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The following report is the result of a group pro-
ject within the course 'Designing Mobility Spa-
ces' at the 2nd semester of the master in  'Urban 
Architecture' on Aalborg University. In collabo-
ration with Aalborg Municipality, it was presen-
ted that the central public school of Nørresund-
by is being relocated to a new residential area, 
Stigsborg Brygge. Therefore, this project seeks 
to create a safe route going from Nørresund-
by Square to Syrestien that leads all the way to 
Stigsborg Brygge.

An analysis of the area was conducted, showing 
that the site functions as an important mobility 
node connecting Aalborg with the northern part 
of Denmark. Therefore, the site functions on the 
premises of the cars, meaning pedestrians and 
bicyclists have been down-prioritised. The topo-
graphy of the site is rather hilly, with the bridge 
landing and Vesterbrogade raised to the sur-
roundings, functioning as a barrier between the 
city and the harbour. All of this have a negative 
effect on Nørresundby Square, the largest public 
realm in the city, that seem rather unused and 
with mobility in focus.

The design process investigates how the safest 
possible way for school children can be conduc-
ted, while generating a more vivid environment 
at Nørresundby Square.

The final design proposal is a passage going be-
low the highly trafficked Vesterbrogade. By this 
solution, school children as well as other pede-
strians and bicyclists have the opportunity to 
travel back and forth between the city, the har-
bour, and Syrestien leading to Stigsborg Bryg-
ge, without interfering with cars. A redesign of 
parts of Nørresundby Square and the space next 
to the culture house creates an exciting descent 
with areas for stay, greenery and ramps, leading 
to the lowered passage. Cafés, exhibitions, and 
playgrounds facilitates public life for the entire 
area, while the passage itself creates a more co-
herent city, between areas and generations. 
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The report is divided into 7 parts. First, an intro-
duction which describes the background for the 
project. Second, a theoretical framework explo-
ring a more theoretical background with both 
a physical, social, and psychological approach. 
Next, a presentation of the site analysis conduc-
ted both on the site and through information on 
the internet. Following this, the conclusions of 
the analysis are summed up in an approach for 
the further design development. 

After this, the different crossing opportunities 
for Vesterbrogade is examined, which leads to 
the investigation of going below it instead. This 

leads to the presentation of the final design pro-
posal with it being concluded and reflected in 
the end. At the very end, the appendix is found. 
The illustrations throughout the report are spe-
cified with illustration numbers. The illustration 
list as well as the reference list is presented in 
the back of the report, just before the appendix.

Due to the lockdown because of the corona virus 
and the prospect of not handing in a physical 
example of det report, it has been made as a di-
gital exclusive version. This means, that problems 
can occur in e.g. margins or colours if printed. 

READING MANUAL
A month and a half into the semester, the Corona 
virus came to Denmark. Thursday the 12th of march, 
the entire country was closed down and therefore 
all physical group work came to an end. This chan-
ged the entire way in which the group projects usu-
ally are conducted.

After this, all group work were carried out online 
with each group member sitting apart. This affec-
ted the group work a lot since it was a new way of 
working and it gave challenges regarding commu-
nication.  

Furthermore, the lockdown also affected the results 
of the analysis because the everyday patterns of 
traffic and activities were not representative of how 
it normally functions. Several analyses had to be 
changed into a different type of analysis than first 
planned for. 

To try to accommodate for how the lockdown affe-
cted the analysis results, the analyses will be mar-
ked with an icon showing whether it was conducted 
before or after the lockdown - or both before and 
after:

CORONA

2 M

2 M

2 M

2 M

2 M

BEFORE LOCKDOWN AFTER LOCKDOWNBOTH BEFORE & AFTER LOCKDOWN

2 M

Ill. 1: Ill. 2: Ill. 3: 

Ill. 4: GROUP PICTURE BEFORE LOCKDOWN Ill. 5:GROUP PICTURE THROUGH SKYPE 
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THE OVERALL ASSIGNMENT
The design proposal presented in this report 
is the product of the course ‘Designing Urban 
Mobilities’ being the project module on the 2nd 
semester of the master ‘Urban Architecture’ at 
Aalborg University. The objective of the course is 
to strengthen the students’ ability to create fun-
ctional urban design in the network city and to 
see technical based transit networks and transit 
terminals as more than just technical but as ur-
ban flow spaces (Hansen, 2020).

At an introduction seminar, Aalborg and Brøn-
derslev municipality presented the following six 
mobility cases in the Northern Jutland:

HJALLERUP BUS TERMINAL
A redesign of the town centre that is slowly dying

BRØNDERSLEV TRAIN STATION SQUARE
A transformation of the now almost unused train 
station square into a town square 

NØRRESUNDBY SQUARE
A redesign that improves the most important 
node in Nørresundby and creates a stronger pri-
oritisation of bicycles

HOSPITAL SOUTH IN AALBORG
A design for an attractive mobility node on the 
former area of the hospital that can manage the 
complexity of the traffic in this area

BOUET
A design for a future ‘park and ride hub’ whe-
re people can park their car and use a different 
form of mobility to Aalborg

VILLAGE CLUSTER 9293
A mobility design that can collect the three vil-
lages and create a stronger connection to the 
surroundings

MOTIVATION
Each of these cases were discussed thoroughly 
and Nørresundby Square ended up being the fi-
nal choice. This specific case was chosen becau-
se it had clearly defined problems and potentials 
for improvement. 

Nørresundby is a town placed along the northern 
part of the Limfjord in Denmark. The project site 
is placed right at the landing of the Limfjord 
Bridge and therefore it is the first that one meets 
when arriving in Nørresundby from the bridge. 
The motivation was to improve this important 
traffic node that connects traffic coming from 
Aalborg and going towards the rest of Northern 
Jutland.

On the first site visit, a representative from Aal-
borg Municipality presented some of the pro-
blems and potentials of the site that they iden-
tified at the municipality. As an example, he 
mentioned that Skansevejen School, the central 
primary school located just north of the squa-
re, is going to be relocated to Stigsborg Brygge 
and that there is going to be a need for trans-
porting children on bicycle from the residential 
areas and onto ‘Syrestien’ that leads to Stigsborg 
Brygge. Like many city centres in smaller cities, 
Nørresundby city centre is suffering from shops 
closing because of people shopping in Aalborg 
instead. Therefore, there is a need to rethink the 
city centre and make it transition into something 
different.

Overall, Nørresundby Square is a case that pre-
sents different themes for improvement through 
a project focusing on mobilities. These themes 
caught the attention of the group members and 
therefore it was the primary choice.

INTRODUCTION TO 
THE ASSIGNMENT

Ill. 6: SITE PLACEMENT IN DENMARK 
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Ill. 7: NØRRESUNDBY SQUARE. LOCATION OF THE WEEKLY MARKET 

Ill. 8: STRANDGADE 

Ill. 9: VIEW FROM STRANGADE TOWARDS THE BICYCLE PATH Ill. 10: SITE WITH STREETNAMES 
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At first glance, Nørresundby is a place of diversi-
ty - a place of various speeds. Coming from Aal-
borg across the Limfjord bridge, the first piece 
of land that appear is the harbour front. A rather 
unused scenery with a few people strolling next 
to the ships that are docked in the water. Run-
ning orthogonal to the harbour front is both 
Strandgade and Havnegade. Two streets used as 
connection to the harbour front and a grocery 
store with parking lots. In between the streets 
is a green area that is lowered in comparison to 
the surroundings with different opportunities for 
activity like ball playing and exercise. The bridge 
is lifted above the park, where paths underne-
ath facilitates connections across the site. Du-
ring the day it is a rather unexciting area with 
people almost only using it as a transit space. At 
night however, lights of different colours flood 
the area and thereby creates an exciting and 
safer environment than if there was just normal 
lighting. 

In the northern part of the park, a rather unused 
concrete site is placed as a welcoming part/out-
door area of a culture building which in this pro-
ject will be refered to as 'Rundingen' and at the 
eastern site of the bridge garages where boats 
are stored. 

The Limfjord Bridge together with the two roads, 
Vesterbrogade and Østerbrogade, creates a large 

intersection that is lifted when compared to the 
surroundings. This works as a node combining 
Aalborg, the eastern part and the western part 
of Nørresundby as well as the rest of Northern 
Jutland. Due to the number of cars passing here 
combined with several smaller intersections, 
most of the site is always (especially during rush 
hour) filled with cars, creating large congestions 
that are overwhelming for pedestrians. 

Inside Nørresundby Square, the traffic from the 
large intersection can somehow be seen in the 
distance together with a glimpse of Aalborg. In 
comparison to Vesterbrogade, only a small num-
ber of vehicles enters the square along the street 
going through it. Several busses drive through 
here despite the severe lack of space, where a 
bus and a car coming from each side must stop 
and wait for each other to pass to create space.

The street is covered entirely with cobblestone 
creating a constant sound that echoes between 
the buildings that enclose the streets. These buil-
dings contain apartments, banks and stores. Be-
sides the street, there is plenty of space in the 
square and a weekly market is found here every 
Friday. The rest of the week, the space lacks de-
finition and structure; there are several large, 
unoccupied areas, creating a somewhat empty 
atmosphere.

FIRST SITE VISIT
Shortly after the first site visit, the group sat down 
and discussed which overall design scenarios that, 
at this point, seemed the most relevant. A brain-
storm that focused on some of the problems and 
potentials of the site was created and tried to find 
an overall scenario that could help solve and im-
prove these. This brainstorm was the first small 
step towards the concept for the site. 
To clarify, this was created only on the base of the 
first impression of the site and before any tho-
rough analysis was conducted.

BRAINSTORM

Nørresundby
Torv

Syrestien School

Aalborg

Nørresundby Torv (Nytorv but in Nørresundby).

Underpass terminal (Busses under the bridge).

New School Road.

The better crossing.

Nørresundby
Torv

Syrestien School

Aalborg

Nørresundby Torv (Nytorv but in Nørresundby).

Underpass terminal (Busses under the bridge).

New School Road.

The better crossing.

Nørresundby
Torv

Syrestien School

Aalborg

Nørresundby Torv (Nytorv but in Nørresundby).

Underpass terminal (Busses under the bridge).

New School Road.

The better crossing.

Nørresundby
Torv

Syrestien School

Aalborg

Nørresundby Torv (Nytorv but in Nørresundby).

Underpass terminal (Busses under the bridge).

New School Road.

The better crossing.

UNDERPASS TERMINAL
A design that would place all of the bus stops 
in a transit hub underneath the Limfjord Bridge. 
The design should focus on the arrival at Nørre-
sundby by bus and create a busy terminal.

TRANSIT SQUARE
A design that would place all of the bus stops at 
Nørresundby Square and create a 'shared spa-
ce'-transit hub. The design should help densify 
the square and make it a more active place, as 
seen as Nytorv in Aalborg.

THE BETTER CROSSING
A design that experiments with creating a bet-
ter and safer crossing by trying to solve effiency 
and safety problems within the intersections at 
the bridge landing. A design that considers the 
arrival to Nørresundby from the bridge.

NEW SCHOOL ROAD
A design that consider the connection from the 
city centre of Nørresundby to Stigsborg Brygge 
and focuses on creating a safe and exciting bi-
cycle path covering this stretch.

Ill. 11: 

Ill. 12: 

Ill. 13: 

Ill. 14: 
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How can a safe passage for school children 
going from Nørresundby Square and down 
to Syrestien help create a public space that 
connects the city centre and the harbour?

As mentioned before, Skansevejen School which 
is the central primary school of Nørresundby is 
being relocated to the future residential area 
Stigsborg Brygge in the eastern part of Nørre-
sundby. 

At the introduction seminar mentioned on page 
8, the Northern Jutland Traffic Company (NT), 
Brønderslev Municipality and Aalborg Munici-
pality expressed the general problem of parents 
choosing to drive their children to school every 
day by car. The three actors of course have an 
agenda of getting people to use bicycles and 
public transport but still this created a focus on 
how to increase the amount of children that uses 
their bicycle to school which would be better for 
the environment, the general health while ma-
king the children more independent. Further-
more, children could help activate Nørresundby 
Square and help create a bigger flow of people 
going through the square every day. 

This was the motivation for choosing the target 
group:

School children on bicycles (aged 6-15 years)

As written on page 28-29, parents plays an im-
portant role role in childrens independent mo-
bility - they are the ones that have to give the 
permission. Therefore, parents is the secondary 
target group.
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ET
 G

RO
UP

Ill. 15: 
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The Integrated Design Process (IDP) is a method 
used in this process. To get a complete under-
standing of the concept of the method, firstly an 
explanation of the Problem Based Learning (PBL) 
is necessary. 

PBL is an educational approach used at Aalborg 
University which focus on teaching students the 
ability to connect theory and practice. The goal 
is that the student should become able to handle 
and find relevant problems and knowledge that 
supports this and how to convert this into prac-
tice (Knudstrup, 2004).

In the frame of PBL lies further descriptions of 
the learning and working process which resona-
tes with the IDP. One of the key elements of PBL 
is that knowledge is not passed on directly but 
must be acquired through a process (Holgaard 
et al., 2014). This process of gaining knowledge 
is the cornerstone of the IDP - The notion that 
while actively moving forward, new knowledge 
will be gained and that it is only through the pro-
cess the goal will be reached. IDP embraces the 
fact that a problem statement can change when 

moving forward and gaining new knowledge. 
Therefore, the process is not continuous but ite-
rative – it is possible to jump between the indivi-
dual phases gaining knowledge, rethinking and 
redesigning. It is this iterative method designers 
use as the basis of our work. However, the model 
presented can seem single minded and strict as 
it fails to understand that in reality, designers so-
metimes engage in alternative steps not shown 
in this clear-cut model. This can resonate with 
the mindset of using the problem statement as 
the guiding tool. This is in sync with the idea of 
selectively choosing the correct tools and theori-
es to investigate the problem (Knudstrup, 2004). 
Furthermore, the IDP is a method that focus on 
the integration of different disciplines in the 
same process. Presented by Knudstrup, ‘Archite-
cture and Design’ is a cross disciplinary educa-
tion that combines architectural theories with 
engineering techniques. However, even more di-
sciplines are present in the work of ‘Architecture 
and Design’-students such as sociology or psy-
chology because the students are able to choose 
the theories that help them answer the problem 
statement.

INTEGRATED 
DESIGN PROCESS

Even though a method is applied for a working 
process, many different factors can change the 
process and make it more ‘chaotic’ than what is 
presented in the method. This is definitely the 
case for this project. As mentioned on page 5, 
the 'lockdown' in Denmark due to the outbreak 
of Corona Virus had a great impact on how the 
project have developed. Above that, the process 
of this project has been affected positively by the 
planning of the entire semester. 

