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Abstract  
 

Urban planning needs to address the future role of transport infrastructure in cities. Due to 

previous planning ideals, our cities consist of transport networks that stand in conflict with 

ambitions to create dense and multifunctional urban environments, decrease pollution, and 

create safe urban space. Here, the urban street is a measure that enables new multifunctional 

solutions for transport infrastructures. This thesis, therefore, investigates street redevelopment 

projects in relation to the Swedish planning process, which is assessed through five case studies 

of street redevelopment projects in Swedish cities. Interviews combined with a desktop study 

are utilised as methods. The theoretical framework of obduracy and socio-technical transitions 

is applied to understand the mechanisms behind the hindering- and enabling factors present in 

the projects.  

 

Our results show that hindering factors exist on the interpersonal scale in the projects between 

planners and planning departments, internally within the municipalities between planning 

organisation and politics, and externally between different actor groups such as public and state 

actors. Hindering factors are also identified in the physical infrastructure and historical context 

of the streets where older planning ideals still influence the physical and societal preconditions 

of the street networks. These factors slowed down the planning processes and led to 

compromises in aim and vision. It is not evident that the formal planning process should change 

in order to overcome these obstacles. Rather, it is the cooperation and coordination between 

actors that mainly determines the functionality of the process. Successful strategies in the 

projects have been; anchoring projects in municipal goals, combining incorporating different 

urban planning aspects and departments, municipalities as main actors, carefully assessing the 

location and context and integrating street redevelopment projects with broader development 

projects.    

 

 

Keywords: sustainable transport planning, socio-technical transitions, obduracy, urban 

streets, densification. 
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1. Introduction 
 

Streets make up 20-30 percent of the space of Swedish cities and as a vital piece of the 

infrastructural base, they need to be continuously managed and developed (Smart streets, n.d). 

Urbanisation and dense urban development put increased pressure on streets and their ability to 

provide quality of life, accessibility, safety, and multifunctionality in relation to sustainable 

modes of transport such as walking, biking and public transport (Smart streets, n.d). Therefore, 

there is a need in urban planning to rethink the role of streets and roads in order to fulfil these 

ambitions. 

 

A major part of the current infrastructure in Swedish cities was developed during a time when 

planning ideals premiered car accessibility. The planning ideals of the 1960s- and 1970s gave 

way to cities with large motorways and thoroughfares, and priority was given to car transport 

as the modern way of life (National Board of Housing, Building and Planning, 2019a). The 

resulting urban fabric is one of cities with large arterial roads near city centres that often act as 

barriers, as well as undeveloped urban space due to traffic pollution and safety aspects (National 

Board of Housing, Building and Planning, 2019a). Today, cities aim at densifying their urban 

environments, which raises the question of how spaces can be used more efficiently. New 

development is increasingly concentrated within the confines of urban areas in order to promote 

a mix of functions and accessibility to sustainable modes of transport. However, in many 

Swedish cities, urban development is often in conflict with the road network (Swedish 

Transport Administration, 2020a). This issue has sparked an ambition to redevelop and create 

urban, multifunctional streets that better serve public space and multiple transport modes, 

enabling further urban development and street life in conjunction with them (Swedish Transport 

Administration, 2020a).  

 

The development of urban streets is a contemporary planning strategy connected to both 

densification and a transition towards sustainable transport incentives. These redevelopments 

are relatively new phenomena where many projects are ongoing or recently finished. The 

Swedish Smart Streets research project has studied urban streets, focusing on analysing their 

multi-functionality by utilising a street functionality index (Smart Streets, n.d). There are also 

previous student theses such as investigations into seasonal urban streets in Sweden and the 

potential of urban streets for city healing (Esaiasson, 2019; Magnusson, 2018; Lindersköld & 

Urde, 2013). Internationally, there are more studies related to sustainable urban transport and 

planning, in which urban streets are an important element (Greene & Wegener, 1997; Banister, 

2008). However, we are interested in permanent street redevelopment projects rather than 

seasonal and have discerned a knowledge gap concerning the process of their implementation 

in Swedish planning. In light of this, our study aims to investigate the redevelopment of 

transport infrastructure, specifically streets and their functions, in relation to the planning 

process. 

 

The introduction chapter of this study provides the problem formulation, aim and delimitations 

of our study. Chapter 2 provides important background knowledge on the Swedish planning 

process, sustainable transportation, densification and previous research on urban streets. 
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Furthermore, Chapter 3 explains out theoretical frameworks of obduracy and socio-technical 

transitions. Our methodological approach is then described in Chapter 4. Chapter 5 contains our 

analysis of case studies in relation to our theoretical frameworks. Chapter 6 then outlines a 

comprehensive analysis and discussion points. Lastly, our conclusions are presented in Chapter 

7.  

 

1.1 Aim and Research Questions 
 

This thesis aims to investigate street redevelopment projects in relation to the Swedish planning 

process. Specifically, how the planning process affects the planning, implementation and 

further development of these projects. Five case studies have been chosen as research subjects. 

These cases are analysed through the theoretical framework of obduracy and socio-technical 

transitions theory to further understand the mechanisms behind the hindering- and enabling 

factors present in their planning processes. 

 

The research questions guiding this study are:  

 

- Are there elements in the planning process that hinder the redevelopment of streets and 

roads?  

- If so, what are these?  

 

- In what ways should the planning process change in order to be able to overcome 

hindering factors in redevelopment processes? 

- Are there certain strategies that have been particularly successful when 

comparing the projects? 

- If so, what can be recommended in future redevelopment processes for urban 

streets?  

 

1.2 Delimitations 
 

This study is delimited to a Swedish context in terms of the planning process and choice of case 

studies. The chosen case studies are located in large-to moderate-sized Swedish cities where 

street redevelopment projects have been implemented and finalised or are at the end stages of 

implementation. The city context was chosen as this is where most redevelopments occur, but 

also because the connection between densification and sustainability in relation to redeveloping 

streets is most apparent in urban environments. We have chosen not to include smaller or non-

permanent streets projects such as pilot projects, or streets that have been constructed as part of 

newly developed areas. The focus of this study is specifically to research redeveloped streets 

where the planning process has produced a change in the urban structure of the city. The study 

is conducted on a municipal scale and at a district level, which is relevant from a planning 

perspective as street redevelopments are worked with at a detailed plan level, as well as 

indirectly at a comprehensive plan level. The study specifically focuses on the perspective of 

municipal civil servants such as planner and project managers. Lastly, the study also discusses 

broader national and global scales that might affect the processes of redevelopment. 
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2. Background  
 

Since this study deals with the redevelopment of streets and roads in relation to the planning 

process, below we will present and discuss what constitutes these two factors in this section. 

Furthermore, the background section also gives insight into different planning ideals which 

influence street redevelopments and contemporary planning.   

 

2.1 The Swedish Planning Process  
 

The planning process is a complex and continual process that dictates how land and water use 

is developed. The formal planning process is based on different scales of operation; national 

planning, comprehensive urban planning and local detailed planning. Following a 

comprehensive vision or goal, cooperating with other actors and establishing a democratic 

participation process are all critical aspects of planning (SKL & Transport Administration, 

2015). The Swedish planning system is based on the Planning and Building Act (Plan- och 

bygglagen or PBL) which describes the municipality’s and state’s role in the physical planning 

and development process (Nystöm & Tonell, 2012). The Planning and Building Act provides 

instructions on what considerations must be taken into account in physical planning in line with 

cultural values, environmental aspects as well as social and economic aspects (Nystöm & 

Tonell, 2012). The components of the planning process, its stages and the function of different 

plans will be described below.  

 

Through a detailed plan, municipalities can regulate the use of land and water in-depth within 

a specific area. Only the municipality has the right to develop physical plans, which is referred 

to as the municipal planning monopoly. Unlike a comprehensive plan, a detailed plan is legally 

binding and is one of the municipality’s main instruments to implement planning (Nyström & 

Tonell, 2012). The main actors involved are the municipality, along with developers, and 

inhabitants through public consultations. In a detailed plan, the municipality must include 

certain aspects such as boundaries of public spaces (streets, roads, parks, squares or other areas 

of public need), neighbourhood land, and water areas (Nyström & Tonell, p. 201). Roads are 

specifically planned as public space within detailed plans. Municipalities can regulate road 

operators at this planning stage, and a detailed plan can stipulate either municipal, individual or 

shared responsibility. If a municipality is responsible as road operators, they can decide on the 

usage and design of the roads in question (National Board of Housing, Building and Planning, 

2020a).  

 

A comprehensive plan is a strategic political document formed by each Swedish municipality, 

guided by the Planning and Building Act (Nyström & Tonell, 2012, p. 228). All municipalities 

are required to have a current comprehensive plan which should reflect the will of the political 

majority in the area (National Board of Housing, Building and Planning, 2020b). In its final 

form, the comprehensive plan contains the overall visions and plans formed to guide the 

development of the municipality from a long term perspective (Nyström & Tonell, 2012, p. 

241). The comprehensive plan can also be seen as a tool for gaining project support by 

anchoring them in a durable and continuing process. The comprehensive plan should play a 
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central role in how municipalities form strategies for sustainable development and also in 

consideration of national and public interests (National Board of Housing, Building and 

Planning, 2020b). The main actors involved are the municipality, the County Administrative 

Board who review the comprehensive plans, and the inhabitants who are involved through 

public consultations. A municipality can also employ additional strategies and visions to better 

coordinate specific issues such as densification, multifunctional urban environments or the 

prioritization of transport modes in addition to the municipality’s comprehensive plan. These 

strategies and vision are used to better facilitate the future vision of the municipality by guiding 

decision making through in-depth assessments on how certain issues are to be handled in 

physical planning (National Board of Housing, Building and Planning, 2020c). This enables a 

clearer strategic approach towards how the municipality aims to deal with certain planning 

issues. Examples of these strategies are traffic strategies, inner-city strategies or rural 

development strategies. Comprehensive plans, goals and strategies are vital for civil servants 

and planners since they are able to take a stand on practical issues based on the ambitions of 

the municipality (Nyström & Tonell, 2012, p. 242).  

