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Abstract 

This study is a thematic analysis of written plan-descriptions associated to valid 

detail-plans in the city of Umeå. These plan-descriptions are used as gateways to how 

planners and architects have reasoned when it comes to planning decisions. The 

thematic analysis is conducted on 24 selected detail-plans in the city of Umeå and has 

the starting point of the three themes of Mobility, Green space and Safety. The 

themes are identified as important to study in the light of the sustainable 

development concept where new modes of transportation, better knowledge about 

how nature affects us and a safe environment for everyone are propagated. 

 

By making better use of the fine source of information and insights that are the 

detail-plans students, researchers and practitioners can more effectively steer their 

efforts towards areas that really are in need of change. There is also something to be 

learned about the connection between process and outcome in physical planning. 

 

The results of this study show first of all that the scope and the thoroughness of 

detail-planning have changed over time. During the 1950’s, 60’s and 70’s the plans 

generally covered larger areas and the descriptions where short and concise. In 

present time the plans generally cover smaller areas but are very exhausting in their 

investigative preparing work and associated documents. Other findings are that the 

goal of a safe environment in the detail-plans mostly is connected to traffic-safety. 
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Introduction 

Spatial and physical planning is practiced because we have a strong belief in that we 

build better cities, and societies, if we weigh pros and cons with different solutions 

for whatever problems or challenges that may occur when our cities grow. This 

weighing of pros and cons might have to do with the conflict between public and 

private interests or the conflict between economic aspects and environmental aspects. 

Within planning, the conflicts often are spatial. Even how difficult it might be to 

decide between the opposing interests it is our belief that a rational process with 

thorough investigations leads us, or the planners, to make the best possible decisions 

for future citizens and us here today. 

 

The way planning is practiced have changed over time. Physical planning became 

institutionalized early in the 20th century meaning that planning was established as a 

profession and an academic field (Söderström 1996). After a period of stagnation 

during the world wars the development of planning as a profession and academic 

field gained momentum again during the 1950s and 1960s. Planning during this time 

focused mainly on physical design and a rational process (Strömgren 2007). The 

belief in the rational process as the best way to plan our cities has its roots in the 

enlightenment tradition. During this time great trust were put on the planners and 

their capabilities to make rational choices during the planning process. Their 

knowledge together with the way they presented solutions to urban problems such as 

congestion and overcrowded housing was convincing and led to great changes in the 

way cities were built (Nyström & Tonell 2012). To define the way planning is done 

today and its main problems to solve are more difficult. Reasons for this may be that 

the numbers of stakeholders and actors that participate in the planning process have 

increased and that the urban problems have become far more complex today. Certain 

are that the amount of different needs and problems that planners have to cater to 

have increased and diversified. Communication among different stakeholders and 

actors during the planning process have been one way to adjust the practice of 

planning in line with changing conditions (Strömgren 2007). 

 

As spatial planning was established as both a professional practice and as an 

academic field, naturally the discussion about the relationship between the two 

spheres started. Fainstein and Campbell (2012) write about two different roles for 

planning theory, one that functions as a vanguard for the field and kind of protects its 

space inside academia, the other one, they write, is to keep track of and explaining 

processes that take place in cities and urban areas. They go on by writing that some 



have the notion of planning theory as lagging behind actual planning practice and 

only trying to keep up with the development in the practicing field, explaining and 

legitimizing it. It is difficult to distinguish whether the focus on sustainability was 

something that first came up in the theoretical debate or if it actually first of all was 

practiced, probably there is no clear cut answer. 

 

Sustainability was once and for all lifted up onto the national and international stage 

after the Brundtland-commission and its report. Some mean that before 1987, when 

the report was published, the concern with ecologically sustainable development had 

been more of a local one. With the Brundtland-commission and the following UN-

conference in Rio the sustainable development became not only a local concern but 

an international one (Sandstedt 2001). Maybe most importantly was that the concept 

of sustainable development received a definition that a majority could agree with. It 

later also became the base for Agenda 21 (Manzi et al. 2010). At this time the social 

and economic aspects were also included into the concept of sustainability. Therefor 

the term became very wide and that is one of the reasons to why it has so many 

definitions (Nyström & Tonell 2012). The relationship between spatial planning and 

sustainability is certainly an important and significant one. 

 

Planning, both the practice and the academic field, is very wide in the meaning that it 

touches on many different aspects of society and it interacts with many different 

academic fields. Inside academia planning is connected to architecture, geography, 

economics, sociology and political science to only name a few (Fainstein & Campbell 

2012). To study the relationship between a wide concept such as sustainability and an 

interdisciplinary practice and field such as planning you first of all would have to 

narrow things down. This study aims at accomplishing that by focusing on three 

specific themes all connected to sustainable development and planning. 

 

Nyström & Tonell (2012) identifies three different archetypes of planning, which are 

planning for new exploitation, planning for modifying existing constructions and 

planning for protection and conservation. According to the Swedish plan and 

building act (2010:900) a detail-plan is needed for all these three instances of 

planning. As opposed to other planning documents, such as the comprehensive plan, 

the detail plan is legally binding until it is upheaved or changed. The temporally long-

reaching validity of the detail-plan might inflict not only on the need of continuing 

democratic influence but also the promotion of a sustainable planned and built 



environment (Nyström & Tonell 2012). These are reasons to why study detail-plans 

in the light of the concept of sustainable development. 

 

According to the PBC (2010:900) every detailed plan needs to have a written plan-

description. Among other things this description has to contain an account of the 

considerations that have led to the design of the plan in regard to opposing interests 

and the plan’s consequences. This sounds like a source for valuable insights into the 

reasoning of planners. If one would look down on Umeå with the zenithal gaze of the 

planimetric map the city would be made up of a patchwork consisting of detailed 

plans. Of all the plans valid at a certain point of time there will be some that date way 

back and the planners and architects that wrote its planning description have since 

long retired. Some plans will be only a year old, but they all contain this written 

description of the plan with insights into the reasoning of the planners and architects 

who have made it. What follows is a thematic analysis of a cross-section of all the 

valid plans in Umeå of today with regard to the themes of mobility, green space and 

safety that can be connected to the concept of sustainable development. 

Aim 

The aim with this paper is to contribute with knowledge about how the themes of 

mobility, green space and safety are dealt with when conducting detail-plans in the 

city of Umeå. A detail-plan need to include a description where planners, according 

to law, have to account for the reasoning in relation to conflicting interests. Umeå is a 

medium-sized city with Swedish measures and there are many detailed plans that are 

currently valid. Some detail plans that are still valid and are included in this study are 

adopted as early as the 1950’s and the latest ones are adopted in the 2010’s. Through 

a thematic analysis of the pre-determined themes mentioned above based on written 

detail-plan descriptions we will gain insights into how planners throughout time have 

reasoned when making decisions related to the themes of mobility, green space and 

safety. These themes are distinguished as being related to one or more aspects of the 

concept of sustainable development and they will all be closely presented in the 

following section. To fulfil the aim of this study the following research questions will 

be answered. 

 

Research questions 

1. If so, how are the themes of mobility, green space and safety mentioned in the 

detail-plans? 



2. What aspects of the themes are dealt with in the detail-plans? 

3. How does the answers to the above questions correspond with the concept of 

sustainable development? 

  



Literature review 

The structuring of this part – the literature review – follows that of a system-

perspective as described by Nyström and Tonell (2012:112-113). The system-

perspective is applied on physical planning, as this is the object of this thesis, the 

detail-plan to be more specific. The conducting of the detail-plan and its 

implementation are viewed as processes and the processes are started and carried out 

by actors – the planners, construction companies, politicians. The actors and the 

processes they are a part of are affected, influenced and steered by structures. 

 

Sustainable development is viewed as the structure in the case of this study. To say 

that the structure is the concept of sustainable development is misguiding, it is more 

than just a concept. Campbell (1996:296) writes about the conflicts related to 

sustainable development, those of weighing economy, environment and equity 

against each other or together, and says that “those conflicts go to the historic core of 

planning.” They are still there today, affecting every actor and process involved with 

planning. Actor, process and structure relate to each other and that is how they 

become what they are. The planner would not be an actor if it did not start planning 

processes and sustainable development would not be a structure if planners did not 

relate to it. 

 

The purpose of this section is to illustrate how those relations look like on a 

theoretical level, which gives us the necessary preparations in order to apply this way 

of thinking on the specific case of Umeå and the selected detail plans. Figuratively 

speaking, if these relations would be cut right through we could distinguish many 

different geographical scales. This study focuses on the very local scale, but as we will 

see these relations leads us up the ladder of scales. Detail-plans sometimes only cover 

a single real estate but as we also will see it is more common with plans that cover a 

whole block and even several blocks. By applying the system-perspective, though, we 

go even further, zooming out to the whole city, to the municipality, to the region and 

then on to the national and international scale. Zooming out is what this literature 

review is here for, applying us, as mentioned above, with context and the right tools 

in order to then zoom in again on Umeå and the detail-plans. 

Sustainability 

Manzi et al. (2010) split the word “sustainability” up into three parts that mutually 

reinforce each other, much like the relationship between economic, social and 

environmental aspects of sustainability as a goal. The three parts of the word is the 



normative part, the strategic part and the descriptive part. There is the normative 

part because sustainability is a vision of a desired end state that is more long term 

than final. If you do not share this vision you break the norm. There is the strategic 

part because the word and the concept stretches and touches over so many different 

fields and every measure and action taken in the name of sustainability must work 

toward the same direction. The descriptive part has to do with the word’s ability to 

point to processes, actions and objects and designate them as sustainable or 

unsustainable. As we see the three parts are closely interrelated. Thinking about the 

word in this way gives a brief insight into the workings of the word and its power. It is 

maybe then not strange that “sustainable cities” can be considered to be a paradigm 

of urban planning and development for the last 30 years (William 2010). 

What is meant with sustainability and what is not sustainable? 

Sustainable cities are to be achieved through sustainable development. But what 

exactly is a sustainable city? What, even, is development? What is the goal of 

planning? Sustainable development and planning have more in common than the 

obvious one that sustainable development is an overarching goal of planning. 

