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Abstract 
Since automobiles are detachable elements of contemporary urban life, studying the 
interactions imposed by them to urban forms is helpful to develop urban areas. The isolated 
neighborhoods locating along highways are the common picture that easily can be found in 
most of developed cities. The more advanced traffic networks a city possesses the more 
detached neighborhoods can be detected in it. The main question trying to be answered in this 
study is how to reattach these separated areas together and how to create a peaceful 
coexistence between highways and their neighborhoods.  
In order to find an answer, a municipality named Upplands Väsby (in the north of Stockholm) 
has been studied and analyzed. This real sample with internal connectivity problems was 
supposed to provide a ground to analyze the outcome of proposed interventions. 
This process resulted in obtaining a general policy in approaching this issue and some flexible 
interventions proper for this specific site of study. Finally, the study implies on the possibility of 
reattaching isolated area over high-speed roads. It also brought up some suggestions for 
improvement of mobile passenger’s perception of the road and surrounding areas while 
facilitating the pedestrian’s movement through the site.           
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1- Introduction 
Movement is one detachable characteristic of each city. The more the movement is facilitated 

the more the city is developed. There is a wide range of definition for the concept of movement 

in an urban form consisting of distinguished patterns. This concept varies from sending a text 

message via a mobile phone to immigration of human beings from one place to the other. 

Dealing with mobility in this vast context seems so complicated. In order to scrutinize the 

movement and its outcome in an urban form it is crucial to narrow it down.  

Due to the fact that patterns of physical movement in a city are the main appliances in order to 

structure the city, automobile and pedestrian routes can be called the immobile infrastructures 

of a city which brings mobility to it.  

Through the history, roads and their functions were changing constantly but the connecting 

characteristic of them have always 

been changeless. From the 6,500 

km Silk Road (Figure1) that was a 

merchandize route for about 3,000 

years, to a neighborhood street 

(Figure2), the inherent feature of 

the routes to increase connectivity 

has remained untouchable.  

The only variable items of the roads 

are the facilities by which people 

move in them from time to time. It 

has changed from quadrupeds to 

high-speed vehicles. As it is visible, 

in this aspect, the essence of 

movement is the same while its 

form is changing constantly.  

The question, which rises here, is 

the speed or form of movement and 

its consequences on the city 

structure and connectivity. Can a 

high-speed route cause   connection 

and disconnection synchronically, 

while it seems in conflict with the 

inherent characteristic of routes? 

How is it possible to have a route 

with the purpose of connecting which causes disconnection at the same time? Is it the speed or 

form of mobility, which creates the urban structure through the route? What is the influence of 

FIGURE 1 SILK ROAD 

FIGURE 2 A NEIGHBORHOOD AREAS AT UPPLANDS VÄSBY KOMMUN 
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low speed or pedestrian routes in an urban structure? Finally, is connecting two or several 

location to each other, the only function that can be defined for a route or is it possible to 

allocate other activities to various routes depending on their characteristics? 

Focusing on visible movement of people, by feet or automobiles or other transport vehicles, in 

an urban form can lead us to find out about the routes structures and the probable inefficiency 

of the area, which is caused by this system. To make the outcomes more tangible, choosing a 

proper site and studying it while the research process is developing, seems helpful. As the 

supportive location for these research questions, E4 itinerary is fine because it contains several 

items such as a high-speed route and a split urban form with no pedestrian connectivity. The 

area, which is going to be focused, is around Infra city located in the northern Stockholm, inside 

Upplands Väsby kommun (Figures 3-5).  

According to the design program prepared by Upplands Väsby municipality, E4 itinerary is one 

of the main entrances to Stockholm. Due to the high traffic which flows into this way, great 

oppurtunities arise in areas in its vicinity. E4, as well, can be named as the main access to 

Upplands Väsby kommun. It passes through Sollentuna and enters to Upplands Väsby and goes 

straight to Arlanda airport. But as a matter of fact it is almost impossible to find a clear 

enterance to the kommun via this thoroughfare. As it was said before the selected area is 

around this enterance. In order to change the potentials to reality around E4, several factors 

should be perceived. Furthermore to have an itinerary that triggers urbanization through its 

path several items should be reviewed and revised. In the following pages, each of these factors 

will be explained. Connectivity is the last item that will be analyzed with the purpose of finding 

some answers for the research questions through the process. 
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FIGURE 4 E4 MAP IN STOCKHOLM FIGURE 5 E4 MAP IN SWEDEN 

FIGURE 3 E4 MAP NEAR INFRA CITY 
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2- Neighborhood functions  

As it is visible in the map below (Figure6), E4 is almost surrounded by industrial functions. It 

seems that E4 has divided the triangle industrial area (Infra City), which is limited to 

Stockholmsvägen, Breddenvägen and Bendanvägen to two parts. Infra City location caused a 

great opportunity for business activities. It extended along E4 highway from Bredden junction 

to south of Bredden bridge. (Figure6) Due to its immediate adjacency to E4 and its approximate 

location between city center and Arlanda airport, the accessibility to this area is facilitated and 

it is an attractive point to draw in various businesses to the site. The area is divided to the 

eastern and western Infra city by E4.  (Figure 7) 

 

In the west side of Stockholmsvägen, Älvsundadalen and Johanneslund is located. The vast 

open land named Älvsundadalen, is supposed to work with infra city complex in the future 

developments. The further we go from the E4 route the more we can find residential areas. 

Bollstanäs, Grimstaby, Sjukyrkoberget, Smedby and Johannesdal are the residential areas which 

are located in this selected site of study around E4. In order to reduce the traffic noise, which is 

caused by E4 traffic, this division of functions seems appropriate. The industrial area can act like 

some barriers in order to protect the residential parts in their backside from transportation 

noises. 

The other type of land, which is almost the dominant one in the area, is natural forests. This 

kind of greenery is spread mostly inside residential areas and beside Älvasundadalen.  

 
FIGURE 6 FUNCTIONAL MAP OF THE SITE 
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In order to define an impressive area at the beginning of Upplands Väsby municipality, knowing 

the current impression of E4 on passengers and pedestrians seems to be important. Scrutinizing 

the current situation, would be helpful to find out the potentials and deficiencies of the area 

caused by E4.  

   
FIGURE 7  INFRA CITY (EASTERN AND WESTERN SIDES) 

3- Visual prospects and impressions 
Highway visual prospect has two aspects: a mobile view from inside a car and a pedestrian view 

from people outside of cars looking at the site. Because of the critical adjacency of Infra City to 

E4, spectators without cars are quite often in the area. There are also a great number of cars, 

which travel daily by E4 to reach their destinations. Municipality reports about 65,000 vehicles 

traveling this route every day (Upplands Väsby och Sollentuna kommuner, 2010, p.11) and 

about 2,500 people working in 145 companies just in Infra City East (Ibid, p.22).  

In the municipality reports, defining an entrance for Upplands Väsby area, via E4 has also been 

mentioned several times, which shows the tendency of municipality toward creating an 

impressive and memorable view for both commuters and pedestrians. 

There are common objects that form the view for both mobile and immobile watchers but the 

final perception of each can be very different. For the reason of the various impressions causes 

by E4 and its adjacent sites, it seems necessary to first perceive each group separately and next 

compare results in order to find a multipurpose suggestion with positive effect for both mobile 

passengers and pedestrians.  

It is also important to find out about the various aspects of experiences, dealing with mobility, 

in order to pick a method with the maximum capability in analyzing the viewer experiences. The 

different point of views during times can also be helpful to conceive the prevailing process, 

which caused most of highways to act like a disrupting operator in urban landscapes. A review 

about various perceptions of mobility from mid nineteenth-century until late twentieth-century 

is the first part to be studied under this topic.          
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3-1 Understanding the past and contemporaneous experiences 

dealing with mobility 

From 1769 that “The first self-propelled car” was built by a French military engineer, until 1889, 

when the “first motor company” was inaugurated as the “world’s first car manufacturer”, 

(Discovery channel, 2011) automobiles were not the main transporting facilities for people. 

Despite of the great developments happening to the primitive automobiles after this period, it 

took several years for people to find the car as a necessary part of their lives. Before the First 

World War, it seems that cars were still the luxury good for most of the people. Lewis Mumford 

describes it in this way: “he who had one was a king; he could go where he pleased and halt 

where he pleased; and this machine itself appeared as a compensatory device for enlarging an 

ego which had been shrunken by our very success in mechanization.” (Sweezy, 2011)  

There is a noticeable increase from year 1910 onwards. As it is mentioned in the same article, 

on 1910 there were 19,000 people for each car in the United States and this ratio changed to 

4.1 in 1940 and 1.9 in 1970. The very direct result of this tendency toward using automobiles is 

the necessity to build specific routes or redesign the current pass ways for them. This effort of 

making or remaking routes in cities increased in the modern era in order to facilitate the city 

functioning and the remarkable role of cars in planning policies for a city with a proper 

circulation is not ignorable. In order to have a more profound understanding from this 

revolution in city routes planning (which is caused by appearance and increasing utilization of 

automobiles), having a quick look on various approaches to route planning over time seems 

helpful. 

The boulevards of Paris (1850-1870) are the first case to be mentioned. It is claimed that Baron 

Haussmann is the first one in his time who succeeded in formulating a “metropolitan –scale 

response” to the demand of rebuilding a city in the modern era. (Tatom, 2006) It is widely 

suggested that Haussmann’s interventions paved the way for modernization of Paris and 

changed the city from a medieval city to a modernized capital and the current characteristic of 

the city is highly owed to the renovations suggested by Haussmann although his contemporary 

people criticized it. (Adcock, 1996) As it was noted earlier, the presences of automobiles return 

to 1910 onwards and the new boulevards, which were designed by Haussmann, were 

responsive for the city necessities even in 60 years later. In fact the “metropolitan-scale” 

included in renovation suggestion brought the opportunity of modernization to Paris. (Tatom, 

2006) 

The other helpful note in Haussmann’s renovation plans for Paris is his attempts “to take 

advantage of existing monuments and amenities, topographical conditions, and real estate 

opportunities”. The new city was designed concerning both pedestrians and mobile commuters 

and was completely aware of edges, urban furniture, historical locations, and various needed 

functions. It seemed that the suggested interferences were in harmony with the city. (Tatom, 

2006) Overall Haussmann’s approach to the boulevard and street designs seems to follow a 
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multilateral pattern, which was trying to meet aesthetical purposes while respecting current 

situation with a look to future demands.             