The introduction seminar took place on the 
first day of the semester and the following day 
a theoretical course focusing on 'the Network 
City' commenced. This course was an individual 
course where each student had to write an essay 
about the network city. The course functioned as 
a theoretical toolbox for the main project. 

In-between the written assignment, each group 
on the semester had to choose their preferred 
case for the main project and shortly after have 
the first site visit. The first site visit was together 
with Jeppe Fink, a representative from Aalborg 
Municipality and it gave insight into the pro-
blems and potentials of the site from the mu-
nicipality's point of view. This site visit was the 
foundation of the analyses and a brainstorm re-
garding the different design concepts that the 
site (at first view) could be redesigned to (p. 13). 

As an introduction to working with the con-
cept of mobilities, engineering company COWI 
presented a 'mobility game' for all groups. This 
game was used as an introduction workshop 
where students should become familiar with the 
many different terms and factors that can be 
found in mobility design and how they affect a 
project site directly. All of these things added to 
the analysis phase and helped define the pro-
blem formulation for the project. At this point 
- with an initial problem formulation and a be-
ginning of the analyses - the next course started. 

This was the course 'Site Morphology and Land-
scape Techniques' where the groups where divi-
ded in half. The course worked with an experi-
mental approach to concept developing, where 
each group had the opportunity to explore and 
experiment with analyses, communication tools 
and concept development through use of the 
deep section in drawing and model. 

The 'lockdown' took place within the beginning 
of the course mentioned last and therefore the 
following group work took place online. The 
group took part in a 'traffic workshop' where 
each group had to propose solutions that would 
improve the conditions for 'soft traffic', being 
pedestrians and bicyclists, within their site. The 
workshop functioned as a part of the sketching 
phase and helped develop the design ideas 
further.

Following the traffic workshop, the group atten-
ded a midterm critique where the project was 
presented in front of other students, counsellors 
and external critics. This critique helped the de-
sign move along with critical questions in mind, 
and furthermore, it gave an understanding of 
how the project is best communicated to those, 
who have not been following the entire process 
from the beginning. 

In conclusion, the process of this project has 
been streamlined because of the layout of the 
semester where each course has been adding 
knowledge to the process of the main project. 
As the idea of the IDP shows, most design pro-
cesses are iterative and will keep jumping back 
and forth, which was the case in this project. So 
even though the process overall looks stream-
lined, a lot of jumping back and forth between 
the phases occured, as elements of the project 
was presented for critics. Feedback were recei-
ved and the analysis, communicative tools and 
design proposal was changed accordingly.

OUR PROCESS

Project

Analysis

Sketching

Synthesis

Presentation

Landscape architecture
Urban design
Engineering
Sociology
History
Psycology

PROBLEM/IDEA
HISTORY

PSYCHOLOGY
URBAN DESIGN

ENGINEERING

LANDSCAPE ARCHITECTURE

SOCIOLOGY
ANALYSIS

SKETCHING

SYNTHESIS

PRESENTATION

Ill. 16: THE INTEGRATED DESIGN PROCESS Ill. 17: EXAMPLES OF DISCIPLINES INVOLVED IN THIS PROJECT 
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In this chapter, different theoretical backgrounds 
explore the physical and psychological themes 
that relates to the project. This involves the de-
velopment of the contemporary city, following 
an explanation on how critical points of contacts 
affect the city. Afterwards, a discussion whether 
‘shared space’ is a positive thing or not, leading 
up to how different speeds must be considered 
through the design of a given place. Finally, a 
research in which parameters have an influence 
in how and when children uses their bicycles as a 
mode of transportation.

Ill. 18: THE AREA IN FRONT OF THE CULTURE HOUSE
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Through the last couple of centuries, the function 
of the city has changed. In the 1800’s, the main 
purpose of the public realm was trade, work and 
other necessary activities. This has since chan-
ged, and now only very few necessary activities 
are present in the city while a lot of recreational 
activities is present instead (Gehl, et al., 2006).

The city now boasts opportunities for optio-
nal activities - or at least should. Jan Gehl  and 
co-workers claims that four different types of ci-
ties are present today:

The Traditional City, where the older traditional 
purposes and activities still take place and peop-
le travel around by foot.

The Abandoned City, where people have left the 
city due to traffic becoming the main represent 
of the city space.

The Invaded City, where the transport minded 
roads are the dominant factor being prioritized 
above other activities.

The Recovered City, where traffic has been pus-
hed back to make room for other activities orien-
ted around stay and public activities.

Whether a city has transformed into either one 
of these depends on the city’s ability to devel-

op itself towards the new functions and accom-
modate the necessary new facilities. An example 
of this could be Copenhagen, where “Strøget” 
was transitioned into a car oriented and more 
invaded city space, but then later turned into a 
pedestrian street with room for cafes and other 
activities. By pushing back the road and vehicular 
transport, the people have been able to reclaim 
the city scape creating a recovered urban realm 
(Gehl, et al., 2006). 

This is a very biased statement from the writers 
of the book which does not take into considera-
tion what effect this has had on the surrounding 
infrastructure and urban realms. The four types 
of cities are also a broad generalisation with an 
overstatement of the actual state of the city. A 
city can have different areas of different cha-
racters with Aalborg having the invaded space 
along Vesterbro, while still boasting a recovered 
space along the boulevard. Instead of defining 
the city as only one type, it would instead prove 
beneficial to look at a smaller space and instead 
identify different areas and their character.

THE CITY AS A SHARED ASSET
The city belongs to nobody and everybody at the 
same time. When reshaping the city, it is impor-
tant to consider all demographics and cultures 
alike. The city does not belong to a specific de-
mographic, but it is rather an asset for everybody 

THE 
CONTEMPORARY CITY

to experience, stay in, and walk around. Because 
of this, the city needs to be flexible to each indi-
vidual need and accessible for all. People are dif-
ferent and have different needs – the city’s main 
purpose is to try to accommodate these diffe-
rent needs. It is also important to recognise the 
different levels of activities for people. Whether 
you are walk-ing, standing, sitting, or playing, 
the city should try to accommodate some sort 
of facilities for you (Gehl, et al., 2006). While it 
is not possible to create a definitive checklist to 
ensure the same conditions for everybody, the-
re are some factors that are worth considering 
in regard of age, gender and culture. Gehl et al. 
presents three main themes of which the city can 
provide better public realm: Protection, comfort, 
and attractiveness. If the city fails to include one 
of these parameters, the cityscape may become 
desolate. These parameters help ensure the city 
appears inviting and as a place to traverse (Gehl, 
et al., 2006).

NØRRESUNDBY IN TRANSITION
Nørresundby has been/is transitioning from a 
trading-oriented city. Whether it ends up in one 
of the four earlier presented categories depends 
on its ability to accommodate the needs of its 
inhabitants. 

Currently, the city is mostly apparent as an aban-
doned city with few people inhabiting the public 
realm. The next step in the city’s transition should 
be to try and work with the people and their ne-
eds to try and recover its status and create new 
public realm for traversing, staying and living. 

With Aalborg just across the fjord, it is also im-
portant to consider the needs and purposes it 
facilitates. Nørresundby should not become a 
competitor on the same functions, but rather 
provide something unique and specific to the 
town, thereby creating a reason for people to 

travel to Nørresundby while also considering the 
people living there already.
 
The fact that Nørresundby is the neighbour city 
to the bigger town of Aalborg also brings forth 
some new demands. The people who choose to 
live outside of the main city and in suburban are-
as are often people with lower income who can’t 
afford to live in the city, but still need easy access 
to the city (Tækker, 2007). To generalise this as 
the definitive situation is not very nuanced and 
further consideration should be made towards 
people looking to start a family outside of the 
city. The cheaper prices for houses and the closer 
relation to nature could also be a reason for this 
movement (Rysgaard, 2018).

While Gehl et al. puts forward the need to focus 
on the pedestrians, the project “suburb of the 
future” instead puts an emphasis on facilitating 
ways of public transportation to allow travelling 
to the city. A shared opinion is though, that the 
private cars need to be downgraded from the 
main means of transportation. Instead the citi-
es should focus on public transport, pedestrians 
and bicyclists.

To sum up, there are some considerations ne-
eded for further development of Nørresund-
by. Nørresundby needs to consider having less 
emphasis on private cars as the main mean of 
transportation. Nørresundby needs to consider 
the people living there while also being aware 
of its role as a suburb to Aalborg. Nørresund-
by needs to facilitate something different than 
Aalborg and have good opportunities for public 
transportation allowing people to still travel to 
Aalborg.

The traditional city The invaded city

The abandoned city The recovered city

The traditional city The invaded city

The abandoned city The recovered city

The traditional city The invaded city

The abandoned city The recovered city

The traditional city The invaded city

The abandoned city The recovered city

THE TRADITIONAL CITY THE ABANDONED CITY THE INVADED CITY THE RECOVERED CITY
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The contemporary city contains a lot of diffe-
rent networks. A lot of these networks meet and 
crosses within mobile spaces - bicycle paths, bus 
routes, train tracks and cars on the road can all 
meet in one place. It is important to consider 
how these meetings occur and what consequen-
ces they have. As an example, one could men-
tion the point where a bicycle lane and a street 
merges. In this specific point, cars and bicyclist 
suddenly have to share the road and be aware 
of each other in a different way. Sociologist Ole 
B. Jensen have developed a theory about these 
points called “Critical Points of Contact” (CPC). 
The theory tries to explain the importance of 
these meetings in the city and how they can af-
fect mobilities (Jensen & Morelli, 2011).

A CPC can also be changing in scale dependent 
on the way in which the analysis is used. While 
analysing a smaller site like Nørresundby Square, 
the intersections could be considered CPC, but 
whenlooking at it from a broader perspective as 
a part of the entire municipality, the entire squa-
re may become a CPC. Because of this change of 
scale, it is also important to consider scale when 
conducting an analysis of the Critical Points of 
Contact. Considering CPC can help identify pro-
blematic meetings where one network is priori-
tised. 

A network is not only physical things but can 
also be specific actions. A customer paying in a 
store could also be considered a critical point of 
contact - so could the change from pavement to 
grass. By analysing CPC, the specific problematic 
features can be identified and worked with. The 

critical point of contact can have a direct effect 
on how a public realm is thriving. If an intersecti-
on is prioritised towards cars, thereby halting the 
movement of pedestrians and bicyclists alike, it 
keeps them away from the public realm. Working 
with CPC is a way of trying to create a compro-
mise between different networks ensuring ac-
cessibility for all (Jensen, 2013). 

Another important aspect of the CPC is the 
three-dimensional view of the city. It may be 
possible to identify some potential CPCs through 
maps, but to analyse them, it is necessary to 
consider the spatial elements affecting the area. 
Elements like the height of neighbouring buil-
dings can determine how the CPC is perceived. 
As an example, the CPC of a meeting between 
bicycle path and road is possible to identify th-
rough maps, but when considering the volume-
tric aspect details, such as the curb height or 
whether a curb is present becomes visible. The 
CPC can thereby be changed considerably due 
to the different details in the three-dimensional 
space. 

Working with Nørresundby Square it could then 
be analysed whether there are any nearby critical 
points of contact in the smaller scale and then 
consider, what effect they might have on the 
public realm. By identifying nearby CPC, it will 
also be apparent whether some of them prove 
problematic for the overall structure of the area. 
Through this, it becomes possible to work with 
networks of the city and try to create a compro-
mise that facilitates the different networks.
The intersection shared between car and bicy-

CRITICAL 
POINTS OF CONTACT

?

cle is a critical point of contact, many academi-
cs have worked with. If this point is not planned 
properly, accidents are more likely to happen. 
When a car needs to turn left crossing the bicycle 
path, a CPC occurs where bicycle and car need to 
be aware of each other and decide who has the 
right to drive. An example of this is Odense mu-
nicipality, where they have implemented bicyc-

le shunts to facilitate easier turning for bicycles 
without affecting the other vehicles of the road 
(Andersen, 2013).

Different elements can create almost like a web 
of CPC's, and it its important to concider how 
they affect eachother, in order to improve the 
ones that does not work properly.

Ill. 23: CRITICAL POINTS OF CONTACT BETWEEN DIFFERENT MOBILITIES AND ELEMENTS 
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The project site is a complicated mix of mobility 
forms and mobility spaces that creates different 
barriers and challenges for different demograp-
hics. The stretch going from the Limfjord Bridge 
to the centre of the square includes two diffe-
rent types of intersections, bus lane, road with 
separated bicycle lane and a shared space. It is 
a complicated site when looking at the way the 
mobility has been planned and the many diffe-
rent types of mobility that travels through the 
site. But what is the best way to plan and orga-
nise the traffic? 

In the following text, the planning of mobilities 
have been divided into two main topics: segre-
gation of traffic and ‘shared space’. These topics 
will be investigated and compared to get an 
understanding of the qualities and problems of 
both. Both types of mobility planning will be exa-
mined through the eyes of the theory of ‘staging 
mobilities’ by sociologist Ole B. Jensen. He claims 
that mobilities is not a ‘thing’ that just occurs by 
itself but instead a situation that has been “ca-
refully and meticulously designed, planned, and 
staged (from above)” (Jensen, 2013, p. 7). This 
means that planners, traffic engineers and urban 
designers tries to plan and design for a specific 
kind of behaviour and tries to facilitate a specific 
mobile situation – or tries to prevent situations 
such as traffic accidents.  

SEGREGATED TRAFFIC
In 1943, architect and planner Le Corbusier pub-
lished the document ‘Athens Charter’ (Anony-
mous, 2014). In this document, he argued that 
segregation in traffic could solve the social pro-
blems in cities (Jacobsen & Tester, 2012). He be-
lieved in zoning and segregating all functions in 
the traffic and in cities as well. 
The strict ‘staging’ should be able to make citi-
es “more efficient, rational, and hygienic” (Rubin, 
2009). He believed that the efficient city should 

be geometrically designed, and that people 
should move in straight lines from A to B. His 
design received a lot of critique – His thoughts 
were utopian and not aligned with the actual 
movement patterns of people in public spaces. 

In the book “Transportation, Traffic Safety and 
Health – Man and Machine”, three professors 
explains some of the factors that can influence 
the number of traffic accidents in a city. They 
explain how many accidents take place because 
bicyclists and pedestrians do not have their own 
separate space but share the space with cars. 
Furthermore, they argue that urban planners be-
lieve that separated road space is more expen-
sive to create but that data actually shows that 
traffic flows more efficient in spaces where the 
traffic has been separated (Holst, et al., 1996). 
 