 

National plans can involve how state-owned infrastructure should be maintained and 

developed. The National Plan for the Transport System is one such example, which the Swedish 

Transport Administration (Trafikverket) (2020b) is in charge of. The Transport Administration 

often collaborates with municipalities in exploitation projects that involve developing or 

redeveloping roads. The interests of the municipality and the Transport Administration lie on 

different scales, the local planning level in relation to the national, which calls for discussion 

and negotiation. This is especially important as local roads are often significant for the road 

network as a whole due to the complexity of traffic flows. Furthermore, state owned roads can 

also be of national interest. Here, municipal planning and development near these roads need 

to adjust and adhere to national interest regulations. A detailed plan can for example be affected 

if it plans development near a state road of national interest (Transport Administration, 2020a).   

 

2.2 Expanded definition of the planning process  
 

In this study, we want to emphasize that the concept of the planning process is used in a 

comprehensive sense. It entails both the formal planning process, as described above, but also 

the more strategic and actor-related dimension. Here, the planning process also encapsulates 

how actors (civil servants, politicians and the public) negotiate and collaborate on a strategic 

level through plans and strategies for urban development. This is since planning involves 

working with multiple actors and stakeholders, both social and material, in a variety of 

significant ways, using intermediaries to bring actors into relationships with each other so that 

cooperation and results can be achieved (Rydin, 2012). These occurrences can be complex and 

involve various power relations, which are important to understand the planning process. 

Therefore, our view of the planning process also encapsulates the fact that planners have to 

operate within the constraints of a given institutional context which affects their practice. 

Therefore, planners’ practices are influenced by interests, social situations, institutional 

settings, organisational structures, professional and personal connections and relationships 

(Rydin, 2012, p. 41). We want to emphasize that the planning process both consists of a formal 
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dimension and an informal dimension in which the subjective nature of actor relationships and 

cooperation on a small scale must be acknowledged.  

 

2.3 Sustainable Urban Transport Planning  
 

Historically, transport has been an important engine of growth which enabled trade and the 

development of cities. Transport has determined the location of industries and cities and the 

development of regions. Related to this, a body of theories within spatial sciences has equated 

mobility and accessibility with economic and social progress in society (Greene & Wegener, 

1997, p. 177). However, in the late 20th century the perception of continuous growth of mobility 

and transport infrastructure began to fade. Issues related to expansive transport infrastructure 

became increasingly worrying. It became clear that private automobiles did not only mean 

freedom of movement but also declining city centres, urban sprawl, air pollution, noise 

pollution and accidents. As Greene & Wegener (1997, p. 177) argue, there is now broad 

agreement that, in the face of finite fossil fuel resources and the need to reduce greenhouse gas 

emissions, continued growth of the current transport system is not sustainable. Therefore, 

fundamental changes are needed in the technology, design, operation and financing of the 

transport system.  

 

The notion of sustainable transportation planning has increasingly started to play an important 

role in planning and design. As Schiller et al. (2010, p. 1) describe, cities recognized that 

reducing traffic in urban areas through traffic calming measures (lowering speed limits, 

pedestrianization and excluding automobiles from certain streets) led to benefits for mobility 

and the local environment. By restricting traffic in urban areas, traffic-related injuries and flows 

of vehicular transport reduced and instead accessibility for pedestrians, cyclists and public 

transportation increased. An example of a broader prioritization of sustainability can be seen in 

the Sustainable Development Goals created by the UN (n.d) to address global challenges. Goal 

number 11 is called Sustainable Cities and Communities and aims to make cities inclusive, safe, 

resilient and sustainable (UN, n.d). These types of goals influence planning and are part of a 

shift where environmental concerns are considered to a larger extent. This general shift towards 

thinking and acting sustainably can be seen in planning documents globally, nationally, as well 

as locally.  

 

The traditional and dominant transportation paradigm until recently has emphasized single-

mode mobility which includes automobiles, planes or cargo ships. This has been connected to 

approaches that rely on facility or infrastructure expansion such as roads, parking, ports or 

runways (Schiller et al., 2010, p. 2). To better understand the difference between this 

perspective, which is labelled the “business as usual approach”, and sustainable transportation, 

Schiller et al. (2010) have created a comparison of the major points of the two approaches which 

can be seen below. Table 1 is an adequate compilation of the principles concerning sustainable 

transportation. A similar approach can be seen in Banister (2008) as well as Black & Schreffler 

(2010) who also describe sustainability in transport planning, in contrast to older transport 

planning ideals. 
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Table 1. Schiller et al. (2010, p, 3). Comparison of business as usual and sustainable transportation. [Author’s 

adaptation]. 

 

In this study, the “business as usual approach” will be addressed as “traditional transport 

planning”, whilst sustainable transport will be addressed as “sustainable transport 

planning”. This is done to simplify the use of the two perspectives in the study. 

 

The two approaches to transport planning and their conflicting mechanisms are a central theme 

in this study. The idea of sustainable transport planning is the foundation for redeveloping and 

restructuring urban transport space. There is an aim to move from the old to the new. However, 

urban transport space is simultaneously fundamentally influenced by the older and traditional 

planning choices and paradigms. This is an area of conflict that this study investigates through 

analyzing the implementation of urban streets.  

  

2.4 The Dense City Ideal 
 

The densified city is a central paradigm of urbanism today, as well as a relevant strategy within 

the municipal planning field. The compact city ideal was endorsed by the European 

Commission as early as the 1990s as a successful option for increased sustainability and quality 

of life (Naess et al., 2020). It has continuously been promoted in global and local policies due 

to its outcome in terms of contributing to environmental, social and economic sustainability 

(Bibri et al., 2020). The strategy is used by many Swedish municipalities and can be seen in 

both visions forming comprehensive plans as well as at a detailed plan level. Densification as 

a strategy is seen as a way to reach environmental goals by containing the impact of cities on 

the environment. Compactness, diversity, mixed land use, sustainable transportation, and green 

space preservation are at the core of the densified city in terms of achieving sustainability (Bibri 

et al., 2020). 

 

 

Business as usual (BAU) 

(Traditional transport planning)  

 

Sustainable Transportation (ST)  

(Sustainable transport planning) 

Emphasizes mobility and quantity (more, faster) Emphasizes accessibility and quality (closer, better) 

Emphasizes one mode (uni-modality, automobility) Emphasizes plurality (multi-modality) 

Often lacks good connections between modes Emphasizes interconnections (inter-modality) 

Accommodates and accepts trends Seeks to interrupt and reverse harmful trends 

Plans and builds based on forecasts of likely transport 

demand (predict and provide) 

Works backwards from a preferred vision to planning 

and provision (deliberate and decide) 

Expands roads to respond to travel demand Manages transportation or mobility demand  

Ignores many social and environmental costs Incorporates full costs within planning and provision 

Transportation planning often disconnected from 

environmental, social and other planning areas 

Emphasizes integrated planning combining 

transportation with other relevant areas.  
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A dense city enables public transport and more frequent use of sustainable modes of transport 

as well as better access to facilities. In contrast, urban sprawl may result in increased car 

transportation and difficulties in realising emission reductions goals. Furthermore, the loss of 

habitats or farmland can be minimized if development takes place within an already built-up 

city rather than outside of it (Naess et al., 2020). Site utilisation is usually higher in central parts 

than in the periphery, meaning that less land needs to be used for development (Naess et al., 

2020). Densification can therefore be argued to have a positive impact on aspects such as food 

security and biodiversity amongst others. However, Naess et al. (2020) argue that the concept 

of densification can also lead to problematic correlations between growth and sustainable 

development, as there is an assumption that continued growth can be accommodated. As many 

municipalities still aim to grow, the popularity of this strategy can be understood as a 

compromise between environmental targets and further growth in population and physical 

structure. 

 

Densification as a planning ideal can be seen as correlated with the development of urban 

streets. Urban streets can facilitate densification by creating environments with less traffic, 

enabling housing developments to become a natural addition to the urban structure. 

Additionally, housing developments are often vital for the municipalities’ economic 

sustainability due to land allocations, creating incentives for further urban development (Caesar 

et al., 2014). Bibri et al. (2020) argue that although the densification paradigm is strongly linked 

with sustainability factors, economic goals also play a significant role. 

 

2.5 Urban Streets  
 

Urban streets (in Swedish urbana stråk/gator) is a broad term that can be defined as 

multifunctional and multimodal streets or road space that is characterized by a more mixed 

environment in relation to traditional traffic infrastructure. Multifunctional in this context can 

be defined as streets or roads in which different needs, road users and values are present. There 

is no broadly accepted term for these types of streets, rather, terms differ among countries. In 

the U.S it is commonly known as “Complete streets”, whilst in Australia “Smart roads” is more 

common. In the European context, “Livable streets” or “Boulevards” are common (Smart 

streets, 2019a). Urban streets will be the term used in our study. In practice, redeveloping a 

street into an urban street entails creating streets that serve several different functions at the 

same time, not only transport functions. A higher prioritization of walking, biking and public 

transport modes, more residential developments, greenery, seating areas, as well as commercial 

and service functions on the bottom floors of buildings adjacent to the street are important 

examples here. The aim is for this mix to create more lively urban spaces and to support 

sustainable transportation modes (National Board of Housing, Building and Planning, 2019a, 

p. 8, 10; Smart streets, 2019a).  

 

Furthermore, developing road and street space into urban streets does not follow a single 

scheme. A redevelopment can include new development only along the street or road or include 

a more structural redevelopment of streets into urban streets where human interaction, traffic 

safety and recreational elements are prioritized (Smart Streets, 2019b). Figure 1 below 
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exemplifies what a street redevelopment can look like. Important to note is that real-world street 

redevelopments can differ in context, design and degree of change. For example, many street 

redevelopments in our study maintain some number of car lanes.  