To find out the process of gradual changes dealing with approaches to mobility connected 

renovation and design, it is necessary to move over time. Haussmann prepared the city to face 

with modernization, so it seems logical to see how modernization influenced cities regarding 

mobility and city renovations. In 1930, there were 4.5 persons for each car. (Sweezy, 2011) Due 

to the rush toward automobilization of the cities, various reactions emerged. The modernist 

hostile deployment against existing traditional streets, appear in Le Corbusier proposal for Rio 

de Janeiro in 1929. The time he traveled to Rio de Janeiro, traffic congestion, and deficiency of 

space for more expansion were two main problems city was struggling with them. He proposed 

an expanded motorway, which exist on the top ten stories residential and official buildings. 

These buildings were planned to be built on 30-meter-high piers. (Fraser, 2000)  

The modernist interpretation of city and its relation with mobility is completely in contrast to 

nineteenth century perception. The idea of boulevards in the city had no contradiction with 

creation of unity in urban fabrics while the modernist’s manifestation of building vast highways 

on the top of city and killing the traditional streets, were equal to disrupting urban fabrics. The 

direct result of this approach to facilitation of movement through cities is so many urban fields, 

which are split by a motorway. This proposal for Rio de Janeiro is said (Calabrese, 2003) to have 

a great impact on city street designs for decades and take a long time for streets to recover 

from that. Moreover, this reading of movement involved the way architects dealt with urban 

development for a long time. 

The other deficiency of early modernistic approach to highways was the necessity 

preconditions their proposal imposed on cities. It was almost impossible to execute these kinds 

of extremist proposals in a traditional urban area. The first prerequisite for building a giant 

highway above high-rise buildings is a “tabula rasa” (Tatom, 2006) with a limitless freedom of 

construction.  

The infatuation of designers to high speed and the assumed opportunities engendering by 

possibility of traveling longer distances in a shorter periods, made urban planners to believe the 

highways as the key to future developments of cities while traditional streets were in contrast 

to this great opportunity. As a result, sacrificing the neighborhood streets in order to build 

modern routes was an acceptable proposal in early modernist era and suggesting an urban 

route as a complement to the existing built area was of minor importance.  

To see the modernistic interventions outcomes, again it is necessary to move over time. In 

1960, the ration of people to automobiles in United States increased to 2.4. This ratio shows 

that the demand for commuting by an automobile is almost two times more in comparison to 

1930. Accordingly, the requirement for safe paths was rising with the same pace. However, 

there is a considerable differentiation in designer approaches to mobility facilitation planning in 

this period. Going from modernism era to postmodernism epoch, initiated many alteration in 
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orientation toward urban renewal proposals. Planners found the modernistic highways 

adjective as “ugliness” (1964, p.2) posing in cities regardless to aesthetic aspects of urbanity.  

The modernist way of developing cities created a despicable appearance in many urban areas in 

the opinion of postmodernist analysts. In post modernistic attempts to meet city requirements, 

visual attractiveness and legibility of urban areas, either mobile or immobile infrastructures, 

became of great importance. There were also many polemics focusing on the main causes, 

which changed streets and highway to the splitting items of cities.  

The rational searching to detect the problematic factors, leaded to various approaches to 

highways and streets, as cohesive and connective elements of urbanity and it is said that 

(Calabrese, 2003) these new approaches to highway and street perception, during 1960s, 

caused them to gain “unwillingly respect” as a “creation of urban civilization”. Toward 

definition of highways and city relationship, many deficiencies of modernism experiences were 

also revealed. Jane Jacob, Mumford, Kevin Lynch, Newman, and many other theoreticians 

studied the modernism impacts on cities and some of them suggested post modernistic 

solutions for them. Among others, Kevin Lynch is said (Calabrese, 2003) to be a fundamental 

researcher of “visual perception” of highway on mobile commuters that follows two main 

design objectives. First roads are assumed a prospered spot to decide the urban renewal 

renovation and development. The perception of viewer from the road is the second item Lynch 

focused on. He believed that roads are the location that makes viewer create a phantasm about 

the urban area they are moving in. Accordingly, the viewer perception of the road is the most 

important thing, to be studied and changed if possible. Calabrese (2003) believes that there is 

still some visible infatuation to “spaces of motions” in Lynch study similar to Le Corbusian 

approach. 

Being aware of this fascination to “spaces and motions” the method Lynch has invented provide 

a creative way in order to describe the commuter experiences from the road while makes it 

possible to focus on aesthetics aspects of the way. It seems that, the proposed procedure of 

Lynch makes it easier to predict part of the proposal outcomes even before executing it. This 

method will be focused further in relation to the proposed site of the research (E4). 

Besides Lynch proposal, there were other mentionable attempts, which tried to increase the 

awareness of society to the problems caused by mobility policies in the city. The Buchanan 

Report prepared in England is another report concerning road traffic in the city.  

Depends on all researches and intervention through urban reformation, It is rational to claim 

that by the alteration in designers point of view about mobility and its consequences on the 

urban from during 1960s, an evaluation in dealing with highways and roads was initiated. In the 

later years, many forgotten concepts were studied again. Scenography methods of 1960s 

changed to a more holistic point of view. Connection and integration of roads and urban form, 

pedestrian movement and its connectivity to roads , legibility of highways, noise and air 

pollution produced by motorways, the lost connection of split urban forms, roads compatibility 
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to morphological aspects of urban forms and many other problems were main concerns of 

designers until contemporary era. Focusing on the evolution of urban theories regarding 

highways, mobility and their various concepts in different times, reveals helpful information 

dealing with current problems of roads. Despite of rapid development in technology connected 

to mobility facilitation and highways in the present time, upgrading the knowledge of designers 

is also significant. In following parts, using previous experiences in addition to studying new 

mobility concepts has been the main effort. As it was mentioned earlier, the Lynch method in 

describing view from the road is chosen to provide a general perception from the site, following 

with pedestrian experiences and connectivity issues of the area.         

      

3-2 Car passengers experiences from E4 

Appleyard, Lynch and Myer (1964, p.4) describe the modern car “as a filter between the driver 

and the world he is moving through”. They claim that many sensations such as smelling, 

touching and even feeling the weather are limited in comparison to pedestrians experiences. 

Even the viewers inside the cars have more determined perspective while a pedestrian can 

change his horizon as and when he wishes. He also has more opportunities to stop wherever he 

wants and choose various paths. (Ibid, p.4) 

Beside these limitations, there are several opportunities for mobile viewers inside the cars, 

such as a grater probability in order to perceive the sequences on the way or comprehending a 

general perception from an area in a shorter time.  

Being reversible is the other distinct characteristic of moving on a highway. Drivers have the 

option to drive on either direction. It is described as a piece of music which can be played both 

forward and backward while it is still meaningful and audible. (Ibid, p.5) 

To analyze the visual sequences of E4 (in the proposed area) deeper, there are several 

applicable techniques. Recording the travel through the area, taking pictures, sketching at the 

site, and making 3D models are some regular methods, which none of them, cannot be a 

reliable replacement for human eye. Beside all these methods, a simple graphic technique 

developed by Appleyard, Lynch, and Myer seems more successful in narration of a highway 

similar to human eyes functioning. Some symbols make the graphics legible as below: (Ibid, 

pp.22-27)   
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FIGURE 8 SYMBOLS NARRATING MOTION 
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     FIGURE 9 SYMBOLS NARRATING ORIENTATION 
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In order to build an impressive commencing point for 

Upplands Väsby municipality through E4, it is 

necessary to find out about passengers experiences 

while they are leaving Sollentuna municipality and 

entering to Upplands Väsby. To have a clearer picture 

about these experiences, the analyzed part of E4 is 

chosen to be as figure10. The path is marked by red 

color and the border between municipalities is shown 

by blue. The analysis start point is shown with 0.00 km 

and it continues about 2.1 kilometers to the north. The 

study starts when the commuter is still in Sollentuna 

municipality. The sequences of various views through 

E4 have tried to be illustrated in figure 11. Diagrams 

should be read simultaneously from bottom to top. 

The one in the left indicates space motion experiences 

through the way. It mostly includes speed, slopes, 

screens, and the nature of merging from one scene to 

the other one. The diagram in the middle indicates the 

orientation experiences of the way and the one on the 

right side shows the highway elevation while going 

through it. Motion and orientation diagrams are 

divided to 15 seconds intervals in order to make the 

scanning easier. (There is also a larger picture of the 

diagrams, which is easier to read, shown in figures 12 

and 13.) It is also necessary to mention that the 

observer is assumed to be in the front seat of a vehicle moving with the average speed of 

100km/h. As it is apparent in the diagrams, the entire time, which takes for a viewer (moving by 

a car), to be influenced by the first impressions of the way, entering Upplands Väsby 

municipality, is about 80 seconds.  

This short time is divided to six phases. The first 30 seconds, which observer is leaving 

Sollentuna, the next 30 seconds, which observer reaches Infra City, the third and fourth 

interval, which observer is surrounded by Infra City and the fifth and sixth intervals, which 

observer is processing the information received before, while entering the municipality center. 

The most impressive part of this short journey seems to be from second 30 to 75, which 

observer is exposed to various forms trying to be informed about Infra City different functions. 

So in order to define a memorable beginning for the municipality, focusing on Infra City is 

essential because this multi functional complex is the most visible structure for viewers through 

E4 and consequently its impression on viewers is worth to be analyzed.   

FIGURE 10 SELECTED LENGTH OF E4 FOR THE ANALYZE 
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FIGURE 11 HIGHWAY ANALYZE    
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FIGURE 12 HIGHWAY ANALYZE     
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 FIGURE 13 HIGHWAY ANALYZE    
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It has been tried to cover all the visual experiences and impressions such as passenger’s 

experiences from the way, the landscape and build environments beside the road. Landmarks 

and legibility, architecture quality, road signage, external borders of the way, outlooks and 

sightlines are the other important factors, which has been included in this observation. 