The primary critique of using segregation as the 
method of planning mobilities comes from soci-
al perspective. Social networks theorist Linton C. 
Freeman have tried to formulate a definition of 
segregation: “restrictions on some form of social 
contact between persons who possess different 
socially relevant characteristics” (Netto, 2017, p. 
17). By this, he explains segregation as a restricti-
on of interactions. In relation to mobility, this can 
be seen as both a positive and negative thing 
– it can minimise interactions between different 
types of traffic and thereby prevent accidents, 
but it can also create a restriction against normal 
social interactions among citizens. If there is a 
lot of barriers such as edges and shift in level in 
an area, some demographics such as elderly and 
disabled will have trouble getting around.

SHARED SPACE
Hans Monderman, a Dutch traffic engineer, also 
saw traffic as a social construction and he chal-
lenged the belief that traffic had to be segrega-
ted to keep everyone safe. Monderman believed, 

TO SHARE 
OR NOT TO SHARE?

that all types of traffic could live in coherence 
in the public space and that less ‘staging from 
above’ could have a positive effect on the safety 
and the social interactions in traffic. He believed 
in urban installations such as shift in materials, 
lightning and public art to create spaces and 
thereby guide the traffic (Hamilton-Bailie, 2008).  

This focus on removing measures and letting 
people interact to create safe traffic situations is 
something that is also seen in the concept ‘sha-
red space’. The Netherlands Knowledge Center 
defines ‘shared space’ as a planning method 
that design public space where "the individual 
responsibility of all users of that spaces comes 
first" (Project for Public Spaces, 2017).

In the same article about ‘shared space’, Project 
for Public Spaces (PPS) argues that a good sha-
red space not only focus on the people travelling 
through the site but also focuses on the people 
living and working there:

“Shared space is a tool for holistically retrofitting 
streets as places. In conventional street design, the 
functions of movement and mobility often trump 
the functions of place and access” (Project for 
Public Spaces, 2017)

Urban designer Ben Hamilton-Bailie agrees with 
the believe that cities are designed for “go-th-
rough” rather than “go-to”-movements: 

“The problem that many towns suffer is that, 
in trying to accommodate traffic, they have al-
lowed streets to become so heavily dominated 
by vehicles, that those streets have lost their 
primary purpose, which is as places that attra-
ct people, that attract investment, that attract 
spending” (Hamilton-Bailie, 2008).

WHICH SOLUTION IS BEST FOR BICYCLES?
As a theoretical discussion of both segregated 
and shared space have been conducted above, 
it is important to look at the theories with the 
target group in mind: Children on bicycles.
The Netherlands presents the concept of ‘bicycle 
friendly cities’ - cities with a mix of segregated 
spaces and ‘shared spaces’. Sociologist Ole B. 
Jensen sees many benefits of bicycling: 

“Increased transition of person transport from 
automobiles to bicycles is generally regarded 
as a gain for society, most profoundly in terms 
of reduced emission and enhanced public he-
alth” (Jensen, 2014, p. 101). 

Furthermore, his text announces the decrease in 
number of bicyclists in Denmark and how impro-
ving ‘bike-ability’ in the Danish cities can be able 
to improve the number of bicyclists on the road.

Jensen mentions different tools designers can 
use to improve ‘bike-ability’ in urban spaces in-
cluding shift in materials that can be used in sha-
red space to divide traffic more indirect and how 
segregation between different types of mobility 
can be enhanced by semiotics. Furthermore, Jen-
sen claims that when traffic have been separa-
ted and then is gathered in a certain point, this 
point becomes a ‘critical point of contact’. This 
can be seen when cars and bicyclists drive into 
Nørresundby Square. It creates a critical point of 
contact because the road structure shifts from 
segregated to shared space (Jensen, 2014).

When designing for children on bicycles, safety 
is one of the biggest priorities. If bicycles are se-
parated from the vehicles, it will make it easier 
to navigate and to be safe for the children riding 
their bicycle on the way to school.

Many accidents take place becau-
se bicyclists and pedestrians sha-
re the space with cars

Shift in material, lights and sha-
pes can be used to divide the 
traffic

All types of traffic could live in co-
herence in the public space if the-
re is less staging

many accidents take place
because bicyclists and pedestrians 
do not have their own separate 
space but share the space with cars

all types of tra�c could live
in coherence in the public space and 
that less ‘staging from above’ could 
have a positive e�ect on the safety
and the social interactions in tra�c

 shift in materials that can be used in 
shared space to divide tra�c more 
indirect and how segregation between 
di�erent types of mobility can be 
enhanced by semiotics
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When designing spaces for traffic – both shared 
and segregated – it is important to think about 
the design of the place and the fact that different 
types of mobility travels in different speeds. To 
try to accommodate for this, the following pa-
ragraph will investigate elements be aware of, 
when designing for mobilities in different speeds.

VISUAL WORLD & INDIVIDUAL PERCEPTION

“The visual field is made up of constantly shift-
ing light patterns - recorded by the retina - 
which man uses to construct his visual world” 
(Hall, 1990, p. 68)

Two major terms are mentioned in Hall’s quote; 
The ‘visual world’ and the ‘visual field’. The visu-
al world is the making of what you perceive, in 
our case the ‘world’ can be seen as Nørresundby 
Square and the design choices upon. The visual 
field is the ‘glasses’ or ‘eyes’ you gaze upon the 
world with. The visual field can be corrected or 
changed - some to investigate details others to 
see the bigger picture. The visual field is subcon-
sciously controlled by the data collected from 
the visual world but that it is also a product of 
the individual’s identity (Hall, 1990).

“[...] no two people see exactly the same thing 
when actively using their eyes in a natural si-
tuation [...] it implies that not all men relate to 
the world around them in the same way.” (Hall, 
1990, p. 69)

As described by Hall, two people looking at the 
same thing can perceive it differently. As menti-
oned, this can occur from the individual ‘glasses’. 
In one of Hall’s examples of this he describes how 
his students while making an archaeological sur-
vey walking in a single line looking for artifacts, 
would walk straight past semiotics in the ground.

“Much to their chagrin, I would lean down to 
pick up what they had not seen simply because 
I had learned to ”attend” some things and to 
ignore others” (Hall, 1990, p. 69). 

The point is then, if our eyes are individual and 
we perceive the world individually even in neutral 
situations, then an even larger gap occurs bet-
ween people in different situations i.e. speeds.

DIFFERENT SPEEDS & DIFFERENT WORLDS

 “The problem of the city designer is to deal 
simultaneously with the different speeds of 
movement and different rates of perception, to 
create forms which are as satisfying to those in 
an automobile as they are to those who travel 
on foot“ (Bacon 1967, mentioned in Jensen, 
2013, p. 63)

According to Bacon, the problem is speed and 
designing cities in such a way that details can be 
perceived by both a car and a pedestrian. It is 
important to see speed as more than just a func-
tional restriction but also as a tool that provides 
certain perceptions and view lines of a site (Jen-
sen, 2013). 

When a car passes by at high speed the field 
of vision is narrowed and the eyes is looking 
forward (Hall 1990). On the other hand, a pede-
strian moves slower and therefore have the time 
to perceive, react and notice finer details. Whi-
le bicycling at a slow speed, bicyclists have the 
same similarities as the walking pedestrians, but 
going faster they can almost be compared to the 
cars. As speed varies the bicyclist is moving at a 
scale between the car and the pedestrian (Larice 
& Macdonald, 2013). It is not only the eyes, that 
perceive the world differently at different speeds 
– also the body and its senses is more suscepti-
ble at a slower pace (Jensen, 2013).

DESIGNING FOR 
DIFFERENT SPEEDS

NØRRESUNDBY SQUARE

“Designing the best street for nonmotorists 
requires that the street and its immediate en-
virons contain abrupt, irregular, complex, and 
detailed features, with these features being in-
terspersed at short intervals” (Rapoport 1987, 
mentioned in Larice & Macdonald, 2013)

Nørresundby Square does not fully live up to 
these requirements, that Amos Rapoport argu-
es that ‘slow design’ (the design for slow traffic) 
needs to succeed. The site lacks spatial detail, 
especially vertically, and in general has too much 
unused space with no noticeable features. It 
does however have details in different materials 
and small water fountains in the ground. Cob-
blestones are used as the primary material on 
the ground which usually is used in an attempt 
to slow cars down. The cobblestones create a 
distinct sound that fills up the space when a car 
is driving through it. At the same time, the cobb-
lestones do not afford a comfortable paving for 
bicyclist. As an analysis done by sociologist Ole 
B. Jensen at ‘Byggebroen’ in Copenhagen shows, 
bicyclists would rather stage themselves in long 
rows on smooth paving than bicycle on the cob-
blestone (Jensen, 2014). 

The square is designed in a way so that makes 
all types of traffic have a good overview, and this 
could make the site feel safe, but instead it al-
lows cars to speed up while driving through the 
square.

“To perform tasks at high speeds safely, moto-
rists need streets that are wide, low in visual 
detail, and contain no abrupt corners” (Larice 
& Macdonald, 2013, p. 432)    

The fact that the space is designed in a way that 
affords speeding from cars makes it unsafe for 

slower moving forms of mobility. Furthermore, 
the cars are not able to enjoy any visual details 
at the square because they need to look directly 
ahead when driving at such a speed.

It is possible to design for cars that drives at high 
speeds but it has to be done in a way that it does 
not distract the driver. Large objects can crea-
te a panoramic view that changes as you move 
at speed. Linear objects with rhythm or patterns 
flowing along the perceiver can achieve a fee-
ling of something moving along, as you go by 
(Jensen, 2013). Furthermore, when designing for 
cars, it is important to remember the filtrations 
of sensations that the car itself provides. A per-
son sitting in a car is not able to hear the birds 
sing or feel the rain on their face because the car 
is shielding them from it.

“[...] the car do change the senses but they very 
often substitute with others and different bo-
dily registers meaning that a more accurate 
term of describing the human-car relationship 
is that of ’filter’ rather than lack of sensations” 
(Jensen, 2013)

As stated by Jensen, the car does not remove all 
senses, but it changes them into something else, 
leaving the vision - the most unfiltered sense. 

Overall, it is difficult to design for different speeds 
at the same time, as they require different design 
elements. Cars moving at higher speed than pe-
destrians and bicyclists have a stronger demand 
for big and somewhat more simple details in the 
spaces they drive through and pedestrians and 
slow driving bicycles have the possibility of per-
ceiving smaller details and have more sentient 
experiences in the public space.

FAST SLOW
FAST SLOW

Ill. 25: 
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Nørresundby Square is placed next to a large 
mobility node connecting Aalborg with the rest 
of Northern Jutland. As a result, there is a broad 
variety in heavy transportation modes in the area, 
where both busses, cars, and a possible future 
Bus Rapid Transit (BRT) infiltrates and dominates 
the local road network, creating frequently con-
gestion. A possible solution that could improve 
the traffic flow in the area could be to make pe-
ople walk or use their bicycle and thereby rem-
oving some of the cars on the streets. Hereby, 
investigating the factors that affects whether pe-
ople are actively commuting and how these can 
be improved are relevant to examine. Further-
more, since Skansevejen Skole in Nørresundby is 
relocated to the new urban development Stigs-
borg Brygge, children need good transportation 
facilities in order to transport themselves to the 
school safely. Therefore, it is also with great re-
levance to investigate the different factors that 
influences the way in which children function in 
traffic and consider how to increase the number 
of children actively transporting to school. The 
study shows that younger people are more wil-
ling to change their daily mobility habits than 
adults, why in order to enhance a more sustai-
nable behaviour in the future, it is important 
to have a focus on improving children’s habits 
(Stark, et al., 2015, p. 6). One aspect that decrea-
ses the desire for walking or bicycling are nega-
tive traffic perceptions: 

“A number of studies have observed people 
avoiding dangerous and unpleasant traffic. 
Where pedestrians and bicyclists are safer, le-
vels of walking and cycling tend to be higher, 
and vice versa” (Jacobsen, et al., 2009, p. 1). 

This also has a big influence on young people 
since an independent form of mobility for chil-
dren often is affected by the safety concerns of 
their parents: 

“Parents often play a key role in children’s cy-
cling. Parents facilitate the learning process. 
But most importantly is parents’ perception of 
traffic safety and that they find the environ-
ment suitable for cycling” (Carstensen, et al., 
2014, p. 6)

Children need to be around 10 to 12 years of age 
before they are mature enough to manoeuvre 
the traffic alone if the route is known beforehand 
(Trafik, 2020). Younger children or children that 
is new to the area will most likely be escorted by 
their parents (Jensen, et al., 2015). Parents can 
easily become barriers to the evolution of chil-
dren’s freedom of mobility if they search for safe-
ty (Mikkelsen & Christensen, 2009). Safety issues 
like crossing roads and busy intersections, lack 
of traffic lights, street crimes and poor lighting 
are some of the elements concerning both pa-
rents and children, why parents often choose to 
drive children to and from school and different 
activities in order to protect them (Timperio, et 
al., 2006) (Mikkelsen & Christensen, 2009). The-
refore, pointing out these problematic elements 
in the project site, like the crossing of Vesterbro-
gade from the square to Strandgade, and impro-
ving them is of great relevance, because:

 “Cycling supportive physical environments of-
ten fosters robust local cycling cultures among 
children and calms down parental risk percep-
tion” (Carstensen, et al., 2014, p. 7).

Another factor that affects children’s interest in 
actively commuting to school is the social aspe-
ct. Traveling with peers is a great catalysator in 
enhancing active transport and developing cy-
cling skills (Carstensen, et al., 2014, p. 5).

This statement is supported by a study that 
sought to explore the impact of the physical 
and social environment on children’s mobility in 
both a Danish suburban and a rural municipa-

ASSESSING THE 
FEAR FUN IN CYCLING

lity. The two case studies conducted within the 
study showed that companionship makes chil-
dren feel more safe (Mikkelsen & Christensen, 
2009). If several children travel together, they are 
more visible and thereby make parents feel more 
comfortable in relation to some of the earlier 
mentioned safety issues occurring in the urban 
environment. The investigation further showed, 
that children often travelled in larger groups 
when departing school than when they travelled 
in the morning (Mikkelsen & Christensen, 2009). 
Therefore, creating opportunities for children 
to meet and transport to school together is an 
element worth accommodating because of the 
amount of positive influences it has. Creating a 
bottleneck-function where several children will 
inevitably pass through creates social meetings 
across age groups and thereby better social in-
teractions and developing cycling skills. Further-
more, it is important to consider the width of the 
bicycle path – it needs to be wide enough to af-
ford socialising while bicycling (Jensen, 2014).