Sustainability and the economizing of resources have been a concern for scholars and 

planners for a very long time and it can be traced back to Thomas Malthus’s fear of 

the resources’ exhaustion if the population grew too much (Manzi et al. 2010). But 

back then the solution was not named sustainable development and it was not 

defined in the way that it later was going to be namely: “development that meets the 

needs of the present without compromising the ability of future generations to meet 

their own needs” (World Commission 1987). This definition is today by many actors 

agreed upon internationally since the Brundtland Report from 1987 (Nyström & 

Tonell 2012). 

 

The EU has a Sustainable Development Strategy that was determined in 2005 and it 

can be summarized and listed in a number of core areas (here from Manzi et al. 

2010): 

 

• Climate change and clean energy. 

• Sustainable transport. 

• Sustainable consumption and production. 

• Conservation and management of natural resources. 

• Public health. 

• Social inclusion, demography and migration. 



• Global poverty. 

 

As we can see in this list of bullet points the concept of sustainable development 

covers almost all aspects of modern life or all aspects of modern life as we think it 

should be, because not everybody have this in their lives, not all cities have this in 

their structures. And that is what sustainable development is, that human lives and 

human settlements that do not have this are given a chance to develop in the areas 

where they lack some of this. Spatial planning “… represents a form of spatialised ‘fix’” 

for the above goals (Whitehead 2011:32).  

 

This is also part of the critique that the concept of sustainable development gets. 

When covering so much, almost every aspect of planning and modern life, then what 

is there really left? It gets hollowed out. It looses its meaning. But critique as such is 

based on a misunderstanding of the whole idea. Campbell (1996) uses the example of 

planners; there is probably no single practising planner or planning scholar who 

successfully focuses on all the above points. One of the main goals with sustainable 

development, which should be a point in the list as well, is cooperation and exchange 

and enhancement of ideas. Every person needs to bring to the table what he or she is 

best at, the knowledge that the planner have attained from specialising on a certain 

topic, maybe it is transport infrastructure or maybe it is the quality of public spaces. 

This specialisation is at the same time key and an obstacle for sustainable 

development. 

 

A specific urban form, dense is often mentioned, is believed to have effect on a city’s 

sustainability by some (O’Sullivan 2014). This denseness can also be compactness; 

the compact city is a sort of ideal city among some planning practitioners, but that 

vision of the sustainable city is not shared with e.g. sociologists (Williams 2010). A 

compact city, it is argued, bring with it a more effective use of energy and resources, a 

greater possibility to rely on public transport in your daily life, more land available 

for agriculture and also accessibility to important social institutions (Keviani 2010). 

 

At a first glimpse it might seem paradoxical that many planners now propagate the 

idea of dense and compact cities when overcrowding was one of the main problems in 

the end of the 19th century in cities like Chicago and London (Hall 2014). We have of 

course come a long way in building better houses, taking care of our waste and 

building sewers. But we see other problems that can be argued to connect to density 

such as congestion in traffic and shortages of housing. This shift towards denser and 



more compact cities is an answer to how western cities have been built since the end 

of the Second World War. With the rapid increase in industrial productivity and 

standards of life with cars and single-family houses the cities and suburbs expanded 

in an extreme way spatially and the pollutions skyrocketed (Whitehead 2011). 

 

It is possible to draw more connections between the concept of sustainability and the 

history of spatial planning. Whitehead (2011) points to Le Corbusier’s vision of the 

radiant city, which was going to be very energy-efficient and very dense – a 

skyscraper. The similarities end, though, pretty soon because Le Corbusier wanted to 

build on a clear site, if there were any pre-existing construction this would have to be 

torn down and Le Corbusier’s trust in the car was enormous (Hall 2014). Whitehead 

(2011) also mentions similarities between the sustainability concept of today and 

Howard’s garden city plan and the urban ecological regions envisaged by Mumford 

and Mackaye. There are clear similarities between modern ecological thinking and 

the way that food and waste and energy were all taken care of in the same area. But 

Whitehead (2011) points to one fundamental difference and that is that today’s 

sustainability concept starts off from existing physical structures. 

 

That can be questioned though; in a Swedish context we can take the development of 

the Royal Sea Port in Stockholm (Nyström & Tonell 2012:128-129) and the Northern 

Island (Norra Ön in Swedish) in the middle of the Ume river in Umeå (umea.se 2016). 

These two projects are both large scale urban development projects that both have 

sustainability as its catchword and they are certainly not building on any old existing 

structures. In the Royal Sea Port they are preserving some of the beautiful old gas-

holders but that is it. This is yet again another dilemma when our cities need to grow, 

at what terms is that happening and how is it made in a sustainable way? 

 

Though, a focus that have weighed over on the economical aspects of sustainability, 

the concept ‘sustainable development’ has worked as a unifying force, especially in 

planning where so many fields and academic areas come together (O’Sullivan et al. 

2014). Williams (2010), though, see a divide between the belief in the technical 

solutions leading to sustainability and that of the social change leading to 

sustainability. Technical solutions that many belief in are cars and other vehicles that 

run with renewable energy. That would mean that we could continue on traveling on 

the roads as we do today and still save the climate. It is a technical solution that does 

not entail any social effort, we do not need to change our behaviour. A social solution 

would be to totally changing our travel habits, not travel to the same places for 



vacation, not take the car to work, buy locally produced foods and so on. To focus 

singlehandedly on either a technical solution or a social one will not bring us far. 

Today planners and researchers talk more of socio-technical solutions where new 

technological aids, like mobile applications, can facilitate a behavioural change 

(Manzi et al. 2010). 

 

As mentioned above the word sustainability involves a descriptive function, which 

can point at processes and projects and name them sustainable or unsustainable. 

Dooling (2011) points to Vulnerability as being the antithesis of sustainability. She 

means that for a society to even have the chance to be sustainable in the first place it 

needs to be resilient, meaning that it can achieve status quo after a challenging 

ecological, social or economic event. If the society is vulnerable it cannot bounce back 

after a major event, let alone be sustainable. This way of thinking resonates with the 

saying that a society is only as strong as its weakest part, which effectively pictures 

the need to get everybody on board if a change is to take place. 

 

Campbell (1996) visualizes his thoughts with a triangle of conflicting goals for 

planners. He argues that planners can be placed in one of three corners of a triangle 

consisting of equity, economy and environment. If you are an economic planner you 

plan to indirectly maximize profit, you cater to the companies’ needs, you view the 

city as made up of economic zones. The equity planner wants to redistribute the 

wealth and possibilities that a city produces and offers so that all social groups have 

the same opportunities and he or she views the city as divided along lines of class and 

origin. If you are an environmental planner you want to secure the bio-diversity and 

not have the surrounding forests cut down and you see the city as made up of 

different habitats and green spaces. 

How to achieve sustainability 

Campbell’s triangle (1996) is a good place to start off with among all those different 

takes and point of views that exist when it comes to ways to achieve sustainability. 

Above, it was explained how planners in a generalized way can identify with one of 

the three corners in the triangle consisting of economy, equity and environment. 

Depending on which of the three you identify with you have a specific focus, such as 

bringing more companies to your municipality if you are an economic planner. The 

sides of the triangles that connect the different areas represent conflicts that arise 

when two priorities collide. A property-conflict arises between economy and equity, a 

development conflict arises between equity and environment and a resource conflict 

arise between environment and economy. 



 

As Campbell (1996) write of conflicts others (Whitehead 2011) write about 

contradictions and paradoxes. It is clear that such a broad concept as sustainable 

development with so much at stake brings about conflicts between different interests. 

One reason to why there are so many conflicts might be the prevailing dualistic view 

of man and society as separate from nature, that there is a conflict between them and 

the development of one is on the cost of the other. In order to move on from this 

dualistic view we need to recognize that we as human beings cannot live without 

nature. That insight is already widespread but we act as if that is not the case many 

times. When we start acting accordingly that is when we start getting into the centre 

of Campbell’s triangle (1996). 

 

Another cause for contradictions and paradoxes is the growing number of actors, 

institutions and other organisations that are involved in urban planning of all sorts. It 

have led to more specialization of each and every actor’s area of interest. O’Sullivan et 

al. (2014:303) talk of “segregation of policy activity into discrete silos.” This has to do 

with governing which, needless to say, plays an important role in the project of 

sustainability. It is not clear though that it plays a beneficiary role. Manzi et al. 

(2010) point to governance as being a core aspect in the debate about sustainability, 

partly due to the responsibility that existing political arrangements have in the 

reasons to why the situation is what it is today. Arrangements of governance changes 

quickly with public and private actors in roles that they have never played before and 

this raises questions about democratic accountability and transparency. In 

connection to the political and public mobilization around sustainable development 

programs Whitehead (2011) claim that most of the actually existing socio-

environmental improvements in the British context have been initiatives outside the 

public sphere. 

 

Right after the global economic crisis around 2010 and onwards we have seen that 

planned large-scale sustainability projects, both in the developed and the developing 

world, were brought to a halt (Williams 2010). The economic recessions that we have 

seen plenty of both on national level and on the more local regional level have made 

measures to increase sustainability secondary to quick fixes for the economy. Fixes 

that are aimed at increasing consumption and borrowing are not sustainable 

(Whitehead 2011). 

 



Opposed to the often claimed unbalanced focus on economic aspects in debates over 

sustainable development there are scholars that claim that economic and social 

aspects have been put in the shadow due to increased awareness of global warming 

and the like (Keviani 2010). 

Economic unsustainable conditions in cities in the global north and western world 

are among others deeply rooted segregation. The segregation often run along lines 

between natives and immigrants, those with jobs and those without, those with basic 

education and those without and the segregation is spatial. This is related to 

decreased financial stability of municipalities where the poor municipalities cannot 

provide for the basic functions in society that are every citizens rights, such as 

healthcare, education and police (Keviani 2010). 

