastructural urbanism balanced between specificity and 
open-endedness
Compared to ANT, Corner articulates a similar mindset in 
relation to the urban surface organized by infrastructure. It 
controls the legibility and sets the frame for flexibility and 
changing development over time (Corner 2006: 31). On the 
surface, activities takes place and are connected temporally 
by infrastructure. Corner explains that; “This attempts to create 
an environment that is not so much an object that has been 
“designed” as it is an ecology of various systems and elements 
that set in motion a diverse network of interaction” (Corner 
2006: 31). In this sense, the surface acts as an element faci-
litating change. It is “…a kind of urbanism that anticipates 
change, open-endedness, and negotiation” (Corner 2006: 31). 
To design for the unknown and use ‘openness’ as a strategy 
must be seen in relation to the specific and determined. This 
juxtaposition between openness and specificity is treated 
in a recent research article which examines the architect’ 
influence on the social life through design (Stam 2020: 54). 
A designed urban room or a building interact with people 
using it, thus the architects have an impact on the complex 
interweaving of architecture and social life (Stam 2020: 58).  
This can be related to Science and Technology studies (STS) 
where the ‘mutual shaping’ between human and technology 
are explored (Stam 2020: 55-56). In the same way it’s possible 
to explore the ‘mutual shaping’ between human and physical 
design. Regarding to this, the research article investigates 
what thoughts and reasonings the designers have in relation 
to creating design for people to use. Two lines of thoughts are 
being presented: specificity and openness (Stam 2020: 57). 
While openness is concerned about design responding to the 
unexpected and unforeseen the specific design predetermi-
nes or facilitates particular uses (Stam 2020: 64). The architec-
tural  firm ‘OFFICE Kersten Geers David Van Severen’ founded 
by Kersten Geers and David Van Severen works with open-
ness and explain how the balance between specificity and 
openness works, in their introduction of a new office building:  

Geers and Van Severen sees architecture as a ‘frame’ that 
makes space for ‘content’ (life). Whereas some architects’ 
design is based on content, Geers and Van Severen think it’s 
impossible to define and design (Stam 2020: 65). They seek 
to develop ‘independence between function and architecture’ 
which they of course know is impossibly in the way that rooms 
are bigger or smaller and affords the users with different 
things (Stam 2020: 67). When designing specific for the ‘con-
tent’ a great deal is build up on the architects own experience 
and feeling which is based on assumptions. Instead, strategy 
related to developing openness tries to: “creating a building 
that can be interpreted and appropriated in different ways 
through changing contexts” (Stam 2020: 22). Geers’ and Van

“ Instead of looking for explanations of design outside the design field, 
following ANT perspective we should consider context as variable, that is 
as something moving, evolving, and changing along with the various de-
sign objects themselves; context is made of many dimensions that impin-
ge at every stage on the development of a project” (Yaneva 2009: 284).

“ The architecture is both open and specific and offers a frame/basis for 
the media today, tomorrow and in 20 years, knowing that these media 
develop in breath taking pace” (Stam 2020: 53). 
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Severen’ strategy is; “to seek a ‘figure ground’ - which can be 
seen as an exploration of the necessary/minimal conditions for 
particular practices - e.g., having a meeting, recording or edi-
ting video” (Stam 2020: 16). The building’ structural precon-
ditions guides the ‘figure ground’ by the inherent affordances 
and potentials that it brings (Stam 2020: 16). It can be used 
and programed in certain ways depending on the building 
structure: 

This approach can be linked to James Corner’ way of using 
infrastructure as a element facilitation change. While the buil-
ding structure acts as the frame according to Geers and Van 
Severen within architecture, the infrastructure according to 
Corner, acts as the frame within urban design. 
     By treating infrastructure as a design element, it forces the 
designer to think in large scale. Thus, landscape urbanism 
inspires to address this new design element as ‘infrastructural 
landscape’. This has been of special interest to Corner’ former 
business partner architect Stan Allen, who address infrastruc-
ture in his book ‘Points + Lines’ from 1999. Here, he explains 
‘infrastructural urbanism’ as material practice; “…concerned 
with behavior of large scale assemblages over time” (Allen 
1999: 52). He does also make a linkage between ‘infrastruc-
tural landscape’ and ecology in the same way as Corner:

In Allen’ rethinking of infrastructure he presents seven pro-
positions. The first one deals with the surface. Like Corner, he 
explains that infrastructure works to construct the site itself to; 
“…support future programs: and the establishment of net-
works for movement, communication, and exchange” (Allen 
1999: 54). Furthermore, he describes infrastructure as flexible, 
anticipatory, working with time and as open to change (Allen 
1999: 55). This descriptions seem familiar with Geers’ and 
Van Severen’ approach and with the ecology- and landscape 
urbanism were the city is thought together. 