 

Figure 1. WLA. (2017). Illustration of urban street redevelopment. [Illustration]. Original source: NACTO. 

(2016).  
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In Sweden, many municipalities work towards making their urban environment more attractive 

by implementing a mix of functions, especially in centrally located areas. However, with 

increasing competition for urban space that can be subject to densification, the role of roads and 

streets is becoming increasingly important (National Board of Housing, Building and Planning 

2019a, p. 10). It is within this context that urban streets have become a useful strategy in the 

planning and development of urban spaces.  

 

2.6 Previous research  
 

In Sweden, there have been reports conducted recently that documents and outlines the 

implementation of urban streets. From a planning perspective, reports can be found from 

organisations such as the Transport Administration, who in their report “Urbana stråk” (Urban 

passages) (2020a) describes approaches to the physical layout and design of streets and roads 

in relation to urban development. The National Board of Housing, Building and Planning 

created a report called “Mångfunktionella gator” (Multifunctional streets) (2019a) which 

compiled the experiences from different street redevelopment projects in Swedish 

municipalities and international cases. Here, there was a focus on investigating the use and 

implementation of technology and digitalization in street redevelopment projects. The National 

Board of Housing, Building and Planning report has been important for our study to identify 

appropriate case studies, which will be discussed further in the method section. Furthermore, 

information about urban streets and street redevelopments can also be found in municipal 

planning documents and websites. In international practice, the National Association of City 

Transportation Officials (NACTO) is a North American association that has developed an 

Urban Street Design Guide which shows how streets of every size can be redeveloped to 

enhance sustainable mobility and public activity (NACTO, n.d). While mainly being used in 

the North American context, NACTO’s work highlights the importance of urban streets as a 

modern-day tool and measure to address urban transport infrastructure.  

 

In terms of more academic research on the topic, the VINNOVA project “Smarta Gator” (Smart 

Streets) is a Swedish research project that consists of researchers from KTH University, 

Chalmers University, VTI, Spacescape, Sweco and White which was initiated in 2019 and will 

be completed in 2021. This research project has taken inventory of current trends, policy and 

best practices in terms of street design (Smart Streets, n.d). Furthermore, the project aims at 

producing models for multifunctional or urban streets that can be used in street redevelopments. 

The project also compiles knowledge and experiences from urban street redevelopments in 

terms of their multifunctionality, technology, ecosystem services, water collection, urban life 

to mention a few (Smart streets, n.d). Similarly, Stavroulaki and Berghauser (2020) has 

investigated street functionality through a review of scientific articles on the topic. Our study 

contributes with a different perspective, focusing instead on assessing the process of urban 

street implementations in relation to the planning process, through a theoretical framework.  

 

Internationally, McCann (2013) describes the Complete streets movement in the U.S which 

entails the unification of bicycle riders, transportation practitioners and agencies, public health 

leaders, older individuals, and smart growth advocates to dramatically re-frame the discussion 
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of transportation safety (McCann, 2013, p. 2). Complete streets aim at bringing about change 

in the way that roads are planned, funded and designed in order to create improved transport 

infrastructure. Furthermore, Mehta (2018; 2021) has produced research about streets as public 

space. In one article, he investigates how urban streets in the U.S perform as social spaces, how 

sociability is enacted, and the nature of planning, design and management (Metha, 2018). 

Research on streets in relation to public space and traffic safety exists to a relatively large extent. 

However, scientific research on the planning processes of street redevelopments does not seem 

to be as prevalent. Furthermore, scientific literature on sustainable mobility and transport is 

well developed, which has inherent links to the topic of urban streets and street redevelopments. 

While not addressing the issue of urban streets directly, authors such as Banister (2008), Black 

& Schreffler (2010) and Greene & Wegener (1997) have studied the issue of sustainable 

transport closely and thereby created an important foundation for measures and strategies such 

as urban streets and street redevelopments. Furthermore, Gössling (2020) and Al-Mashaykhi & 

Hammam (2020) address the prioritisation of sustainable modes of transport and the 

contribution to livable space, which correlates with urban street aims.  

 

In terms of the literature on the Swedish planning process, Tornberg (2011, p. 3) investigates 

the conditions for an integrated approach to urban and transport planning with a focus on the 

relationship between public professional actors and agencies involved in the interface between 

urban- and transport planning and strategy making, at the local and national level in Sweden. 

Tornberg’s study found that planning processes involving different perspectives, individuals 

and professions that are situated in different institutional contexts, have profound influence on 

the possibility to develop shared understandings of problems, goals and needs of planning 

challenges. In order for plans to be effective in a multiperspective environment, they need to 

make sense to the different actors to ensure coordination between perspectives such as urban- 

and transport planning. If a plan is not communicated effectively, its meaning in practice is 

weakened which affects its use-value for actors (Tornberg, 2011, p. 59). Furthermore, Tornberg 

(2011, p. 54) emphasises the importance of proximity and face-to-face interactions between 

different actors and perspectives in order to make sense and coordinate planning processes. This 

is important in relation to the actor-related dimension and the negotiations and coordination 

within planning. 

 

Concerning Swedish literature on urban streets, we have mainly discovered bachelor and master 

theses concerning seasonal urban streets and the potential of urban streets for city healing 

(Esaiasson, 2019; Magnusson, 2018; Lindersköld & Urde, 2013). Here, a knowledge gap 

concerning the process of urban street implementation in Swedish planning was identified in 

our initial research. This thesis, therefore, aims to investigate street redevelopment projects in 

relation to the Swedish planning process. Specifically, how the planning process affects the 

planning, implementation and further development of the chosen street redevelopment projects.  
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3. Theory 
 

Two main theoretical frameworks will be used to address the study’s aim. First, Obduracy 

describes how urban structures can become obdurate and difficult to change due to different 

aspects. This will help us understand what types of hinders that the case studies have dealt with 

in their planning processes. Secondly, Socio-technical transitions describe the complex process 

of transformative and long term change away from dominant regimes. This will help us 

understand what dynamics and strategies interplay in redeveloping transport infrastructure.  

 

3.1 Obduracy in Planning 
 

This study will utilize the concept of obduracy to explore the planning processes within the case 

studies. From a long-term perspective, cities can be perceived as ever-changing and flexible. 

From a planning perspective, however, it can be difficult to realise change and alter the structure 

of a city’s design. According to Hommels (2005), urban structures can easily become obdurate 

and set in a certain way. Redeveloping takes time, effort and resources, and once built urban 

structures become immobile and set in history as well as their surroundings. As such, remnants 

of old planning ideals that linger although they do not apply to today's societal ambitions may 

become obstacles for planners who aspire to create new urban innovations. Planning decisions, 

therefore, become dependent on past decisions and are subject to the material realities produced 

by their outcomes (Mutter, 2019). To understand redevelopments occurring in the city, it is 

therefore vital to consider the social processes and interactions between actors taking place in 

the urban context, together with the technological processes (Hommels, 2005). According to 

Dotson (2016), the model of obduracy can aid the conceptualization of many of the barriers 

faced by alternative urban design. For example, those that emphasize sustainable transport 

planning with walkability, mixed-use, increased density, vibrant public spaces, and other 

features more common in modern urban development, including the urban street phenomenon. 

Hommels (2005) describes three categories of importance to understand obduracy within 

planning, which are presented below. 

 

3.1.1 Dominant Frames 
 

This feature of obduracy focuses on the role and strategies of actors in relation to city 

development and specifically emphasizes the design processes (Hommels, 2005). Planners can 

become constrained by predetermined ways of thinking and connecting with one another, which 

can be a result of rigid laws, typical solutions or norms within the profession (Hommels, 2005). 

The concept of dominant frames also refers to the obduracy that occurs when different groups 

of actors have different interests, emphasize different ways of thinking about a planning issue, 

and thus struggle to reach a compromise (Mutter, 2019). This is referred to as having an 

interactionist conception of obduracy. It could, for example, occur when actors emphasise the 

importance of different guidelines that conflict with each other, leading to difficulties in 

creating change that falls outside that particular scope of imaging (Dotson, 2016). When 

working with dominant frames, actors involved in the local planning process need to be 

identified and assessed in their potential conflicting ways of thinking (Hommels, 2008, p. 38). 
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The main focus of dominant frames is on groups and the emphasis lies on the local level scale, 

which is beneficial for understanding obduracy in street redevelopment projects, but less 

effective in pointing at broader structures (Hommels, 2008, p. 30).  

 

It is also important to analyze for whom an urban structure is obdurate and for whom it is not. 

An actor with high inclusion in a particular technological or urban frame thinks and interacts in 

terms of that dominant frame. It is therefore difficult for such an actor to think of alternative 

technological or urban designs, which may be referred to as “closed-in” obduracy (Hommels, 

2008, p. 23). On the other hand, “closed-out” obduracy is also possible which occurs when 

actors have little involvement with a particular technological or urban frame - when they have 

low inclusion (Hommels, 2008, p. 24). For these actors, the urban structure or technology 

presents a “take it or leave it” choice. Seeing no possibilities for variation within an urban 

structural frame, they are left with the choice of accepting it or abandoning it (Hommels, 2008, 

p. 24). In other words, an urban structure can be obdurate in terms of having one fixed meaning 

or in terms of enabling and constraining interactions and ways of thinking (Hommels, 2008, p. 

24).  