 

Not everyone everywhere praise sustainable development as the saviour. Whitehead 

(2011) gives some examples of cities, organisations and governments that by different 

reasons have abandoned or lost fate in sustainable development as a concept. There 

is the town of Mesa in the US that due to economic recession and intra-regional 

competition puts everything on one card and tries to become the new aerotropolis. 

There are the organisations in the UK, and all over the world, that now think it is to 

late to save the planets environment and are preparing for the worst. Then there is 

municipal pragmatism that tends to be a long step away from the values of 

sustainability, more about that below since it is connected to the question of 

geographical scale. 

Geographical scale 

Municipal pragmatism in the way that local government gives in to all kinds of 

demands from neighbouring municipalities and different actors active in the own 

municipality and fools itself to belief that it still acts towards sustainable goals is of 

course not sustainable. The way that Whitehead (2011) describes this municipal 

pragmatism is for example that a municipality lets a developer build on a green tract 

that is protected as valuable nature with the excuse that another area with even more 

valuable land gets protected instead. In this way the municipality bargains with 

different areas of protected land and totally looses the sense of place. In this way the 

importance of place and geographical scale is ignored. 

 

One view of the development of planning is that it has shifted from focusing on the 

distribution of land for different uses to focusing on consequences of different land-

uses (Nyström & Tonell 2012). Focus has also been directed at major infrastructure 

projects and urban development projects that are so big in scope that they affect vital 



functions in the eco-systems of whole regions and also push away rural citizens from 

their homes and farmland (Keviani 2010). 

 

The question of scale is really important both from a policy/managerial point of view 

and also from a practical material point of view. Government and governance does 

obviously relate to policy and management and in order to achieve any kind of 

sustainability it has a lot to do with the ability among different actors to work towards 

a common goal. Cooperation between different actors is important and this 

cooperation can be of a vertical or a horizontal type, or both. Different actors 

cooperating vertically in a project might include the EU, a national organization, a 

city council and some local grass roots movements. In that case it is probably not a 

great risk that there is a confusion over who is doing what, the risk might be bigger 

that all participants of the project not have the same goal in mind. In a project 

working towards a sustainable development with a vertical type of cooperation 

among actors it is usually different political and private organizations active in the 

same city or region that works together. All participants are probably pretty clear 

over what kind of goal that the project aims at fulfilling but there might be more 

confusion over who is supposed to do what and what kind of knowledge that every 

actor brings to the project (Nyström & Tonell 2012). 

 

Manzi et al. (2010) refers to the Brundtland Report and distinguish subsidiarity as a 

core principle of sustainable development. Subsidiarity means that decisions should 

be taken as close as possible to the people or area that the decision affects. “Think 

global: act local” is a catchphrase among policymakers and activists engaged in the 

work towards sustainability and it is a good sign of how important geographical scale 

is (Manzi et al. 2010).  

 

O’Sullivan et al. (2014) point to the growing awareness of the importance of 

interconnectivity of open and green spaces as a result of the holistic starting point 

that sustainable development brings with it. Interconnectivity is now viewed as more 

important than the quality of any one specific site. 

 

Landscape can be identified as a unifying concept in itself (O’Sullivan et al. 2014) in 

the way that it let planners consider nature and culture holistically as forces or parts 

of regions working together mutually affecting each other. 

 



Sustainable-city approaches concerned with physical form, scale and place can be 

viewed distinctly from the integrative styles of the sustainable development paradigm 

within a broader framework. This has to do with geographical scales and with our 

system-perspective approach we can say that physical form and place certainly 

belong on the local scale in the detail plans – parts of the processes started by the 

planners. A sustainable development paradigm fits well in with structures. 

 

Landscape urbanism is a fairly new concept and a new way of building our cities. 

Lindholm (2012) draws connections between sustainable planning and landscape 

urbanism first and foremost around the need of interdisciplinarity and cooperation. 

Lindholm (2012) argues that thinking about urbanity in terms of landscapes offers a 

well-needed alternative to our established geographical scales, such as the region, the 

city and the neighbourhood. A landscape is a much more flexible concept and there is 

no problem to let an area of interest be expanded because there maybe is a habitat for 

endangered birds that cross the borders of the city-limits. In landscape urbanism 

planners, designers and architects come together and “the landscape” offers another 

way of representing our urban habitat. 

 

Themes 

In what follows there are three themes presented and they are themes that 

correspond to important aspects of planning. As we will se they also correspond to 

aspects of sustainable development that we have gone through above. To simply 

choose the three themes of economy, equity and environment would have been too 

straightforward, well, maybe not that straightforward if we consider all the conflicts 

and such. They would have been too theoretical because the themes had to be themes 

that are dealt with in the most local type of planning – detailed planning – but they 

also had to have connections to sustainable development. So the three themes of 

Mobility, Green spaces and Safety are presented below with the help of both 

theoretical aspects and concrete cases. In no way is it claimed that by choosing these 

three themes the whole spectrum of important aspects of planning and sustainable 

development is covered. The themes, though, do offer, for the purpose of this thesis, a 

useable mix of specificity and a generality that makes it unavoidable to connect the 

specific themes to broader questions such as housing and the structure of our urban 

built environment. The source for the empirics also makes these themes suitable 

since they are often the concern of the municipalities. It is mostly the municipality 

who plan, build and maintain the road network and parks and it is also their 



responsibility to assure everyone’s safety. Therefore they ought to be elaborately 

described in the plan descriptions. 

Mobility 

Mobility and the way we build our traffic infrastructure have gained plenty of focus 

since the debate about sustainable development accelerated. And most of that focus 

has to do with how to reduce the carbon emissions, how to get people to travel with 

public transport more and how to get people to bike and walk around more (Hickman 

&Banister 2013). The planners of Umeå have in recent years presented and worked 

towards an idea of the 5 kilometres-city where inhabitants’ daily travels should be 

short and preferably done with public transport, bike or by foot as a strategy for 

growth (Umeå municipality webpage). 

 

Transport planning rests on two assumptions. The first one is that people travel 

because they have to; it is simply not something they do just for the sake of it. The 

second one is the assumption that people always will travel the shortest way as they 

try to minimize their costs (Banister 1998). These assumptions lead to dilemmas 

when confronted to measures often related to sustainability. The dilemmas need to 

be solved in order to promote sustainable mobility in cities and Banister (1998) 

points to a number of measures among which some are behavioural, some are policy-

based and some are technical. They all have to do with planning and the general shift 

in practice and thinking that has to come about is that social and soft dimensions 

need to balance up the hard technical aspects. That might entail a focus on 

accessibility instead of mobility or a local focus instead of a large scale and so on. 

 

Ingo (2013) writes about the Swedish transport planning from a wide national 

perspective and she also mentions the need to shift focus from mobility to 

accessibility. The Swedish infrastructure sector with its railways, air-traffic and 

waterways are a totally deregulated and a free market. This has led to new ways of 

financing major infrastructure projects often entailing cooperation and partnerships 

across administrative and geographic borders. Ingo also writes about a shift where 

transport planning today is more about developing sustainable societies than just 

transport infrastructure. The new way of planning and funding infrastructure 

projects in Sweden does often engage national agencies, regional boards and local 

businesses. 

 

In Sweden today we travel by car longer distances counted both per person and per 

car than we have ever done before. Analysts say that there are no signs of this trend 



to slow down (Trafikanalys 2016). This does not correspond well with the idea of 

planning sustainably. Figures of how many personal cars that are in use in Sweden 

today paints a similar picture. The number of cars in use have increased by 466 000 

cars since 2006, the biggest share of that increase is represented by diesel driven cars 

and only a marginal share is electrical and hybrid cars (Trafikanalys Statistik 2016:4). 

These facts not only have a great impact on our environment in terms of carbon 

emissions but also on the way we build our cities. Roads and cars tend to dictate 

space wherever they are used. 

 

The figures above are aggregated for the whole nation and do not say anything about 

the eventual difference between urban and rural habits. The statistics do contain 

shares of people that have a drivers licence and that share is lower in the three 

counties with the biggest urban areas, namely Stockholm, Småland and Västra 

Götaland. Though this particular statistics does not try to explain this we can assume 

that the more developed public transport systems in these areas have something to 

do with that. It is also worth mentioning that getting a drivers licence in Sweden is 

expensive. Västerbotten, the county that Umeå belongs to had the fourth highest 

share of people with driver licenses, 83,9 %. 

 

Reducing the use and dependence of cars are certainly on the sustainable 

development agenda. The city of Lund in southern Sweden work actively with 

decreasing the car dependence in the city by increasing the accessibility and 

attractiveness of public transport and also improving the bicycle infrastructure. With 

accessibility of the public transport they mean to providing the user with many 

choices at many times, they speak of a “net” that has to be well elaborated. 

Attractiveness might be that the path a user needs to walk in order to get to a bus-

stop feels safe and is well maintained. Christian Rydén who is head of traffic planning 

in Lund stress that this to a great deal have to do with behavioural changes and that 

they can come about from planning neighbourhoods in certain ways. Density, mix of 

land use and proximity of services are catchwords (Rydén 2013). 

The city of Umeå also focuses a great deal on traffic solutions in relation to 

sustainability and mobility. The before mentioned 5 kilometre-city stem from a 

project called “BeGreen” that was supposed to demonstrate the benefits with leaving 

the car at home and instead taking the bike. Results showed that time were saved 

when biking instead of taking the car if the travel distance was 3-5 kilometres. That is 

all good and Umeå really have some challenges due to the cold climate and a 

determined poor air quality in the city centre. The part of the comprehensive plan 



that corresponds to the city centre is prize winning and the main catchword is density 

(Forsgren 2013). 

 

The examples presented above are fine examples but they are just that – examples. 

And often these discussions are the most vibrant at a more regional level in 

comprehensive plans. Rydén (2013) points out that probably there is not a single 

comprehensive plan in Sweden that does not point out sustainability as its main goal. 

But what happens in reality, what ideas materialize and what do they result in? Here 

the detail-plan can help us to get a clearer picture. 