Diagrams, reading from bottom to top, can be translated in this way:  

The first interval: The road is rising while the speed is decreasing. There is a rock barrier on the 

right side and on the left side; it is a sloppy field, which are defining highway edges. There is not 

anything outside to help the observer in orienting. The road is the only thing, which observer 

can hang on going through the way. The area is undefined and it looks like a leftover site near 

the highway. The barrier, which is a piece of rock, stays in the viewer perspective for about 5 

seconds and follows by a sloppy field like the one on the left side of the highway. The space is 

still not defined in any way. Shortly after appearance of the open field with some trees on the 

right side, a view from Brostaden official and commercial complex (Bredden business area)  

becomes visible in somehow close distant. For the next five seconds there is still an image of 

undefined field on both sides going by, while the road is still rising and swinging to the right. 

The right perspective is to Brostaden building and the left one is still the trees defining the 

highway edge. The observer is at the bottom of the road with a clear screen ahead. At the end 

of second 10, the road reaches its peak and swings right as it starts dropping. In the last 

seconds of this interval, Observer reaches Brostaden (the landmark at that moment) and sees a 

route divaricating from highway going to the right. There is no legible sign at the moment and 

no visible end for the route. It can be a moment of doubt for driver in order to choose the way 

and continue the journey. Reaching Brostaden almost coincides with the path dropping and 

gathering speed. The whole experiences in the first interval are gradually happening and there 

is no abrupt change for the observer. 

The second interval: Instantly after passing Brostaden building, new buildings appear in both 

sides of the highway. The trees on the left side are still going by, while the observer moves. The 

landmark on the right side is not completely visible for the most of the time in the second 

interval. It counts as a disappointing view for the observer, while he expects a clear view after 

reaching the highest point of the way and instead he experiences a semi-blocked view to the 

most important landmark (Scandic Hotel) of the area. The high voltage tower mostly blocks the 

view to the right side for a while. As the road swings to the right, the obstacle in the screen 

turns to the left and leaves the screen. There is recognizable greenery line in the background, 

which starts after reaching Brostaden. It helps the observer to define a frame on the right side. 

The road is still dropping in this interval changing the swinging direction at the end of 30 

seconds. At the beginning of this period, the observer is located on the bottom of the highway 

with slope on the both sides but his location is gradually changing to the top of a cut, which 

goes under the highway and is perpendicular to the road. At this moment, the screen to the 

highway is clear and as a result, the important landmark (Scandic Hotel) to the right side is 
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completely visible to the observer. At the last seconds of this interval, there is also a change in 

the edge of the left side. The trees seem to be faded and a new edge of greenery becomes 

visible in a further distance simultaneously. 

The third interval: As the third interval begins the road swings to left still dropping. The 

buildings on both sides of the highway create a chaotic visual experience for the observer. 

While the observer moves into Infra city complex, he finds himself in a surrounded highway 

with an open screen beyond. The only prospect that observer can hang on to, is the Scandic 

Hotel high rise building, which has been recognized as a landmark on the second 15. On both 

side of the highway, various construction with no harmony with each other posturing, 

competing to attract more attention. The infra city impression on passengers are completely 

the opposite of what it should be in order to define a memorable area. The chaos made by Infra 

city, force the observer to try to get rid of the area as soon as he can. The observer, which was 

moving in a road with only traffic signs, finds himself in the middle of large numbers of 

commercial signs from Infra City. (Figure14) As it is apparent in the diagram, the number of 

commercial signs on the right side of the highway is more than the left side. Since the Infra City 

East is more developed than the western part, more commercial and official functions are 

located there.  

There is no well-defined entrance for Infra city west and east visible to the passengers. In the 

middle of this interval, a route from the right side joins the highway, which has no clear origin 

to the observer. At the end of this interval, while the observer is at the lowest elevation from 

the beginning there is a complete view to Scandic Hotel to the right. The observer continues 

driving to the north while the highway starts rising again. 

The fourth interval: The chaotic visual experience of Infra city continues to the fourth interval 

as well. The greenery edge of left side disappears two times in a while and appears again. The 

highway continues to rise and an object (traffic signs) passes over the observer. The bridge, 

which has been visible from second 20, looks so close and in the end of this interval, will be 

reached. 

The fifth interval: While the route is rising, the observer enters a cut in the beginning of the 

fifth interval. There is a strong edge made by rocks on the right hand and the distant greenery 

on the left hand, still defines the highway edges. Passing under the bridge, observer 

experiences an extremely dark space with poor lighting. At the time that passenger passes the 

first bridge, the second one appears. Up to this point, there has been no connection between 

two sides of the highway visible to the observer other than similar names for the business 

districts surrounding the highway.  

The rock edge continues until the second bridge and the observer experiences a room with one 

view to the left. Passing through the second bridge, road reaches its highest peak in this 

interval. At this point, there is a view to the Euromaster building on the right.  
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The sixth interval: This last interval is 

the shortest one in comparison to the 

previous ones. Entering this interval 

coincides with the road swinging to the 

right and dropping. The Euromaster 

building on the right grows gradually 

while approaching it. The greenery 

distant edge is continuing to the north 

on the left side of the highway. There 

is another building, which is visible 

after passing the bridge on the left 

hand, which is covered mostly by the 

greenery.       

 

   
 

 

 

 

 

 

 

FIGURE 14 INFRA CITY COMMERCIAL SIGNS VISIBLE FROM THE HIGHWAY  

 
FIGURE 15 INFRA CITY, VIEW FROM THE HIGHWAY 
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FIGURE 16 PICTURES TAKEN FROM HIGHWAY  
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3-3 Pedestrian experiences from E4 

Pedestrian observers have two distinct visual experiences from each side of the highway. It 

seems better to divide these two perspectives to Eastern and Western Infra city as well, in 

order to make a more profound analyze. Since the Eastern part is more developed, more 

costumers can be found there in comparison to the western part. There are also more 

employees, who work in various commercial and official businesses in the area. Scandic Hotel 

can be named as the other major reason for attracting people to this part. As it is apparent in 

figure 17, a cycle and pedestrian path exist immediately in front of the hotel.  

To the observer who has experienced walking through all the routes in the eastern area, Infra 

City is divided into two distinguishable spaces. The one you can stay there for a while and the 

one, with minimum facilities for a short rest and almost no designed greenery, which you can 

just pass over it. Spaces of first category are mostly located in the east side of the site near 

Scandic Hotel, while the second class turns up to be beside E4. It seems that parking areas and 

building masses are trying to protect the inner parts from E4.  

                                          

FIGURE 17 SPACES BESIDE E4 AND THEIR CONTRAST TO INSIDE AREAS 

Since the area of study is E4, the concentration will be focused on observer experiences from 

Infra City with orientation to outside (mainly E4 and Infra City West) rather than inside look to 

the area. The first thing, which is locating beside the last row of buildings alongside E4, is vast 

parking with low quality greenery. The border of parking area is clarified in some places with a 

wooden fence with a high opacity, which blocks the views to E4 to a large extend. The start 

point of fences seems to be chosen completely accidental. It happens also for the point where 

fencing finishes. (Figure32) The high opacity fences can just block the view to the highway and 

not to the moving vehicle moving toward the road. These vehicles are the next objects, which 

are visible to the observer looking toward E4. (Figure18&19) Infra City West is located 

immediately beside E4 verges, which provides an effective perspective for the observer on the 

other side of the highway. It seems the facades of buildings on the other side, are the first 

things that attract the pedestrian attention. The large-scale sign introducing Infra City West 

emphasizes the relevance of these two complexes on two sides of the highway. This impression 
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even seems to influence the picture of the parking area and the random fences. So briefly, the 

observer faces a semi similar area, as the one in which he is right now, on the other side of the 

highway, which is discontinued by parking area, fences and an almost invisible highway.        

                  
FIGURE 18 PARKING AND FENCES                                                       

FIGURE 19 VIEW TO MOVING VEHICLES TOWARD E4 

The similarities create a visual connection between two sides of the highway for the observer. 

This virtual connection will probably ends in an expectation to see the real physical connector, 

which links these areas together, the expectation that is far from reality! (Figure20&21) 

                        

FIGURE 20 LACK OF CONNECTION BETWEEN TWO SIDES            
FIGURE 21 LACK OF CONNECTION BETWEEN TWO SIDES 

The only visible connection to the other side is Bredden Bridge on the north side of the site. 

There is an ill-defined path for both pedestrians and cyclist beside the highway, which goes to 

the bridge. (Figure22&23) The other factor, which makes this path more inappropriate, is its 

immediate adjacency to the highway. The sound and air pollution caused by E4 traffic is 

harmful to the passengers of this path. The bridge is also not completely suitable for 

pedestrians. It is more a vehicle bridge other than a walkable area for people. (Figure24&25) In 

addition, the long distance from Infra City to the bridge makes it almost inapplicable. The same 

situation happens on the other side as well. There is a long path to walk to reach the western 

Infra City. On this side, the view has the lower quality in comparison to eastern part. Due to the 
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undeveloped situation of the western site, the view confined to low quality buildings, on the 

right hand and E4 verges, on the left hand through the path to Infra City west. (Figure26&27)     
 

                 
FIGURE 22 THE PEDESTRIAN-CYCLIST PATH TO THE BRIDGE                     

FIGURE 23 THE PEDESTRIAN-CYCLIST PATH TO THE BRIDGE 

                    
FIGURE 24 BREDDEN BRIDGE                                                                   

FIGURE 25 BREDDEN BRIDGE 

                       
FIGURE 26 THE VIEW FROM THE BRIDGE TO INFRA CITY WEST               

FIGURE 27 THE VIEW FROM THE BRIDGE TO INFRA CITY WEST   

Infra City West is invisible to the observer on the half of the way. The only conducting object is 

Scandic Hotel on the other side. There is neither pedestrian path nor cyclist. This ill-defined 
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path continues with the same unacceptable quality until Infra City west. The only substitution 

for this non-pedestrian path for people with no private vehicle is taking bus number 566 from 

each side to reach the other side.  