 

3.1.2 Embeddedness 
 

Embeddedness involves a relational perception of obduracy, focusing on the connection 

between heterogeneous structures (Hommels, 2005). It emphasizes the interrelatedness of 

human and non-human elements, such as streets, buildings, development plans and politicians 

as connected (Hommels, 2008, p. 38). As the structures within a network are closely 

interconnected, changing one structure often requires change within another. This type of 

obduracy shows the challenge that comes with change, which lies in the interconnectedness of 

all elements within a city (Hommels, 2005). For example, if a road is transformed it can have 

congestion consequences or threaten the connectivity further along the road network. This has 

to do with transport systems being embedded in larger networks of infrastructures as well as 

social and political relations (Mutter, 2019). Transport networks can be argued to be highly 

embedded due to the physical structures they embody consisting of less flexible elements such 

as pipes, cables and roads that form the urban networks of cities today. This inflexibility 

contains an aspect of risk in terms of future restructuring (Hommels, 2008, p. 29). 

Embeddedness also has a financial dimension as it can be too expensive to redevelop urban 

structures once they have become integrated with other urban elements. Transport networks are 

an example of this as they involve huge capital investments as well as being highly intertwined 

with other urban networks (Hommels, 2008, p. 179). Efforts to change structures may be 

prompted by use, societal change, economic demand, planning initiatives, legal regulations or 

newly developed policies with differing results. However, the extent to which a structure is 

embedded affects the potential resistance to efforts aimed at changing it. (Hommels, 2008, p 

27).  
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3.1.3 Persistent Traditions 
 

This feature of obduracy focuses on the deep-rooted norms and traditions that influence city 

development from a long term perspective (Hommels, 2005). The feature has an enduring 

conception of obduracy in which these traditions are more persistent and involve underlying 

values, understandings and practices (Dotson, 2016). Different city building regimes and 

planning processes rooted in the overarching culture can be seen to represent this type of 

obduracy within Hommels’s (2005) framework. It addresses the idea that earlier planning 

choices and decisions continuously influence city development, and it is the notion of 

trajectories, path dependency, momentum, archetypes and city-building regimes that embody 

this conception of obduracy (Hommels, 2008, p. 30). One example of this could be the way 

traditional transport planning has premiered car transport over other modes of transport 

historically, which is a challenge to move away from today, despite changing and evolving 

travel habits. The category of persistent tradition is less focused on interactions in local contexts 

than the previous two features of obduracy, focusing instead on the wider frame of structural 

factors (Hommels, 2008, p. 30). In contrast to the interactionist conceptions of dominant frames, 

the emphasis here lies on the role of collectively shared rules and values that transcend local 

contexts, on culturally-rooted traditions that derive their strength from being shared by 

numerous people (Hommels, 2008, p. 34). As such, persistent traditions only experience slight 

variations due to their enduring character. If dominant frames highlight the differences between 

social groups, persistent traditions instead reveal the similarities and that which groups share in 

long-lasting traditions (Hommels, 2008, p. 36). 

 

3.1.4 Strategies, strengths & weaknesses 
 

Hommels (2008) argues that to overcome obduracy, three strategies need to be in place. Firstly, 

the actors involved need to be aware of the possibility that their specific interests and ways of 

thinking may result in obduracy. From there, a combined strategy involving both redesigns and 

attempting to influence the inflexibility of dominant frames can be applied. Secondly, actors 

need to acknowledge that urban structures do not exist in isolation and that their obduracy is 

associated with their embeddedness in other urban networks. From there, actors need to develop 

an approach in which the obduracy of different embedded elements is considered and to some 

extent overcome. Thirdly, actors need to recognize the importance of persistent traditions 

concerning how obduracy operates. From there, they should attempt to reduce the significance 

of a particular tradition by presenting an overarching break from past planning structures.  

   

As Hommels (2008, p. 21) argues, the three obduracy features are meant to be practical for the 

analysis of obduracy in real-world cases, rather than precise empirical description. To shed a 

more nuanced light on the framework, Table 2 below summarizes the strengths and weaknesses 

of the three conceptual models of obduracy.  
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Table 2. Hommels. (2008, p, 175). Strengths and weaknesses of the three conceptual models of obduracy. 

[Author’s adaptation].  

 Strengths  Weaknesses  

Dominant Frames  Powerful model for explaining 

obduracy when two or more 

relevant social groups are 

opposing each other and have 

strong and multiple interactions. 

The model is symmetrical  

Relatively static by focusing on 

either closed-in or closed-out 

obduracy. Focus on local level and 

social groups makes it less 

attentive to wider, structural and 

contextual developments 

Embeddedness  Of the three models this concept 

does most justice to the networked 

character of cities and the 

historicity of its structures. The 

model is the most symmetrical of 

the three 

Fails to address broader economic 

structures of power and interests 

Persistent Traditions  Long-term structural 

developments that transcend local 

groups get more attention in this 

model 

Material factors get less attention. 

Urban technology remains a black 

box.  

 

3.2 Socio-Technical Transitions 
 

The study of socio-technical transitions considers how change away from a dominant regime 

can occur in society. The framework within socio-technical transitions theory aims to explain 

the potential for transformative and long term change (Schönfeld & Bertolini, 2017). These 

processes are usually in line with striving for sustainability by allowing space for niches and 

innovations that have the potential to bring about change (Schönfeld & Bertolini, 2017). Socio-

technical transition scholars emphasise that transitions are long-term and complex processes 

(Raven et al., 2010, p. 59).  

 

3.2.1 Regimes  
 

There are three central conceptual levels within socio-technical transitions theory; regimes, 

niches and landscapes. First, regimes establish a certain direction for socio-technical change in 

line with current development pathways (Schönfeld & Bertolini, 2017). The socio-technical 

regime forms a ‘deep structure’ that accounts for the stability of the current socio-technical 

structure (Geels, 2011). According to Geels (2011, p. 27), regimes refer to the semi-coherent 

set of rules that orient and dictate the activities of the social groups or actors that reproduce the 

various elements of a particular socio-technical system. Here, actors enact, manifest and draw 

upon rules in concrete actions and local practices (Geels, 2011, p. 27). Examples of rules can 

be shared beliefs, institutional arrangements and regulations, and legally binding contracts 

(Geels, 2011). Existing regimes are often characterized by lock-ins, which means that 

innovation occurs gradually, with small adjustments to the regime rules, that can accumulate 

into stable trajectories (Geels, 2011). An example of this type of stable regime can be seen in 

traditional transport planning, explained in Table 1.  
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The regime concept is often used to explain why innovations struggle to break through. This is 

since regime rules and institutions often guide regime actors in a specific direction and make 

them blind to alternatives, or even discourage their development (Raven et al., 2010, p. 61). 

However, it is important to note that current regimes have developed from a legitimised way of 

doing things in for example dealing with persistent issues in the past (Raven et al., 2010, p. 61).  

 

3.2.2 Niches  
 

Niches are innovative ideas that lead towards new trajectories through small scale technological 

and social change (Raven et al., 2010, p. 61). Niche actors or practitioners can for example 

encompass civil servants, policymakers, consultants or start-ups that work on innovations that 

deviate from existing regime structures (Geels, 2011; Raven et al., 2010). Within niches, actors 

hope that their innovations will eventually be used in the regime or even replace it, changing 

the socio-technical regime structure. However, concerning the regimes described above, 

existing regimes are stabilized by many lock-in mechanisms. Since niche innovations may have 

a mismatch with existing regime dimensions (e.g lack of appropriate infrastructure, support and 

stability), altering a regime is not easy (Geels, 2011, p. 27). Despite this, niches are crucial for 

transitions since they act as the seeds for systemic change. To further demonstrate the concept 

of niches, Geels (2011, p. 28) distinguishes between three core processes;  

 

- The articulation (and adjustment) of expectations or visions, which guide the innovation 

and aim to attract attention and funding from external actors.  

- The building of social networks and the involvement of more actors, which expands the 

resource base of niche innovations. 

- Learning and coordination processes within various dimensions, e.g. technical design, 

infrastructure requirements, organisations and policy instruments.  

 

Niche innovations can gain momentum and set a trajectory if expectations become more precise 

and more broadly accepted, if the alignment of various learning processes results in a stable 

configuration, and if networks become larger (especially the participation of powerful actors 

that can convey legitimacy and resources to niche innovations) (Geels, 2011, p. 28). Therefore, 

the niche concept is often used as a counterpart for regime issues (Raven et al., 2010). Niches 

represent “the things new to the world”, change and the promise of improvement and progress 

(Raven et al., 2010, p. 62).  

 

3.2.3 Landscapes  
 

The third conceptual level of socio-technical transitions is landscapes. The socio-technical 

landscape is the wider context that influences niche and regime dynamics (Geels, 2011). Socio-

technical landscapes highlight not only the technical and material backdrop that sustains 

society, but also highlights demographic trends, global political ideologies and ambitions, 

societal values and macro-economic patterns (Geels, 2011, p. 28). The landscape-level usually 

changes slowly and can be described as the wider context in which regimes and niches operate. 

The landscape concept is mainly used in socio-technical transition literature to characterise 
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relatively autonomous developments that individual actors cannot influence or change (Raven 

et al., 2010, p. 62).  

 

3.2.4 A Multi-level Perspective on Transition Theory 
 

Each transition is unique since they occur in specific economic, political, social and cultural 

contexts. However, the general dynamic pattern is characterized by transitions resulting from 

the interaction between processes at the three different levels (Geels, 2011, p. 29). Within the 

framework of socio-technical transitions, there is no single cause or driver, instead, there are 

processes on multiple levels that link up with and reinforce each other simultaneously (Geels, 

2011, p. 29). To further distinguish the three levels in socio-technical transitions, Raven et al. 

(2010, p. 62) present the degree to which they structure the behaviour of individual actors, and 

the agency that an individual actor has on those levels. Figure 2 further visualizes the multi-

level perspective of the three concepts.  

 

- Regimes generally have a stable institutional structure that individual actors can 

influence only very limitedly and indirectly.  

- In the institutional structure of niches, niche actors have a lot of options to develop those 

institutions according to their preferences and in interaction (discussion and negotiation) 

with others. 