Green spaces 

Natural environment such as manmade parks and preserved natural areas in and 

around cities have since long been an important aspect of the cities that are 

considered sustainable. Already Geddes recognized the virtues that green spaces and 

natural life have on human beings’ mental and physical health and applied that in 

planning. He disagreed with the way that parks in the city of London around his time 

were too exclusive and fenced of from normal people and not designed for play and 

leisure activities (Geddes 1949). 

 

An increasingly used argument by proponents for more green spaces with higher 

quality in our urban environments is that they provide essential ecosystem services. 

When urban areas grow and stretch out into surrounding nature some of the vital 

functions that the nature and ecosystem provides needs to find their new space in the 

urban environment (TEEB 2011). Ecosystem services are not to be confused with 

production and effects of ecosystems. Effects and production take place in 

ecosystems whether we have any need for it or not. Plants and trees still produce food 

even if there is no one who is going to eat it. The inherent functioning of ecosystems 

turn into a service when it fills a need that human beings or societies might have 

(Delshammar 2015). Planners all around the world are getting better at 

implementing knowledge about ecosystems and their services into urban planning. 

The list of ecosystem services that are vital is long. On the list there are for example 

the services of provision of food, regulating local climate, regulating extreme events, 

habitat for species and recreation (TEEB 2011). 

 

Rowland et al. (2014) holds urban green space as one of the most important aspects 

of municipals’ work and planning towards sustainability. They attribute urban green 

space with a wide range of benefits for sustainability in relation to the environment, 

the economy, social relationships and the matters of equality like accessibility. A 



growing interest of the effect urban green space has on the economy of cities and 

regions have resulted in better knowledge about the relationship of green space to all 

three pillars of sustainability. Paschalis et al. (2009) concludes in their survey-study 

of citizens perceptions and conceptions of urban green space and the financial 

aspects of it that people are willing to pay a higher price for their living if it is close to 

green space and that young and educated individuals can agree to finance new urban 

green space in a higher degree than the rest of the population. The surveys were done 

in European large cities and the findings have implications for the way to design 

policies of green spaces in cities and it might also open up new ways of organizing 

financial matters and maintenance of parks and such. 

 

Municipalities in the USA have been bad at acknowledging the benefits of urban 

green space associated with sustainability. This is all changing now but previously 

planning discourse on green space has been more about questions of design and 

landscape architecture than actual benefits it has on the environment and human 

lives (Rowland et al. 2014). The economic benefits with urban green space and the 

ecosystem services that might be provided by them are difficult to calculate. It does 

not do it anymore to just say that the environment and green space is invaluable and 

that we cannot afford to destroy it (Rowland et al. 2014). Instead complicated 

economic models designed to calculate the Return On Investment (ROI) are used to 

come up with actual monetary values that are being saved from, for example, a 

decrease in sick leaves and decreased effects from rain pours (Kovacs et al. 2013). 

 

One of the more spatial aspects of parks and green spaces is that, with the perspective 

of a city or region, the green spaces need to be connected. Scholars talk about 

connectivity and networks design (Baycan & Nijkamp 2012) and that is related to 

urban landscape design (Lindholm 2012), which focus on the positive effects of 

animals and plants being able to move around and also reproduce thanks to a 

network of green spaces. The network of green spaces also increases the accessibility 

for citizens and visitors of the city. 

 

As already determined parks and green spaces have clear connections to sustainable 

urban planning in the way that they socially promote valuable leisure activities and 

social interaction, ecologically they allow for the ecosystem services and economically 

they raise the values on near-by properties. When conducting a study on parks, 

sustainability and homelessness in Austin, Texas Dooling (2011) found a crack in the 

marriage between parks and sustainability. She could see that in official planning 



documents and the actual way that parks were built there were no explicit relation 

between parks and homeless people though the cities’ parks were where the homeless 

people lived. This brings life to the question of planning for whom or equally so 

sustainability for whom? 

Safety 

The theme of safety, it could also be named security, is a broad theme and in that way 

it resembles the two previous themes but it is different in that that it is a theme that 

can be of a more abstract nature. In the context of spatial planning it is mostly 

connected to traffic and violence/crime (The National Board of Housing, Building 

and Planning in Sweden 2002) (NBHBP). 

The number of gated communities is higher than it ever have been before. When 

gated communities are created it is seldom that already existing houses are gated in, 

it is more common with all new projects with houses, roads, fences and gates on the 

outskirts of cities. In the global south, one of the problems connected to gated 

communities is that they often impinge on land where poor people have erected 

informal housing or where they have farmland (Keviani 2010). Gated communities 

also exists in Sweden and the problem with them impinging on land where poor 

people live is smaller. Instead it points to a problem that exists in society at large 

namely insecurity or the feeling of insecurity. 

 

There is an on-going debate about which are the driving forces behind the building of 

new gated communities in cities. Studies (Cséfalvay & Webster 2012) have shown 

that it is not the commonly thought factors such as high crime rates and widespread 

violence but instead highly centralized political steering and weak welfare systems 

that correlate with high numbers of gated communities. 

 

NBHBP (2002) identify two main reasons for insecurity in the Swedish cities as 

stated above. One is traffic and unclear rules and signs in the traffic. The other one is 

crimes and their report especially point to urbanisation as an important factor in 

recent increases in crimes. This can have major effects on citizens’ lives to the degree 

that some might not dare to leave the home after sunset. 

 

In cases where insecurity connected to traffic has been lowered it is often separation 

of different types of traffic that have been the key. In some Swedish cities car-traffic 

has been totally forbidden in the central parts of town and this has reportedly made 

pedestrians safer and it has led to city-centres getting many more visits. The above 

mentioned report also say that environment in and around traffic can be reason for 



insecurity not only because of the traffic itself but also because tunnels and the like 

can be dark and empty of people in the night. 

 

In the discourse about insecurity and violence in cities it is often connected to women 

(Moser 2012). The risk of violence for women is actually higher in the home than in 

the streets but there is often a silence about this and instead the focus is on the 

violence out in the streets. In the streets men also experience violence and working 

with security and safety in planning is a crucial thing. In some debates there is a call 

for gender mainstreaming in relation to violence and insecurity in the cities. This 

means that measures and policies should not only be directed at women’s safety 

because it is a problem that concerns the whole of society not only one gender (Moser 

2012). 

 

In some countries where violence and robberies turns into a daily experience it is 

certainly not sustainable. Where that happens it is very hampering for the social and 

economical development of the country. In Honduras, for example, most legitimate 

activities stop after sundown because of the widespread violence. Social and 

economical inequalities and general exclusion and segregation are breeding grounds 

for violence like this (Moser 2004). 

 

Heber (2007) writes about vulnerability as a factor in the perception of insecurity out 

in the streets and the cityscape. That connects to Dooling (2011) who talked about 

vulnerability as the “antithesis” of sustainability, as mentioned before. Vulnerability 

in the context of crime and violence in the cityscape and what planning can do to 

prevent it comes down to well lit public places and as few blind spots as possible. It 

has to do a lot with the physical structure, the feeling of being in a place where people 

can see you and where you can see if there is anyone else close by – this decrease the 

feeling of insecurity. Jane Jacob’s (1962) eyes on the street are well known among 

planners and planning scholars and there probably is something with that idea that is 

true. 

 	  



Method 

This study applies a qualitative textual analysis, meaning that detail plan-

descriptions were read and analysed from the point of view of the three pre-

determined themes presented above. This is not a discourse analysis because the 

study has not focused explicitly on how perceptions and conceptions in the plan-

descriptions have come about (Loit 2014). If a plan-description has written about 

green spaces in a certain way it has been viewed as a representation of what has been 

built. The analysis has not gone any further to explain why the plan-descriptions have 

written about green spaces in the specific way they have. 

Selection process 

The first step for the analysis was to select the detail-plans and it ended up being 24 

plans that met the criteria. The criteria were: 

• The plan should be adopted 

• The plan should cover an area in the city of Umeå 

• It should still be valid today 

• It should be of a certain scope, it can not be only a small real estate 

• It should have been realized 

• It should contain a written plan-description fulfilling the regulations of the 

plan and building act 

 

The year when the plan was adopted and where, geographically, the area of the plan 

is were also important factors during the process of selecting the plans. It was a goal 

to select plans that were made up for areas from all over Umeå so that the 

geographical extent of the selected plans somewhat matched the geographical extent 

of the actual city. When the selection process was over the population included at 

least one plan from almost every major part of the city. As mentioned, the time-

aspect was of importance as well. A good spread of the years the plans were adopted 

was also preferable and this was attained rather effortless since the different areas 

that the plans cover are all built during different years, though, with the exception of 

a few plans. 

 

The actual planning documents were obtained through the webpage of the 

municipality of Umeå (in the list of references as Umeå:1). The municipality have 

created an interactive map-application where the visitor can navigate throughout the 

whole municipality and every detail-plan that is valid in the municipality is marked 

and click-able. Every plan is scanned and downloadable in DjVu-format, which is a 



format with a certain compression technology suitable for high-resolution images of 

scanned documents. You need specific software to be able to view these documents 

and it is available for free online. All in all it made the process of obtaining the 

selected plans relatively easy compared to if one were to visit the archives, which 

would have been the case only a year back. 

 

Below follows a list of the selected detail-plans with their archival name, the name of 

the area they cover and year that the plan was adopted. Each plan has been assigned 

a number from 1-24 and the assigned number corresponds with the numbers on the 

map on page X where we also see the geographical position of each detail-plan. 