The view from this area to E4 has the same items as the eastern side: parking area, fences, and 

the motorway. The only difference is the high level of the site, which provides a clear view to E4 

and Infra City East. (Figure28&29)  

 

                
FIGURE 28 VIEW FROM WEST TO EAST                                                     

FIGURE 29 VIEW FROM WEST TO EAST 

 

3-4 Conclusion 

Analyzes for both pedestrians and mobile observers in the cars, show the inefficiencies of the 

site for passengers. In order to prevent any repetition the potentials and problems are briefly 

given below: 

a) Potentials:  

 The strategic location of Infra City, which can attract so many people to the 

municipality 

 The Iconic role of Scandic Hotel, which can be recognized as the landmark for the 

area 

 The form of the highway and its slopes, which can be included in design 

proposals in order to make a more legible area for observers 

b) Problems: 

 The ill-defined edges beside the highway  

 The undefined entrance to Infra City from the highway 

 The illegible routes that join E4  

 The low quality architecture style of Infra City buildings  

 The chaos which commercial signs create 

And the most important problem 
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 The disconnection between the two sides of the highway, which prevents Infra 

city east and west from functioning together especially for pedestrians 

In order to find appropriate solutions for these problems while benefiting from potentials, it is 

necessary to find out about municipality proposals for the area. In continue there is a summery 

from municipality proposals for E4 and its neighborhoods.  

4- Municipality reports 

Upplands Väsby municipality has aggregated in 1952. E4 was built from 1960 and Infra City 

complex started to develop from the end of 1960s.  (Upplands Väsby och Sollentuna kommuner 

(a), 2008, p.10) Infra city and Älvsundadalen are two areas in the municipality, which have 

affected most by E4. Upplands Väsby municipality has provided two separate programs for 

development of these two areas.  

4-1 Infra City East 

The Eastern part is larger than the western part and more various businesses are located there. 

For development of the eastern part, the municipality proposal wants to reinforce the 

impression of a cohesive and attractive business area, (It is said to be one of the main goals). 

One suggestion, toward an attractive business area is suggested to create a wide range of 

works, densification, and development of workplaces. Enhancing the quality of architecture is 

also mentioned in order to create an impressive entrance to the municipality of Upplands 

Väsby, (Upplands Väsby och Sollentuna kommuner, 2010, p.4). 

Several programs affect the planning of Infra City East. Trade inquiry, design programs for E4, 

storm water policy and waste management are the municipal program, which are involved in 

the planning. The trade study shows the necessity for a long-term development of new and 

existing trade in the municipality. Based on the study, commercial buildings for durable goods 

trade and some large-scale retail are more desirable for Infra City. Preventing the outflow of 

local residents to other municipalities for shopping and attracting more people from other 

areas to Infra City, are predicted to be the result of this policy. (Ibid, p.7-8)  

As far as there are around 2500 people working in about 145 companies, the municipality has 

also planned to create a more pedestrian-friendly area and encourage employees to do some 

light exercises. Right now, the only pedestrian route, which is defined to be connected to the 

other networks around Infra City, is one adventure line, which passes in front of the hotel. 

(Figure30) Considering the Bollstanäs forest in the south of the site, a link between the planning 

area and this recreational greenery has also been suggested.  

For pedestrians and cyclists, the major barrier is E4. The easiest way to go from one side of the 

Infra city to the other side is by car. It is almost impossible to walk from Eastern area to the 

western and vice versa otherwise using the unsafe bridge in the north of the site. So the need 
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for building a pedestrian-cycling 

bridge is intensively felt in the area. 

The municipality has also suggested 

the bridge, which will be built when 

Älvsundadalen is built. (Figure31) 

(Ibid, p.16)  

Considering sound and air pollution 

caused by E4 traffic, plus proposed 

future development of Infra City, 

municipality has divided the area 

into three zones, which staying and 

communicating area in the middle 

of two built up areas are the 

proposed area to be facilitated for 

pedestrians (Figure32). Planning for 

a public space in this area, 

which has the opportunity to be 

connected to the greenery adjacent to the site, and a proposal for new buildings in the site are 

municipality other development plans. Changing the facades visible from E4, improving the 

work area, creating a safe and populated street space during day and night, managing sound 

and air pollution and facilitating services to trading functions are the main goals for new 

proposed interventions. The development plan is illustrated in figure 33. The proposed 

functions for development are as below: 

 
FIGURE 31 MUNICIPALITY PROPOSED CYCLING NETWORK 

FIGURE 30 THE EXISTING PEDESTRIAN-CYCLING NETWORK 
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FIGURE 32 MUNICIPALITY PROPOSED DIVISION OF INFRA CITY 

 
FIGURE 33 MUNICIPALITY PROPOSAL  
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Buildings 57, 58, 71 and 68 are offices including trade show, events, and restaurants. 

Outpatients treating such as day care and wellness or rehabilitation and secondary and higher 

education are also allowed in these buildings. To create a safe and populated street space, the 

ground floor is allocated to services and trade. Buildings 65, 59, 63, 66, 74 and A, have the same 

functions and building B is supposed to fill in with offices, exhibitions, events and restaurants. 

The outpatient treatment, secondary, and higher education are also allowed plus temporary 

accommodations while the noise pollution can be managed. The ground floor has also the same 

functions as previous buildings.  

There are also some other provisions for these buildings. Buildings 59, 63, 66 and 65 should be 

large-scale retails for durable goods such as furniture, electronics, construction, and toys with 

shops like catering and services. Clothing shops and small-scale trades are not allowed in this 

area.  

Buildings 57, 58, 71, 59, 63, 66, 68, 74 and A are permitted to have non-destructive activity 

rooms, workshops, warehouses, laboratories. Building A has also the permission to be 43.5 

meters in height, equivalent to eight stories.  

Building B should be shorter than Scandic Hotel to avoid competing it as a landmark. Building C 

is allocated to trading and is allowed to be up to 23 m equivalent to two stories. The outcome 

of the legislation above is showed in figures 34&35. 

  

  
FIGURE 34 PROPOSAL FOR THE DESIGN OF THE SIGNS ON THE FACADES OF THE E4 (UPPLANDS VÄSBY OCH SOLLENTUNA KOMMUNER, 2010, 

P.53) 
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4-2 Infra City West 

The main purpose of municipality for developing the western part is to add more official and 

commercial spaces, hotel and large-scale supermarkets to the site. (Upplands Väsby och 

Sollentuna kommuner (b), 2008, p.1) Under the current comprehensive plan for Upplands 

Väsby the whole area is allocated to business development. (Ibid, p.4) There is also a great 

effort in order to give the valley a well-defined form and create new buildings, which are in 

harmony with Infra City East constructions. It is assumed that by providing visual resemblance 

in two sides of the E4, there will be a legible and eye-catching entrance for Upplands Väsby 

municipality on the E4. This semblance will be result of designing buildings with resembling 

volume, scale, and facades as Infra City East. Entrances to the valley are defined with two tall 

buildings in south and north which are visible from some distant areas as landmarks. (Figure36) 

Other than the visual connection between two parts of the road, a Pedestrian-cycling bridge is 

mentioned to strengthen the internal Infra City linkage. The bridge is supposed to reduce the 

car-dependent movements between eastern and western areas, which are estimated to 

increase by two sides developing.     

Like Infra City East, there is the goal of attracting people to the new large-scale retails and 

durable goods trading from both Upplands Väsby municipality and other parts of the city. As far 

as Älvsundadalen development program will bring more residents to the area, there will be 

great opportunities to attract more customers to the area. By facilitating the internal 

connection In Infra City, the visitors can benefit both sides equally.     

FIGURE 35 THE NEW PROPOSED SETTLEMENTS (UPPLANDS VÄSBY OCH SOLLENTUNA 

KOMMUNER, 2010, P.57) 
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FIGURE 36 MUNICIPALITY PROPOSAL 

Adjacency to Stockholmvägen is 

the other double-edged fact that 

Infra City West is dealing with. This 

road facilitates the transportation 

and attracts more visitors to the 

area on the one hand and limits 

the constructions design and 

increase air and sound pollution 

on the other hand. New buildings 

should have two main facades in 

order to invite from both ways.     

 

 

 

 

                      

FIGURE 37 MUNICIPALITY PROPOSAL 
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4-3 Älvsundadalen 
 

According to the vision, Älvsundadalen will change to a living part of the city and due to the 

facilitate public transportation via Stockholmvägen and E4, this area will be an important link 

connecting Upplands Väsby and Sollentuna together. A mixture of residential, commercial and 

business has been suggested for the future development of 

the area. The missing connection to has been noticed as well 

in the municipality research. (Upplands Väsby och 

Sollentuna kommuner (a) 2008, p.5) The topics, studied by 

municipality on the area are brought briefly in continuation: 

Flexibility of design has been mentioned due to the long 

time of development. (Ibid, p.6)  

Despite of great opportunities of the area there are also 

some limitations, which are also caused by the geographical 

location of the valley. Sound and air pollution produced by 

E4 and Arlanda airport should be considered while allocating 

a location for residential function in the site. (Figure38)  The 

risk of dangerous goods transportation has also been 

mentioned in the municipality study. They might be 

threatening for the housing areas nearby. (Ibid, p.12-14) 

Although there is no pedestrian connection between Infra 

City and Älvsundadalen, but there is a visual joining. The high 

Scandic Hotel building is visible from valley and performs a 

landmark for both Infra city and the valley. (Figure39)  

Considering climate studies led municipality too choose the southwestern part of the valley as 

the appropriate one for new housing 

development due to the location, which 

is exposed to sun. (Ibid, p.21) Network 

of pedestrian route and cycle path in 

the area is necessary and there is, also a 

proposal for connecting Infra City and 

The valley by a pedestrian and cycle 

bridge over the highway.  

Considering all the limits and 

opportunities, which have been 

revealed through studying the area, the 

municipality proposed a functional map 
FIGURE 39 SCANDIC HOTEL AS A LANDMARK (IBID, P.20) 

FIGURE 38  ZONES OF NOISE INFLUENCE (IBID, 

P.27) 
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for Älvsundadalen as below. 

(Figure40)  As it is obvious in the 

map the main, business and 

commercial zone is located alonge 

Stockholmvägen. This allocation of 

space meets two goals at the same 

time. Stockholmvägen facilitate the 

transport infrastructure to the 

business and commercial zone, while 

these buildings are a sound barrier, 

which prevents pervading noise 

produced by traffic to the inner 

sides. On the other hand, the new 

proposed business area has the 

opportunity to work parallel with the 

same zone in Infra City.  

The new residential area is supposed 

to be built in the southern part of 

the valley in order to benefit from 

the sun and great view to the south. 