- The landscape can, by definition, not be influenced by individual actors at all, but it can 

have a major influence on their behaviour and choices; it represents the external 

environment for actors. 

 

 

Figure 2. Raven et al. (2010, p, 61). Multi-level perspective on socio-technical changes. [Illustration].  

 

 
 

 

Figure 2 indicates that actors operate in a multi-level environment, which requires them to act 

strategically by connecting problems and solutions at different levels (Raven et al., 2010, p. 

62). Integrated decision-making can enable a variety of ideas within regimes that can lead to 

the incorporation of niche novelties into larger, mainstream discourse, politics and planning 
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(Schönfeld & Bertolini, 2017). However, transitions can only occur through the fruitful 

coupling of developments at all three levels. Transitions can only occur when the regime is 

sufficiently “open”, “stable” or “adaptive” to accept radical innovations; when there is 

sufficient pressure from the landscape for socio-technical change; and when innovations have 

been developed in niches that can be used to exploit the opportunities for change (Raven et al., 

2010, p. 63). 

 

3.2.5. Socio-technical Transitions in this Study 
 

It is important to note that the theory of socio-technical transitions is often used in research 

related to technological trajectories. Socio-technical transitions theory is often implemented to 

investigate fundamental changes in dimensions such as energy, housing, agro-food and 

transport systems that are subject to persistent sustainability issues (Geels, 2019). Here, the 

units of analysis can be automobile technology, air transport technology, nutrition, and 

domestic energy consumption (Geels, 2019, p. 187). The conceptualization of socio-technical 

transitions then includes societal dimensions such as consumer practices, culture, policies, 

business models and markets (Geels, 2019, p. 187). In terms of the social groups within niches 

and regimes they can often be thought of as firms, consumers, social movements, media or 

investors (Geels, 2019, p. 187). Niche innovations are also often conceptualized as experiments, 

demonstration projects or R&D laboratories (Geels, 2019, p. 190). The socio-technical 

transitions perspective has been argued to be too simplistic in regard to assessing complex, large 

scale structural transformations. Lawhon & Murphy (2011, p. 362) argue that the theory does 

not properly explain or include the types of institutions that govern regimes and niches within 

a geographical context.  However, in the past 15 years, due to reflections on varied case studies 

and responses to critics, the socio-technical framework has been expanded to encompass wider 

insights from social sciences (Geels, 2019, p. 187). 

 

Therefore, socio-technical transitions theory can also be used to investigate planning 

transitions. Carroli (2018) investigates what role planning plays in sustainable infrastructure 

system transitions. Here, it is shown that planning is engaging with transitions perspectives 

when different types of planning systems are needed for infrastructure system transitions 

(Carroli, 2018, p. 87). The point is that planning can enable innovation and niche ideas by 

including alternative performances of planning which pursue change in infrastructure systems 

(Carroli, 2018, p. 87). At the same time, it is argued that despite having experienced shifts over 

the last century, planning still experiences limitations and constraints in relation to regime 

mechanisms (Carroli, 2018, p. 87). Lastly, it is also argued that planning is affected by 

landscape pressures that allow for opportunities and shifts within planning regimes and niches 

(Carroli, 2018, p. 86).  

 

To summarise, the theoretical framework of socio-technical transitions has mainly been used 

to investigate technological development. However, due to the expansion of the framework 

during the past decades, the framework can also be used to explain the role of planning in 

transitions towards more sustainable trajectories. Studying the relation and interaction between 

planning and socio-technical transitions is therefore how we apply the theory in our study.  
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In this study, the socio-technical transition framework acts as a tool in mapping and explaining 

the planning processes occurring within the case studies, leading to some diversions from the 

traditional socio-technical transitions framework. The framework highlights how actors and 

processes function at different levels to understand the relationships between elements driving 

the transitions. In this case, the redevelopment of streets on a local scale. It also provides a 

theoretical discussion on a wider societal scale concerning which role street and road 

redevelopments have in planning and in addressing the influence of traditional transport 

planning mechanisms and future challenges. The redevelopment of streets and roads into 

multifunctional spaces is defined as a change from the socio-technical regime of traditional 

transport planning where separation and fixed functions in space have largely influenced traffic 

environments, to a more varied and fluid mixture of uses and mobilities, as shown in Table 1. 

 

For our study, the regime concept is defined as the set of rules that influences its actors through 

its guidelines, values and practices. Following Carroli (2018), we see planning as a regime that 

upholds stability and direction for city development. Regimes are seen as multisegmented as 

there are sub-regimes that co-evolve with each other. The alignment and coordination between 

sub-regimes can provide additional stability, but can also lead to tensions (Geels, 2011, p. 27). 

In socio-technical transition literature, transitions are often thought of as one regime being 

replaced with a new one. However, when it comes to urban spatial structures, Næss & Vogel  

(2012, p. 42) argue that regimes often exist alongside each other. Here, multi-segmented 

regimes can be viewed as a compromise between different planning ideals with varying levels 

of influence. Both traditional traffic planning and sustainable traffic planning can therefore be 

seen as regimes, where the latter has been dominant historically, leading to a current process of 

shifting from the dominance of one regime configuration to another. Municipal actors can 

uphold regimes as well as be part of niches. Although planning can be restrained by supporting 

stability in its regime role, planning can also play a critical role in urban transitions if learning 

and visions are purposely aligned to transition opportunities and the context of place (Næss & 

Vogel, 2012). 

 

The concept of niches is defined as innovative ideas that lead towards new trajectories 

(Schönfeld & Bertolini, 2017). This study investigates one type of niche (the urban street niche), 

the idea to redevelop traffic space into multifunctional uses, and create a durable transition 

towards differently prioritised traffic space. As seen at the bottom of Figure 3 below, the niche 

idea aims to alter or replace the traditional transport regime, seeking to achieve a transition in 

line with sustainability ideals (see Figure 3 below). Actors that articulate and work towards 

these mechanisms of change can be seen as niche actors. 

 

The concept of the landscape in this study, as seen at the top of Figure 3, is the broader 

ideologies or societal trends in which regimes and niches operate. These can for instance be 

sustainability as a global concept, technological development in planning or large scale 

economic shifts. The landscape can create destabilisation in the regime, opening up 

opportunities for niche ideas. 
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Figure 3. Illustration of socio-technical transitions components in this study. [Author's illustration].  
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4. Method 
 

This study has conducted case studies from Swedish street redevelopment projects as our main 

scale of observation. These projects, their planning process and context, are the main area of 

study. The methods used entail primary research in the form of semi-structured, in-depth 

interviews with relevant experts and planners involved with the planning process of urban street 

redevelopments. The secondary research is based on a desktop study, involving academic 

literature, planning documents, comprehensive plans and other municipal development 

documents relevant for the case study research. The secondary data is important for the 

contextual concretization of the study. The primary research is important for the study to access 

information and input from actors who were involved in the planning process and with the 

redevelopment of streets on a local scale. This combination of methods can generate the in-

depth data critical for the study’s aim to address the research questions. To increase validity we 

have also related the study to previous research as well as relevant theories (Tjora, 2012, p. 

162). 

 

4.1 Research Approach and Design  

 

We have chosen to conduct an empirical case study with a qualitative research approach. This 

type of approach is favourable for this study's aim to further understand the interview subjects’ 

experiences, as well as the reality of the cases (Merriam, 1994, p. 27). The study aims to further 

understand a phenomenon based on a few select cases, the chosen theories are then used to 

interpret the material in-depth and thereby create understanding and discover connections. The 

study has an inductive analysis strategy. The inductive strategy is often used in qualitative 

studies when the research is based on the analysis of data from a few cases in order to reach a 

model of explanation or understanding (Tjora, 2012, p. 22). Furthermore, the study is based on 

empirical data gathered from experiences in real life which have subsequently been analysed 

through a theoretical framework (Wiedersheim-Paul & Eriksson, 1997, p. 229). As such, the 

theory has been present throughout the interpretation of the empirical data and its result has 

been viewed through a theoretical lens, which has been significant for the processing of our 

data.  

 

Data source triangulation has been used in this study to increase validity, through the merging 

of information from different sources. According to Carter et al. (2014) triangulation can refer 

to the use of multiple data sources in order to develop a more extensive understanding of a 

phenomenon. The majority of the case studies, therefore, have two interviews as well as several 

planning documents or other official sources behind them. To ensure nuance in the results, it 

can be important to consider questions from different angles (Denscombe, 2010, p. 133). 

Interviewing informants with different relations to the redevelopment was therefore applied to 

the case in Sundsvall where this aspect was relevant. 
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4.2 Case Studies  

 

For our study, the research design entails five case projects which are described in-depth and 

analysed and compared thoroughly from different angles (Merriam, 1994, p. 27). Case studies 

focus on one or a few instances of a particular phenomenon in order to conduct an in-depth 

analysis of events, relationships and processes in that particular instance (Denscombe, 2010, p. 

53). Since our study aims at exploring and understanding the planning processes of street 

redevelopment projects, the case study approach is the most effective method for acquiring 

valuable and unique insights from these planning processes. Case studies also allow for an 

understanding of the complexities of each case project and how these are interrelated to other 

cases. Case studies allow us to study the detailed workings of the processes and why certain 

outcomes might happen, rather than restricting our focus to the outcomes of the projects alone 

(Denscombe, 2010, p. 53). Furthermore, the case study approach allows us to use a variety of 

sources and data to conduct our investigation of each case. Our primary focus has been to 

interview actors that have been involved in the planning process of each case project. However, 

planning documents, project reports, investigations and other planning related documents are 

public records and have been utilised to strengthen the data generated from the interviews.  

 

In our study, the case is defined by the project responsible for a redevelopment. These projects 

do, however, span over relatively long time periods and incorporate different actors, processes 

and events. The cases are also situated in a larger urban development context, which influences 

and is influenced by the street redevelopment projects, both politically, economically and 

geographically. Since each case study is situated in a broader societal and geographical context 

the project boundary can be difficult to draw, which in turn affects the collection of data. Here, 

knowing what data to include and exclude can be challenging (Denscombe, 2010, p. 65). 