As mentioned, different elements affect the chil-
dren’s desire to commute actively to school ne-
gatively, like crossing roads or busy intersections 
and poor lighting, but also the distance to the 
school. In order to increase the children’s interest 
in actively commuting to schools, child-friendly 
elements and communities is a necessity in or-
der to provide them with both the desire and the 
opportunity to safely travel through the urban 
spaces (Timpero, et al., 2006). The Dutch organi-
sation The City of Play defines some elementary 
needs for making cities playful and more child 
friendly:

“A child friendly city, in the context of life bet-
ween buildings, is one that encourages active 
and passive engagement with the built en-
vironment, local culture, community and heri-
tage. The physical design of a city dictates this 
in it’s affordance of children’s innate desire to 
play, explore and discover” (Play, 2017, p. 9)

Design of encouraging and active surroundings 
that invites children to play and explore is im-
portant in order to achieve child friendly sur-
roundings. Furthermore, The City of Play argu-
es that infrastructures already being used for 
cycling could be so much more than what they 
are today. They have potential to become pub-
lic areas with opportunities for play and thereby 
creating a more rewarding and inviting public 
realm for children. (Play, 2017). 

Playful infrastructures can act as incentive coun-
ter arguments for commuting actively despite a 
prolonged travel distance. They can also functi-
on as kinaesthetic experience where children are 
learning by doing themselves, and not through 
experiences gathered from their parents, e.g. 
when driving down small hills, banking round 
corners, racing against each other, using ramps 
etc. (Clayton & Musselwhite, 2013). This way of 
learning has several positive sides to it; both pra-
ctice of skills and growth of confidence whilst bi-
cycling, but they must be implemented properly, 
and in addition to the existing infrastructure so 
it does not compromise with the bicyclist that 
wants a smooth ride.  

A combination of children performing social mo-
bility when transporting to and from school com-
bined with elements that provides kinaesthetic 
learning will thereby enhance the skills required 
in becoming a great bicyclist. This together with 
creating safer urban design features to prevent 
dangerous spots like crossing busy roads will 
allow more children to use their bicycle as an 
element in improving their independent mobili-
ty and should thereby enhance the possibility of 
children commuting actively to the new school 
in Stigsborg Brygge. In the long term, these in-
frastructural enhancements will also improve the 
chances of creating a more sustainable mobility 
behaviour in the future (Clayton & Musselwhite, 
2013).
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This chapter describes and presents the different 
analyses that have been conducted both on the 
site in Nørresundby as well as desk analyses. The 
analyses studies the site from a past, present and 
future perspective. This includes among others 
an examination of the history, land use, the in-
tersection at the bridge landing, future plans for 
the site etc. The analysis is summed up in a con-
textual appraisal, that presents the most crucial 
findings from the analysis. The analysis is sepa-
rated in three parts; an introduction on why we 
are doing the analysis, the approach on how we 
did it and the results we bring forward to the 
design process.

Ill. 27: NØRRESUNDBY SQUARE 
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INTRODUCTION
To understand the identity of the site and context, it is 
important to know its history. The historical analysis 
can help understand what Nørresundby Square loo-
ked like before and what elements that have identi-
fied the place over time. Furthermore, it is important 
to look even further back in time and examine the 
geotechnical conditions of the site to understand the 
conditions for constructional purposes.

APPROACH
The geotechnical conditions have been examined 
through drilling tests which is available at GEUS.dk. 
These tests explain the composition of the ground 
(Appendix, p. 96). 
The history of the site have been analysed through 
the history of Denmark (Danmarkshistorien, 2012), 
historical maps as well as a book about the imagined 
and real bridges between Aalborg and Nørresundby 
(Jensen & Hovgesen, 2004).

RESULTS
The geotechnical investigations showed that the 
ground primarily consists of layers of sand in the top 
and clay further below (GEUS, 2020). The materials 
derived from the Weichsel ice age and therefore it 
should have great foundation properties. 

Nørresundby was earlier a small area called Sundby 
that expanded as a northern part of Aalborg on the 
other side of the Limfjord. At the beginning, it was 
connected to Aalborg only by boats travelling back 
and forth, but in 1871 the first bridge was built that 
allowed trains to travel across the fjord. Since then 
Nørresundby has become closer connected to Aal-
borg by several other direct connections such as the 
Limfjord bridge and the highway tunnel (Danmarks-
historien, 2012). 

Even though the two cities are well-connected the-
re remains a torn relationship between them. Before 
1700, Nørresundby had a lot of illegal trade which 
created a bad reputation for the town – especially 
for people from Aalborg. The people of Nørresundby 
have an understanding of a favouritism of Aalborg 
which was emphasised by the Danish prime minister 
in 1933. In a speech he asked why anyone would 
travel to Nørresundby when they had Aalborg right 
next to it and how Nørresundby was just a village 
opposite to Aalborg that, in his eyes, was an indu-
strial and working city (Jensen & Hovgesen, 2004). In 
reality, Nørresundby had a strong industrial heritage 
and identity that today slowly is starting to change 
into something new. 

HI
ST

O
RY

The moraine clay in the ground is pres-
sured by the ice and left stronger

-13.000 ENDING OF WEICHEL ICE AGE

Many speakeasies emerged in 
Nørresundby and this illegal tra-
ding were well-known in Aalborg

1700 ILLEGAL TRADING INCREASES

The illegal trading is systemati-
sed and becomes legal

1857 TRADING IS ALLOWED

Aalborg and Nørresundby is 
connected by a railway

1871 RAILWAY BRIDGE

The large chemical factory Kemira 
settles down close to the area that 
today known as Stigsborg Brygge

1913 KEMIRA ARRIVES

Nørresundby is further connected 
to Aalborg by a highway tunnel

1969 THE LIMFJORD TUNNEL

The railway running along the harbour is 
being shut down. Trucks are being used 
to transport goods which results in the 
direct street from the bridge into the 
square being replaced with a connecti-
on from east to west (Appendix, p. 100).

1990’s RAILWAY IS CLOSING DOWN

The ferry trips from Aalborg 
to Nørresundby increases

1700FERRY TRIPS IS INCREASING

The first factories begins to 
settle down in Nørresundby

1772THE INDUSTRY IS ARRIVING

The first temporary bridge from 
Aalborg to Nørresundby is build

1865PONTOON BRIDGE

Trading in Nørresundby is now 
fully legal because of the city's 
new official status as a borough

1900STATUS OF BOROUGH

The Limfjord bridge is inaugurated
1933THE LIMFJORD BRIDGE

The merge of municipalities lets Nørre-
sundby become a part of Aalborg Muni-
cipality

1970OFFICIAL PART OF AALBORG
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INTRODUCTION
The land use analysis is used to explain what is pre-
sent at the site today. It focuses on the existing buil-
ding structures and the urban spaces and their func-
tion. An analysis of the land use helps define the use 
of the area and by that explaining how people move 
in the area and at what times of the day.

APPROACH
The land use presented on the next page have been 
created by a mapping of the site. It is divided into 
two different maps: Land use in buildings and land 
use in public space. Both maps where defined th-
rough a walk around the site where each function 
was noted on a map.

RESULTS
The buildings within and around the site is mostly 
mixed use. Shops, banks and real estate takes up the 
ground floor of the buildings in the square and lea-
ves the rest of the floors to apartments. This use of 
the buildings implies a big flow of people in the mor-
ning and in the afternoon when they leave for work 
and come back home and then a smaller flow of pe-
ople using the shops within their opening hours from 
10 AM to 5.30 PM. Moving closer to the harbour, the 
use of the buildings becomes more recreative or cul-
tural – the culture house underneath the bridge with 
tango classes, boat workshops in garages and a ma-
rina club.

The urban land use reveals a large amount of parking 
lots in the city centre – both in bigger parking lots 
and roadside parking. Furthermore, it shows the Fri-
day market at the square, that there is only one gre-
en space within the area and how the space in front 
of the culture house is being used for parking when 
activities is present in the building even though it is 
not allowed. 

Overall, the land uses analysis shows that there are 
many different types of land usage at the site which 
can result in people being at the site throughout the 
day because either they live, dance, sail, work or shop 
there.
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INTRODUCTION
The project site is highly affected by 3 intersections 
within and around the bridge landing. These inter-
sections divides traffic coming from Aalborg and 
going to both Nørresundby and the rest of Northern 
Jutland. Therefore, it is important to understand the 
complex system of mobilities and how these create 
flows of vehicles, bicyclists or pedestrians.

APPROACH
To understand the complex intersection, it has been 
broken down into specific focus areas that have been 
mapped individually: Pedestrians, bicyclists, busses, 
vehicles, signalisation and semiotics. The analysis is 
based on traffic counts and  on-site observations. 

RESULTS
The landing of the Limfjord Bridge in Nørresundby is 
an obvious transit space. Traffic counts shows 30.000 
cars are crossing the Limfjord Bridge each day. Most 
of the cars that comes from Aalborg uses one of the 
main streets, Vesterbrogade and Østerbrogade, and 
continues out to the rest of Northern Jutland. A smal-
ler amount of cars drives across the square each day. 
The busses use the same three directions and conti-
nues further into Nørresundby and Northern Jutland 
– unless there is ongoing road work. As a result of 
the intensified amount of roadwork being conducted 
while the country is in lockdown, the busses must 
turn right to Østerbrogade when crossing the bridge 
from Aalborg. They turn right down Havnegade, dri-
ves underneath the bridge followed by a right turn 
going up Strandgade towards the intersection.

The intersection is a complex system of semiotics that 
is shown in both the ground and in signs. It is impor-
tant to notice how there is no extraordinary speed 
limit at the square – it is though recommended that 
cars slow down to 30 km/h. This results in cars dri-
ving up to 50 km/h through the narrow square. 
Furthermore, the analysis shows how most of the site 
is designed for cars which is underlined when looking 
at the movement patterns of pedestrians and bicy-
clists. These two types of mobilities moves in non-di-
rect patterns. The roads are not designed to create 
a direct and efficient flow for these two groups. This 
results in bicyclists turning left at the intersection at 
the end of the square and pedestrians crossing espe-
cially the minor roads at random places. 

In conclusion, the intersection is a place of flow – but 
mostly prioritising easy and direct flow for vehicles, 
at the expense of bicycles and pedestrians not having 
easy and direct connections. 
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This shows the different light signals of the intersecti-
on and how the different directions is prioritised in each 
crossing. It is clear that Vesterbrogade is being prioriti-
sed over e.g. going from the square to Strandgade.

This shows selected semiotics in the intersection. They 
are chosen because they show the flow of traffic in the 
area. The semiotics in ground guides people in the right 
direction - when they are visible and not worn off.

This shows the bicycle flows of the area. Besides the 'sta-
ged' flows, like bicycle lanes, it shows that bicycles chose 
to make a direct left turn in the intersection.

This shows the pedestrian flows of the intersection. The 
dotted lines show the ’not-defined’ crossings that pe-
destrians use to go through the area. Furthermore, they 
show that pedestrians use the designated bicycle path. 

This shows the number of cars driving through the in-
tersection during a 24 hour period. The cars driving over 
the bridge is equally divided to east and west (Aalborg 
Municipality). 

This shows the bus routes going through the intersecti-
on. The dotted line is the route the busses use because 
of current roadwork in the middle of the intersection.
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INTRODUCTION
The serial vision was conducted to get an understan-
ding of how a bicyclist travel through the site – what 
elements he notices in that specific speed, how he 
navigates in the traffic and what different critical 
points or situations that he approaches.

APPROACH
Serial vision is a method created by Gordon Cul-
len. He believed that the relations in a city should 
be understood through a series of drawings follow-
ing a specific route (Cullen, 1971). Instead of using 
drawings, this analysis was done by video with stops 
at specific points to highight certain aspects. This 
was done through two different routes (illustration 
below) – one going from the Limfjord Bridge to the 
square and one going from the square to Syrestien.

NB. The analysis was first planned as several indivi-
duals travelling by foot, bicycle, car and bus through 
the site to document how it feels to travel in different 
speeds. This would have been combined with inter-
views that could help define and understand the mo-
vement patterns of people in the area. The lockdown 
made it impossible to continue with this format.

RESULTS
The analysis brings an understanding of the feeling 
of being a bicyclist within the site. It underlines the 
point made in the previous analysis about the roads 
being designed mostly for cars because it shows se-
veral critical/confusing situations that the bicyclist 
will experience travelling through the site, e.g. the 
encounters with other cyclists. Driving and parked 
cars takes up a lot of space at the site as seen in the 
videos and little room is left for bicyclists. Further-
more, the topography affect the use of the site – it 
makes it difficult for bicyclists to cross the intersecti-
on because they have to drive uphill and their speed 
is increasing down Strandgade right before they have 
to turn left towards the bicycle path.  
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Ill. 36: SERIAL VISION ROUTES 
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INTRODUCTION
As identified in the intersection analysis and the se-
rial vision analysis, the project site contains several 
'critical points of contact' (CPC). As a designer, it is 
important to identify these points and understand 
what kind of networks that meets in these specific 
points to be able to improve the experience, safety 
and flow of the area.

APPROACH
In this analysis some of the most critical points of 
contact have been chosen and analysed to identify 
strengths and weaknesses of the city’s CPCs. Further-
more, CPCs can occour depending on the type of ro-
ads du to elevationheights. Therefore, an analysis of 
the of road design in Nørresundby have been devel-
oped through isomtric sections.

RESULTS
The different critical points are shown on the next 
few pages along with the four types of road design 
identified at the site. 
To sum up, there is a lot of different critical points at 
the site where different types of elements and net-
works meet. Some in a more phenomenological way 
and others in a more small-scaled specific way. The 
analysis shows how important it is to think about the 
meetings between vehicles and bicyclists in a tran-
sit space like this. A lot of different critical points of 
contact will occur but the bicyclist will always be the 
most vulnerable of the two.CR
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NO DIVISION
Everything is at the same level. 
This is the present situation at Nørresundby Square. The perks of this type of 
road if done right is the way in which it allows for fluent movement along and 
across the street. A challenge it has is the awareness needed from each person 
using the road due to the lack of division between the networks. Changes in the 
pavement can be implemented to signalise which network is prioritised in each 
zone. At Nørresundby Square, the pavement for motorised vehicles is cobblesto-
ne while the other parts of the street or square are huge slabs. Because there is 
no specific zone for bicyclists while the other two actors in the traffic has clearly 
defined zones, it becomes unclear where to cycle. 
This type of street has a lack of security for each actor in traffic and is therefore 
best suited for low speed areas or shared spaces.