 

Table 1 Detail-plans included in the study 

Plan	  nr.	   Year	   Archival	  ID	   Popular	  name	   Pages	  

1	   2010	   	  P10_24	   	  Railway-‐	  station	  tunnel	   	  45	  pages	  

2	   1974	   	  P21_1974	   	  K4-‐Field	   	  18	  pages	  

3	   1985	   	  P42_1985	   	  Ålidhöjden	   	  21	  pages	  

4	   1984	   	  P67_1984	   	  Öbackaområdet	   	  19	  pages	  

5	   1962	   	  P77_1962	   	  Söderslätt	   	  14	  pages	  

6	   1963	   	  P82_1963	   	  Söder	  om	  Berghemsskolan	   	  6	  pages	  

7	   1974	   	  P82_1974	   	  Stadsliden	   	  7	  pages	  

8	   1990	   	  P86_1990	   	  Nydalahöjd	  I	   	  12	  pages	  

9	   1991	   	  P91_25	   	  Ålidbacken	   	  33	  pages	  

10	   1991	   	  P91_32	   	  Nydalahöjd	  II	   	  18	  pages	  

11	   1970	   	  P100_1970	   	  Carlshem	   	  13	  pages	  

12	   1973	   	  P101_1973	   	  Central	  town	   	  21	  pages	  

13	   1973	   	  P102_1973	   	  Rödäng	   	  17	  pages	  

14	   1968	   	  P121_1968	   	  Mariehems	  höjd/	  gård	   	  24	  pages	  

15	   1965	   	  P136_1965	   	  Mariehemsområdet	   	  25	  pages	  

16	   1965	   	  P137_1965	   	  Gamla	  Haga	   	  15	  pages	  

17	   1965	   	  P138_1965	   	  Ålidhem	   	  31	  pages	  

18	   1983	   	  P143_1983	   	  Ersboda-‐	  området	   	  14	  pages	  

19	   1990	   	  P147_1990	   	  Tomtebo	  I	   	  20	  pages	  

20	   1974	   	  P165_1974	   	  Böleäng	  II	   	  12	  pages	  

21	   1974	   	  P185_1974	   	  Lundåkern	  Bölesholmarna	   	  11	  pages	  

22	   1969	   	  P240_1969	   	  Kyrkbron	   	  27	  pages	  

23	   2012	   P12_28	   	  Marknadsplatsen	   	  105	  pages	  

24	   1995	   	  P95_47	   	  Östtegs	  industri-‐	  område	   	  14	  pages	  

 

What kind of area the plan was drawn up for was also an important aspect during the 

selection process. It was preferable to have plans that covered not only housing areas, 

but also industrial, commercial and recreation areas. That mix was attained to a 

certain degree, it is an absolute majority of housing areas represented in the selection 



but other kinds of areas are also represented, all in all it is a mix that should be 

viewed as representative for the city of Umeå. A map will display the geographical 

positions of the detail-plans in the beginning of the results section. 

Coding 

The number of each document is listed in table 1 and it is a lot of text to go through. 

In order to get anything valuable for our research aim out of the empirics coding is 

used when reading the documents. Coding is a way to reduce the amount of data or 

text, a way to pick out what is important relative the research questions. It is also a 

way to organize the data and also a more substantive process of analysis (Cope 2005). 

The three parts of coding mentioned here generally describes the process of coding 

the empirics in this study. 

 

The three themes focused upon in this study were 

already from the start decided. Why they were 

picked has been described but it can be said again 

here that they are themes connected to the 

concept of sustainability and they are themes that 

ought to be mentioned in the detail-plans. The 

three themes are the pre-determined descriptive 

codes of the coding process. What then appeared 

in the early rounds of reading the planning 

documents were analytic codes. When reading the 

plan-descriptions and focusing on the pre-

existing descriptive codes these analytic codes 

“revealed” themselves as aspects of the theme in 

question, the analytic code sort of goes deeper 

into the theme (Cope 2005). The analytic codes 

were aspects of the themes that appeared from 

analysing the results of the first rounds of coding and they were distinguished as 

more or less important. 

 

The sorting out and organizing that took place initially resulted in and was facilitated 

by an Excel spread sheet, as is used in the doctoral thesis of Rowlands et al. (2014). 

By analysing the content in the spread sheet the analytic codes, the aspects of the 

themes, could be picked out. Further analysing was done in a similar way but this 

time with the identified aspects of the themes. Further analysing followed that and 

Figure 1 Excel spread sheet for the 

first rounds of reading with the 

descriptive codes 



then a result was finally beginning to crystalize. All the way along these steps of 

coding and analysing, notes were taken and quotes were copied. There is a 

quantitative aspect to the coding in the way that the occurrence of every aspect has 

been counted. In some cases different ways in which the aspects have occurred are 

counted as well. This was part of the process and the actual numbers are not always 

presented in the following results section. 

Previous studies of planning documents 

There are of course plenty of studies made on planning documents. Two of them that 

have had an impact on this present study are briefly presented below. 

 

Jacob & Hellström (2010) conduct a study of representations of symbolic values in 

the language of planning documents – planning discourse. They analyse planning 

documents and do some interviews in order to understand what underlying values 

that drive the planning of public spaces. One of the four Nordic cities in the study is 

Umeå, which is interesting for this study. There is no specific list of the planning 

documents included in the study but they write that it is 62 policy and planning 

documents that is combined with interviews and observations on place. The process 

of coding differs from the present study in the way that they start out with the rather 

general theme of public spaces and then work their way through the material via a 

template analysis followed by process of analytical coding. A focused coding followed 

where the codes were checked for coherence The study makes use of Lefebvre’s 

theory of the production of space and it views planning documents as deciding 

factors in that process, they are therefore valuable sources of information. In the 

analytical part Jacob & Hellström (2010) goes a few steps longer than the present 

study and identifies four different value dimensions that are more or less present in 

the discourse of public space in the planning documents. The authors argue that the 

value dimensions are driving forces in the way that public spaces are planned in these 

four Nordic cities. 

 

Rowlands et al. (2014) write a thesis about how urban green space is written about in 

municipal planning documents focused on sustainable development. This thesis has 

been of help in the work with this present study both methodologically and 

theoretically. The method of content analysis has many similarities with the analysis 

conducted in this study. Ideas such as using Excel spread sheets and colouring 

different codes were of great help. The reference list was also of great help in the 

work of conducting the theoretical framework for the present study. 



 

Method discussion and ethical considerations 

Overall the method used for the aim of this study has been suitable. The planning 

documents with the plan-descriptions are really valuable pieces of information that 

planning studies, and other social sciences, should make more use of. They are fully 

packed of information. Some remarks can be made about whether or not more 

general and overarching planning documents such as comprehensive plans should 

have been included in the study. It could have provided valuable additional 

information that could not be obtained in the detail plans. At the same time it was 

good for the study and the thematic analysis that all the documents were of the same 

legal status and of the same scope. It could have been problematic to use exactly the 

same analytic codes and so on with other types of planning documents. 

 

Another remark that can be made is that, since the study contains plans since 1963, 

greater attention could have been paid to eventual changes that have been made in 

the physical areas that the plans cover. This could have been valuable for the study in 

the way that it would have given a better and accurate picture of what the areas really 

look like. At the same time the study is explicitly focused on the detail-plans and their 

plan-descriptions. 

 

No specific ethical concerns have been made during this study other than some 

measures to keep the responsible planners and architects of each plan anonymous. It 

has been of great importance to focus on the plans themselves and not pay any 

attention to who the planners have been, their names have not been of any interest. It 

is official documents and anyone who wants to know can visit the web page of Umeå 

municipality or the city archives but this study has not been the place to mention any 

names of those responsible for the plans. In the end publicly elected politicians have 

adopted them. 

 

The way to write about residential neighbourhoods can also be an ethical question. It 

is important not to write in condescending ways about housing neighbourhoods since 

those areas are the homes and everyday environments of citizens. 
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Figure 2 Overview map of Umeå with all the included detail-plans marked and numbered, it is 

this number that is referred to throughout the study. 



Results 

In the list of the plans included in the study the number of pages that each plan 

consists of are listed and there is a clear correlation between year of adoption and 

number of pages. On the previous page we see the map with all the detail-plans 

marked where they are geographically with their assigned number that they will be 

referred by in during the rest of the paper. The more recent a plan is the more pages 

it consists of. Söderslätt (nr. 5 1962) and Berghemsskolan (nr. 6 1963) consist of 14 

and 6 pages respectively and the plan for the tunnel by the central railway station (nr. 

1 2010) and Marknadsplatsen (nr. 23 2012) consists of 45 and 105 pages respectively. 

What follows is a presentation of the three themes and the aspects that have been 

identified as relating to those themes by reading and analysing the detail-plans. 

Mobility 

Urban development and new constructions that demand a detail-plan (Adolfson & 

Boberg 2013) almost automatically will include considerations about the traffic-

system in and around the area of question. It is in terms of traffic-systems, as roads 

and connections of roads, that all the plans have related to mobility. Either there are 

changes in existing infrastructure or the plan entails totally new roads and 

infrastructure. All 24 plans included in this study present impacts on the local traffic-

flows and traffic-system in the area of question. Four main types of traffic are covered 

in the plans: car-traffic, public transport, bicycles and pedestrians. 

Links between areas 

Many residential areas in Umeå are built separated from surrounding areas, one 

could say like enclaves. Ålidhem (nr. 17) is very closed-of and Tomtebo (nr. 19) is 

another example. Though this character of planning in Umeå all the different areas of 

the town needs to be connected with each other, they need to be linked together and 

the most visible and tangible way of linking is done through traffic-networks. It is for 

the largest part the road-networks that facilitate the mobility in the city. 

 

All plans except Söderslätt (nr. 5), Söder om Berghemsskolan (nr. 6) and Stadsliden 

(nr. 7) describe how they will be linked and connected to surrounding areas. The plan 

for Mariehemsområdet (nr. 15) is representable as an example for how most of the 

plans describe the linking of the area to the rest of the city: “The area of the plan gets 

linked with the other parts of the city through road connections in both south-

western and northern directions.” (nr. 15 p. 2). The plan then continues and in a 



rather detailed way describes how, exactly, the linkages will be achieved with the 

names of the specific roads and so on. 

 

Though the example above is the most common way to describe how the new area or 

construction will be linked to the surroundings there are other descriptions and it 

depends on which plan it is and what kind of area or construction that will be built. 

The construction that has the most geographically far-reaching implications for 

linkages is the tunnel by the central railway station (nr. 1). The plan has implications 

for the national interest of the railway traffic and thus has to fulfil certain 

requirements of accessibility and effectiveness. Further on it is stated “The tunnel 

constitutes an important link in the main network for pedestrians and bicyclists…” 

(nr.1 p. 22). 