However, the projects are defined by project websites and planning documents which describe 

the geographical area of redevelopment, project time, financing, actors, and goals of the project. 

These factors are important to define the exact entity of each case (Denscombe, 2010, p. 56). 

Furthermore, the analysis must take into account larger economical, political and societal scales 

in order to describe the complexity of each case. Therefore, the cases’ boundaries are mainly 

defined by the project program responsible for the redevelopment, however, these are situated 

in a larger context, which is discussed and analyzed in relation to each project.  
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Figure 4. Overview map of the selection of case studies. [Author's illustration]. QGIS.  Map data: ©2015 

Google.  

 
 

The chosen cases are urban street projects in the municipalities of Stockholm, Sundsvall, 

Uppsala, Gothenburg and Helsingborg. The selection of case studies has gained inspiration 

from the report “Mångfunktionella gator” (Multifunctional streets) by the National Board of 

Housing, Building and Planning (2019a) which investigates eleven Swedish projects and seven 

international projects. Here, case projects from Uppsala, Sundsvall, Gothenburg and 

Helsingborg had been selected. The above-mentioned report outlines the basic project process 

of the cases but does not dwell deeper into the planning processes of the cases, something that 

this study aims to do. Stockholm’s case was not outlined in the National Board of Housing, 

Building and Planning report, but instead added by the authors. This is since Klarabergsgatan 

in Stockholm falls into the criteria outlined below, and is also situated in Sweden’s capital city, 

which follows the logic of investigating cases from larger Swedish cities.  
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The selection of case studies has been based on several criteria. Firstly, the case project should 

be finalized or near finalization. Secondly, the case project should encompass a relatively large-

scale redevelopment of a street or road (small scale in this regard could be pilot projects). 

Thirdly, the cases should share some crucial aspects with each other. This is mainly defined by 

the geographical location of the street (all case projects encompass redevelopment in relatively 

central locations of a city), and the ambition of creating a more multifunctional and city-like 

street environment. The theoretical framework aims to deepen the understanding of the case 

studies and investigate how transitions can be achieved in the urban landscape as well as what 

type of obduracy factors affect the planning processes in these projects. The case project must 

therefore be relevant to the theoretical framework in the sense of creating a permanent change 

(redeveloping a car-dominated street into an urban street for instance). Furthermore, the five 

case studies all have different contexts, geographies and historical backgrounds. This is 

important since the study aims at investigating the planning process of each particular context. 

It also enables us to study differences and similarities in ambitions, goal fulfilment and 

preconditions among the cases. Lastly, there is a tradeoff between the number of cases 

investigated and the ability to be in-depth in each case. In other words, many cases may generate 

a shallow analysis, and fewer cases may generate a deeper analysis, but lack diversity. The five 

cases chosen therefore represent a middle-ground, which still allows for deeper analysis. 

 

Furthermore, due to the current covid-19 pandemic, travel and in-person interviews for each 

case have not been possible. However, due to the current covid-19 restrictions, we have been 

able to widen our investigation since digital meetings and interaction have become, in our 

experience, more effective. Therefore, in our selection of cases, geographical distance has not 

been a restriction. Instead, we have been able to conduct digital interviews with all participants 

from the case municipalities, without any major hindrance. 

 

Since this study requires in-depth investigation into the planning process of the cases, the case 

study format allows us to deal with the subtleties and intricacies of these complex planning 

situations (Denscombe, 2010, p. 62). This type of investigation would not have been possible 

in a survey approach for example. Furthermore, the case study approach allows us to use 

multiple methods of analysis, mainly interviews and analysis of planning documents, which in 

turn generates multiple sources of data from each case study. Furthermore, each case project 

shares important linkages in the sense that each case has a particular physical location, historical 

location, social location and institutional location, which can be analyzed and compared 

(Denscombe, 2010, p. 61-62). This enables us to focus our investigation and also identify 

similarities and differences between the cases.  

 

The case study approach can be vulnerable to criticisms relating to the credibility of 

generalizations made from findings (Denscombe, 2010, p. 65). The study, therefore, needs to 

be clear and demonstrate the extent to which the cases are similar and different to others. 

Furthermore, case study research can also be perceived to generate soft data (Denscombe, 

2010). This is related to the criticism of case studies focusing on processes rather than 

measurable end-products and relying on qualitative data and interpretive methods rather than 
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quantitative data and statistical methods. This is not necessarily justified but is an important 

preconception that the researcher must be aware of (Denscombe, 2010, p. 63).  

 

4.3 Interviews 

 

As the empirical material needed when conducting a qualitative case study is multifaceted and 

addresses the experiences of the actors involved, interviews are a suitable method that allows a 

subject's complexity to come forward (Denscombe, 2010, s. 164-165). Furthermore, interviews 

are a favourable choice of method considering that the empirical data to some extent consists 

of privileged information which can only be reached through a position of knowledge 

(Denscombe, 2010, s. 165). We have conducted ten semi-structured, in-depth interviews lasting 

one to one and a half hours each. The interviews have been conducted digitally due to covid-19 

restrictions, as mentioned above. Bryman (2012) addresses some differences between in-person 

interviews and online interviews, which include tendencies for interviewees to talk longer 

during online interviews, difficulties in reading body language and technical issues. These 

aspects were kept in mind but were deemed not to affect the quality of the responses. Especially 

since the online format of person to person discussion has been a common element both for us 

and for the interviewees in their everyday work.  

 

Following the semi-structured technique, the interview questions were pre-prepared but still 

left room for flexibility to ask follow up questions based on the answers received from the 

interviewees (Denscombe, 2010, s. 175). It also allowed the interviewees to expand on 

questions they found important themselves. The interview questions were organised 

thematically, beginning with a section of questions concerning the project itself, and ending 

with a section of broader questions linked to the theoretical framework of the report (see 

appendix). Furthermore, the interview questions were focused mainly on the planning process, 

but also incorporated a degree of reflection on the success factors present for each 

redevelopment. When developing the research questions we have strived for clear and open-

ended questions to avoid leading the informant. This was important as the reflexivity can be 

affected in cases where the interviewee might answer in accordance with what they believe the 

interviewer wants (Yin, 2007, s. 112).  

 

For this study, we have made a strategic choice of informants. The informants were chosen due 

to their insight and ability to reflect and discuss the topic at hand (Tjora, 2012, p. 112). The 

majority of the interviews were therefore conducted with municipal, or state representatives 

involved to some extent with the urban street project in each case study.  

 

For the Stockholm case study (Klarabergsgatan), we interviewed two civil servants from the 

municipality. One strategic traffic planner who had worked with urban renewal projects in 

general, and one project manager who had worked with the redevelopment of Klarabergsgatan. 

We chose the latter interview subject due to their knowledge of the redevelopment in particular 

and the former interview subject due to their general knowledge of street redevelopments in 

Stockholm. After conducting the interview with the strategic traffic planner, we wanted to 

enhance the material with more specific case knowledge, which we received from the second 
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interview. For the Uppsala case study (Råbyvägen), we interviewed one planning architect from 

the municipality who had worked closely with the redevelopment of Råbyvägen, as well as one 

project manager who had worked at Uppsala municipality with Råbyvägen previously, and who 

was currently working at the National Board of Housing, Building and Planning with strategic 

comprehensive planning. These interview subjects were chosen due to their extensive insight 

into the case. 

 

For the Helsingborg case study (Drottninggatan/Järnvägsgatan) we interviewed two project 

managers from the municipality. One of the project managers had been responsible for the early 

planning stages of the redevelopment and will be called “Project manager A” in this study. The 

other project manager had been responsible for the execution of the project and will be called 

“Project manager B”. This is done to simplify referencing and the separation of the 

interviewees.  These interview subjects were chosen due to their extensive insight into the case. 

For the Gothenburg case study (Friggagatan), we interviewed one civil servant from the 

municipality, with the title comprehensive planner who had worked with the Friggagatan 

redevelopment at the time. The interview subject was chosen due to their extensive insight into 

the case, and the material was deemed substantial enough to warrant only one interview. For 

the Sundsvall case study (Landsvägsallén), we interviewed two municipal civil servants 

together, one planning architect and one traffic planner, who had both been involved in the 

redevelopment of Landsvägsallén. Furthermore, we interviewed a project manager from the 

Transport Administration who had worked with Landvägsallén. Due to the specific 

circumstance of road ownership within this case, we wanted the perspective of both actors 

involved in the redevelopment. The interviewees and their planning colleagues involved in the 

project will be referred to as project actors in the result and analysis chapter. Finally, we 

interviewed a project manager and expert within the Smart Streets project, in order to gain 

valuable insight into the redevelopment of streets in general and as an urban phenomenon. This 

interview contributed to the study’s research approach and direction. 

 

4.4 Desktop Study  

 

In addition to interviews, we have researched deep into each case study and their respective 

municipal websites to locate all the relevant planning documents, strategic plans and 

investigations that the project has been based on. However, in the Råbyvägen, Uppsala case, 

we were given the report “Råbyvägen - Utredning om utveckling av stråket” and their 2006 

comprehensive plan, as it was not accessible on their website. Documents have been important 

additions to the interviews since the interviewees cannot remember all the details, events and 

decisions in the planning process. Here, documents generate a more formal depiction of the 

planning process, which is beneficial in order to fill in the gaps and attain a broader picture of 

each planning process. It has also improved our understanding of each case to assess the 

documents and decisions they are based on, or anchored in. More specifically, the documents 

used have mainly been official documents set up by the municipality or by other state actors 

such as comprehensive plans, strategic planning documents, detailed plans, project reports, 

technical investigations and political decision reports. 
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There are benefits to utilizing official documents relating to the planning process since they are 

public and easily accessible. During the research process, there have been few problems in 

acquiring the relevant documents and reports. Benefits also lie in the fact that the data required 

from these documents can easily be checked by others and are open to public scrutiny 

(Denscombe, 2010, p. 232). However, in the case of gathering data from documents, we needed 

to be critical in interpreting the written word, reflecting on the context in which it was written 

and on the purpose and aim of the document (Denscombe, 2010, p. 223). We also paid attention 

to the age of the documents. Strategies, political climates and contexts change, and it is therefore 

important to be aware of the age of documents and their current relevance.  