Conclusion 
This paper has examined ecological urbanism linked it to the 
ANT perspective and explored how infrastructure can contri-
bute to ‘openness’. With references in these methods and the-
ories, the two opening questions has been answered throug-
hout the paper which in the following will be summarized. 
- How can the relation between the moving body and 
the environment be understood? 
According to Gibson the environment consisting of objects 
and artifacts containing different affordances. It’s a way to 
look at the relationship between human perception and the 
material environment. In design practice this can be used as a 
banal reminder to be aware of the different design elements 
– what affordances they make possible and how they are 
perceived by the user. To an extend every object and artifact 
is a part of a network including humans. The ANT-perspective 
looks at the material environment in all its relations. Here, the 
‘slow ethnographer’ has been mentioned, as a way of looking 
at the surroundings to get a deep understand about the user-

“ The inevitable and minimal way in which architects influence and co-
shape the social context (…) is through physical structure” (Stam 2020: 
14). 

“ Infrastructural systems work like artificial ecologies. They manage the 
flows of energy and resources on site, and they direct the density and 
distribution of a habitat” (Allen 1999: 57).
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perspective. It can be used in every phase of the design 
process from analysis to evaluation of design and the way 
its used. Lastly the ‘mutual shaping’ between human and 
physical design has been explored, leading to two ‘desig-
ner thoughts’ about how design-use is a part of the design 
development. While some designers are treating ‘specifi-
city’ in the design process by using personal “imagination 
of use, people’s doing and being” (Stam 2020: 66), others 
acknowledge what we don’t know about design and ‘use’ 
and therefore, among other reasons, work with ‘openness’. 
The two counterpoints do always figure in a balanced 
relation. It’s impossible to design whiteout being specific. 
However, it’s possible to design environments that are 
open to different ‘use’, transformation, the unexpected and 
unforeseen, by influence the predetermined and social 
context as minimal as possible. In this context the ‘physical 
structure’ plays a crucial role, leading to the second ope-
ning question:  
- How is it possible to understand and design in the 
complex metropolitan areas dominated by infrastructure in 
large scale?
The physical building structure presented by the architec-
tural firm OFFICE is used to create the ‘frame’ of the ‘con-
tent’ (life). The structure creates space for people to use in 
different ways, but instead of thinking about the ‘use’ they 
acknowledge that it will change in unpredictable ways and 
therefore aims at the ’independence between function and 
architecture’. Practical this means that space can be used in 
multiple ways e.g. creating uniforms rooms that can be re-
structured depending on the users own needs (Stam 2020: 
66). The ‘frame’ within an urban design context could be 
‘infrastructure’ as described by Corner and Allen, to section 
the land and make possibilities for future use. In this sense 
the infrastructural landscape contributes to ‘openness’. At 
the same time, it’s a way to look at the urban spaces in large 
scale. Seeing both infrastructure, ecology and urbanism as 
landscape, can help the designers and planners to under-
stand and work with the city as a whole. By asking ques-
tions of the large-scale systems and explore the answers 
is a precondition for making design and changes that can 
address central issues within the urban room. This view is a 
central part of Mostafavi’ definition of ‘landscape ecology’ 
presented in the beginning and it is a point of view original-
ly fostered by McHarg among others, who understood the 
importance of using different studies of the natural world. 
Collaboration as an essential part of being a designer who 
works holistically, recognizing human’ impact on nature and 
the environment. His clear dichotomy between manmade 
and nature is later challenged by Spirn who recognize the 
city as a part of nature. She extends McHargs approach with 
environmental organization of land to include the city.

The strategy and initial design in this assignment will posi-
tion itself as research-based design engaging with ‘open-
ness’ throughout the development. It will be incorporated 
in a flexible strategy where only the documented findings 
will be fixed and determined, and where there are space for 
incorporate; further research contributing to more determi-
nations, future conditions and the clients wishes. Additio-
nally, an initial spatial design will be developed. It will focus 
on the infrastructure in a section of the city center, to get an 
understanding of how infrastructure can act as a ‘frame’ in 
terms of spatial developed and to plan for the unknown.       

Point to pay attention to 

- Use infrastructure as a 
‘frame’ contributing to ‘open-
ness’. And be specific in relation 
to what is ’fixed’ and what is 
’open’ through the strategy and 
design proposal.

- ‘Affordances’ will be 
used when creating the infra-
structural ‘frame’ by asking 
the questions: ‘What does the 
‘frame’ affords us with and what 
limitations does it bring? – This 
can help creating the most 
minimal predetermined social 
use.   

- Understand urbanism as 
infrastructure and ecology by 
thinking Hjalleup into a large 
regional scale which is initially 
done in the analysis. Further it 
must be used, by working with 
infrastructure as a landscape 
and design element within the 
urban design practice.

- The ANT-perspective 
as the ‘slow ethnographer’ has 
been used in the analysis to un-
derstand Hjallerup city center 
with its complex relations. It will 
lead to the strategy and design 
proposal. 

- McHarg’ approach whe-
re environmentally analysis is 
used to determine the capacity 
of land has been used in the 
exploration of hydrology and 
soil conditions (page NR).   

Ecological urbanism
and ANT

Ifrastructural 
urbanism

Openness / 
specificity

Strategy 
and design
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Mobile stalls

Interventions of varying scale and scope that provi-
de the framework for the development until 2030. 
The interventions are a series of ideal conditions that 
together create urbanity in the city center. Thereby 
they are based on trends, challenges, strengths and 
the current situation, presented on the page 28 & 29. 
They can be seen as the predetermend, specific and 
defined frame in which different configurations takes 
place.