FULL DIVISION
Every network for transportation is divided into different levels. 
This can be seen at Østerbrogade and the bridge landing. Because people are 
traversing in a network unaffected by other road users, the sudden intersection 
or pedestrian crossing needs to be clearly visualised to ensure awareness and 
safety at these critical points of contact. At the bridge landing, the pedestrians 
crossing over the bicycle path is not clearly defined and can because of this crea-
te unwanted and dangerous situations if one person is not paying full attention 
to the other network - also because the topography is increasing the speed of 
the bicyclist. 
This type of street is best suited for areas with a high focus on transit and where 
the need for crossings is low. It allows for faster traffic but requires more clearly 
defined critical points of contact, like a traffic light.

OUTER DIVISION
The ‘soft’ traffic such as pedestrians and bicyclists are at the same level with a 
difference in height to the vehicular road. 
This can be seen at Vesterbrogade in Nørresundby. The full divided motorised 
traffic can drive faster as they are not affected by the other networks. This street 
requires a high level of awareness for pedestrians and bicyclist, as they are much 
more flexible than cars and can change direction and sway. Even if a change in 
pavement is present, the lack of division between the two networks creates una-
wareness from one actor in traffic making it dangerous for the other network. An 
example could be a pedestrian suddenly walking onto the bicycle path in order 
to get around pedestrians going in the opposite direction.
This type of road is best suited for a medium size road where cars needs to move 
along slightly faster than on smaller roads. 

INNER DIVISION
All vehicle-based transportation is at the same level with a difference in height to 
the pedestrian path. 
This can be seen at the harbour area of Nørresundby. This type of road allows for 
bicycles to go faster than the outer divided type, but makes the cars need to slow 
down a bit. In this road the pedestrians are unaffected by the other networks 
and they should only be aware when they have to cross the street. Cars and bicy-
clists affect each other, as the cyclists are able to sway and the cars needs to be 
aware, keeping a distance and slow down. Zones can be made through change 
in pavement or lines across the street, but because there is no physical change in 
material, it is possible to cross into the other zone creating unwanted situations 
and clashes. 
This type of street works best for smaller and some medium-sized roads such 
as the ones found in smaller cities or lesser car-heavy roads since the bicycle is 
allowed to go faster while in doing so slowing down the motorized traffic.
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Ill. 39: PLACEMENT OF CRITICAL POINTS OF CONTACT 
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The contact between chan-
ging pavements underneath 
the bridge and its effect on 
the urban realm.

Underneath the Limfjord bridge, it is vi-
sible that grass has withered due to the 
shade from the bridge. Furthermore, a 
line of steel has been laid down bene-
ath the edge of the bridge giving a clear 
sense of when you are underneath the 
bridge. The space underneath the brid-
ge is clearly defined as a separate enti-
ty from the surrounding areas. This line 
have been blurred because the grass is 
worn off.

The contact between Nørre-
sundby Square and Vester-
brogade with the change in 
pavement.

The collision between Nørresundby 
Square and Vesterbrogade is signified 
through a change in pavement from 
cobblestone to asphalt. The intersecti-
on also features a pedestrian crossing 
with a third pavement. The cobblestone 
signals a decrease in speed and a less 
car-oriented space. The area makes it 
very clear which purposes are meant 
for the different zones creating a rather 
well-defined intersection.

The contact between water 
and land and the effect it has 
on the area.

At the slipway on the marina, water is 
splashing, creating sounds of waves 
hitting land. This is creating sounds of 
waves hitting land. The slipway allows 
the water and land to meet with a sof-
ter transition than it does at the rest 
of the harbour area. This area and the 
sound of waves hitting land creates a 
clear meeting between water and land 
while giving a maritime sense of place 
to the surrounding area. 

The contact of human intera-
ction while awaiting the bus 
with a focus on the effect of 
the surrounding area.

The bus stops at Nørresundby Square 
are located close to the intersection 
which creates confrontations between 
cars, bicycles and busses. The large 
open space surrounding the bus stops 
allows people to stand far apart when 
waiting for the bus unless the weather 
forces them together in the bus shed. 
This genererally minimises the human 
interactions in this space.

The contact between the bi-
cycle network and pedestrian 
network.

A bicycle shunt has been made to sepa-
rate bicycles turning right from vehicular 
traffic and giving the bicycles a shortcut 
to Havnegade. There is no clear crossing 
for pedestrians across the bicycle path 
creating a new problematic point of in-
terest between bicycles arriving in high 
velocity from the bridge compared to 
the slower pedestrians. The topograp-
hy increases the speed of the bicyclist 
which is dangerous both in the right-
turn and down Havnegade.

The contact of crossing the 
street between Syrestien and 
the path underneath the brid-
ge with a focus on the effect 
on the physical movement 
between the paths.

The connection between Syrestien and 
the path underneath the bridge is not 
directly connected. Due to this, bicycles 
are choosing to make a turn before exi-
ting the path which destroys the grass. 
The ending of Syrestien is then inconsi-
derate of the bicycles making it a critical 
point of contact regarding the munici-
pality plan of a direct path across the 
harbour.
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INTRODUCTION 
As mentioned in the serial vision video, the site has a 
materiality that changes from the square and down 
to the harbour. Therefore, a photo mapping of the 
site has been conducted in order to document and 
identify the different materials and urban furniture 
located at the site. 

APPROACH 
The photo mapping has been conducted through a 
series of pictures of the previous mentioned topics 
and these is shown as a collage going through the 
site, highlighting the most significant elements. 

RESULTS 
At the harbour, the space has a feeling of being a 
redesigned space – partly because of the materials 
such as large, white sufaces of concrete slabs. This 
creates a minimalistic approach and enhances the 
view of the fjord. Urban furniture is present several 
places, both as urban interior and as a demarcation 
of an area while it makes the spaces feel welcoming.

At the bridge, the character and materiality changes 
– shifting from new and planned to old and patched, 
both as space and materials which do not correla-
te or respond to each other. The green space seems 
unusable with no entry, no demarcation whilst being 
separated from the large street. The space under the 
bridge seems unfinished but frames a view and attra-
cts people with its street art and light. 
Towards the intersection, small and worn-out tiles to-
gether with concrete dominates the ground, while a 
blue rail leads to what can be described as a traffic 
machine. The pedestrian crossing has been moved to 
the very outskirts of the intersection hiding it away. 

On the square, small tiles are merged into larger squ-
ares. The numerous lines occupy the attention – even 
though they are abrupted by the street paved with 
cobblestone. The most dominant lines are created by 
large, red granite tiles that runs through the square 
at several places. Benches, plants and trees scattered 
around the town square defines no way through it. 
The few vertical elements leave large unused areas 
that makes the town square seem empty and unused. 
The analysis shows that there is almost no connecti-
on between the urban furniture and the materials at 
the square and at the harbour. It shows how urban 
furniture helps demarcate areas and defines the use 
of them. The materials around the Limfjord Bridge is 
worn out and make the area feel unwelcome and de-
teriorated. The most dominant materials within the 
site is the industrial looking concrete, the large gra-
nite tiles and the cobblestones.
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INTRODUCTION
As a part of the photo mapping, it was furthermo-
re noticed how Nørresundby city centre and har-
bour includes several different types of lighting 
in the design of the public spaces. Furthermore, 
Aalborg Municipality focuses on using lights in 
the design of both Aalborg and Nørresundby, 
especially at the harbour, to create a stronger 
connection between them. Therefore, an analysis 
of the different types of lighting in the area was 
conducted.

APPROACH
The light analysis focuses on documenting the 
many different types of lighting within and 
around the site through a series of pictures. The-
se pictures are then compared and divided into 
categories.

RESULTS
The area around the site contains several diffe-
rent types of lighting and they can be categori-
sed into the three categories: recreative, safety 
and wayfinding lights. The recreative lights are 
seen underneath the Limfjord Bridge combined 
with street art, as coloured light at the bicycle 
bridge and as spotlights enhancing the shadows 
created by the trees along the harbour. Lights 
are also used for wayfinding purposes which is 
seen at the lights in the ground along the bi-
cycle path between Strandgade and Havnegade. 
Furthermore, lights have been used for safe-
ty purposes – to light up the spaces and make 
it easier for people to see their surroundings. 
These lights have different height and intensity 
– moving from a medium height land post with 
dimmed yellow light at Rundingen down to tall 
land posts with bright light at the space in front 
of the culture house. One creates a calm safety 
lighting, while the other only focuses on lighting 
up as large a space as possible, without thinking 
on its effects on the surrounding area

In contrary, a last category that could be worth 
mentioning, is the absent of light. This is seen 
at Syrestien that is completely dark after sunset 
making it an unsafe path to use. 

Lights are used throughout the entire site and 
they can change the atmospheres from being 
unsafe to safe, from dull to exciting and how 
they can guide people in a direction. They create 
safe spaces, and with the help of recreative lights 
it can make areas like a tunnel more than just a 
transit space, maybe a street art exhibition. 
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Ill. 51: NØRRESUNDBY SQUARE 
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Ill. 57: WAYFINDING LIGHTS  

Ill. 52: RUNDINGEN

Ill. 55: UNDER THE LIMFJORD BRIDGE 
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INTRODUCTION
When looking at a site it is not only important 
to look at what HAVE BEEN and what IS but also 
what COULD BECOME, and therefore an analysis 
and a reading of both the local plans for the area 
and the overall municipality plans have been 
conducted to see if there are elements that ne-
eds to be considered in the design. Furthermore, 
the wishes from the population in Nørresundby 
regarding the development of the area is impor-
tant to consider since they live in the vicinity of 
the site. 

APPROACH
Both the local plans (Municipality, 2020) and the 
municipality plan (Municipality, 2013) have been 
read through, and some of the most important 
topics and points for this specific project presen-
ted in this analysis. The purpose is to create a 
list of general considerations regarding future 
development of the area and its context. To sup-
port this, notes have been taken from a citizen 
workshop conducted by Aalborg Municipality 
in 2018 called 'Byudvikling i Nørresundby' (City 
development in Nørresundby), with 150 partici-
pants (Aalborg.dk, 2018).

RESULTS
Future development of Nørresundby must be 
conducted with a focus on the fjord and securing 
connecting the fjord and the city – especially by 
using light as a collecting element. The existing 
traces of culture and buildings worth preserving 
must be considered in new developments. There 
is a focus on implementing more green struc-
tures into the city and along the harbour while 
also strengthening the existing green connecti-
on on Syrestien. Furthermore, according to the 
municipality plan, private vehicular traffic must 
be down-prioritised in order to facilitate pe-
destrians, biyclists and public transport better. 
The city centre should provide an efficient spa-
ce where these types of mobilities are in focus. 
The workshop gave an indication of the public’s 
preferences for the development, with the most 
important nodes presented on the next page. 
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The city centre must function as a local 
community with its own identity and 
special features

The design must respect functions of the 
near context

The design should facilitate a variation 
of qualitative spaces of public realm 
with possibility for stay

An attractive link between city and fjord 
must be facilitated through an open, ac-
cessible public space along the fjord

Private car traffic must be down-prior-
itised to strengthen the possibility for 
walking, cycling and public transport

Considerations regarding preservation 
of structure, view lines, scale, materials 
etc. must be made

The area must function as a connector 
between the city centre and Stigsborg 
Brygge

The intention is to strengthen the green 
character of the public areas

A visual entirety must be created 
through the use of lighting along the 
fjord and harbour front to increase the 
quality of the city

PRIMARY SECONDARY

“Nørresundby, not Aalborg North”

“Lack of paths from the city to the green ar-
eas at the harbour”

“Paths from Skansekvarteret to Stigsborg 
and the rest of the harbour”

“Safe school routes from Stigsborg to 
Skansekvarteret”

“Focus on paths that makes it easy for our 
children to go to and from schools, institu-
tions and spare-time activities “

“Nørresundby Square, it is uncertain wether 
it is the urban function or mobility thats is 
prioritised”

“Safer school routes in a broader area than 
near the school”

“Prioritise safe/exciting/interesting/educa-
tional/environmental school routes across 
Østergade”

“Bicyclepath withouth cobblestone at the 
square - it is horrific to use”

“Expand the center of Nørresundby”

“We need some café or shopping facilities in 
the city. Alternatives for pizza and McDon-
alds is a priority”

”Playground is needed for children in Nør-
resundby center. [...] nearby the sailing club 
west of the Limfjordsbridge”

“Meeting area for the youth/teenagers - 
skateparks, basket, streetfootball etc. placed 
centrally so that it is beneficial for the entire 
area”

CITIZEN WORKSHOP

CONNECTIONS SAFETY

RECREATIONAL CHILDREN

The area must function as a connector 
between the city centre and Stigsborg 
Brygge

The design must consider the future 
implementation of a BRT system in Nør-
resundby

2 M

Ill. 63: 
ALL QOUTES ARE TRANSLATED FROM DANISH TO 
ENGLISH
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CONTEXTUAL APPRAISAL
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The following contextual appraisal has been 
made as a conclusion of the analysis process. 
It sums up the most important elements of 
the project site that will affect the design.
It presents what is at the site right now but 
also which areas that have an opportunity to 
become something more or something else 
than what it is at present time. 

The contextual appraisal concludes that 
there is a large area of opportunity at the 
sourthern end of the square. Furthermore, 
Rundingen is also an area of opportunity. 
These to can be used to create a safe con-
nection across the large barrier created from 
Vesterbrogade, that is a challenge to the de-
sign. The barrier is created by three traffic 
nodes placed closely together, creating a 
node connecting Aalborg with Nørresundby 
and the northern part of Denmark

Ill. 64: 
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This chapter describes how we have elabora-
ted and transformed the different analysis into 
guidelines which will affect the design process. 
This is described through design criterias and an 
overall vision for the project in its entirety. Finally, 
a description on how and why the site boundary 
has changed throughout the process to comply 
with the developing status of the project. 

Ill. 65: STRANDGADE SEEN FROM INTERSECTION 
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DESIGN CRITERIA

Noerresundby

1

2

3

4

4

Stigsborg Brygge

Redesign of the site cannot compromise with 
the sites function as being a mobility node

The theoretical background, the site analysis and 
additional knowledge from the introduction se-
minar and Aalborg Municipality have been sum-
med up in 5 design criterias that the design must 
live up to. 

Within each of these criterias, several parameters 
are introduced and used as design tools to ob-
tain the criteria. 

A design criteria can be used to streamline the 
design process and make sure that all group 
members have the same expectations for the 
design - the same goal. Furthermore, design 
criterias are used to 'translate' the conclusions 
from the theories and the results from the ana-
lysis into concrete demands for a design. They 
represent the arrow between the 'analysis phase' 
and the 'sketching phase' in the Integrated De-
sign Process (p. 16).