Prospecting essential facilities such 

as schools, pre-schools and other 

municipal activities has been also 

mentioned. The commercial area, 

which is planned in north side of the 

housing region, are supposed to 

facilitate shopping for the residents. It 

also has an easy accessibility to 

Stockholmvägen, Älvsundavägen and the new proposed backbone of the valley.  

The dominant business area in the north of the valley, between the greenery and business-

commercial parts is planned with the purpose of filling the site with the low quality sunshine 

with a function that is not dependent on sunshine. The negative point that has been mentioned 

in the municipality studies about this kind of space allocation is risk of creating unsafe area 

during night. The business area is not populated around the clock, so there should be either 

extra activities in the area or extra security during idle hours.     

The height of new construction has been also studied. The municipality divides the new 

constructions to three different intervals. The first groups are the buildings from 10 to 14 floors, 

which are supposed to be in the northeast, adjacent to the highway. The second groups are the 

FIGURE 40 ÄLVSUNDADALEN PLANNED WITH THE MAIN CONTENT OF HOMES IN 

THE SOUTH, MIXED-USE ACTIVITIES IN THE FAR NORTH 
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buildings up to eight floors, which are located on the lower terrace level so that they are not 

visible from the national interest area in the west.  The residential area is the last division that 

should be lower in height in order to provide a good visual connection to the neighborhood. 

The schematic section is as shown in figure41. (Ibid, p.25-34)   

 
 

 

4-4 Johanneslund 

Johanneslund is located in the north of Infra City 

West and on the opposite side of the fire station. 

The area supposed to be a business park based on 

1980 city planning (Bergman, 2008) (Figure42). 

OnOff, Shurgard and Siemens are some brands 

settled in this site. The other similarity between 

Infra City and Johanneslund area is the 

opportunity of expansion triggers by their 

adjacency to E4. Due to immediate visibility of the 

Johanneslunds built area from E4, any future 

proposal for area development should be aware 

of the mutual impression between E4 and 

Johanneslund.  

As development proposal for Johanneslund 

(Upplands Väsb kommun 2008, p.16) it is 

suggested to have buildings with high quality 

architecture. In the primary sketches height of 

new buildings are five stories from the ground level. Due to its similarity of its functions and 

position, it seems probable to suggest a development plan in coordination with Infra City west.  

FIGURE 41THREE GROUPS OF BUILDING ACCORDING TO THEIR HEIGHT (IBID, P.34) 

FIGURE 42 JOHANNESLUND (SOCKHOLMS STAD) 
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4-5 Bredden Industrial Area 

This industrial area is located in south of Infra City east and as it can be seen in the picture 

below, Bredden is located in Sollentuna municipality. The first building of this business area was 

completed around 1984, the whole area (about 40,000 m²) was developed until 1990, and 

minor changes have been seen in 

the area since then. Various 

activities can be found in this 

industrial area such as offices (FUJI, 

AEG), equipment rental services 

(EMS), warehouses, computer firms 

and sale offices. Some services 

supposed to be shared with Infra 

City such as restaurants. There are 

only two restaurants in Bredden 

considering the five restaurants 

servicing people in Infra City. Right 

now more than eight hundred 

employees work in Bredden 

industrial area (Bergman, 2008).   

Breddenvägen is the interface 

between Infra City east and this 

area, which based on municipality 

reports, during rush hour; there is 

car congestion in this street. 

(Upplands Väsby och Sollentuna 

kommuner (a) 2010, p.28) As it is 

shown in the picture below, Bredden 

is not completely visible from the 

highway. There are just two buildings of complex seeable from E4 and there is no sign 

indicating the existence of this business area behind the greenery, which blocks the view. 

Informing E4 passengers about Bredden activities and functions might attract more people to 

the whole business area.     

Due to the similar functions and number of people working in the area or visiting it, it seems 

necessary to study the connecting paths between Infra City and Bredden. By establishing a 

legible and facilitate connection between these two business area the opportunity of visitors to 

move between them will be enhanced.      

 

 

FIGURE 43 BREDDEN (SOCKHOLMS STAD) 
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4-6 Conclusion 

As it was mentioned before, defining an entrance is one of the greatest tendencies of Upplands 

Väsby municipality. In order to actualize this inclination municipality concentrates on changing 

the visible facades from E4 and developing the western side in harmony with the eastern Infra 

City. However, there is no clear explanation, which shows the reasoning of the municipality for 

an entrance requirement in the area. There is also lack of information about the exact 

characteristics of this entrance. If other municipalities also try to define an area or monument 

as the entrance point to their limited area, there would be a chaos of elements and 

constructions competing in impressing viewers. Avoiding any further confusion along the way, 

there should be several preconditions for defining the commencing point of the municipality as 

below: 

1- The term “entrance” indicates the commencing point of the municipality not a 

specific gateway for the area.  

2- The effort in designing an entrance means to provide a well-recognized area for 

drivers and pedestrians.  

3- The commencing point of municipality can be planned to be a conscious 

transition from one area to the other. 

4- If the municipality is going to be recognized as a commercial-business area, (as 

the municipality seems to have a great tendency toward commercializing the 

area of study), the same planning policy should be considered in the northern 

border of municipality with Sigtuna.  

 

There is also a brief referral to the newly proposed pedestrian bridge over E4 without any 

further detail. The bridge is supposed to be built after Älvsundadalen development, which 

means there will be great connecting problems until that time. In other words, there will be no 

impressive entrance for the municipality until then. Focusing more on this bridge, will reveal 

important potentials in order to influence the passengers and make a memorable image for 

observers. Using this element in the proper location and with a right timing in the site 

development period will implement great changes in the whole area.  

The other missing link in municipality studies is the highway verges and new proposal for them. 

These left over areas alonge E4 have a vast impression on observers because of their immediate 

visibility to them. Neglecting these areas in area development might also decreases the 

influence of the built up places.   

Finally, it seems that by building a narrow bridge to connect two vast areas around E4, the 

problem of linking the areas together will not be solved. A proper network, which widely 

circulate through the whole site (not only Infra City) seems as a reinforcing and supportive 

operative assistance to the pedestrian bridge. The new network will be fed the existing 

networks while trying to connect them to each other. The complex of new pedestrian bridge, a 
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new network feeding it plus a new proposal for the road view to the verges will form the 

proposal part.  

5- Proposal 
As it was mentioned earlier, emergence of car as the main transportation mean for urban 

commuters imposed considerable changes to urban form. Construction of vast highway 

networks accelerated suburbanization process in cities and facilitated the movement to further 

distances within shorter times. Increasing the number of shopping malls is also claimed to be 

the other simultaneous change took place with suburbanization. Moreover, Industry 

development is supposed to be the third addition to the new urban areas outside of city 

centers (GUST, 1999). These seperated urban areas are the direct outcomes of the mentioned 

suburbanization process during modern era. There are various approaches dealing with 

connecting these detached fields together, which will be studied further. The most appropriate 

method for the site development will be selected in the following section.  

 

5-1 Conceivable approaches to the site development 

 

 The first approach to be studied is creation of 

several hubs alongside the urban route. By 

developing the multi-functional areas close to the 

main road, several great attraction points can be 

built in order to draw more visitors in while 

servicing to its neighborhood residents. The 

highway beads these hubs and creates a chain of 

various activities along its way and each hub acts 

like a magnet to pull in more costumers to its area 

(Figure44). This technique has no room for 

considering neighborhood internal connections 

and its main purpose is defining a center with 

facilitate transport system. There is also no 

consideration as connecting pathways among 

these hubs other than E4. In the other words, this 

approach focuses more on creating strong hubs 

benefiting from their adjacency to the highway and 

the connection issues in the neighborhood will be 

exist with no change. 

 
FIGURE 44 HUBS DEVELOPMENT THROUGH E4 (BASE 

MAP FROM SOCKHOLMS STAD, 2011) 
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Developing strips along the highway is the second 

conceivable approach to area development. Due to 

the easy access to the highway neighboring lands, 

there is a great opportunity to build a commercial-

industrial strip beside E4 (Figure45). The direct 

result of this development is emergence of multi-

functional areas, which are totally car dependent. 

The new look imposing by the strip to the highway 

can also impress the area and provide passengers 

and costumers an incorrect perception about the 

neighborhood characteristics. Developing an 

appropriate connecting network through the strips 

can be mentioned as strength of this approach, 

while there is still a missing connection between 

two sides of the highway.         

 

 

 

 

 

 

Comparing two mentioned methods of 

defragmentation procedure along E4 leads us to a 

relatively moderate solution, which borrows the 

strength points of previous processes while 

avoiding their weaknesses. 

The third and last approach tends to define 

attraction points of the site and a connecting 

network among them while attempting to attach 

this network to the neighborhood existing 

pathways (Figure46). Instead of hubs trying to 

centralize the space, several significant nodes will 

be developed and connected to the movement 

network through the area. A strong internal 

network for pedestrians in addition to a facilitate 

connection to the highway is proposed to attach 

the fragmented areas together. In the following 

FIGURE 45 STRIPS DEVELOPMENT ALONGE E4 (BASE MAP 

FROM SOCKHOLMS STAD, 2011) 

FIGURE 46 NETWORK DEVELOPMENT (BASE MAP FROM 

SOCKHOLMS STAD, 2011) 
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section, the area of study will be examined with the third approach in order to define a proper 

internal pedestrian network while trying to enhance the mobile passengers’ perceptions from 

the area.  

      

5-2 E4 and pedestrian movement 

The first part of proposal considers pedestrian and cyclist movements mainly and focuses on 

internal networks among neighborhoods in the study area. The barrier effect of E4 among 

neighborhoods and the disconnection it causes in pedestrian-cyclist movement are also studied 

in this part. Trying to decrease the barrier effect of E4 with reconnecting the split areas 

together is the other interest of first section of proposal interventions. 

5-3.1 A new pedestrian-bike network 

As it was said earlier, the existing pathways network of the neighborhood has noticeable 

deficiencies connecting different functions together. The dominant functions of the area are 

residential, official, commercial, and greenery (Figure 6). Due to the barrier effect of E4 and 

inefficient network each of these functions, seems to be an isolated island. Through a legible 

network, these detached areas can be accessed easily from the whole neighborhood. In order 

to find this network, it is better to study each function and its connecting paths firstly and 

through them propose an overlapping mesh, which is consisted of separate networks, secondly. 