Configuration parts are performed 
by both public and private investors. These
parts are strategically placed to activate and utilize 
specific areas. The locations should generate more 
urban life and be able to adapt to changing needs. 
They are built structures that determine to some extent 
the content (use / life), but in which the ’type’ (youth 
house, apartment etc.) works as a fluid mass, which in 
this suggestion is based on the current needs.

Demolished buildings in the city 
center give way to a new center that 
is contemporary and coherent.

Area of impact in which the various 
interventions operate.
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Internal mobility
Today Søndergade function as the main road 
through the city center which brings a lot of traffic 
into the center and dividing it in two. Instead, the 
city center must form a whole and give priority to 
pedestrians and city life in the future transforma-
tion. This can be done by changing the internal 
mobility. Most important is the rerouting of the 
main traffic of vehicles. A suggestion is to bring 
this main traffic around the city center along 
Algade, Østergade and Gl. Markedsvej and re-
strict Søndergade through the city center to only 
carrying busses, bikes, pedestrians and delivery 
vehicles with time limits. This reduce the traffic in 
the center, but place a strain on the surrounding 
roads. 

     The change of the internal mobility is also 
affecting the new transvers connectivity (which 
will be further elaborated on the opposite page). 
The transvers going path named ‘The Children’ 
Road’, is a new path for bikes and pedestrians, 
which include a new bridge crossing over Ål-
borgvej. This will contribute to a safe travel from 
home to school for children on bikes. Instead of 
bringing the bikes to the crossing of Vestergade 
and Søndergade along the roadside, which is the 
case today, they can cross Vestergade, Sønder-
gade and Algade as single roads, which reduce 
the intersections of traffic. Still, the three critical 
crossings should be in focus, to ensure the best 
possible passage.  

Internal main road (cars)

Motorway 
The Children’ Road (bike and pedestrian)
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Characteristic
’Urban center without urbanity’ is the overall 
identified condition. This statement does in par-
ticular refer to the current city space’ absence of 
a clear characteristic. Today the center is distinctly 
remembered as a traffic and parking area instead 
of an area with a clear characteristics bond to 
the people living there and its potential urbanity. 
Most important is the area along Søndergade, 
were the bus terminal facilitate the arrival point 
and works as a mobility node. Here the city center 
must appear more 

clear, as the urbanity emanate from this area. One 
must be guided out into the surroundings by a 
clear infrastructure that binds city functions to-
gether and brings visitors there. As a solution, an 
infrastructural design can contribute to urbanity 
and a strong space specific identity and charac-
teristic. It will make the center relevant again, and 
mark Hjallerup as a city that can be itself, not just 
a suburb. A spatial infrastructural design proposal 
named ’The Urban Corridor’ will be presented 
later on, as a part of this project. 

As earlier mentioned, an east/west going con-
nection for bikes and pedestrians must be esta-
blished with a particular focus on making it child 
friendly. In this strategy a distinctive path, ’The 
Children’ Road’, cuts through the city center bin-
ding the western and eastern city areas together. 
The path is 5 m wide in total with 1.5 m space 
for each bike lane and 2 m for a pedestrian path 

alongside. The path is an extension of the current 
infrastructure were a hidden path exist in Hjalle-
rup Centret (see page 22 & 23). The new crossing 
of Ålborgvej and the existing path is directly 
linked, which construct the new site itself; “prepa-
res the ground for future building and creates the 
conditions for future events” (Allen 1999: 54).      

3 m 2 m

View direction on the illustration at page 39
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Urban park / handling 
surface hydrology
There is a potential for using the water 
from extreme perception on surface in 
the current parking area where the largest 
blue spots occur. The soil conditions 
makes it possible to infiltrate the water by 
removing the existing pavement. Further, 
the perception can also be used perma-
nently on the surface as a recreational 
element by the use of retention ponds. 
Within the area of impact no. 4 on the 
strategy plan, surface hydrology can be 
combined with a new park, that reflects 
the surrounding scenic nature. Thus, the 
environmental conditions can be used to 
strengthen the city center. 

Parking strategy
Currently the city center is dominated by a 
parking area that covers important square 
meters that can be used to create urban 
spaces for the locals. There is a poten-
tial for rearranging the central parking 
area, by distribute the parking lots to the 
northern and southern existing parking 
areas. These areas would have entran-
ce from respectively Østergade and Gl. 
Markedsvej. The northern parking area is 
located in proximity to the bus terminal, 
which makes it easy for drivers to chan-
ge modes of transport and take the bus 
further on their travel from A to B. Also, the 
continually development of the ‘mobility 
node’ can expand into the parking area. 
The southern parking lots are transfor-
med into a parking house. In this way the 
needed capacity of parking can be meet 
without occupying a huge ground area. In 
this way the percentage of parking in the 
city center is reduced from the current 20 
% to around 15 %. 
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Within Landscape Ecology, the landscape is de-
scribed from a Patch-Corridor-Matrix Model. The 
landscape is looked upon as a mosaic composed of 
the three parts. In this strategy, the five configuration 
parts activates its own patch. As described in the 
‘strategy to generate urbanity’ each of the configu-
ration parts are strategically placed to activate and 
utilize specific areas (see page 36 & 37). These areas 
are the patches. They are not only programmed 
by the specific build structure / architecture and its 
‘type’ (youth house, apartment etc.), but also in re-
lation to proximity, clashes and interfaces, based on 
the current needs and conditions. Each patch will be 
connected by infrastructure, here called ‘corridors’, 
as a prerequisite for the patches to develop. In this 
strategy, only the program and placement of each 
patch is being presented, which will let the specific 
design open. Instead the design of the corridors will 
later on be proposed.