 

4.5 Procedure  
 

To gather our primary data we first contacted civil servants who had worked with the projects, 

for example, project managers or traffic planners, from each municipality. We then continued 

our desktop study and read the written material we had gathered for every case. At this stage 

we also prepared by formulating the interview questions beforehand, basing them on the context 

of each case as well as our chosen theories. This resulted in an interview guide with three main 

topic areas; the project itself, obduracy aspects and socio-technical transition aspects. Within 

each topic area, the questions were designed in a way that would help us answer our research 

questions, whilst also giving the interviewee the possibility to raise their own discussion points 

concerning the subject at hand.  

 

Before each interview, a short summary of the study aim was sent out to the interviewees. This 

was done to prepare the interviewees for what the interview was going to investigate. There 

were occasional requests from interviewees to get the interview questions beforehand, however, 

we did not deem this to be beneficial for our research. This is since interviewees can more easily 

prepare answers, which may infringe on the semi-structured nature of the interview. 

Accompanied with the short summary of the study aim was also a request to record the 

interview. The request made clear that the sole purpose of the recording was to enable 

transcription of the interview that would later be used as material for the study. There were no 

issues in gaining acceptance from the interviewees. The interviews took place over a six week 

period. When the first round of interviews was over, we reviewed the material we had gathered 

and made two additional interviews to make sure that our primary data was sufficient. 

 

When analysing the empirical material collected from the interviews, coding has been used as 

an organisational method, which means that the material has been colour coded based on 

categories relevant to the research questions (Tjora, 2012, p. 146). After receiving consent from 

the informants to record the interviews they were transcribed fully in order to process the data 

into manageable information, as recommended by Tjora (2012, p. 111). The interviews were 

then coded according to categories based on the theoretical framework as well as project 

information details. A helpful factor in this was that the questions in the main interview guide 

were clearly coded beforehand, which assisted the categorization and analysis of the transcribed 

text. Each question related to one or two specific theoretical concepts which benefited the 

coding of the interviews. The procedure and coding scheme is visualized in Figure 5 below.  
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Figure 5. Analytical procedure and coding scheme. Inspired by Denscombe (2010, p, 286). The grounded theory 

approach to the analysis of qualitative data. [Author’s illustration]. 

 
 

 

4.6 Method Reflection 

 

It is always possible to include additional primary data. However, when all interviews had been 

conducted, transcribed, and coded, we judged the material to be conclusive enough to answer 

our research questions without issue. Furthermore, conducting ten semi-structured, in-depth 

interviews can be seen as a reasonable amount for a qualitative study where the primary goal is 

not to make large generalisations, but rather to go deeper into each case and compare them. 

A limiting factor in the Helsingborg case was the lack of politically enacted planning documents 

that described the planning process of Drottninggatan/Järnvägsgatan. The reason being that the 

project worked within already existing detailed plans and therefore no other specific planning 

documents had to be created. This in contrast to the other cases in which comprehensive plans 

and other strategic documents exist and have been vital for the process. Instead, it is mainly 

data from the interviews that informed this case analysis. 

Another significant aspect we have reflected on is the objectivity of the informants. It was 

important to consider the context that the informants are embedded in, in relation to their 

answers when processing our data. For example, the majority still worked for the municipalities 

in question and had been project managers, which may generate a potential bias in their answers. 

However, as this is a qualitative study we had a specific interest in the subjective recollections 

and thoughts that the interviewees expressed. It is therefore important to have in mind that our 

study mainly focuses on the perspective of municipal planners’ and project managers’ as they 
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are the ones mainly involved in, and affected by, the planning process that we are investigating. 

The choice to mainly focus on municipal actors may affect the nuance in our study, as other 

actors may have viewed the subject differently. However, this was a conscious choice made to 

be able to give specific recommendations to the actors that plan and carry out street 

redevelopment projects. 

 

According to Tjora (2012, p. 21), the qualitative analysis approach is arguably more influenced 

by researcher subjectivity than the quantitative approach. This is because the qualitative 

approach incorporates theoretically inspired interpretations at an earlier stage. Additionally, the 

nature of interviews as a social situation where the closeness to the subject can affect the 

outcome also adds to this. This is why it is equally important for the study's reliability to not 

only consider the role of the informant but also to consider our role as researchers and to be 

aware of that position in terms of how the material is presented and interpreted. One example 

of how we incorporated this into the study was by formulating questions that were neutral in 

terms of the subject matter, as well as by considering the formulations carefully to make the 

questions as open-ended as possible.  

 

4.7 Ethics  
 

As described above, the interviewees were informed before the interview that we wished to 

record the interviews. The requests were all accepted before the interview, and the interviewees 

were also notified during the interview when the recording started. We also informed the 

interviewees about who we were and our background as researchers. By doing so, we have put 

effort into giving the interviewees as much information as possible about the study and their 

participation, allowing them to make informed decisions about their participation (Bryman, 

2012, p. 138).  

 

Furthermore, we have chosen to pseudonymise the interviewees by only using their title in the 

report. The interviewees were also informed of this, which is linked to the notion of informed 

consent since the interviewees should be informed as to how their privacy (name) would be 

used in the report (Bryman, 2012, p. 142). We argue that we see no benefit in publishing the 

name of the interviewees in the report, therefore, their occupation will suffice in concretizing 

the responses of the interviews.  
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5. Result & Analysis  

 

In this section, the result and the analysis of each case study is presented and discussed in 

relation to the theoretic framework. In the obduracy sections, the planning processes for the 

cases are analysed in relation to the obduracy features; Dominant Frames, Embeddedness and 

Persistent Traditions. In the socio-technical transition section, the planning processes for the 

cases are analysed in relation to the socio-technical transition subcategories; Landscape 

mechanisms and Niche and Regime interactions. Niche and Regime will be analysed together 

since we found that the interactions between them are important for understanding transitions. 

Additionally, we will conclude each case with a table summarizing the main findings from each 

theoretical aspect as well as our recommendations. Lastly, a comprehensive analysis will also 

be conducted, comparing the cases and formulating recommendations based on the assessment. 

 

5.1 Klarabergsgatan, Stockholm  

 

Klarabergsgatan is situated in Stockholm, the capital and the largest city in Sweden. The urban 

area of Stockholm has a population of 1 million inhabitants and is located in the southeast of 

the country (SCB, 2020a). Stockholm city prioritises public transport, walking and cycling in 

its mobility strategy (Framkomlighetsstrategi) (Stockholm city, 2012). As the capital city, 

Stockholm has a well developed public transport network, enabling a larger degree of municipal 

mobility management and measures to reduce car traffic. 

 

Klarabergsgatan is a high street located in central Stockholm, close to Sergels torg, that was 

remodeled in 2014. The street was previously dominated by large concrete lanes for car 

transport and was not perceived to have the characteristics of a focal point in a capital city 

(Stockholm city, 2014). Noise levels were noticeable and pollution levels were only slightly 

below the air quality threshold (Stockholm city, 2014). There was a need to refurbish 

Klarabergsgatan in relation to the construction of the infrastructural projects Spårväg Syd and 

Citybanan, as public transport, walking and cycling were expected to increase with their 

introduction (Stockholm city, 2014). Walking flows were expected to increase by 50 000 people 

a day in 2030, creating significant demand for adequate infrastructure (Stockholm city, 2014). 

The reconstruction of Klarabergsgatan was part of project Sergels torg, which was a project 

aimed at renovating the Sergel torg, and the nearby streets because of their run down state. The 

redevelopment of Klarabergsgatan was also part of a larger project called Spårväg city, which 

aimed to implement a tramline through the inner city and T-centralen, going through 

Klarabergsgatan (Project manager, March 8, 2021). The implementation of Spårväg city created 

a need for renovating Klarabergsgatan after construction, which opened up the opportunity to 

redevelop Klarabergsgatan into an urban, car-free street (Smart Streets, 2019b, Project 

manager, March 8, 2021). The decision to redevelop Klarabergsgatan was thereby made in 

relation to other, larger infrastructural changes in the urban fabric of Stockholm occurring at 

the same time.  
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Figure 6. Overview map of Klarabergsgatan, Stockholm (in red). [Author’s illustration]. Arcgis Online. Map data: 

Lantmäteriet, Esri, HERE, Garmin, METI/NASA, USGS.  

 
 

Figure 7. Toll, M. (2015). Klarabergsgatan 2015 (before redevelopment) looking east. [Photograph].  
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Figure 8. Mostphotos. (2020). Klarabergsgatan 2020 (after redevelopment) looking across. [Photograph].  

 
 

At the time of the redevelopment of Klarabergsgatan, there was a political shift where the 

political majority changed from a centre-right alliance to a red-green coalition. It was not until 

after this shift that the project in its current form was decided on due to internal conflicts in the 

Conservative party, which had the seat of traffic commissioner prior to the election (Project 

manager, March 8, 2021).  