The missing networks are studied in order of their importance and assumed amount of their 

usage. Business function (includes business, official, and commercial activities) is the first part 

to be studied. As it is shown in the figure 47, the business zone is studied including 

Älvsundadalen development. As it was mentioned the industrial zone is being surrounded 

mostly by greenery. The similarity among functions in these areas is a great opportunity to 

attract more customers to them but lack of an appropriate network among these areas keeps 

them from functioning together.  
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FIGURE 47 BUSINESS AND COMERCIAL AREAS AFTER ÄLVSUNDADALEN DEVELOPMENT (BASE MAP FROM SOCKHOLMS STAD, 2011) 

Upplands Väsby municipality has provided a pedestrian network, which would be accessible by 

the end of Älvsundadalen development (Figure 48). In the municipality proposal, a pedestrian 

bridge between two parts of Infra City is suggested with no further detail. There is also another 

connection between these two parts on the north side by Bendans Bridge. The current situation 

of this bridge is far from pedestrian friendly and there is no development plan for improving its 

walkability characteristic. The future pedestrian connection between Älvsundadalen and 

Breddenvägen has the same situation. Some efficient alternatives for these bridges are studied 

more under the title “Appropriate Bridges”.      
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FIGURE 48 MUNICIPALITY PEDESTRIAN NETWORK PROPOSAL (BASE MAP FROM SOCKHOLMS STAD, 2011) 

The business-connecting network provides this opportunity for customers with no vehicle to be 

able to visit the whole industrial area. The proposed network also can function as an inner 

circulating loop inside the greenery loop and several connections between these two loops are 

desirable. One new connection suggested in Kastanjetorget street in order to connect to 

Kanalvägen pedestrian path opposite of Scandic Hotel (Figure 49).       
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FIGURE 49 PROPOSED PATHWAYS (BASE MAP FROM SOCKHOLMS STAD, 2011) 

The second studied network is the connecting pathways among residential areas in the 

neighborhood. Smedby, Sjukyrkoberget, Grimstaby, Bollstanäs, Rotsunda, and Rotsunda gård 

are the existing neghborhood. Upplands Väsby municipality proposed a new residential area in 

the north of Rotsunda. This proposal is one part of Älvsundadalen development (Figure 50). To 

narrow down the scope of study, an area with the radius of 2 km with center of Infra City is 

defined. It takes 25-30 minutes for a pedestrian with a moderate speed to walk this distance 

(Figure 51).              
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FIGURE 50 EXISTING NEIGHBORHOODS AND MUNICIPALITY PROPOSAL (BASE MAP FROM SOCKHOLMS STAD, 2011) 

 

FIGURE 51 AREA OF STUDY (BASE MAP FROM SOCKHOLMS STAD, 2011) 
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FIGURE 52 EXISTING AND MUNICIPALITY PROPOSAL PATHWAYS (BASE MAP FROM SOCKHOLMS STAD, 2011) 

As it is illustrated in figure 52, residential neighborhoods are hardly accessible from one side of 

E4 to the other side. There are several pathways in the eastern part, which pedestrians can take 

to move around Smedby, Sjukyrkoberget and Grimstaby neighborhoods. There is also a 

pedestrian-bicycle path leading to Rotsunda gård.  

In the western side of E4, several paths are planned to connect the new residential 

development of Älvsundadalen to the northern area and there are also two pedestrian paths 

leading to Rotsunda neighborhood. Except the pedestrian bridge from Rotsunda gård to the 

other side of E4 there is no pedestrian path in the area. This bridge has also some deficiency 
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where it ends in the western part in the edge of Norrvikenleden Street. As it was mentioned 

earlier (Pp.23-24), Bendans Bridge is not safe for Pedestrian and bicycles neither. Despite of 

these difficulties in moving from one side of E4 to the other side as a pedestrian or a cyclist, 

new paths as figure 53 is suggested in order to complement the existing network while trying to 

facilitate the pedestrian and cyclist transportation.        

 
FIGURE 53 PROPOSED PATHWAYS (BASE MAP FROM SOCKHOLMS STAD, 2011) 

The last network to be studied is the connecting pathways of greeneries around the area of 

study. Bollstanäs forest on the east side of Bredden, Råbäcks forest on the east side of Infra City 
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East, The woodland on the west side of Älvsundadalen and the woods on the south side of 

Bredden are the greeneries, which embed Infra City, Bredden and Älvsundadalen (Figure 54). 

 

  

FIGURE 54 EXISTING GREENERIES (BASE MAP FROM SOCKHOLMS STAD, 2011) 
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The existing pathways mainly avoid entering these areas and mostly are along the greenery 

borderlines (Figure 55).  

 
FIGURE 55 EXISTING PATHWAYS (BASE MAP FROM SOCKHOLMS STAD, 2011) 

The proposed connections mean to create a loop, which adjoins separate greeneries together 

and assists the existing adventure line on the west of Älvsundadalen to function more properly. 
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There should also exist the possibility of linkage to other pedestrian and bicycle pathways in the 

neighborhood. This opportunity might help the loop to attract more pedestrian to the area 

(Figure 56). 

 
FIGURE 56 PROPOSED PATHWAYS (BASE MAP FROM SOCKHOLMS STAD, 2011) 

By taking advantage of some design tools such as urban furniture, signage, and light and so on, 

the pedestrian loop can be a legible pathway for users. Adding various functions in the proper 

seasons such as open-air galleries or sport facilities can encourage residents of the 

neighborhood to visit the area more often.      
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BY comparing the proposed pathways which are missing parts of pedestrian network among 

greenery, business and residential areas some overlapping paths are discovered. Unifying the 

proposed separate networks result in a new set of paths illustrated in figure 57.    

 

FIGURE 57 COMPLEMENTARY PEDESTRIAN NETWORK (BASE MAP FROM SOCKHOLMS STAD, 2011) 

The new pedestrian friendly paths mean to create the missing connections among separated 

islands of functions in the area while increasing the neighborhood contact with nature around it 

in order to subtilize the imposed rigid atmosphere of business area. Several bridges were 
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mentioned in this process with the objective of integrating the neighborhood. A more exact 

study of these bridges is given below.                           

5-3.2 Required pedestrian-cyclist bridges  

Trying to establish a new network over the area of study, four connections were suggested 

specifically to reduce the barrier effect of E4.As it was mentioned before two of them are 

currently serving the existing network in the north and south of area and they just need to be 

developed to meet pedestrian and cyclist movement requisite. The third connection is 

proposed to be a bridge over E4, connecting Infra City East to West, by municipality and the 

forth one happens to be part of a large-scale underpass connecting Breddenvägen to 

Stockholmvägen. Some pedestrian friendly paths should be included in this underpass to 

facilitate pedestrian and cyclist crossing. 

In this part, the connection pathways will be studied in order of their importance and role. So 

the new proposed bridge over E4, its potentials, and probable alternatives will be studied firstly 

and the development plan for converting the existing connections to more pedestrian friendly 

links will be suggested later. In order to simplify each connection referring, they will be called 

Bendan Bridge, Infra City Bridge, Bredden underpass, and Rotsunda Bridge according to their 

location in the site from north to south (Figure 58).  

The Infra City Bridge proposed by municipality is a 

connection between eastern and western Infra Cities and 

there is no further detail about future development of this 

link to the other side of Stockholmvägen. A pedestrian 

path from Älvsundadalen business area is supposed to end 

near this bridge but there is no more clarification. A 

similar incomplete scheme also exists for the eastern side. 

The bridge is left inconclusive beside a parking area with 

no connection to pedestrian network. This bridge with 

vague ascending and unplanned descending points seems 

to be inefficient to reduce the barrier effect of highway. 

The first step to define an effective connection over E4 is 

to define proper start and landing points for the bridge. To 

find out more about the area slope, a section from area is 

helpful. Section A-A (Figure 59) illustrates the slope of the 

land where Infra City Bridge is proposed to be built. 

Topographic characteristic of the area simplifies the bridge 

construction process. Infra City West is located on a higher 

land in comparison to the eastern side. Consequently, if the starting point of the bridge locates 

on a proper height, there will be no necessity to add stairs on the western Infra City and the 

bridge starts straight from the ground level. Finding the right commencing point on the western 

FIGURE 58 PROPOSED CONNECTIONS (BASE MAP 

FROM SOCKHOLMS STAD,2011) 
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side can also reduce the expenses of the construction. This starting zone can be chosen from 

the height of 6 meters above E4 to upper elevations, base on desirable bridge tallness above 

highway.        

 

FIGURE 59 SECTION A-A 

As it is shown in the section A-A, on the eastern side there is a negligible slope. The landing 

point is suggested to be close to Kastanjetorget to facilitate the pedestrian movement to 

Kanalvägen and to the pedestrian network in the business area. The proper zoning for Infra City 

Bridge is illustrated in Figure 60. 

 

FIGURE 60 INFRA CITY BRIDGE ZONING 

Conjunction of new bridge and proposed pedestrian network can be gained with various 

strategies. First there should be obvious signs in the site leading pedestrian to the bridge and 

consequently to the other side of E4. The height of bridge on the eastern Infra City can also 

assist this conduction but on the western side, the bridge is proposed to be built immediately 

on the ground level. Therefore, it will have less visibility in comparison to the other side but the 

natural slope of land provides Infra City West a superior location and view to the other side of 
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highway. This characteristic diminish the problem of bridge visibility to a great extend because 

the initiation of bridge on the eastern side and its extension to the other side is apparent for 

viewers on the western area.  

The second step toward connecting the bridge to the pedestrian network is the linkage to the 

future Älvsundadalen pedestrian network. Since Stockholmvägen causes an interruption in the 

pedestrian movement and at the same time, the visibility of bridge diminishes as the distance 

to it increases, there should be great effort to make it serviceable for future residents of the 

area. Urban furniture such as flooring, lighting, and greenery can also be helpful to enhance the 

space quality. By extending a pedestrian pathway over Stockholmvägen while trying to reduce 

the traffic speed (in order to create a more pedestrian friendly network) and running the path 

to the bridge, people will find the new connection more available and the distant to it may 

seems a little shorter with the help of pathways design. As it was mentioned before, signage 

can also play a significant role in directing people to the new construction and decrease the 

illegibility problem of bridge from Älvsundadalen.  