 

We can see a difference between plans that link to the surrounding by internal or 

external links. The plan for the tunnel by the railway station (nr. 1), the central town 

(nr. 12) and Kyrkbron, which connects both sides of Ume river (nr. 22) have 

connections with the surroundings by traffic-solutions that are internal to the plan. 

The pedestrian- and bicycle-tunnel (nr. 1) runs through the whole plan, it constitutes 

the whole plan and at the same time is linking major parts of the city together. The 

plan for the blocks in the central town (nr. 12) includes important roads that connect 

to the old Europe road 4 (the E4 is now built on an eastern stretch of the town). All 

the plans include constructions that link more than the actual plan consists of. 

 

With external links are meant those roads that are built in order to link a residential 

area, such as Tomtebo (nr. 19). The roads’ main purpose is to feed traffic into the 

residential area. Linkages is of course closely related to road systems but it is 

necessary to bring up a few different points in regard to the detail plans included in 

this study. 

Road systems 

The planned road systems described in the plans tend to have, just as linkages do, an 

internal and external aspect. Ten of the plans can be considered to be larger 

residential areas; Söderslätt (nr. 5), Carlshem (nr. 11), Rödäng (nr. 13), Mariehems 

höjd/gård (nr. 14), Mariehemsområdet (nr. 15), Gamla Haga (nr. 16), Ålidhem (nr. 

17), Ersbodaområdet (nr. 18), Tomtebo I (nr. 19) and Böleäng II (nr. 20). These areas 

are linked with roads and other connections, as presented above, but with “road 

system” it is here meant the kind of system of roads that is used to both lead traffic 

into the area and also direct it inside of the area. 



 

The plans that are not mentioned above does not contain a road system worth 

mentioning in this study. The above plans, though, have a traffic system that is 

described in the detail-plan and different strategies are applied to achieve mobility 

inside of the area and the proper entries and exits. If we start with the entries and 

exits there are a few good examples of how different strategies are applied. Below the 

headline “Outer and inner traffic” the plan for Ålidhem (nr. 17) describe how the 

traffic by car is fed in to the area by a ring road that encircles the whole area. From 

this ring road “…the traffic flows directly into the collected parking spaces, three 

bigger and four smaller ones.” (nr. 17 p. 16). Ålidhem (nr. 17) is special in this regard 

in the way that it is planned to keep car traffic on the outer edges of the area to such a 

degree. 

 

Some other areas also feed the traffic in to the areas from an externally running road, 

for example Mariehms höjd/gård where the “Traffic system inside the planned area is 

organized by the principle of feeding the traffic into the area from the outside…” (nr. 

14 p. 3). Ålidhem (nr. 17) and Mariehems höjd/gård (nr. 14) as well as 

Mariehemsområdet (nr. 15) are different from the other planned areas in regards to 

the traffic system since they are planned in order to minimize the use of cars inside of 

the areas. 

 

Areas that let the car-traffic flow into the area on normally proportioned roads are 

Gamla Haga (nr. 16) and Tomtebo I (nr. 19) to name just a few. In Tomtebo I car-

traffic is fed into the area from a road running along the area to the west. “From that 

road there are three collecting roads that lead into the area…” (nr. 19 p. 4) and from 

those roads there are “…short local streets that go between the blocks…” (nr 19 p. 4). 

There is a hierarchy of roads that gets smaller, the width of them decrease, the farther 

into the area they get. 

 

Among the cases where the plans are not designed in order to facilitate thoroughfare 

there are a few that try to minimize it instead. Gamla Haga is a good example because 

there it is said that it is necessary to keep the thoroughfare at a minimum to “…keep 

Gamla Haga’s intimate character…” (nr. 16 p. 2). Due to the central location of the 

area and its vicinity to the E4 it is recognized that the thoroughfare might increase 

anyhow in the future. Therefore it is suggested in the plan that the traffic in the area 

is distributed from a new road leading straight through the area. 

 



It should of course still be seen as a traffic system even though the use of it by cars is 

kept at a minimum, as in previously mentioned Ålidhem (nr. 17) and Mariehems 

höjd/gård (nr. 14) with adjacent Mariehemsområdet (nr.15). In addition to these 

areas Carlshem (nr. 11) should be mentioned as an area planned in order to minimize 

car use inside the area among the houses and yards. The plan for Carlshem states 

that the “Parking spaces principally have been placed at the outer edges of the area in 

order to create an environment safe from traffic and that is a good environment to 

live in, …” (nr. 11 p. 5). In Ålidhem, (nr. 17) where parking spaces also are located at 

the outer edges of the area, there goes an axis which runs from north to south and it 

contains stores, schools, a library, parks and alongside of it runs a road. The busses 

run on that road and so do cars that need to travel to the school or library. The axis 

divides Ålidhem in one western part and one eastern part and running from west to 

east there are small local streets that feed to this axis. The ways that the plans link to 

surrounding areas, which were presented above, and the traffic systems presented 

here need to be based on how much traffic there is and how much traffic there will be 

running on the near by roads in the future. This is done through estimations. 

Estimations of traffic flows 

When new housing, locales for businesses and shopping malls are built it probably 

increases the flow of people in and around the area. As we can see in this whole 

section of the results our society in general and Umeå specifically is built in a way 

that the majority of the flow of people move around in cars or by public transport. In 

the plans for Ålidbacken (nr. 9), Rödäng (nr. 13), Gamla Haga (nr.16), Ålidhem (nr. 

17) and Marknadsplatsen (nr. 23) the result of estimations over the number of cars 

per day that will travel on roads in or around the area are presented. 

 

A specific quantity of the flow of cars on the roads can have different implications for 

the areas alongside the roads. In the plan for Rödäng (nr. 13) it is stated “With a 

calculated amount of vehicles of 20 000 vehicles a day and with the speeds that they 

might travel in, precautionary measures have to come in place, in order for the level 

of noise to not be too loud.” (nr. 13 p. 14). In the plan this estimation leads to the 

decision to protect the houses from noise but before that the plan-description states 

that the road will be widened. One could think that the decision to widen the road is 

taken based on the decision as well but that does not say. This is not the place for 

speculations but the reasoning is made only to exemplify that estimations can be 

used to support different kinds of decisions and measures. 

 



The plan for Rödäng (nr. 13) is the only plan that does not present estimations that 

explicitly states an increase in traffic among those plans that present estimations in 

the first place. We can only guess that the number of 20 000 cars a day is an increase 

from a previous number. In the plan for Ålidbacken (nr. 9) the estimation state an 

increase from 8 000 cars during an average day up 15 000 cars during an average day. 

It is due to new residential areas such as Tomtebo for example. The estimated future 

increase in the number of cars is one of the reasons to why the plan suggests to lower 

the road, with the same name as the plan – Ålidbacken, and bridge it over. 

 

Traffic on roads surrounding Gamla Haga is also, according to the plan (nr. 16), going 

to increase. Here the plan refers to a counting of the traffic that the municipality have 

done, which state it is likely to top that. This in turn motivates the proposed traffic 

solution mentioned above. 

 

With the opening of the shopping mall planned in the detail-plan for 

Marknadsplatsen (nr. 23) there is estimated to be a significant increase in traffic on 

the roads leading to and from the area. This is in the form of customers, employees 

and delivered goods, which is why a large part of the planned area will be parking 

space. 2 500 parking slots are built and that tells of the magnitude of the increase of 

traffic that is expected. The establishment of this new shopping mall has led to a new 

bus-line, which brings people here and back to Vasaplan – the main public transport 

hub in the city. 

Public transport 

Bus is the main public transport in Umeå city. The localisation of new housing or 

arenas with large public events should be done in a way that makes it easy to connect 

it to the network of public transport in Umeå (Umeå: 2). Very little is mentioned in 

the plans about public transport. 

 

The plan for pedestrian- and bicycle-tunnel by the railway station (nr. 1) does not 

mention busses at all. It may be that everyone who reads the plan implicitly should 

understand that because it is the central railway station in Umeå it is close to a bus-

stop, but there is no way of knowing. The same goes for the plan for Öbackaområdet 

(nr. 4), Söderslätt (nr. 5), Berghemsskolan (nr. 6), Stadsliden (nr. 7), Gamla Haga (nr. 

16) and Lundåkern Bölesholmarna (nr. 21). 

 

It is remarkable that none of the above plans mention public transport. The plan for 

Öbackaområdet (nr. 4) is adopted in 1984 and the plan for the railway station tunnel 



(nr. 1) is adopted in 2010. The most recent one among the other plans is from 1974 so 

that might be one reason for leaving public transport out of the picture. 

 

Measures to secure the accessibility to busses, among the plans that bring up public 

transport, include designating roads as busses-only roads. As in the plan for 

Ålidhöjden (nr. 3) that state “In order to create better accessibility for public 

transport there will shifts made by Ålidhem centrum. There is a designated area that 

only busses can use (no taxis).” (nr. 3 p.7). Bus-lines are redirected and new bus stops 

created as in the case of Ålidbacken (nr. 9). Public transport, bicycle riding and 

walking are modes of transportation that are advocated within the sustainability 

concept as have been presented in the section for the theoretical framework. We did 

not get much out of the plans in relation to public transport. We will learn more 

about bicycling and walking and how detail-planning deals with that in Umeå in 

relation to separation of different modes of transportation. 

Separation of different modes of transportation 

“For a newly built neighbourhood the planning principle of traffic differentiation is 

nowadays self-evident, even though the balancing between accessibility – safety – 

comfort is difficult to make.” (nr 17 p. 17). This was written in the detail-plan for 

Ålidhem in 1964, the plan was adopted in 1965. It is a telling example of the 

widespread use of the separation of the different modes of transport in Umeå and it is 

quite elaborately described in the plan-descriptions. It is bicycles and pedestrians 

that are separated from cars in the absolute majority of the plans included in this 

study. There are exceptions though, which we come to further down. 