The diagram, on page 43, shows the five different 
configuration parts which is located in the city cen-
ter. The bus terminal is placed in the ’characteristic 
zone’, which is the first area to appear, when arriving 
by bus. The bus terminal is in proximity to a parking 
area which can be used for future development 
of the mobility node. It’s also placed close to the 
western end of the park, were the mobile stalls from 
time to time will be located, to create life around 
the terminal. The park is a long stretch going from 
the terminal to the Youth House. The Youth Hou-
se clashes with the park and can use the area for 
playgrounds and sports fields, that the public also 
can use. To create an inter-generation synergy with a 
particular focus on children/youths (0-25 years old) 
and elderly (80+ years old), an effective approach is 
to locate different age-specific institutions and areas 
close to each other (arki_lab et al. 2017). Therefore, 
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The bus terminal is the point of origin when arriving to Hjallerup by bus. It must be upgraded and 
adapted to the present with opportunity for development as a mobility node. The public transport 
provider of Northern Jutland (NT) has developed a design concept called ‘NT-båndet’. This con-
cept can be used with advantage in Hjallerup. 

New buildings will house the existing and new retail and liberal professions 
combined with apartment type 2, which is oriented the increasing population of 
elderly. The apartments are a transition between the family house and the care 
home, smaller in size and placed close to the bus terminal and public areas. The 
retails are located at the larger shopping roads, which is Søndergade and this 
new area. Retail are placed at the ground floor and the apartments and liberal 
professions on the top floors. 

Apartment type 1 is a combination of small and large size 
apartments, to broaden the range of housing types for new 
family types for instance divorced and singles. Grocery stores 
must be placed at the ground floor and have entrance from 
Gl. Markedsvej. Here the existing ’Netto’ supermarket can be 
relocated. 

A lot of young people uses the bus to get to 
their gymnasium, and they need their own 
place in Hjallerup were they can meet. At the 
youth house the youngsters in Hjallerup can 
do their homework, be creative, hang out or 
play outside. The playground and sports field 
are both for children and youngsters.   

As a part of NT’ design con-
cept small pup-up shops are 
being realized. The mobile 
stalls are owned by NT and 
can be used for temporary 
functions. To sell coffee, 
strawberries in the summer 
or for other purposes that 
creates life around the bus 
terminal. 

Bus terminal

Retails /liberal 
professions 

and apartments 
type 2

Apartments type 
1 and grocery 

stores

Youth house and 
playground /
sports field

Mobile stalls Mobile stalls
Bus terminal

Retails /liberal professions and apartments type 2 City parts

Youth house and playground / sports field
Apartments type 1 and grocery stores
Nusery home

Caracteristic
Urban public park / handling surface hydrology

Parking
Whole city

West

East

School and 
sports area

City center

Hjallerup

the Youth House interface with the existing nursery 
home and the new apartment type 2, where the 
elderly will live. Thus, social interactions and exchan-
ge would occur between the two generations. The 
park will be a common outdoor space which can 
be used for common activities such as urban gar-
dening. It will also be an area both for rest and for 
activity which is directed to each generation placed 
in proximity.  

Apartments type 2 is closest to the bus terminal 
and the park area which will be appreciated by the 
elderly, while apartment type 1 is close to parking 
and to the internal mobility network. In this way the 
elderly have a short distance to main attractions, and 
requires as little amount of movement as possible, 
while the singles and families with the larger apart-
ments type 2 should move more.  

Infrastructure / corridors
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The Urban Corridor

’The Urban Corridor’ is a design intervention that use 
infrastructure to create urbanity. It’s a new characteristic for 
Hjallerup city center where it works as landscape element 
leading people into the city. It’s characteristic by its cop-
per structure that covers long stretches of the city center. 
Underneath the fixed structure is a surface consisting of flat 
cobblestones. The surface is flexible in the way it flows into 
the surrounding landscape and connects the fixed structure 
with the aforementioned configuration parts. In this way the 
spatial pattern can expand and create coherence throug-
hout the city center.
     ’The Urban Corridor’ is designed for pedestrians, to give 
them top priority in the city center. It leads people into the 
city, creates direction and contribute to intuitive wayfinding. 
’The Urban Corridor’ creates mobility in the way it is materi-
ally situated. It creates clarity in the ’mobile semiotics’.