Noerresundby

1

2

3

4

4

Stigsborg Brygge

Redesign of the site cannot compromise with 
the sites function as being a mobility node

CREATE RELATION BETWEEN CITY CENTRE AND HARBOUR

CREATE STRONGER CONNECTION FROM CITY CENTRE TO STIGSBORG BRYGGE

NØRRESUNDBY STIGSBORG BRYGGE

Noerresundby

1

2

3

4

4

Stigsborg Brygge

Redesign of the site cannot compromise with 
the sites function as being a mobility node

THE DESIGN CAN NOT COMPROMISE WITH THE SITE'S FUNCTION AS A MOBILITY NODE

LIGHTING
Use light as wayfinding, recreative and safety element 
in the design
Adapt the lighting in the design to the context
Make sure there is a visual connection according to 
light across the entire harbour

MATERIALITY
Use the materials of the context in the design

VIEWS
Create views between the square and the harbour

TRANSITIONS
Create soft transitions between public spaces

LIGHTING
Make sure that paths and spaces are well-lit
Use light to guide bicyclist towards Syrestien

TRANSITIONS
Make sure that there are as few ‘hard’ transitions on 
the route as possible

TRAFFIC EFFICIENCY
The design should not have big consequenses for the 
traffic efficiency in the area

CHANGES
Any changes regarding changes in the traffic flow shall 
be well-argumented and alternate routes should be 
suggested

Noerresundby

1

2

3

4

4

Stigsborg Brygge

Redesign of the site cannot compromise with 
the sites function as being a mobility node

FACILITATE LOCAL INITIATIVES

ACTIVITIES
The new design shall not neglect the existing activities 
but rather facilitate them
New activities shall relate to the existing

TRANSITIONS
Create soft transitions from public to private space

Ill. 66: 

Ill. 67: Ill. 68: 

Ill. 69: 

Noerresundby

1

2

3

4

4

Stigsborg Brygge

Redesign of the site cannot compromise with 
the sites function as being a mobility node

CREATE SAFER TRAFFIC CONDITIONS FOR ’SOFT’ TRAFFIC WITH FOCUS ON CHILDREN

TRAFFIC PLANNING
Create a clear definition of the traffic hierarchy
Use materials to segregate traffic in an indirect way

NEW ACTIVITIES
Make it an experience to cycle
Make sure that the dimensions of traffic spaces affords 
social behaviour
New elements introduced to the area should not di-
stract road users

EASY ACCESS TO PUBLIC SPACES
Facilitate bicycle parking and meeting places that is 
easy accessible  

Ill. 70: 
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 VISION SITE BOUNDARY

Nørresundby Square The Limfjord

The vision for the design is to create a safe route 
for bicycling children going from Nørresundby 
Square and down to Syrestien that leads to Stigs-
borg Brygge. The design should consider the 
best possible option for the bicycles to cross the 
intersection between Vesterbrogade and Strand-
gade - going 'high above', 'above' or 'below' 
ground in the intersection (see illustration). 
The route should consider the other types of 

mobility in the area and at the same time provide 
a social and recreative atmosphere at the site. It 
should not only be an independent transit spa-
ce but an integrated part of the site that creates 
direct connection between the city centre, the 
harbour and Stigsborg Brygge while creating a 
public space that enhances the excisting activiti-
es and gives opportunity to stay and better inte-
ract with the square.

The overall theme of this project is to improve 
the accessibility in mobility spaces for school 
children, pedestrians, and bicyclists in general. 
Because of the site being rather large with a lot 

of different forms of mobility and opportunities 
for improvement according to this matter, the 
boundary of the site has gone through a trans-
formation throughout the project.

SI
TE

 1
SI

TE
 3

SI
TE

 4
SI

TE
 2

In the beginning, a large project site was chosen. This in-
cluded both the square in its entirety and all three inter-
sections since they are the key barriers for bicyclists. The 
site went all the way to the Limfjord and included a part 
of Syrestien, in order to be able to include the waterfront 
in the design and still connect to Stigsborg Brygge.

The waterfront was relatively quickly excluded because 
of it being a place without major problems. Larger com-
plications and opportunities were seen in the intersecti-
on and square itself, thus these became the current focus 
area.

Since the northern part of the square is rather well 
functioning with stores and weekly markets, the 
project site changed in order to guide people to 
this area, resulting in an exclusion this area. The 
eastern intersection was excluded because of the 
intention of creating a safe transition from the squ-
are to the harbour across the western intersection.

The final project site includes the southern part of 
the square and the parking lot. Furthermore, the 
area in front of the culture house and the paths 
leading to Syrestien is included. It has opportuniti-
es to activate the square, create a safe crossing and 
an exciting path to Syrestien leading to Stigsborg 
Brygge.

Ill. 72: Ill. 73: 
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To reach a design concept that fulfills the vision 
in a satisfactory matter, this chapter investigates 
the pros and cons of going high above, above 
or below the intersection. This is followed by 
a discussion and examples on how going high 
above and above can be designed in a way that 
establishes a safe crossing for children and other 
pedestrians and bicyclists.  

Ill. 76: THE AREA IN FRONT OF THE CULTURE HOUSE 
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HIGH ABOVE, ABOVE 
OR BELOW?

As mentioned in the vision (p. 56), the design 
process was based on an approach that should 
examine the best possible way to get the school 
children across the intersection. 'Best' is meant 
as the most safe route for children driving on bi-
cycles and at the same time the most efficient 
route that does not create large traffical pro-
blems for other types of mobilities. The bridge 
landing of Nørresundby is a transit node and it 
should stay that way.

The possibilities of going 'high above' or 'below' 
is focusing on segregating traffic - removing the 
bicycles heading in the north/south-direction 
from the intersection will make the intersection 
even more efficient and keep the bicyclists safe. 
Opposite, these types of infrastructures takes up 
a lot of space because they need to live up to 
specific engineering requirements. They are of-

ten more expensive than 'just' changing or rede-
signing an intersection and they typically create 
a critical point where the segregated types of 
traffic have to meet again.

Going 'above' ground and thereby straight th-
rough the intersection is most likely the cheapest 
and easiest solution. This is probably the design 
solution that will affect other mobilities the most 
because the bicyclists and pedestrians needs to 
be accepted as just as important a mobility form 
in the intersection as the vehicles.

Going 'high above' was the first solution to be 
tested but by calculations of the specific rise of 
a bicycle bridge, it was obvious that it was not a 
preferable solution for this design (appendix, p. 
102). This left the last two solutions: Going 'abo-
ve' and going 'below' the ground.

The steep angle will be hard to 
cycle on- especially if the user is 
either a child or a senior

Since the existing topography al-
ready is rising towards the inter-
section, a bridge will increase this 
even more and create long and 
steep ramps

Since the intersection is on top of 
the terrain, the bridge will have to 
be high in order to get over the 
cars

Assumed medium cost, since a 
bridge has to be build.

Bicyclists's speed will increase 
going down the steep bridge, 
endangering pedestrians on 
groundlevel in a critical point of 
contact and thereby worsen the 
urban environment

Not a large designintervention, 
and it will be rather similar to the 
already existing environment

Easy access from both sides

There will be an infiltration with 
the extensive amount of cars in 
the intersection. This compromis-
es with the criteria of creating a 
safe route for school children

Low cost, since it can be done 
rather quickly with semiotics as 
guidelines

Will not contribute to the sur-
rounding environment in any 
public or recreative way

Possibility to create new ur-
ban areas at the entrances.

Physical and visual connection bet-
ween the city and the harbour

High cost, due to excavation 
work and redirection of traffic

Avoiding cars creates a safe route 
for pedestrians and bicycles

The existing topograp-
hy affords a tunnel

Ill. 77: 

Ill. 78: 

BELOW

HIGH ABOVE

ABOVE
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ABOVE
The solution for going 'above' ground was the 
first to be examined. In this part of the process, 
several different intersection and road layouts 
where examined (see illustrations below). 

When considering a redesign of an intersection, 
it is important to think about all of the different 
traffic flows that goes through it. The intersecti-
on analysis (p. 37) showed that bicyclists choo-
se to drive both straight through and make left 
turns in the intersection. Therefore, both of the-
se directions should be considered in the design 
proposal for going 'above'.

As mentioned before, there is a lot different road 
designs that priorities bicyclists. Two examples of 
road design that could be implemented on this 
specific site described below.
The initial design proposal for going 'above' the 

ground is to implement a blue bicycle path and 
a 'waiting corner' in the intersection. This will 
provide a more defined bicycle path in the in-
tersection that will make the bicyclists feel safer. 
Furthermore, the pedestrian crossing is moved 
closer to the middle of the intersection which 
makes the bicycles and the pedestrians walk/cy-
cle close together and thereby be more visible to 
cars turning down Vesterbrogade.

After working at the initial design proposal, it 
was clear that it would be difficult to design a 
solution for going 'above' that would live up to 
each of the design criteria because big changes 
in the intersection would compromise the traf-
fic efficiency in the intersection while not giving 
anything to the surrounding areas.. Therefore, it 
was decided to move forward and examine the 
going 'below' solution instead.

BLUE BICYCLE CROSSINGS
Blue bicycle crossings provide a clear division between the 
different types of traffic in an intersection. By having blue 
bicycle crossings where the bicyclists cross the intersection. 
the cars become aware of exactly where they bicyclist rides 
across the intersection. By implementing too many blue bi-
cycle crossings, the traffic becomes unorganised and can 
create even more unsafe conditions for bicycles. This type 
of crossing should therefore be used sparingly and only at 
extreme cases, where they are absolutely necessary (Den-
mark, 2019).

BICYCLIST WAITING CORNERS
When turning left in an intersection, bicyclists have to travel 
straight across the street and wait at the opposite corner. 
By implementing 'waiting corners' for the bicyclists, they 
are less likely to make a direct left turn at the intersection 
– a safer crossing is provided. In Denmark, bicyclists are al-
lowed to make left turns if they do not disrupt other traffic 
in the intersection. The 'waiting corners' provides the bicy-
clists with an opportunity to drive in front of vehicular traffic 
which provides a stronger feeling of safety because the car 
will notice them easier (Denmark, 2019).

Ill. 79: Ill. 80: 

Ill. 81: BLUE BICYCLE PATH IN INTERSECTION 

Ill. 82: PLAN DRAWING 
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This chapter examines the opportunity of going 
below the intersection. It challenges the prospe-
ct of what a tunnel is and how it can be transfor-
med to a passage or even an urban area. A case 
study of a newly constructed tunnel in Tornhøj, 
Aalborg is being analysed, following an explana-
tion of why it is important to connect areas in 
the city. Lastly, the concept of the project leads 
to the design development throughout the pro-
cess. 

Ill. 83: THE LIMFJORD BRIDGE
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RETHINKING BELOW
Tunnels across Denmark have a reputation of 
being uncomfortable and creepy due to the lack 
of lighting and because you ‘go under’ and the-
reby getting distanced from your surroundings 
(Hansen, 2020). The action of ‘going under’ is 
negatively charged with it being a metaphor 
for being overwhelmed, destroyed or defeated 
(Webster, 2020). While not necessarily defeated 
or destroyed, physically going under something 
can certainly leave you overwhelmed. The word 
‘under’ implies that you are walking underneath 
your surroundings. 

What if instead of going under, you go below?
Going ‘below’ something does in general have 
the exact same meaning as ‘under’ but the un-
derstanding of the phrase is vastly different. 
While going under the road takes you off sur-
face level and down underneath, going below 
the road rather implies, that you are going so-
mewhere, which happens to be below the road. 
Below does not imply a drastic change in level or 
the action of going underneath. It simply states 
a differentiation in level. 

As the word ‘under’ can give negative associati-
ons – so can the word ‘tunnel’. Instead of calling 
it a tunnel, it could be called a passage. A passa-
ge creates different associations than a tunnel – 
it just describes a space that creates a transition 
between areas. By rethinking tunnels as a passa-
ge ‘below’ rather than ‘under’, new parameters 
occur, but it is not enough to just use the right 
positive terms – the passage must also embra-
ce its change of relation to the surroundings th-
rough the design. Parameters such as light, slope 
and shape become key elements for the design.

At the following page, a study of tunnels and 
passages has been conducted and each of these 
have been placed on a scale going from tunnel to 
passage. The scale will help determine what ele-

ments change the perception of the space and 
make it occur more as a passage than a tunnel.
An area where this has been done is the Yo-
kohama Ferry Terminal. The terminal is a huge 
structure at multiple levels, but the transition 
between the levels are key in the understanding 
of the area. By raising the park to the roof of the 
building, the change in level is upwards, and the-
reby ensuring it does not appear as going down 
under the park into the terminal. The park rather 
appears as above, making the terminal the main 
level. The park is on top of the terminal, but the 
terminal is not under the park, since it is the de-
fining factor of how the different levels are un-
derstood. 

Other ways to open up the passage could be to 
make it go through a space or building struc-
ture, like KUNSTHAL in Rotterdam, or to imple-
ment some new activities. Ammerud Tunnel in 
Norway took the enclosed space and implemen-
ted a climbing wall to the sides of the tunnel. The 
identity of the area changed drastically with this 
implementation, as the tunnel was changed from 
a path going under a road to instead become 
an area for play and activities located below the 
road. The tunnel “opened up” for new possibi-
lities and through this became an entire urban 
space in itself. 

The key element in working with “raising” a spa-
ce from 'under' to 'below' is to consider the spa-
ce as exactly that. By looking at the space, raising 
questions as to what it could be, rather than ac-
cepting it as just a transit area, opens possibiliti-
es for urban enhancement. Implementing these 
thoughts into a design could prove beneficial in 
ensuring tunnels do not become uncomfortable 
and unsafe. You should not go under roads, but 
rather go below the road through a passage in 
an urban space. 