 

In all of the plans, with some exceptions, separation of pedestrian- and bicycle lanes 

from car traffic is a planning feature. The exceptions are the four oldest plans 

namely: Söderslätt (nr. 5), Berghemsskolan (nr. 6), Stadsliden (nr. 7) and Gamla 

Haga (nr. 16).  

The cases of Carlshem (nr. 11), Mariehems höjd/gård (nr. 14), Mariehemsområdet (nr. 

15) and Ålidhem (nr. 17) are special in the way that they combine the feature of 

separating between pedestrian- and bicycle lanes with the feature of letting all modes 

of transportation, except busses, to get along on the same street, it is like a pedestrian 

street where cars are allowed but on the terms of pedestrians. All the areas have in 

common that the cars and the pedestrians/bicycles are being fed into the area on 

separate roads. In the plan for Carlshem it is written,  

 



“Pedestrian- and bicycle roads have been placed so that they become as short 

and safe as possible and at the same time as steep elevations are avoided to the 

fullest extent possible. Crossings with primary- or secondary roads will be 

performed grade-separated, all of which, except for the one right by the 

proposed centre, will be in the form of tunnels underneath the driveway.” (nr. 

11 p. 2) 

 

The same plan for Carlshem goes on and differentiates between regional and local 

pedestrian- and bicycle lanes where the regional ones are those that connect 

Carlshem with, for example, Ålidhem and the local ones are those that run inside the 

area connecting housing with garages and the like. 

 

In the plan for Mariehems höjd/gård it is stated “It is possible to reach every part of 

the area on the pedestrian- and bicycle lanes without coming close to streets.” (nr. 14 

p. 3). 

 

The plan for central town (nr. 12) describe how streets only for pedestrians are 

leading both north and west but “To what extent it should be accessible for bicyclists 

as well is a question of the order in the traffic (trafikordningsfråga in Swedish).” (nr. 

12 p. 4). So here we have separation at yet another level – between pedestrians and 

bicyclists. That is also the case in the plan for the tunnel by the railway station (nr. 1) 

where different groundcovers will be used to distinguish between the lane for 

bicyclists and the one for pedestrians. And, as mentioned in the previous section 

about public transport, in some plans the bus-traffic is separated as well. 

 

We understand here that the separation of the different modes of transportation is 

far-gone and it is being expressed and described in the detail-plans that are both old 

and new and that plans for different kind of areas. There are some exceptions as 

mentioned above and that are the really old plans. 

Green spaces 

This theme has been treated quite inclusive, meaning that the range of what could be 

thought of as relating to this theme has been wide. If a plan have described how a 

small number of pine trees at the edge of the area are preserved that has been treated 

as belonging to the theme of green spaces. All plans mention something about green 

spaces or describe a measure taken related to some pre-existing greenery except for 



the plan for the central town (nr. 12) and Östtegs industriområde (nr. 24) that not 

mention a single word about a tree or anything that can be connected to green space. 

Spaces for recreation 

The plan-descriptions where this aspect of green spaces has been identified are K4-

field (nr. 2), Söderslätt (nr. 5), Stadsliden (nr. 7), Ålidhem (nr. 17), Tomtebo I (nr. 19) 

and Lundåkern Bölesholmarna (nr. 21). One of the most famous areas in the city of 

Umeå for recreation is Stadsliden. It is stated in the plan-description “Stadsliden has 

since many years been the most important central recreationarea for the people living 

in Umeå due to its location and natural conditions.” (nr. 7 p. 1). There were plans to 

apply for Stadsliden to become a nature reserve but that was viewed as not being 

necessary since the municipality owned most of the land and could protect it in other 

ways. Most of the land is now planned as a park. 

 

Recreation is equalled to wellness in the plan for the K4-field where an “… an area 

have been delimited in order to meet future needs for physical training – wellness – 

in close proximity to the great number of workplaces that can be expected inside the 

area.” (nr. 2 p. 13). 

 

The whole area that the plan for Lundåkern Bölesholmarna (nr. 21) is for can be said 

to be an area for recreation. The area consists of islets in the Ume River in the west 

part of Umeå city and they have mostly been created by landfill material from the 

building of large water power station upstream the Ume River. The area has been 

prepared with leisure activities in mind and it is a way to make river accessible for 

inhabitants and visitors of Umeå. The area is best suited for bathing and recreation 

and the connectivity of the green spaces are preserved. 

 

In Söderslätt (nr. 5) a green space is left untouched because it is unsuitable to build 

on and therefore it can be used for “recreation and the like” (p. 5). In a similar 

manner is an area suitable for recreation distinguished in Ålidhem (nr. 17) at the 

southern part of the north-south axis where it ends with a forrest-park “… for free 

walks, play and recreation.” (p. 7). A view of the Ume River is stated to make the area 

a bit extra attractive. 

 

Recreation generally seems to be the grown up person’s play and therefore adults are 

led to parks and areas for recreation while children are led to playgrounds. 



Children’s play 

Children’s play is planned to take place in playgrounds, at open fields and other green 

areas and children’s play is by far the most occurring aspect of green space among the 

plans that are included in the study. A group of plans, though, does not mention 

children’s play in the plan-description and they are the tunnel by the railway station 

(nr. 1), K4-field (nr. 2), Ålidhöjden (nr. 3), Stadsliden (nr. 7), Nydalahöjd (nr. 10), 

Njord (nr. 12), Lundåkern Bölesholmarna (nr. 21), Kyrkbron (nr. 22), 

Marknadsplatsen (nr. 23) and Östtegs industriområde (nr. 24). 

 

In public space it is common that kindergartens and schools have playgrounds 

located close by or right by the side of them, they might be fenced in or they might 

not, even so among the plans included in this study. The plan Öbackaområdet (nr. 4) 

state playgrounds are located by the kindergartens. In Rödäng (nr. 13) the 

playgrounds are placed at the edges of the area. Ersbodaområdet (nr. 18) get more 

quantitative in its description: “Inside the residential areas there is proposed 

playgrounds and parking are separated. Residents group around local playgrounds. 

In-between the groups there are given space for neighbourhood playgrounds. 

Approximately six groups of 150 apartments each share a neighbourhood 

playground.” (nr. 18 p. 5). 

 

In two of the plans, Carlshem (nr. 11) and Böleäng II (nr. 20), hills made out of 

landfills are planned as sites where the children can play during winter, sliding down. 

Mothers, specifically, are given certain roles in the older plans. In the plan-

description for Carlshem it says like this: “Other arrangements for play are planned 

partly on the yards in the shape of sandboxes for the youngest kids and benches for 

the mothers, …” (nr. 11 p. 5). In Gamla Haga (nr. 16) the plan-description state there 

is less space for playgrounds than the norm at this time and that is said to be no 

problem since the individual estates have enough space to let at least the youngest 

children play there. It says, “This is first and foremost applies to the youngest 

children, which ought to be under the surveillance of the mother …” (nr. 16 p. 2). In 

the plan for Ålidhem (nr. 17 p.15) it is mentioned that the youngest children are in 

need of being within hear- and eyesight of the mother, which ought to have the kids 

under surveillance from the home. All these plans were adopted between 1965-1974. 

 

The plan-description for Ålidhem (nr. 17), otherwise, has the longest and most 

elaborate presentation about children’s play and how that will be facilitated within 

the area. It states: 



 

“In the proposal for the plan there is given possibility and space to fit all the 

different types of playgrounds suitable for varying games and pastimes, which 

can come to mind in Umeå. All this can take place in one single coherent and 

from traffic protected play area, in practice it is equal to all of Ålidhem except 

the parking spaces.” (nr. 17 p. 15) 

 

It goes on by giving a description of how children’s play changes, as they get older and 

how this changes how they move spatially. The youngest kids play right outside the 

home and the older kids play in the playground of the block. When the kids are 7-11 

the needs change and they go playing outside their block and they want more space. 

The oldest children cannot be forgotten and it will not do with only putting up a 

football-pitch. 

 

To cater to the children’s need to play is all about creating spaces for the children 

where they can be kids. Green spaces can be used to create other kinds of spaces than 

playgrounds. 

Creating different kinds of space 

This aspect of green spaces relate to the different ways in which planners make use of 

green spaces or vegetation, either pre-existing or landscaped. The plan for Ålidhöjden 

(nr. 3) proposes to make the housing into tower blocks in order to free as much space 

as possible in the area. It is also a goal to save as much of the pre-existing forest, 

which consist mostly of pine trees. The main road leading through the area is said to 

make up a very dull looking space so the plan suggests planting an avenue of large 

trees along the road. Existing vegetation is saved because of its value for the 

landscape. It says: 

 

“Tvistevägen, with its straight profile and a ‘hump’ and landfill areas on both 

sides, constitutes a non-attractive environment. On the plan-map both sides of 

Tvistevägen have been marked with a double row of trees. It is essential for the 

landscape that the plantation of this row of trees is constituted by large trees 

and that it is done in when the exploitation of the housing area is done.” (nr. 3 

p. 6) 

 

This is an example of how trees are thought of as the remedy to a dull landscape. 

There are similar uses of specifically trees in other plans. Green space for a 

playground is working as a dividing feature in the area of Söderslätt (nr. 5). In 



Nydalahöjd (nr. 8) specific tall pine trees are pointed out as valuable to preserve and 

lines of trees are planted along pedestrian- and bicycle lanes for the sake of looks 

and also for creating different spaces. The housing is built around a yard that is 

green and where children play and around this yard there will be poppels planted 

and they are said to be crucial “… for the experience of scale, the close environment 

and an acceptable living environment.” (nr. 8 p. 3). 

 

In the plan for Nydalahöjd II (nr. 11) the existing nature is preserved as much as 

possible in order to enrich the close environment and in Mariehems höjd/gård (nr. 

14) the natural environment and green spaces are preserved, such as a small 

waterway, in order to delimit the area. In Carlshem (nr. 11) the hill made out of 

landfill is said to “articulate” the area. That is something similar to what is done in 

Böleäng II (nr. 20) where a hill made out of landfills will be thoughtfully placed in a 

visible way to create a kind of landmark for the neighbourhood. To create one kind 

of space usually means that another kind of space changed, developed or even 

destroyed. That is a typical conflict of planning. 