Flexible surface flow 

Fixed structure

” The environment is ‘read’ as a semiotic
system in order to make sense of the situa-
tion at hand as well as it shapes and affords 
particular interpretations and action oppor-
tunities to the acting individual... all signs 
and meanings are materially situated in the 
world and... the moving human body crea-
tes particular challenges and complexities 
to this ‘mobile sense making’” 

(Jensen 2013: 39-40)
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Research question

How can an infrastructural design create 
urbanity through a spatial pattern?

Infrastructure as a 
landscape and design 

element

Locate age-specific 
areas, institutions or 

objects in close 
relation

A structure that 
construct the surface, 
creates direction and 

contributes to intuitive 
wayfinding

Only allow bus 
driving in the center 
along Søndergade 
and lead the heavy 
trafic arround the 

center

Children and 80+ 
years sharing outdoor 
spaces in the waiting 

zone at the bus 
terminal were exchan-

ge would occur 

Locate the bus 
terminal near by the 
parking area which 

space can be used for 
new modes of 
transportation

Minimal predetermi-
ned social use 

Create a identifiable  
spatial pattern that can 

expand and create 
coherence throughout 

the city center 

’Slow speed pave-
ment’ by using 

smaller stones such 
as cobblestones

Be aware what the 
designed infrastructure 

affordes us with e.g. 
benches for rest and 

built-in games

Specifying what must 
be fixed and what can 

be changed

Why? How?

Lead people into the 
city

A clear caracteristic

Give priority to pede-
strians

Create inter-generati-
on synergy with a 

particular focus on 
children and 80+ 

years 

The bus terminal must 
be flexible and be 
able to constantly 
adapt to changing 
needs of mobility 

Use infrastructure as a 
‘frame’ contributing to 

‘openness’ 

Stan Allen’ seven propositions deal with infrastructure 
and explain what it is, what it can do and how to work 
with it. In-line with the thoughts, the infrastructural 
design proposal can be seen as a crucial element to 
create urbanity. The seven propositions have triggered 
and inspired ’The Urban Corridor’.

Stan Allen’ seven propositions 
1. Infrastructure works to construct the site itself. Infra-
structure prepares the ground for future building and 
creates the conditions for future events. Its primary modes 
of operation are; the division, allocation, and constructi-
on of surfaces; the provision of services to support future 
programs; and the establishment of networks for move-
ment, communication, and exchange. 
2. Infrastructures are flexible and anticipatory. They work 
with time and are open to change. By specifying what 
must be fixed and what is subject to change, they can be 
precise and indeterminate at the same time.
3. Infrastructures give direction to future work in the city 
not by establishment of rules or codes (top-down); but 
by fixing points of service, access, and structures (bot-
tom-up). 
4. Infrastructures accommodate local contingency while 
maintaining overall continuity. 
5. Although static in and of themselves, infrastructures 
organize and manage complex systems of flow, move-
ment and exchange. What seems crucial is the degree of 
play designed into the system, slots left unoccupied, spa-
ce left free for unanticipated development.
6. Infrastructural systems work like artificial ecologies. 
They manage the flows of energy and resources on a site, 
and they direct the density and distribution of a habitat. 
7. Infrastructures allow detailed design of typical ele-
ments or repetitive structures, facilitating an architectural 
approach to urbanism. In infrastructural urbanism, form 
matters, but more for what it can do than for what it looks 
like.  

(Allen 1999: 54-57)

”

”
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Bus terminal

Public plaza

Urban public park

Youth house and 
playground / sportsfield

Appartments type 1
and grocery stores

Appartments 
and grocery stores

Mobile stalls

Retails /liberal professions 
and appartments type 2

1:1 200

1

10

9

3

4

5

6

7

8
11

12

13

14

2

15

Roads for cars
Bus path

Bike path
Children’ Road 

1
2
3
4
5
6
7
8

12
13
14
15
9
10
11

’Hjallerup Kro’ (Inn)
Culture and Community House
Empty building - future residential 
Bakery and café
Pharmacy
Cinema and bookstore
Bank and residential
Pizza House - future residential

District heating
Kindergarten
Doctor
Eye specialist
Red Cross
Bank and Fakta Supermarket
Nursing home

Parking 1
3401 m2

126 total parking spaces
3 handicap spaces
3 handicap spaces for a van

Bicycle parking
89 m2

32 parking spaces

Area of retails /liberal professions and apartments type 2
3633 m2

Min. 25 % open sapce
Plot ratio max. 110 % 
Max. height 12 m 
Max. floors 3 
No residential on the ground floor
Facades facing the public plaza

Parking 2
672 m2

31 total parking spaces
1 handicap spaces
2 handicap spaces for a van

Parking house
1982 m2

132 total parking spaces
44 parking spaces/floor

Area of youth house and playground / sportsfield
1393 m2

Min. 50 % open space
Plot ratio max. 85 % 
Max. height 8,5 m 
Max floors 2
Facades facing the public plaza

Appartments type 1 and grocery stores
3987 m2

Min. 25 % open sapce
Plot ratio max. 110 % 
Max. height 12 m 
Max. floors 3 
No residential on the ground floor
Entrance from Gl. Markedsvej