TUNNEL

PASSAGE

Ill. 84: TUNNEL IN AALBORG EAST

Ill. 85: TUNNEL IN AALBORG EAST

Ill. 86: PASSAGE IN AALBORG EAST

Ill. 87: YOKOHAMA FERRY TERMINAL

Ill. 88: KUNSTHAL

Ill. 89: TUNNEL IN AALBORG EAST

Ill. 90: TUNNEL IN AALBORG EAST

Ill. 91: PASSAGE UNDER BRIDGE

Ill. 92:TORNHØJ PASSAGE

Ill. 93: EWHA WOMANS UNIVERSITY
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CASESTUDY: 
TORNHØJ TUNNEL

PLACEMENT: TORNHØJ, AALBORG, DENMARK
PROJECT PERIOD: 2014 - 2017
ARCHITECT: VANDKUNSTEN

As a part of the competition ‘City in Between’, 
a theme was to create a physical connection 
across a heavy trafficked street in Aalborg East, 
and above that a connection between the peop-
le living in a socially divided suburb in Aalborg 
called Tornhøj (Realdania, 2020). Prior to the 
competition, the connection was a rather unwel-
coming tunnel with dark surroundings and ma-
terials plastered in graffiti. It was a transit space 
that enhanced only an individual mobility from 
A to B. The opening of the new and improved 
passage now instead stands as a landmark in the 
area, connecting the dots across the trafficked 
street, and is no longer seen as a tunnel: “The old 
tunnel has changed its appearance from being 
a tunnel to a bridge, that creates both an iconic 
and safe connection between the urban areas on 
both sides” (ed.)  (Realdania, 2020). These are the 
words from the fond RealDania and underlines 
the designs new appearance. On paper, it is still 
a tunnel going under a road, but it feels like a 
connection – almost continuation – of the urban 
areas on both sides, facilitating both safe oppor-
tunities for play, stay and social meetings (Vand-
kunsten, 2020). 

Different elements enhance the feeling of the 
connection being a passage in the city. The inte-
rior walls organically transform to exterior walls, 

like it is nothing more than a narrowing path th-
rough the landscape. The curved walls combined 
with a ‘light’ wood-panel roof that has been pul-
led back from the rounded corners of the walls 
create welcoming entrances. The materials have 
also made an impact on making it feel like more 
than a tunnel. The combination of bright con-
crete and a gap in the middle of the roof to allow 
sunlight to the darkest middle ensures a bright 
passage. The roof is covered with wooden slats 
that is shaped to partly cover the bypassing cars 
above which creates an illusion of the road being 
light enough to only have a minimal effect on 
the construction and passage. The construction’s 
dimensions strengthen the feeling of the area 
being dragged under the street. A wide pathway 
creates plenty of space for both pedestrians, bi-
cyclists, and self-driving busses, while also faci-
litating an easy visual connection between the 
two areas - even at night. 

Elements like the curving walls, the materials’ 
psychologic affection and the exterior spaces’ 
collaboration with the passage are all elements 
that is being brought further from this case stu-
dy, in order to create a passage under somewhat 
similar conditions in Nørresundby, that is more 
than a transit space from A to B. 

“En route to an alternative design approach, 
we need to “see” the tunnel beyond its function 
as a transport facility” (Lanng, 2014, p. 6).

Ill. 94: 

Ill. 95: 

Ill. 97: 

Ill. 96: 

Ill. 98: 
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CONNECTING 
THE DOTS

The design proposal intends to create a safe 
transition for school children going from Nør-
resundby Square to Syrestien towards Stigsborg 
Brygge. This will also create a safe route for other 
pedestrians and bicyclists as well. Besides this, 
it creates a much-needed connection between 
Nørresundby and the harbour front. According 
to professors Simon Marvin and Stephen Gra-
ham, the contemporary city is a fragmented ag-
glomeration of isolated urban pieces (M., 2014). 

“Areas of high interest for determined sectors of 
the population are highly connected between 
them, bypassing neighbouring areas conside-
red of low value” (M., 2014, p. 8)

This means, that large and important areas for 
the population are well connected, but at the 

same time neglecting the smaller areas. Almost 
the direct opposite is seen in the current situation 
in Nørresundby. Here Vesterbrogade is dividing 
the two large areas of the city. Creating a con-
nection between the city centre and the harbour 
will not only be a juncture of those two areas, but 
also between secondary connections. The square 
to the north has easy access to shopping faciliti-
es, a weekly market, bus stops, and to residential 
areas. But in contrary, the city lacks elements like 
green areas and relations to the closely located 
Limfjord. They also lack activities for children, or 
green areas, which is elements connected to the 
harbour area. By creating a connection between 
the two areas, not only a connection to school for 
children appears, but also connections between 
parts of the city that is beneficial for creating a 
more coherent city with several opportunities.

OPEN SPACE

STIGSBORGACTIVITIES

AALBORG
PARK

LIMFJORD

RESIDENTIAL AREA
BUS STOPS

MARKET
NØRRE UTTRUP

SHOPPING

SQUARE

HARBOUR

AREAS OF HIGH INTEREST

SUBURBAN

LOCAL AREAS

LINDHOLM

CONCEPT 
As mentioned in the previous paragraph, a pas-
sage between the town square and the har-
bour area is able to create strong connections 
between areas. Instead of only connecting two 
areas, the vision for this design is to stretch the 
town square underneath the bridge landing and 
onto the harbour. By doing this, the passage will 
not only be a connection of the two areas but a 
continuation of the square into the harbour. 

A fusion between these areas will strengthen the 
identity of Nørresundby as a harbour city and at 
the same time create a safe route for the school 
children cycling towards Stigsborg Brygge. The 
bicycle route is not just a bicycle path but a route 
going through urban spaces  - spaces that con-
tains people and light, and thereby will make it 
feel more safe for the children to bicycle on their 
own. 

Ill. 99: 
Ill. 100: 
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DESIGN 
DEVELOPMENT

OVERALL DESIGN DEVELOPMENT
In the beginning of the sketching process, the 
focus was on designing a bicycle path that 
could transport the bicycling school children to 
Stigsborg Brygge. As the process went further, 
the perspective began to shift from creating a 
bicycle path IN an urban space to create a bi-
cycle path that WAS an urban space in itself. 
Studies of passages showed how they easily 
can be transformed into a social space instead 
of just being a transit space. It was clear that 
the passage should create an experience rather 
than just being a ‘dead’ space. A design that 
could become more than just a transit space 
going from A to B.

INTEGRATED DESIGN
Throughout the design development, the tech-
nical and spatial factors had to be merged. The 
design must live up to the engineering require-
ments and laws regarding slopes, road layouts 
and tunnel construction. The requirements had 
to be merged with the design visions to make 
it work. Several design ideas had to be further 
developed because they did not live up to the 
requirements. As an example, a solution to get 
the bicycles safely across the street at the squa-
re needed to be found. Several factors were in-
volved in this design solution – the slope of the 
bicycle path, the cars driving at the square, the 
busses, the view lines, and the spatial sensati-
ons. All of these factors were considered when 
it was decided to remove the cars from the squ-
are, move the bus stops into the middle of the 
square, make the bicycle path cross the street 
and thereby create a small downward bump 
that would slow down the busses and create 
a softer transition down towards the entrance 
of the passage. Within this decision alternative 
routes for the cars had to be found (Appendix, 
p. 103) and it needed to be considered where 
the dimensions of the square were big enough 
to contain two bus stops – all of this was consi-
dered in an attempt to avoid big consequences 
for the infrastructural system of the area.

THEMES
As mentioned before, the design development 
contained many different factors that needed 
to be considered in the design. These diffe-
rent factors were processed through the pro-
cess and all of these factors could be collected 
within five different themes that were present 
through the entire project: View lines/conne-
ctions, shape, materials, recreation, and safety.  
Each of these themes have both engineering 
and urban design elements to it. Examples of 
design solutions for safety and connection 
were mentioned in the section about integra-
ted design. The themes view lines, choice of 
materials, shape and recreation were all con-
sidered thoroughly after the case study of the 
passage at Tornhøj and the examination of the 
terms ‘tunnel’ and ‘passage’. 

SKETCHING
The sketching phase were divided in several 
ways – group members sat apart and sketched 
individually and to make the process easier 
group roles were divided between the mem-
bers. Not more than two group members sket-
ched on the same area of the site at the same 
time – this made it easier to communicate the 
designs. Under normal circumstances, all group 
members would take part in a collaborate de-
sign process where most of the design would 
be developed on a board while the group 
discussed. It turned out to be difficult to find an 
online design tool that could deliver the same 
options. The unusual circumstances resulted in 
the design being a product of a lot of discus-
sion where inspirational pictures were used 
and then the discussion would be followed by 
a ‘synthesis’ phase where one or two group 
members tried to draw or model the results of 
the discussions. 

Furthermore, the site morphology course hel-
ped to make a lot of the discussions smoother 
because a lot of the relevant subjects had been 
explored in this course and therefore the re-
sults were already existing. 

Ill. 101: Ill. 102: SCREENSHOT FROM RHINO OF DESIGN Ill. 103: SKETCHING EXPERIMENT OF TUNNEL SHAPE Ill. 104: INITIAL DESIGN DRAWING
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This chapter describes in detail the final design 
proposal, that has been divided in three; the 
northern part placed at Nørresundby Square, the 
passage below Vesterbrogade and the southern 
part on the harbour. A masterplan, sections and 
renders are among the tools presenting the final 
design, while a video presents different areas of 
the new design in a conceptual way. A conclusi-
on sums up on whether the final design fulfills 
the problem statement and vision of the project. 
Finally, a reflection sums up the project in its en-
tirety both regarding the impact of the current 
pandemic situation with the Corona virus on the 
project and in relation to the design itself.

Ill. 105: SOUTH-EASTERN END OF THE SQUARE 
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INTRODUCTION 
TO DESIGN

It was proven that the best way of crossing the 
intersection in a way that fulfils both the design 
criteria and vision is by going below Vesterbro-
gade and the western intersection at the brid-
ge landing. Going below is the best option for 
creating the safest possible route for school chil-
dren, whilst connecting the harbour with the city 
and thereby creating a more coherent city. The 
surrounding landscape offers optimal possibiliti-
es for entrances at both ends due to large, free 
open spaces, the surrounding topography, and 
the high placement of Vesterbrogade. 

Creating a passage going below Vesterbrogade 
means a redesign of the area south of the road, 
and at the southeastern corner of the street. In-
stead of Nørresundby Square increasing tow-
ards the road, it now must decline towards the 
northern entrance of the passage. The same is 
applicable on the area south of the road, but not 
as drastic since the area here is lower than on 
the square. 

The decline affects the surrounding mobility in 
such a way, that the bus lane close to the inter-
section is relocated to the northeastern part of 
the square – next to where the weekly market is 
found. By doing so, more people will be present 
at the square, creating a more vivid environment. 
This also eliminates the critical point of contact 
that used to be, when bicyclists crossed the bus 
lane, and when cars turned into the square from 
the blind angle of the bus driver. Furthermore, 
the cars have been banned from the square and 
guided around it to make the square more about 
people and less about cars. To make it even more 
safe, busses now have a speed limit of 30 km/h 
in the square.
The final design proposal has been divided in 
three: the northern part, the passage and the 
southern part, which all have their own individu-
al character and advantages that seeks to create 
an exciting and safe route, going from Nørre-
sundby Square to Syrestien which leads to the 
new school at Stigsborg Brygge.
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Ill. 106: OVERVIEW OF SQUARE
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Ill. 107: MASTERPLAN OF THE FINAL DESIGN 
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Ill. 108: SECTION A-A THROUGH THE ENTIRE SITE FROM NORTH TO SOUTH

NØRRESUNDBY SQUAREPASSAGEPLAYGROUNDBICYCLE PLAYGROUND
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THE NORTHERN PART
Coming from Nørresundby in the north, bicy-
clists must cross over the square in order to get 
to the new passage. To create a crossing as safe 
as possible both for bicyclists and wheelchair 
users, a ramp beginning in the southwestern 
part of the square crosses the street (Ill. 112). The 
ramp is paved with red granite, which is found as 
paths throughout the rest of Nørresundby Squ-
are. Furthermore, since it is the beginning of the 
ramp, there will be a small change in level on the 
street, forcing busses to slow down, and thereby 
prioritising ‘soft’ traffic higher than busses in the 
square. 

In the upper part of the southeast corner of the 
square is the large entrance area that is accessi-
ble both from the path crossing the street, but 
also from stairs. This area is designed as a bott-
leneck-function, causing all users of the passage 
to go through this very point, and thereby crea-
ting increased activity in the beforehand rather 
empty area. 

The transformation in creating a passage instead 
of a tunnel happens through the descent lea-
ding to it. This has been made into a new urban 
environment, where at first there will be a small 
square containing both seating opportunities, 
greenery and red granite tiles for a reference 
and coherence to the rest of the square (Ill. 112). 
Going towards the passage, there is both a path 
for bicyclists, a path for wheelchair users and 
stairs with varying sizes, creating an exciting as 
well as easy access for all. Some of the steps in 
the stairs are converted into seating opportuniti-
es, so the stair itself both is functioning as a way 
of transportation, but also for relaxation pur-
poses (Ill. 113). Both stairs and ramps are made 
of bright concrete, as used in the surrounding 

context. Wooden slats are used on benches, to 
create a contrast while providing good seating 
facilities. The red granite tiles are implemented 
sporadic throughout the descent, both as a few 
steps, but also in minor visual details, to create 
relations to the already existing materials in the 
square. 

An open space is placed in front of the passa-
ge, in order to create accessibility from all three 
routes from the top, while giving a soft transition 
from passage to stairs and ramps. Small grass 
areas with a few trees is implemented in this area 
to create diversity from the hard materials and to 
bring nature to the surroundings. 

Another entrance is found when coming from 
the east. This descent has been designed with 
a similar approach as the northern part, where 
the main difference is it being more compact in 
order to facilitate ramps (Ill. 111). 

In the bottom, a café has been incorporated un-
der Vesterbrogade, next to the beginning of the 
passage. It has outdoor seating areas, in order to 
create an urban and vivid environment and the-
reby making it more than a place meant only for 
transit, but also for stay, social encounters and 
relaxation (Ill. 113). 

The design relates to the context in different 
ways. Firstly, this area has been designed with 
a geometric approach, as the rest of the squa-
re and its surroundings. Secondly, the buildings 
surrounding the design proposals have been 
accounted for. A path in the same level as the 
square has been included, providing easy access 
both to the buildings, but also for a direct route 
when going from east to north (Ill. 112). 

Ill. 109: SUMMER EVENING ON THE NORTHERN PART OF THE SQUARE 

Ill. 110: VIEW FROM THE BICYCLE PATH TOWARDS THE PASSAGE 

Ill. 111: SUMMER AFTERNOON IN FRONT OF CAFÉ 
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Ill. 112: SECTION B-B  OF THE NORTHERN PART
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THE PASSAGE
The external walls from the northern area con-
tinues inside the passage which creates its in-
ternal walls. The western wall is straight, while 
the eastern is curved, giving the passage a con-
vex shape, where the narrowest middle part is 
6 meters wide, while the entrances are 10 me-
ters wide. This shape creates a set of different 
views from the tunnel that is important in order 
to create a visual connection between the areas. 
When coming from north, the Limfjord is part-
ly visible. A small electrical power station blocks 
the entire view. To abstract for this, trees have 
been planted, where up-lights in different colou-
rs create an exciting view, while relating to the 
lights under the Limfjord Bridge. Going through 
the passage, it opens to show the public spa-
ce, the lights under the Limfjord Bridge, and the 
path leading to Syrestien. Coming from south, 
the square and the marketplace is visible, until it 
opens to the green area. 