The starting level of the bridge on the west side might cause some people to enter it with a bike 

or similar devices. In order to provide a facilitate way of movement for these passers and other 

pedestrian with heavy carriages or movement disabilities, it seems necessary to attach an 

elevator to the eastern side in addition to the staircase. The long distance of a ramp as a 

substitution for the elevator makes it irrational to be proposed. 

Beside availability, legibility, design quality, and connectivity, the new bridge requires a 

motivation for being used. Buying durable goods seems not to be a fine excuse to pass the 

bridge regularly for the neighborhood residents. Adding specific functions or activities to the 

area close to the bridge can trigger movement through the new connection and consequently 

create a livelier atmosphere on each side. The new functions can vary from open-air weekly 

markets to temporary art galleries. These functions can even be extended to the bridge or 

Älvsundadalen new constructions regarding structural matters and will change (although 

temporarily) the rigid, insipid business area to a more human being-friendly environment. This 

improvement will attract more people from the neighborhood to the area and since there is 

enough land for new activities, residents might come up with new suggestions trying to 

participate in their neighborhood betterment. Areas allotted to new functions should be aware 

of air and sound pollution caused by E4 and avoids the polluted zones. 

Another significant factor in people encouragement to pass the bridge and meet the other side 

of their neighborhood is bridge form and structure. A pedestrian bridge can varies from an ultra 

skinny path without a canopy to a huge monumental structure. The form can make pedestrians 

feel safe, secure and protective or dangerous, insecure and unprotective. Depends on the 

approach to the connection issue in the area, Infra City Bridge proposal can be swung between 

a staple-form junction and a well-designed element of urbanity. It is not far from realty to claim 

that economic considerations play a significant role as one of the main parameter in design 
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process. Since there is not enough evidence to find out about the budget allocated by 

municipality to the bridge construction, the basic form, and structure of the bridge will be 

studied while a more accurate proposal needs information that is more specific.  

Three various primary structures are illustrated in figure 61. In the first type, the bridge is 

defined as roofless connection, which fences are the only securing items. There is no protection 

against sun or precipitation. The defined space of the bridge is confined to the floor and railing. 

There is also a wide view to the surrounding area.  

Option B provides a canopy for bridge passers and protects them against weather conditions. 

There is also a more recognizable room defined by the ceiling and fences. The inside area is 

detached to some extent from the external surroundings but due to the wide openings over the 

fences there is still a considerable connection between inside and outside. The view to 

surroundings is more restricted in comparison with the previous structure because of the 

canopy.  

The last option proposes a fully defined area inside the bridge, which is very isolated from the 

outer area. Walls substitute the fences and a transparent surface assists in specifying the bridge 

space. The pedestrians and cyclists are totally protected against sun and precipitation. This 

bridge can also keep passers safe from air and sound pollution emerging by E4. This superiority 

of option 3 is a great characteristic, which should be considered carefully during the structural 

suggestion for the bridge over the highway because it is important to keep people safe while 

encouraging them to take the bridge and visit the other side of E4.  

 
FIGURE 61 BRIDGE FORMS 

The final suggestion has the most limited view to the surroundings and can also provide 

selective perspectives for passers. The selected scene to be considered by pedestrians and 
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cyclists should be chosen carefully since they provide a great role creating a subjective image 

over the area for viewers. The defined walls can also be a place for introduction of new goods 

and services of business areas for pedestrians. The higher expenses for bridge construction and 

air conditioning facilities are the disadvantages of this structure but according to the region 

climate and air pollution, the proper bridge type for the site proposed to be the third option. 

The second important bridge connecting eastern and western neighborhoods together is 

Bendan Bridge. As it is shown in figure 62, the current pathways do not meet the pedestrian 

required facilities. The pedestrian path, which comes from Infra City East swings two times 

before joining the bridge. After passing over E4, the pathway starts swinging again and splits to 

three routes. One goes north to an underpass below Stockholmvägen, the socond one turns to 

left and ends beside Stockholmvägen and the third one goes south passes Bendan Bridge and 

ends immediately after reaching Infra City West. As it was mentioned before, the pathway is 

quite unsafe and there is no room for cyclist. The pedestrian path goes only on one side (the 

northern side) of the bridge and inefficiency of pathways makes it difficult for people heading 

west to reach Älvsundadalen.            

   

 
FIGURE 62 BENDAN BRIDGE, CURRENT SITUATION 

The main step toward Bendan Bridge performance improvement is to facilitate pedestrian 

movement toward and through this bridge. The missing connection between Infra City East, 

West, and Älvsundadalen should be filled with proper pathways for both pedestrians and 
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cyclists. The bridge should be widened in order to include another pathway on the southern 

side. The width to be added to the bridge also depends on bridge structure. However, it is 

suggested not to be less than 3.5 meter in order to let the cyclist path in as well as pedestrian. 

Speed of traffic at Smedbyvägen-Stockholmvägen is necessary to reduced by traffic lights and 

pedestrian lines in order to allow a continuous pedestrian movement. The same requirement 

exists for Bendanvägen and Infra City Alle. These lines try to simplify the secure movement of 

people through the area (Figure 63).        

 
FIGURE 63 BENDAN BRIDGE, PROPOSAL 

The third connection to be studied is the Bredden Underpass. As it is obvious in the figure 64, 

there is no evidence of pedestrian or cyclist pathways in the current situation. Since the 

Älvsundadalen development plan has not implemented yet, it is rational to postpone the 

pedestrian pathways development until Älvsundadalen residents are located in the new 

constructions. At that time, there will be more pedestrians passing under E4 in order to reach 

Bredden and Infra City and considering new internal networks of Infra City West and 

Älvsundadalen, a proper pedestrian and cyclist network should be proposed and exerted. Any 

proposal before that time might encounter fundamental changes while the new areas being 

built (Figure 64).               
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FIGURE 64 BREDDEN UNDERPASS, CURRENT SITUATION (LANTMÄTERIVERKET, 2011) 

The forth and the last connection to be studied over E4 is Rotsunda pedestrian bridge, which is 

located at the far south of the studying area. The bridge links Rotsunda gård on the east to 

Älvsundadalen. The main disadvantage of this bridge is its landing point on the western side. 

People face Norrvikenleden Street immediately after arriving at the western side of E4. There is 

also no pedestrian line assisting people to pass over Norrvikenleden (Figure 65).                         

 

 
FIGURE 65 ROTSUNDA BRIDGE (LANTMÄTERIVERKET, 2011) 
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This connection can play a significant role in pedestrian movement after Älvsundadalen future 

development. Due to its great potential of reinforcing connection between neighborhoods 

locating in two sides of E4, it is necessary to facilitate pedestrian movement by this link firstly 

and connect the bridge to future pedestrian network of Älvsundadalen secondly. Improving the 

current situation of bridge can be implemented immediately. Interventions such as adding a 

shelter or adding a pedestrian line to Norrvikenleden Street can enhance the existing situation 

of the bridge. While the second step toward helping pedestrian movement in a larger network 

proposed to be planned after Älvsundadalen development.  

                

5-3 Enhancing mobile viewers perceptions of the area  

The second part of proposal deals with the vehicles passengers perceptions of road and its 

surrounding while passing through E4. The visible objects to passengers and their impression on 

viewers have been studied earlier. Infra City fences, verges and signs are several objects, which 

impose great impression on spectators. In this section, interventions aiming at enhancement of 

these objects impressions will be proposed. These objects will be studied respectively to their 

vicinity to the highway.       

5-3.1 E4 verges at Infra City 

Verges of a highway define an area between the traffic circulating part and the area beyond 

highway limitation. Due to the safety of pedestrians and motorway passengers, it is prohibited 

for pedestrian to move alongside highway through verges. Consequently, there is no necessity 

to provide verges with urban furniture for pedestrians and the main role of verges are limited 

to definition of space between highway and the built area in its vicinity. As it is obvious in figure 

66, the existing situation of verges shows no evidence of any planning for the area. The verges 

seem to be leftover places having no importance in future development. However, the 

immediate vicinity of these spaces next to highway leads to a clear visibility to mobile viewers 

and since verges are extended through highway almost all the way to Upplands Väsby, they 

should be considered as high potential elements in creating spectators perceptions. 

In order to avoid soil erosion and spreading dust to the highway and its vicinity, it is necessary 

to have some kind of greenery planted on the verges. Furthermore, greenery subtilizes the 

highway space and reduces the air pollution. There are several significant factors to be 

considered while planting recommendation. The new proposed greenery should not confine 

the view to the road. The planting plan should be also aware of the climate change in the area. 

It is preferred to have evergreen flora in order to provide a fine view during cold seasons. The 

height of the plants is the other considerable fact. New greenery not only should not block the 

view to Infra City and other important constructions visible from E4 but also should assist in 

emphasizing on the desirable functions and constructions. By defining a similar pattern for 

verges next to E4, the sense of moving through a recognizable and memorable space will be 

increased while the planner can wisely use the greenery to point out at various functions.            
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FIGURE 66 E4 VERGES 

5-3.2 Infra City fences  

Fences of Infra City East are located between highway verges and the business area and they do 

not exist on the western part. The fences seems be located accidentally along the highway 

(Figure 67). There are no defined points as the beginning and ending of the fences. Because of 

the unplanned insertion of fences, they have also an inefficient role in protecting the visitors of 

eastern Infra City from the highway. This barrier is unsuccessful in defining the internal area of 

Infra city as well due to its discontinuous extension. This interruption allows pedestrians to 

enter verges of E4 and walk alongside the road.          

 

FIGURE 67 FENCES LOCATION 

The only assumable function for the fences is restricting the passengers view to Infra City 

parking areas because if they were supposed to protect Infra City from highway traffic they 

should have been extended beyond current situation. 

In order to improve the fences functionality, it is necessary to define a proper role for them. If 

the main responsibility of fences chosen to be passengers view limitative, by adding greenery to 

the verges the passengers perspectives will be more confined to the road (in comparison to the 

previous situation). Moreover, there might be no requirement to any further restriction for the 

spectators view depending on the variety of planted greenery in vicinity of parking lots. 