Decreasing green space 

The dilemma of what kind of space to create and what kind of land use to plan for is 

of course a constant and ever existing one in spatial planning. Despite this it is very 

few of the plans that explicitly describe the reasoning in relation to different 

dilemmas, therefor it is interesting to present the plans that did do so and in what 

context they recognized a dilemma. 

 

Kyrkbron (nr. 22), which is a central bridge connecting Teg and the city centre on the 

both sides of the Ume river is on the city-side impinging on the park area 

surrounding Umeå city church. The plan-description state, “Through the 

development of the bridge with its connecting ramps there is a certain infringement 

on the church-park. According to the environmental studies that have been 

conducted the proposed disposition should, from a public point of view, be 

acceptable.” (nr. 22 p. 23). Here the dilemma is recognized and the decision made is 

backed up by “environmental studies”. 

 

In the plan-description for Berghemsskolan (nr. 6) there are proposals that heavily 

decrease the area of the park in the neighbourhood. The described reasoning behind 

this decision is more elaborate than in the plan above. It is stated: 

 



“From the changes, the area of Berghemsparken has decreased essentially. (…) 

Reasons to why the proposals for the changes in the city-plan still have been 

presented is that rate of exploitation in this part of the city is very low and that 

the need for access to large areas to play in therefore is met within the 

different blocks, …” (nr. 6 p. 4) 

 

Here we see that the actions and decisions in one place are justified by what is 

accessible in other places. 

Safety 

Safety is the theme that is the least elaborately described in the plans included in this 

study. It is not in all the plans that there is something identified in relation to safety. 

Safety as in traffic-safety is by far the most common connection to safety there is 

among the plans. Due to the lack of variation in this respect this section does not 

have any subcategories. 

 

The plan for the tunnel by the railway station (nr. 1) is the only plan that in the 

description writes anything about a feeling of safety, it states, “It is important that the 

tunnel is designed so it feels safe, beautiful and welcoming, and that it is given city-

like design and form.” (nr. 1 p. 26). The tunnel is well-lit and built in bright materials 

and the corners are round creating good visibility. 

 

As already stated most plans mention safety in relation to traffic and it is separation 

of traffic that is meant in almost all cases. Öbackaområdet (nr. 4), Ålidbacken (nr. 9), 

Carlshem (nr. 11), Mariehems gård/höjd (nr. 14), Mariehemsområdet (nr. 15), 

Ålidhem (nr. 17), Ersbodaområdet (nr. 18), Tomtebo I (nr. 19), Böleäng II (nr. 20), 

Kyrkbron (nr. 22), Marknadsplatsen (nr. 23) and Östtegs industriområde (nr. 24). In 

some of these plans it is explicitly mentioned that the separation of pedestrian- and 

bicycle lanes are in order to increase the traffic-safety, as in the plan-description for 

Ersbodaområdet: 

 

“The plan-proposal has strived towards a coherent layout with the point of 

view of traffic-safety. All the residents should have a relatively short 

pedestrian- and bicycle path to pre-schools, the centre in Ersboda East and 

Ersboda West and schools that do not cross any street or parking space.” (nr. 

18 p. 3). 

 



In other plans it is only mentioned that pedestrian- and bicyclists will be separated 

from car-traffic and not that it is because of traffic-safety. It might seem obvious that 

it is because of traffic-safety but it might also be in order to increase the efficacy of the 

traffic-flow. Either way it is interesting to note what is mentioned in the plan-

descriptions and what is not mentioned. And to what measures there is given a reason. 

 

In the plan for Ålidhem (nr. 17) the planners recognize a dilemma between effective 

running of the bus-lines and traffic-safety/ children’s safety. The plan-description 

reads: 

 

“One example of a conflict of interest in traffic is the design of a bus-line 

through the central part of the area, which have been touched upon in the 

discussion relating to the plan. On the one side there are the arguments for 

the bus with a short way and high speed, among others – and then on the 

other side there are traffic-safety, children’s safety when the bus comes 

driving alongside of the schoolyards and the children’s play areas in high 

speed – and in addition to that is the personal comfort of a short distance to 

the bus-stop.” (nr. 17 p. 18). 

 

It is easy to follow the reasoning of the planners when it is written like this in the 

plans and one can imagine that for a citizen that is reviewing proposals that are 

elaborately written like this it is easier to come up with remarks. 

 

Marknadsplatsen (nr. 23) is mentioning safety in quite different context in addition to 

the common traffic-separation. It is discussed in connection to the shopping mall’s 

close location to the airport of Umeå. The is location precisely after the starting lane 

so when the aircrafts start of and get into the air they pass the location during the first 

minute, a breakdown or a birdstrike right during the take off could have catastrophic 

consequences, it is stated in the plan. That is a dilemma between land that is needed 

for the city to grow and the location of the airport, which is of great use and 

importance for the city as well. 

Conclusions 

If we apply the system-perspective (Nyström & Tonell 2012) presented in the section 

of the theoretical framework on the now presented results we might be able to 

overview the finding of this study and to come up with some conclusions. The 



concept of sustainable development fitted into the system-perspective as a structure. 

The planners are actors and the practice of planning is processes that along the way 

produce detail-plans. 

 

Generally, considering all the three themes of mobility, green space and safety, it 

does not seem as if the structure, sustainable development, have any great effect on 

the way that detailed planning is conducted in Umeå, but maybe some. In relation to 

mobility the most focus is put on traffic with cars but actually pretty much effort is 

put on the accessibility to pedestrian- and bike lanes as well. It gets very obvious that 

Umeå, and our societies in general, is built up with a strong belief in the car. It is of 

course no new revolutionary academic finding but it appears in a quite new light 

when a study only focuses on detail-plans. When zooming in you are able to see the 

details that can alter the big picture. Every part of Umeå, down to the smallest most 

unimportant parts of detail-plans, is related to car traffic. The share of the written 

plan-descriptions that is dedicated to cars – where they will be able to park, where 

they will be able to enter the area, where they will be able to fill up their gasoline 

tanks – is bigger than many other aspects that are covered in the plans, certainly 

bigger than the other two themes of this study. 

 

When it came to green spaces, for the most parts, it circled around children’s play 

and also making use of vegetation and greenery in a way to fulfil aspects of design. 

We can conclude that the virtues with green space when it comes to children’s play 

are fully recognized within detailed planning in Umeå. It seem as if recreation is the 

name for the kind of play that grown ups do. Then it centres on wellness and sports. 

Stadsliden (nr. 7) is the crown recreation area in Umeå and it is a popular area to run 

in during the summer and ski in during the winter. All in all, green space and the 

aspects of it that are identified in this study do not play as a vital role as mobility and 

car-traffic does. 

 

Safety was the theme with the least identified aspects in the plan-descriptions. The 

most common aspect, though, was traffic-safety in the form of separation of 

pedestrian- and bicycle lanes from car-traffic. Far-reaching and expensive measures 

are taken in order to keep pedestrians and bicyclists out of the way from car-traffic. 

Tunnels are common and so are bridges. The two most recent plans were those that 

dealt with security in the most elaborate and explicit ways. In the oldest ones, safety 

was not even mentioned in some of them. 

 



As a concluding remark we should remember that detail-plans are valuable sources of 

information. Compared to going out and observing the built environment and how 

people interact with it we get insights into how planners reasoned when making some 

of their decisions in connection to detailed planning. A winning concept would 

probably be to combine the method of observing the realized detail-plans with 

studies of the actual plans. That is a tip for future studies. 

Discussion 

We determined early on that the practice of planning, the academic field that is 

concerned with planning and the concept of sustainable development are all very 

wide and touch upon many different aspects of society and life. It is therefore not 

surprising that a discussion of this sort end up comparing aspects of detailed 

planning where the reasoning and priorities are close to sustainability with those 

aspects where the reasoning and priorities are far from sustainable. 

 

If we take Campbell’s (1996) triangle as a guiding model of what sustainability is we 

can compare the 2 500 parking slots planned in the plan for Marknadsplatsen (nr. 

23) with the extensive network of pedestrian- and bicycle lanes planned in 

connection to Ålidhem (nr. 17). Campbell’s triangle has the economy planner in one 

corner, the ecology planner in one corner and the equity planner in one corner. The 

developments that the plan for Marknadsplatsen entails signals a planner that sits in 

the corner with the economy planner. It might be that the marker moves slightly into 

the middle when one reads about the parking slots for bikes and the new bus-line to 

the area but that is totally overshadowed by the way that the whole development 

cements the car-driving norm and the consumption. Positive for the city and region is 

all the new jobs that are created but that only determines the planning of this as 

economy planning. 

 

If we instead look at the far-reaching separation of pedestrian- and bicycle lanes it 

seems that the dot are getting pretty close to the middle of Campbell’s (1996) triangle. 

The economy planner get his/hers by letting the roads be free from crossing 

pedestrians and bicycles that slow down the movement of people and goods – time is 

money. The ecology planner get his/hers by facilitating as far as possible for the use 

of bicycles and walking paths and therefore decreasing air pollutants. The equity 

planner get his/hers by facilitating for different kinds of transportation, every one 

can not afford a car and therefore it is important that it is possible to walk or use the 



bike in an efficient way. This also connects to all the themes in this study – the 

obvious one is mobility, green spaces because the pedestrian- and bike lanes often 

pass through green spaces and safety because separation is the traffic-safety 

measurement number one. 

 

As we could read in the theoretical framework, the concept of sustainable 

development is characterised by dilemmas and contradictions, a bit depending on the 

viewpoint one takes on. Those are pretty absent in the plan-descriptions that 

constitute the empirics in this study, except the some few examples. That might be a 

sign of the concept of sustainable development not really reaching all the way down 

to the local level of detailed-planning. It seems, after having conducted this study, 

that the values and beliefs of sustainable development absolutely needs to reach 

down to the very local level where detailed-planning is conducted in order for the 

concept get a grip of our future. It does not change anything with glossy international 

reports if not the reality down at the ground leads the way. 
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