‘The Urban Corridor’ is fit into the presented strategy. 
It constructs the site itself and hereby creates the basis 
of the future buildings and events; “give direction to 
future work in the city… by fixing points of service, 
access, and structures” (Allen 1999: 55). It works as a 
frame contributing to ‘openness’ as it is specified how 
the spatial pattern can change and what is determined. 
The fixed structure arises from the bus terminal placed 
at Søndergade and creates a main axis going from the 
terminal to the youth house, and a crossing axis goes 
from the northern parking area to the southern par-
king house. The surface flow is flexible to change and 
reaches out to the different configuration parts that will 
develop over time, within the below given guidelines. 
Thus, the surface of cobblestones, is a build on element 
with an open direction, that; “accommodate local con-
tingency while [the fixed structure] maintaining overall 
continuity” (Allen 1999: 55) 

Bus terminal

Youth house

The Children’ road

Gl. Markedsvej

Sø
nd

er
ga

de

Østergade

Flexible surface flow
Fixed structure

Fixed main axis
Open direction

Size of areas
Max. building footprint
Park
Public plaza
Parking

4 339
35 % 
7 % 
2 %

15 %

22 539

1 147
9 505

Remaining area 27 053 41 %
100 %64 583City center in total

The U
rban Corridor 

Parking

Parking

Detailed design aream2 % of total

Zoom 1
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The bus terminal is the starting point for ‘The Urban Corridor’. It 
consists of a platform located along Søndergade in the heart of 
the city. On the platform is ‘The NT-band’ (‘NT-båndet’), which is a 
new concept for future terminals developed by the public transport 
provider of Northern Jutland (CF Møller Architects 2020). ‘The NT-
band’ is modified to Hjallerup’ needs, where it offers benches both 
outdoor and in shelter, toilets, info zones, ticket purchase etc. 

The selected detailed section shows the initial part of the northern 
parking area, the park, the public plaza, the area of retails / liberal 
professions and apartments type 2, ‘The Children’ Road’ and lastly 
the area of apartments type 1 and grocery stores. The parking area 
in north accommodates flower beds and trees between each par-
king row, so that the parking and park merges. At the public plaza 
markets, social gatherings and exchange will occur. The facades of 
the retails, liberal professions and apartments are facing the plaza, 
so that the plaza and customer-related services creates a whole 
and stage different kinds of social. 

1

2

3

4
4

4

5

6

7

1
2
3
4
5
6
7
8
9

Benches
Benches in shelter
Stay for the bus driver
Toilets
Bus sign
Info zone with ticket purchase
Sign with terminal name
Garbage can
Package box

8

Søndergade is transformed into a single lane bus road of 
3.5 m (width) including roadside bike lanes of 2 m. This re-
duce the current road width from 20 m to 7.5 m. It makes 
the crossing of pedestrians and ’The Children’ road’ much 
safer, as there are fewer drivers and only a single bus lane 
to cross. Søndergade is no longer a dividing barrier th-
rough the city center. Instead the western and eastern side 
are connected and is turned into a city center that priori-
tise pedestrians and accommodates arrivals, departures, 
waiting situations  as well as social exchange. 
     The buses must hold back for each other to leave or in-
ter the bus terminal. Currently, the average bus frequency 
in weekdays is 3 pr. hour including both directions, which 
means that the buses rarely have to pass each other. But 
with a potential increasing frequency, the bus terminal can 
handle up to two busses on each side of the platform, and 
passage is further possible at each end of Søndergade be-
fore the road crossings between Søndergade and Øster-
gade in north as well as Søndergade and Gl. Markedsvej 
in south, are reached. 

Rear wheel
Front wheel

Bus path

Bike path

Needed area for 15 m long 
buses (Vejdirektoratet NA)

Wheel track

3.5 m 

2 m 

The U
rban Corridor 

Section C-C
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Rendering -  INDGANGEN

‘The Urban Corridor’ frames Søndergade and it is a characteristic of Hjallerup city 
center where it indicates that the city center is reached. The structure covers the indo-
or facilities at the bus terminal with a closed ‘roof’ and covers the rest of the platform 
and its main axis with a lamella pattern. Seen from above, the structure itself is a pat-
tern of 5.5 x 6 m squares and seen from the side the structure overlaps one another 
and therefor vary in height. The lowest is 3.1 m high and the highest is 4.9 m, so that 
buses can run under it in the terminal zone. The structure runs across Søndergade 
towards the west side. From here, the old crossing over Søndergade is maintained 
and the structure pass along the new area in east, where it will end at the Youth Hou-
se. 

The bus terminal becomes a part 
of the city center, where Søn-
dergade functions as a shared 
space. People are waiting for the 
bus, takes a break on a bench or 
enjoy the different stores along 
the street. 

4.9 m

3.1 m
3.7 m

6.2 m

Lighting is built into the copper 
structure, as part of the suppor-
ting elements.