However, there is another approach, which tends to represent the Infra City parking lots as a 
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facility for attracting more visitors to the area. In this point of view, the fences should not block 

the passenger’s horizon unless there is another way of informing people about the parking 

facilities such as signs. Finally, if the fences are proposed to protect Infra City from E4, there 

should be a continuous extension of fences alongside Infra City East and it is better to have 

similar fencing on the western side in order to mention the unity of functions on two sides of 

highway.         

  

 

FIGURE 68 FENCES 

5-3.3 Signs 

As it was mentioned before (Figure 14), current signage of Infra City suffers deeply from a 

chaos. Each sign is competing with others in order to attract more attention. In order to 

improve the signage situation it is proposed to implement these steps: 

1- Eliminating duplicated label of functions and activities on buildings  

2- Clearing the facades from various signs of functions and activities 

3- Defining a legible homogeneous method for representing functions and activity 

throughout Infra City East and West 

A new method of representing function can vary from a large-scale panel, which includes all the 

activities labels to a ribbon of signs located over Infra City verges. The proposed method is 

highly dependent on new facades of Infra City and it is wiser to suggest it after area 

development. Verges of E4 can be considered as another location with an opportunity for 

announcing the activities and facilities inside the business area for passengers although there 

are rigid regulations confining advertisement along highways. Overall, new signages have to 
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follow a template, which both conduct pedestrians inside the business area and mobile 

passengers of E4.  

  

5-3.4 Scenography of proposals, new perception from E4 

The highway was analyzed earlier (Pp. 10-20) by the method Appleyard, Lynch, and Myer were 

proposed and the scenography diagram revealed the opportunities and inefficiencies of the 

highway. Implementing the interventions about connectivity over E4, Highway verges, and Infra 

City fences and signs mean to enhance both pedestrian and mobile passenger’s experiences 

from the area of study. A new scenography diagram from the same length of E4 considering the 

given  proposals is helpful to find out more about this suggestions outcomes. This analysis tries 

to foresee the impression of the highway on viewers and predict their perception from the 

commencing point of Upplands Väsby area. Since this tool makes the proposed interventions 

possible to be examined, this part can be considered as a proper conclusion for the whole 

study. The following diagrams illustrate the improved situation after implementing the proposal 

(Figures 69-71). In order to make it easier to compare the proposal to the analysis diagram, the 

new diagrams are explained in the similar manner to the previous one.  

The first interval: The main effort in the first interval is on defining the space, which passengers 

are moving in. There are two new edges defined on two sides of the highway. New edges are 

made of greenery as it was proposed earlier. These two narrow greenery lines are supposed to 

confine passengers view to the road and provide them a sense of recognizable space. The 

second step to improve the passenger’s perception in the first interval is to inform viewers 

about the business area (Bredden) behind the open field on the right side. Right now Brostaden 

official complex is the only visible part of the Bredden business area from E4. However, the 

immediate vicinity of the building to the highway provides a great opportunity for the whole 

complex.  A wise signage can introduce the Bredden business area while representing 

Brostaden as a member of it. This signage will also assist drivers to have a clearer idea about 

the upcoming divaricating route, which is observed instantly after passing over Brostaden. In 

order to decrease the illegibility of space at this point, it is of great importance to notify drivers 

that this branching route is the main access to Infra City East and West and Bredden. 

Consequently, it is proposed to add a legible sign to this point. 

The second interval: As it was mentioned in the analysis diagram, the first view to Infra City is 

blocked by a high voltage tower mostly in the second interval. Since there is no way to move 

the high voltage tower in order to provide a more impressive view from Infra City, it is proposed 

to block the view completely by adding tall trees or signage. As the road, swings to the right and 

the high voltage tower turns to left and leaves the screen passengers will have a perfect view to 

the area and the first perception of Infra City will be from a complete, impressive perspective 

without any obstacle confining it. Therefore, unlike the existing situation, in the second interval 
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there will be no trace of distant, limited view to Infra City. This imperfect view will be 

eliminated in the favor of an impressive, memorable scene.  

The other problem in the second interval is the hidden extension of the divaricating route. This 

route, as it was mentioned before, left the highway heading to Bredden and Infra City in the 

second interval and will rejoin the highway in the middle of fourth interval. To make this 

function reveal to passengers it is proposed to create a visible connection between the crotch 

in the first interval and the junction in the fourth interval. This visible link can help viewers to 

make an image of hidden function in their minds. This seeable linkage is suggested to be 

formed by verges greenery. A distinctive sort of greenery can be planted along right side of the 

highway between these two points to show the relevance of them together. The new edge will 

be started short in height and going through the rejoining point will grow taller. From the 

middle of the way, it starts shortening and will reach the junction with the same height as it 

started with (in the third interval). The vertical curve of greenery will emphasize more at the 

crotch and junction. 

The third interval: The view to Scandic Hotel as the landmark continues in the third interval. As 

the observer moves toward Infra City, more information about the area is revealed to him. The 

unity of facades and similarity in architecture styles indicate the relevance of two sides of the 

highway together. The pedestrian bridge enforces the visual connection between two business 

complexes. BY improving the old signage, there will be no more chaos imposing by various 

functions. The closer passengers get to the pedestrian bridge the limited the view to Scandic 

Hotel becomes. At the last seconds of this interval, the bridge blocks the total perspective to 

the Infra City Landmark. In the proposal process, there has been an effort in order to avoid 

constant monotonic perspectives with the intention of creating a more unforgettable scene for 

observers. This game of hide and seek Scandic Hotel plays with viewers make them more eager 

to see the whole shape of this landmark.  

The fourth interval: At the first seconds of this interval, the landmark will be totally revealed to 

viewers after passing under the pedestrian bridge. The abrupt change from the confined view 

under the bridge to the landmark posturing beside the highway is supposed to have a fine 

impression on the passengers. New fences and verges of E4 will assist to provide a more framed 

picture of E4 with a dominant landmark beside it and consequently, instead of a chaos visual 

experience, observers will receive a more legible, planned, and impressive perspective as the 

municipality beginning.  

The fifth and sixth intervals: In the final studied intervals, it is proposed to decrease the 

offering information about the passing area. In order to make people remember Upplands 

Väsby municipality as a well-designed business area, it is necessary to let people process the 

observed pictures in their minds for a while and memorize it as they received it. Hence, the final 

intervals are suggested to pose as neutral spaces providing the observers this opportunity to 
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process the received data about the area. The verges will continue framing the highway and 

defining the space.                      

      

 
FIGURE 69 NEW PERCEPTION FROM THE HIGHWAY 
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FIGURE 70 NEW PERCEPTION FROM THE HIGHWAY 
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FIGURE 71 NEW PERCEPTION FROM THE HIGHWAY 
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5-3.5 Comparing the current situation and the proposal 

A rough sketch comparing the current situation with the proposal, renders a general picture 

from the whole interventions effects on the area of study. Since no measureable methods can 

be found  in order to evaluate the exact rate of changes executed by proposal, there is no 

choice other than rough visual estimations. As it was mentioned earlier, the focus of the 

proposal is on passengers’ perception from the Infra City complex while the most problematic 

area is the same region. The red color defines the lowest quality perceptual experiences which 

passengers receive passing through this area (Figure 72). On the contrary, there is a green zone 

FIGURE 72 COMPARING THE CURRENT SITUATION WITH THE PROPOSAL 



66 
 

defining the attempt of proposal in order to enhance this experience. As it is illustrated in the 

picture, the further a passenger moves from the red zone the less chaotic ill-defined spaces 

surround him. The different tones of green color in the proposal diagram shows the 

approximate changes which are suggested to enhance the visual quality of the area. And finally 

as it was mentioned earlier the first and last intervals are supposed to provide neutral spaces 

for passengers in order to increase the impression of the spaces located in middle section and 

this diagram stress this tendency toward implementing more interventions in the halfway of 

the area of study.      

5-4 Conclusion 

Split urban areas are the gift of modernization era for many built areas. Highways, which aimed 

to facilitate movement through cities, happened to act like barriers in the neighborhoods. 

Mobile commuters were the main concern of planners and pedestrian’s movement was the 

secondary problem for planners to deal with. Due to this approach to spreading road networks 

over cities, suffering from disconnection near highways and high-traffic streets is a common 

issue in large, developed cities. This disjunction between highways and built areas both touch 

on mobile commuters and pedestrians. The main question, which raises studying 

disconnections within various built areas, is proposing solutions to reattach the split areas 

together while trying not to reduce the highway role as a facility for mobile commuters. 

Proposing a general solution for this epidemic problem seems to be far from a practical, 

effective, and logical approach to this issue due to the diversity of location, climate, 

topography, culture, construction facilities and so on. Alternatively, it is acceptable to state a 

general policy in dealing with the problem and propose it as a flexible method for rejoining the 

areas. In this study, E4 has been chosen to consider both the general policy and area specific 

proposals. 

The general policy conducting the study can be counted as bellow: 

1- Enhancing the highway connectivity with the daily life flowing in the adjacent 

neighborhoods 

2- Improving the internal pedestrian-cyclist connectivity of adjacent neighborhoods with 

each other in order to reinforce the pedestrian-cyclist network 

3- Increasing the quality of visual experience both for pedestrians and mobile passengers 

4- Offering more information about the passing area to mobile passengers and increasing 

the legibility of neighborhoods beside the highway both for pedestrians and mobile 

commuters 

Following the mentioned policy and trying to implement the explained goals compatible to the 

site characteristics resulted as bellow: 

1- Adding a several pathways and a bridge for pedestrians and cyclists in order to fill the 

missing links of the existing pedestrian-cyclist network 
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2- Improving the accessibility of residents to the neighborhood’s recreational areas over E4 

3- Enhancing the view of pedestrians to the area and E4 

4- Creating an impressive space for mobile commuters passing over E4 

5- Informing mobile commuters about the vicinity functions 

6- Decreasing the barrier effect of E4 by facilitating pedestrians movement over the 

highway 

7- Using the existing topographical characteristic of the site in order to facilitate pedestrian 

movement                 

The mentioned outcomes are supposed to help both residents of the study area and 

passengers, to experience a more united neighborhood instead of a split urban form. The area 

of study happens to be just one example of detached urban neighborhoods and the 

interventions will be improved by studying other urban areas with similar connection problems. 

Considering former approaches chosen to improve other urban areas with similar difficulties is 

the other tool, which can assist in proposing a more effective solution in the future.       
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