The roof in the passage is covered with wooden 
slats which makes the entire construction seem 
light, even though it ‘carries’ a lot of cars driving 
by above. At the entrances, the wooden slats curl 
up creating a soft transition from going outside 
to inside the passage, and thereby blurring the 
line between an urban space and a passage. This 
construction creates a welcoming atmosphe-
re, while covering the cars above. In the middle 
of the roof, a hole from the median separating 
the traffic at Vesterbrogade, ensures the darkest 
area of the passage to be lit up, while creating 
views to the sky inside the passage. The bright 
concrete also facilitates light to reflect into the 
passage, and thereby helps creating a safe en-
vironment.

Inside the passage, there is a soft division bet-
ween bicyclists to the west and pedestrians to 
the east with wayfinding lights installed in the 
middle of the path. The convex shape ensures 
a large and welcoming entrance, while facilita-
ting more social proximity in the middle. On the 
western straight wall, interactive lights create 
an exciting atmosphere. Thin waves of light fol-
lows the bicyclists and ending up splashing at 
the end of the tunnel, creating references to the 
Limfjord - the more bicyclists in the tunnel, the 
more waves. To the east, a wall of glass separates 
the paths with a small exhibition area. This is a 
space where local artists or others can display 
their work for the local community to see. 

Ill. 114: NIGHT WITHIN THE PASSAGE 

Ill. 115: VIEW FROM THE PASSAGE TOWARDS NORTH 

Ill. 113: VIEWS FROM THE PASSAGE 
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THE SOUTHERN PART
After going through the passage, the southern 
part of the design appears. This is designed with 
a more organic approach, referencing to the 
landscape it opens up to, being both the Lim-
fjord and a small park area. The organic shape 
is underlined by the surface. The entire area is 
a public place that is tilted slightly towards the 
passage, and thereby avoiding the presence of 
stairs completely. The area is divided in three ac-
cording to functions. A bicycle path is placed to 
the west for easy connection and transition to 
the path in the passage. In the middle is a sand 
filled playground, with different elements, for 
example a ship combined with a climbing wall, 
creating references to the fjord. In the eastern 
area of the public place, pedestrians and wheel-
chair users are prioritised with an easy and direct 
route to both the passage and the culture house, 
that is being incorporated in the Limfjord Brid-
ge. The area is being divided by lifted elongated 
shapes, that both contains greenery in grass and 
shrubbery while also functioning as benches, gi-
ving opportunity for stay. 

Both the western bicycle path and the eastern 
pedestrian area leads to a system of paths. The 
path in extension to the public area has been 
redesigned from a pedestrian path into a sha-
red space for both pedestrians and bicyclist. This 
path creates connections from both the passage, 
Strandgade and Syrestien. Next to this path is a 
bicycle playground that contains a curving path 
going through the area, creating both small hills 
and turns. This structure seeks to create a playful 
route for children while improving their bicycle 
motor skills. The path goes under the Limfjord 
Bridge and occupies some of the unused areas 
found at this spot beforehand. 

Both a direct route for commuters and a more 
exciting route for children are established. Both 
routes are part of the entire system, that creates 
a safe, exciting and interesting route going from 
Nørresundby Square, below Vesterbrogade and 
the large intersection at the bridge landing, tow-
ards Syrestien that has Stigsborg Brygge and the 
new school as destination, and vice versa. 

Ill. 116: CHILDREN SKATING AND BICYCLING ON THE PLAYGROUND 

Ill. 117: NIGHT AT THE BENCH AREA IN THE SOUTHERN PART  
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Ill. 118: SECTION C OF THE SOUTHERN PART
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CONCLUSION
This project set out to create a safe path for 
school children going from Nørresundby Squa-
re to Syrestien which leads to Stigsborg Brygge 
and the relocated school (and vice versa). But it 
rather quickly became more than that since the 
analysis showed that Nørresundby Square was 
rather empty of people, had large unused are-
as, and did not have a clearly defined identity or 
function. Therefore, a redesign was necessary in 
order to create a design proposal that complied 
with both problems. The passage facilitates a 
safe crossing of the highly trafficked Vesterbro-
gade. But the way in which the descent from the 
surroundings to the passage creates new urban 
environments, benefits the city in a broader way. 
Towards north, the bottleneck-function causes 
people coming from south and east to pass th-
rough the same spot in the middle of the square, 
and thereby creating a livelier atmosphere. The 
design proposal creates a descent with oppor-
tunity for stay while providing easy access for all. 
At the passage, the café is a part of creating a 
public space, somewhat hidden from the busy 
city life despite being in the middle of it. 

The concept of pulling the square below Vester-
brogade to end up at Rundingen supports the 
prospect of making the passage more than a 
tunnel - more than a hole in the ground. Instead, 
it hints more of being an urban area going be-
low the traffic, creating connections between the 
harbour and the city - and between people. The 
passage relates to the surrounding areas both 
according to light and shape, but also in relation 
to function, where e.g. local as well as external 
artists, school students or others can exhibit their 
work for the local community to see. 

The southern part relates to the context through 
organic shapes which functions both as a transit 
space and as a place for stay. The area is designed 
with young people in mind with the implementa-
tion of both a normal and a bicycle playground. 

The latter is an exciting, fun and educational con-
cept, that seeks to promote children’s desire to 
use their bicycle, both when traveling to school, 
but also in their spare time. 

The changes that have been made regarding the 
contemporary mobility in the area, is beneficial 
for both the design proposal and the square in 
general. Pedestrians and bicyclists have been gi-
ven higher priority, by excluding cars from the 
square to create a safer and less car-oriented 
space. This will not affect the daily commuters 
through the square, since alternatives is possi-
ble (Appendix, p. 103). The relocation of the bus 
stop ‘Nørresundby Torv’ eliminates a very criti-
cal point of contact, which affected both cyclists, 
cars and pedestrians. The relocation of the bus 
stop into the north-eastern part of the square 
will generate more public activity in the centre 
instead of the outskirts of the square. 

The creation of the design proposal requires a 
lot of construction work. Approximately a quar-
ter of the square needs to be excavated in or-
der to create the declining area to the passage, 
which will be both rather expensive and time 
demanding. The same applies to Vesterbrogade, 
where the construction work will create traffic is-
sues. But if the construction can be split in stages 
it might be possible to only close one lane at the 
time, and thereby maintain a flow of cars in the 
other lane. 

We believe though, that the benefits overrules 
the disadvantages. By creating a passage combi-
ned with new urban areas and features, the sa-
fest route possible for school children as well as 
other pedestrians and bicyclists will be establis-
hed, while the area will be improved on a more 
general term in creating Nørresundby a more 
coherent city. 

REFLECTION
PROCES 
Throughout the project report, the consequen-
ses of the lockdown have been mentioned se-
veral times. Overall, it has affected the analyses, 
the sketching process and the entire commu-
nication throughout the process. Especially the 
communication have been a big challenge - fin-
ding the right online communcation tools, trying 
to discuss a design when microphones do not 
work or the internet connection is bad and at the 
same time not be able to see and point at a bo-
ard in a group room. Almost every part of the 
process takes up more time and energy when it 
has to be done online. 

Looking back at the process, the lockdown disa-
bled the teamwork and therefore was a lot more 
individual work. A result of this was that it was 
difficult to go into minor details with a design 
but at the same time, it helped a lot that this 
lockdown hit this project at 2nd semester of the 
master instead of for example the 2nd semester 
of the bachelor. The skillset the group members 
have developed over time has been a great help 
for reaching the finish line in this project with a 
design proposal that creates a solution to the 
main problem.

DESIGN
When reflecting upon the design, it is clear that 
it started out as a design for a tunnel and in-
stead ended up as a design of an urban space 
that is dragged below the road. The passage 
itself - its shape, materiality, and the interior - 
could have been processed more thoroughly but 
it was discovered how complex design of pas-
sages really are. The design proposal could just 
have been a design of a passage - but this pas-
sage needs to be connected to the surroundings 
and this is exactly what has been the focus in this 
project - the design of the surroundings guiding 
towards the passage. Making the passage more 
than a transit space, but an urban area in itself.

It has been reflected upon the site boundary - 
whether a bigger part of the square should have 
been included to make sure that it got more ac-
tivated. As an example, the placements of a café 
in the passage was discussed thoroughly becau-
se it would attract people and draw them away 
from the market place and shops. As a result of 
this, the square itself and what it offers needs to 
be evaluated as well and perhaps more cafés or 
restaurants need to placed around it.

Furthermore, complications arose regarding the 
technical requirements for slopes. Information 
given at a lecture within a previous course on 
the semester did not comply with the actual re-
quirements listed in 'Bygningsreglementet'.

As a final note, we do believe the design pro-
posal has beneficial advantages both regarding 
school children, bicyclers and pedestrians, as a 
connection between areas in the city and as a 
new and improved public place in addition to 
the already existing Nørresundby Square. 
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SOIL SAMPLES

1: The square
2: Brotorvet
3: Mellem Broerne

1:2000

1

1

2

3

Udskrevet 11/3 2020 Side 1

DGU arkivnr:  26. 2370BORERAPPORT

De Nationale Geologiske Undersøgelser for Danmark og Grønland

Borested : Torvet, Nørresundby
9400 Nørresundby
Bor.3

Kommune : Aalborg
Region  : Nordjylland

Boringsdato : 2/9 1969 Boringsdybde : 10,3 meter Terrænkote : 3 meter o. DNN

Brøndborer : Kampsax Geodan
MOB-nr  :  
BB-journr  : 69242
BB-bornr  : 3

Prøver
- modtaget  :  
- beskrevet  :  
- antal gemt  :  

af  : G

Formål  : Geoteknisk boring
Anvendelse  :  
Boremetode  :  

Kortblad  : 1317IIISV
UTM-zone  : 32
UTM-koord. : 556019, 6324512

Datum  : ED50
Koordinatkilde  :  
Koordinatmetode  : Dig. på koor.bord

(seneste) 6,4 meter u.t. 10/9 1969Indtag 1
Ro-vandstand Pejledato Ydelse Sænkning Pumpetid

o

s

ml

s

0 (fyld).

2 (sand).

3,3 (glacial moræneler (leret till)).

7,7 (sand).

10 (glacial moræneler (leret till)).

meter u.t.ø ukendt
ø ukendt

8,8
Filter (i1)

9,3
10,3

0

5

10
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2 3

Udskrevet 11/3 2020 Side 1

DGU arkivnr:  26. 5347BORERAPPORT

De Nationale Geologiske Undersøgelser for Danmark og Grønland

Borested : Brotorvet, Nørresundby Kommune : Aalborg
Region  : Nordjylland

Boringsdato : 20/12 1993 Boringsdybde : 8 meter Terrænkote : 3,3 meter o. DNN

Brøndborer : Andreasen og Hvidberg, Ålborg
MOB-nr  :  
BB-journr  : 93266
BB-bornr  : 4

Prøver
- modtaget  :  
- beskrevet  : 20/12 1993
- antal gemt  : 0

af  : T

Formål  : Geoteknisk boring
Anvendelse  :  
Boremetode  :  

Kortblad  : 1317IIISV
UTM-zone  : 32
UTM-koord. : 555945, 6324190

Datum  : EUREF89
Koordinatkilde  : Geoteknisk firma
Koordinatmetode : KMS digitale kort

o

g

s

0 FYLD, (fyld).

3,7 GRUS, kridt-holdig. (grus, sand og grus).

6,8 SAND, leret, stenet, kridt-holdig. (sand).

meter u.t.ø ukendt
ø ukendt

8

0

5
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Ortofoto 2011 (GeoNord)

Træk et historisk lag herop
Historiske flyfoto

Nordjylland - 1944

Nordjylland - 1979

Nordjylland - 1985

Nordjylland - 1992

Basic Cover - BC1987 - Region I+II

Basic Cover - BC1990 - Region I+II

Aalborg - Nørresundby 1979 (1:5.000

Aalborg - Nørresundby 1990 (1:5.000

Aalborg - Nørresundby 1990 (1:8.000

Aalborg - 1967 (1:25.000)
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Aalborg - 1981 (1:25.000)

Aalborg - 1986 (1:25.000)

Aalborg - 1987 (1:20.000)

Aalborg - 1987 (1:25.000)

Aalborg - 1988 (1:5.000)

Aalborg - 1992 (1:25.000)
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Jammerbugt - 1974
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HISTORICAL MAPS

1979 - A road gives easy and direct acces from the Limfords Bridge to Nørresundby Square
http://geonord.flyfotoarkivet.dk/ [Accessed 13/5-2020]

2008 - The direct path to the square have been removed
http://geonord.flyfotoarkivet.dk/ [Accessed 13/5-2020]1:1000
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CALCULATIONS

To make a ramp going above the street the maximum fall would be from the top of the ramp to the 
bottom landing at the harbour site of the street which is on a lower elevation than the square itself.
Height of the ramp: 4 meters
Difference in elevation: 2.2K1.3 = 0.9

A ramp for wheelchairs without rapou is allowed a maximum steepness of 4%
The necessary length of the ramp is calculated in meters.
4C0.9

0.04  = 122.5000000

A ramp for bycicles is allowed a maximum steepness of 10%
The necessary length of the ramp is calculated in meters.
4C0.9

0.1
 =  = 49.00000000

To make a tunnel going below the street an elevation lower than the one present at the harbour would
be necessary.
The tunnel would be at elevation zero making the biggest difference in elevation the one between the
square and the tunnel.
Difference in elevation: 2.2K0 = 2.2

A ramp for wheelchairs without rapou is allowed a maximum steepness of 4%
The necessary length of the ramp is calculated in meters.

2.2
0.04  = 55.00000000

A ramp for bycicles is allowed a maximum steepness of 10%
The necessary length of the ramp is calculated in meters.
2.2
0.1

 = 22.00000000

Calculations have been made in order to find the lengths of the ramps, when both going high bove 
and below Vesterbrogade. Calculations cover both the requirements for wheelchairs and bicyclists. 

The results showed, that going high above would be problematic due to the already ascending 
topography towards Vesterbrogade, which would create long ramps. Going below requires  signi-
ficantly shorter ramps, but they needed more space than was possible in the first designproposals, 
why the site boundary was changed in order to facilitate the ramps in a proper way

REDIRECTIONS

880 m

1120 m

10
80

 m

A

B

1:5000Alternatives to drive through the square. 
The route from A to B through the square is 640 meters

Area being closed of by cars in the design proposal
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