0.3 m
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90 m 

Carparking Bike parking

Bus terminal

Park Structure 
leading into the field

Public plaza Retails /liberal 
professions and appartments

Hjallerup Kro
(Inn)

1: 250

Bus sign Indoor
 facilities

Benches in 
shelter

Info zone with 
ticket purchase

The existing trees at 
the public placa

The cross section shows how ‘The Urban Corridor’ vary height 
and is designed in a human relatable scale. It leads you along 
Søndergade and brings you into the area as an entrance wel-
coming you. The 90 m long section illustrates how Søndergade 
is connected to the different areas, from bike parking to public 
plaza and how the different spaces are relating to one another. 
Especially, the apartments with a focus on elderly has a great 
view over the city center and can thus follow the urban life and 
has easy access to it.   
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Besides the juxtaposition of configuration parts (see page 42 & 
43) the inter-generation synergy can further be strengthened by 
‘The Urban Corridor’. Mobility facilitates exchange and contribu-
tes to both children and elderly meeting each other in the urban 
space. While the aim is minimal predetermined social use, the 
visualization shows how the structure can be used to more than 
facilitating exchange through the mobility itself. It can e.g. be 
used for exhibitions that attracts both children and adults. 

The cobber will over time be 
coated with verdigris and it con-
trasts with the pavement of flat 
cobblestones. The cobblestones 
slow the speed but are accessi-
ble for all users such as elderly 
and disabled people. 

’The Urban Corridor’ pass both 
the park on the right hand and 
the public plaza on the left, 
bringing people to the different 
areas of the center. The park 
can be used for a stroll or a 
break, whereas the ‘The Urban 
Corridor’ can facilitate exhibi-
tions and meetings along the 
walk. The public plaza invites to 
gatherings with its associated 
buildings in which retails are 
located. 
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6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21

Course ‘Theories of 
the Network and its 

Technologies’

Introduction day 

1. site visit:
- Unreadable city 

center
- Dominating parking

- Emptiness
- Lack of urbanity

- West/east discon-
nection

‘Technical aspects’ 
Instruction by Niels 

Agerholm  

Pin-up Feedback 
from: Niels Agerholm 
(AAU), Ole B. Jensen 
(AAU), Ditte Bendix 
Lanng (AAU), Marie 

Frier (AAU)and Mette 
Olesen (NT)

Submission

Desktop analysis:
- A city in growth

- Strong local 
community

- Strong market culture
- Good connection to 

the core network
- Attracts families with 

children

Theory:
- Openness vs. specificity

 

- Infrastructural urbanism 
- Ecological urbanism 

and ANT

Identified condition: 
‘Urban center 

without urbanity’
Design specification

Mobility is more than 
transportation from 

A-B

Prior knowledge of 
Hjallerup: Hjallerup 

Market

A strong city in 
growth! 

How can the strong city 
in growth have so many 

urban challenges?

How can I turn the city 
center development, so 
that the city fits its popu-

lation? 

Make the city center rele-
vant again! 

Must create good spaces 
out of too large spaces

‘Logistical Activities Zone’ 
Barcelona, Stan Allen Stan Allen’ seven propo-

sitions

Rem Koolhaas (OMA): 
- Yokohama Masterplan 

‘programmatic lava’ ‘con-
tinuous and formless’ 

- Parc de la Villette ‘com-
bining programmatic in-
stability with architectural 

specificity’
- Ville Nouvelle Melun 

Senart

Safe travel to the school in 
the west/east direction 

Calm or remove the traffic 
along Søndergade

through the city center 

How can an infrastructural 
design create urbanity 

through a spatial pattern?

Arki_lab’ report ’Ge-
nerationsintegration i 

byen og forstaden’

Infrastructural design 
and spatial pattern

The NT band 
(NT-båndet)

Specifying what is fix-
ed and what is open 

to change

Active wait 

CarPark

Infrastructural roof 

The open composition 

Reorganisation of 
internal mobility 

‘The children’ road’ 

Utilize the high num-
ber of children and 

80+ years.
 Inter-generation 

synergy

Strategy to generate 
urbanity:

- Interventions 
- Juxtaposition of 

configuration parts

‘The Urban Corridor’

Week number

Phases

Thoughts and inspiration

Concepts and ideas

Working process 

(Arki_lab et. al 2017; CF Møller Architects 2020; Allen 1999; OMA NA)

Over a period of 16 weeks this project has been shaped. The 
iterative working process is illustrated below. It’s divided in three; 
phases, thoughts and inspiration and concepts and ideas.
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The new mobility nodes facilitate mo-
bility in our everyday life. This project 
presents a conceptual strategy and ini-
tial design proposal named ‘The Urban 
Corridor’. Both the strategy and design 
proposal attempt to create urbanity 
in Hjallerup’ city center and use the 
new mobility node to do so. Both the 
strategy and the initial design are de-
veloped on the basis of urban analysis 
and a theoretical grip that address ANT 
and ecological urbanism, openness 
vs. specificity and lastly infrastructural 
urbanism.   

The urban analysis indicated a current 
city center that lacks urbanity. This 
founding, together with the theoretical 
grip triggered the research question:  
How can an infrastructural design crea-
te urbanity through a spatial pattern? 
The question has been explored th-
roughout the project. In the strategy 
to generate urbanity different site-spe-
cific interventions are used. To give 

an example, the first is to change ‘the 
internal mobility’. By redistributing the 
main traffic to flow around the city cen-
ter instead of through it, a new space 
for urbanity is created. An urbanity that 
priorities pedestrian, busses and bi-
kes. The strategy is a tool that balance 
between the open and fixed, meaning 
that certain interventions as built struc-
tures and placement of configuration 
parts are fixed, while the content (life) is 
open to change. ‘The Urban Corridor’ 
is a more detailed infrastructural de-
sign fit into the strategy. It originates 
from the bus terminal, where it creates 
a structural pattern. The pattern creates 
cohesion in the city center and leads 
people to different parts of the city. 
Thus, ‘The Urban Corridor’ suggest a 
direct answer to the problem state-
ment whereas the conceptual strategy 
focus on the creation of urbanity from a 
broad perspective, including infrastruc-
tural design. 

Conclusion
All things we determine in a design affe-
cts the particular kind of ‘social use’, as 
an outcome. I believe that a change of 
human behaviour requires a justificati-
on. I do not believe that judgment ba-
sed on the designer’ personal experien-
ce is enough. Instead the design can be 
justified in three ways: 1. Be well-foun-
ded in science, thus being evidence-ba-
sed. This draws on the designer’ profes-
sional knowledge. 2. Be based on the 
client’ requests. The client is the one we 
work for and the one who has the final 
decisions. 3. Use public involvement. 
We often design for the public and 
locals, thus their point of view should be 
heard. With that said, each drawn line in 
a design has its own life or ‘artistic am-
bition’. Every line takes a decision that is 
not fully uncovered. It’s an inevitability. 
Thus, every design is balanced between 
determining the physical change that 
have an impact on the social use, and 
the degree of openness, which imply 
minimal predetermined social use. From 
my perspective, a project that allows to 
determine physical changes must be 
much more than the drawn lines. It’s a 
project that contains a large amount of 
work, prioritize the process and were 
questions have been constantly asked, 
explored and answers justified. 
     This project rationally tries to answer 
a number of wondering questions about 
Hjallerup that I have asked myself th-
rough the process. The explorations are 
all reflected in the analysis, which helps 
provide answers. All conclusions drawn 
along the way, forms the basis of the 
determinations expressed through the 
drawn lines. This, in form of the strategy 
and the design, ‘The Urban Corridor’. 
The strategy only determines what is 

concluded in the analysis. This has crea-
ted an interesting conceptual map, that 
to an extend is up to a further decision 
making.  An example is the analysis of 
soil conditions and surface hydrology 
that helps determining a park’ specific 
‘area of impact’. The most optimal loca-
tion is found, where rainwater can be 
handled and the soil conditions utilised. 
But the park’ exact site boundary and 
design is still open. It’s also interesting 
to look at the configuration parts, which 
are strategically located on the strategy 
plan and later in the project gets some 
regulations (plot ratio, building heights 
etc.). In this way, a certain development 
can be ensured only based on the ana-
lysis. Thus, the strategy map becomes 
crucial to visualize what is fixed and 
what is open to change. 
     ‘The Urban Corridor’ is more a ‘ar-
tistic ambition’ where the design, that 
however adapt to the strategy, is further 
detailed and where the justification is 
more subjective rooted than eviden-
ce based. The concept itself, were the 
structure and pavement leads people 
out in the surrounding city, can be ju-
stified based on the analysis. What isn’t 
evidence based, is answers to questions 
such as: Why does the pattern look the 
way it does? Why is it a structure and 
not for example a colour that creates the 
wayfinding? Why is the material copper 
instead of tree or steel? Etc. All the an-
swers are based on my own subjective 
opinions, what I found must aesthetically 
appropriate and what experience I want 
to give. The whole subject is balanced 
between what is fixed and what is open 
for changes. This, together with the pro-
blem statement, has been a motivator 
through this project. 

Reflection

60 61

By changing the name ‘railway town’ to 
‘mobility node,’ we need to rethink the 
way we work with these areas as urban 
designers. From being physical sites 
that concentrates on public transport, 
we have to think of mobility as more 
than transport from A-B. The new mo-
bility nodes are constantly changing, 
bringing new demands to the planning 
and design practise. When our needs 
are changing in rapid speed, the de-

sign must embrace this change, be 
flexible to transform to fulfil our needs. 
The mobility nodes must adjust to new 
technologies but more important to 
the local’ needs. Therefor design and 
planning has to be flexible. This fact, 
made me ask the wondering question: 
What can we allow ourselves to plan/
decide as urban designers? I have re-
flected on this. 
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The ‘railway town’ are changing to be new ‘mobility 
nodes’. This transformation recognise that mobility is 
much more than transportation from A-B. The nodes 
bring new demands to the urban design practise, as 
mobility is understood in a wide sense. They require 
an ability to change over time and they carry a poten-
tial to generate urbanity in an urban development. 
This project explores Hjallerup as a future new mobi-
lity node and works with the overall research questi-
on: How can an infrastructural design create urbanity 
through a spatial pattern? A ‘strategy to generate 
urbanity’ and an initial design named ‘The Urban Cor-
ridor’ are correlated proposals to create a future de-
velopment for Hjallerup city center. At the same time, 
the whole project’ approach is derived from theories 
within ecological urbanism and ANT, infrastructural 
urbanism and openness vs. specificity. 
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