 

Stockholm city's vision for redeveloping Klarabergsgatan was to improve the situation for 

public transport, walking and cycling in accordance with the municipality’s regulatory 

documents; the comprehensive plan and the mobility strategy (Smart Streets, 2019b). During 

the redevelopment of Klarabergsgatan, the decision to remove car lanes was not made until well 

into the construction phase of Spårväg city due to it being a politically charged decision. The 

mobility strategy was a significant aid in the process, allowing for an overarching prioritisation 

of sustainable modes of transport as well as putting cycling and walking at the forefront 

(Stockholm city, 2012; Project manager, March 8, 2021). In the final detailed plan, all car lanes 

were removed to make way for tramway and bus transport, cycling lanes in both directions, and 

increased space for walking (Stockholm city, 2020). Removing car traffic also enabled 

possibilities for added value such as outdoor seating for restaurants, benches and bicycle 

parking (Smart Streets, 2019b).  

 

5.1.1 Obduracy Factors 
 

Dominant Frames 

 

In the project process for Klarabergsgatan, conflicting dominant frames surfaced in the political 

disagreements between the right and left-wing political parties, mainly concerning whether or 

not to include car lanes in the redevelopment. Infrastructural change and altogether removing 
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car traffic were seen as controversial topics, and there were differing opinions depending on 

political ideology. 

“The main conflict of interest that we had to adhere to was the political one, the politicians are 

our assignment leaders and we have to handle that somehow (…) Some are more pragmatic and 

liberal towards car traffic and others less, so that really is the big question.” (Project manager, 

March 8, 2021). 

This delayed the process of redeveloping Klarabergsgatan significantly. It also made it difficult 

for the planners involved as they were left without decisions in a project that was already 

underway. Therefore two different plan suggestions had to be made, with planners adhering to 

both of them until a decision was made, which took 1,5 years as well as a change in the political 

majority (Project manager, March 8, 2021). The different political actors, in this case left and 

right-wing politicians, had different interests and therefore emphasized different ways of 

thinking about car traffic as a planning issue. Planners can become constrained by 

predetermined ways of thinking as a result of norms present in the political profession 

(Hommels, 2005), which this is an example of. In line with Hommels’s theory (2008, 2005), 

the difficulty to reach compromise is an obduracy factor within this project on a local scale. 

 

Although there were mainly positive opinions about the project, there was some opposition 

from car owners and taxi drivers who disagreed that car lanes should be removed (Project 

manager, March 8, 2021). This can be seen as a minor obduracy factor on a local scale with 

limited impact, as citizens may influence political decisions or planning choices through the 

public forum process, but do not have the direct power to change. People were generally not 

particularly opinionated when the redevelopment was finalised, and the project manager (March 

8, 2021) suggested that either communication went well, or people adapt to change relatively 

well after it has occurred. This is an example of closed out obduracy, which can occur when 

actors have a lower involvement or inclusion with a particular urban frame and are left with the 

choice of accepting it or abandoning it (Hommels, 2008, p. 24). 

 

Another dominant frame factor within Klarabergsgatan were the differing opinions between the 

planners and the politicians concerning the traffic simulations that were conducted to gain 

insight into potential traffic flow issues within the traffic network as a result of the 

redevelopment. According to the project manager for Klarabergsgatan (March 8, 2021), they 

had known beforehand that a simulation was not an optimal tool for this type of analysis and 

was unlikely to give accurate results. The project actors had voiced this opinion to the 

politicians, however, they remained adamant that the traffic simulations were necessary for 

their decision-making process. The subsequent result of the traffic simulation showed a worse 

outcome than the end result presented later in follow up statistics (Project manager, March 8, 

2021). This influenced the politicians’ decisions by making the change seem more drastic than 

it was, further complicating and extending the planning process. This can also be argued to 

show planners being constrained by predetermined ways of thinking and typical solutions 

(Hommels, 2008, p. 26), in this case from a political standpoint. This led to difficulties in 

thinking outside that particular scope of imaging, creating obduracy on a local, municipal scale. 
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Embeddedness 

 

One embeddedness factor lies in the effect that the redevelopment has had on the traffic network 

in the surrounding area. The data gathered to follow up project Klarabergsgatan has shown that 

an increase of up to 10 percent car traffic has occurred on some streets, which indicates that 

there is some impact, but not that substantial as of yet (Project manager, March 8, 2021). 

Changing one structure often creates changes further along the transport system such as 

congestion or connectivity threats (Mutter, 2019). A current 10 percent increase might not cause 

heavy congestion but will still be noticeable as a change within the traffic network. 

Furthermore, transport networks are highly embedded due to the physical structures having 

fewer flexible elements such as pipes, cables and roads forming them (Hommels, 2008, p. 29). 

This change can therefore be seen as local embeddedness, as one change in the transport 

network at Klarabergsgatan has resulted in a change within the surrounding streets. The 

predictions gathered from the simulation can also be seen as a hindering embeddedness factor, 

as it affected politicians in terms of delaying the decision due to fear of increased disturbances 

in traffic flows on other streets. 

 

Both the project manager (March 8, 2021) and the traffic planner (February 23, 2021) 

interviewed for the Klarabergsgatan project discussed how difficult it is to build in already 

existing environments such as this one. They were both in agreement that more radical change 

is significantly easier in newly developed areas as there are no remnants from previous 

development to take into consideration. The lesser the physical embeddedness, the easier the 

development will become. This shows the challenge that comes with redevelopment, which lies 

in the interrelatedness of all structures and their complexity on a local scale (Hommels, 2005).  

 

The infrastructure for goods transportation on Klarabergsgatan was built conveniently in the 

1960s so as to not disturb the street. The intention then was to have traffic running smoothly 

without interruption but has now found a different purpose for keeping traffic away from the 

street (Project manager, March 8, 2021). This can be seen as an infrastructural legacy that 

supports change rather than holds it back, and an interesting example of how embeddedness in 

larger structures can sometimes be an asset rather than a hindrance with the right conditions.  

 

Finally, the type of redevelopment that Klarabergsgatan represents where cars are completely 

removed is still not common in Stockholm, nor anywhere else in Sweden. According to the 

project manager (March 8, 2021), this has to do with factors such as accessibility requirements 

as well as the old planning structures from the 1960s and 1970s, which can be seen as an 

embeddedness factor. The old infrastructure can hinder further developments due to the 

financial consequences of infrastructural change. In this case, Klarabergsgatan was redeveloped 

much due to the other projects implemented at the same time, creating a fortunate context for 

change. 
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Persistent Traditions  

 

The project manager (March 8, 2021) for Klarabergsgatan argued that there has been a 

generational shift in the way car prioritisation is viewed within their planning culture. However, 

the older generation is seen as more affected by former planning ideals due to having worked 

more closely with the old type of infrastructural road developments for car traffic (The project 

manager, March 8, 2021). The time it takes for norms to change could have a slowing effect on 

change on both a local and national scale. This occurrence of persistent traditions can be seen 

in Stockholm municipality and their planning culture, which in turn affects redevelopment 

projects.  

 

5.1.2 Socio-technical Transition Factors 
 

Landscape 

 

The landscape is the wider context that influences niche and regime dynamics (Geels, 2011), 

within Stockholm city and Klarabergsgatan. One main landscape factor can be argued to be the 

politically incentivised environmental ideals. Sustainability as a concept has become 

increasingly popularized and utilised in the political language. This can be seen nationally, or 

even as suggested by the project manager (March 8, 2021), on a global scale. That is not to say 

that environmental ideals are fully prioritised over, for example, economic factors and the 

growth ideal. However, it does affect and enable certain types of redevelopments such as 

Klarabergsgatan and make them possible when grounded in comprehensive planning.  

 

Niche & Regime Interactions 

 

As all planning in Sweden is governed through the municipal planning process, the municipality 

can both be part of a regime and be involved in creating niches in planning. Niche and regime 

can therefore be seen as strongly interlinked on a municipal level. The comprehensive plan is 

decided on a higher scale by political actors and civil servants within the municipality, based 

on current ideals for the city. The comprehensive plan can be seen to enable the niche, when 

stating that cycling, walking and public transport are to be prioritised (Stockholm city, 2012, 

2010). Both the mobility strategy and the comprehensive plan can be seen as examples of 

shifting views on sustainability within the regime structure. Interesting to note is that the centre-

right alliance was ruling when these plans were enacted, showing that sustainable transport 

ambitions exist to some extent throughout the political context in Stockholm.  

 

In the project process, some political parties and citizens did not want to minimise car 

prioritisation, but they were in the minority. The majority of the political parties and the citizens 

were for it, and there has been little opposition to it since (Project manager, March 8, 2021). 

This can also be seen as an indication that a regime shift away from traditional transport 

planning has been established to some extent locally. The project manager relays that the 

congestion tax of 2006 is one example of the shift, some years before the redevelopment. 
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“Just the last five to ten years in Stockholm municipality we have gone from only talking about 

traffic flows, to speaking about other street qualities that make people want to spend time on the 

street.”. (Project manager, March 8, 2021). 

“This transformation has led to the development of the mobility strategy, which discusses such 

qualities and street values. And this is what it looks like everywhere almost, you could say it is a 

global trend.”. (Project manager, March 8, 2021). 

The project manager (March 8, 2021) argued that street redevelopment projects are, and have 

been, increasingly accepted due to this shift. This is in line with Raven et al’s (2010, p. 63) 

argument that socio-technical transitions can only occur when the regime is sufficiently open 

to accept change. Here, the planning context enables niche ideas (Carroli, 2018, p. 87). The 

redevelopment of Klarabergsgatan and the decision to remove car lanes represent a niche in 

terms of innovative ways of using traffic space. Klarabergsgatan could therefore be argued to 

be a niche mechanism of change towards a regime shift regarding street function, design, and 

towards prioritising sustainable modes of transport. Klarabergsgatan is arguably the most 

radical redevelopment of the cases analysed in this report. This is to an extent due to the street’s 

specific context, yet it may still affect change elsewhere, showing a way forward towards 

removing car lanes altogether in future projects. 

 

5.1.3 Conclusions and Recommendations  
 

Table 3. Obduracy and Socio-technical transition summary for Klarabergsgatan. [Authors’ illustration]. 

Dominant 

frames  

Embeddedness Persistent 

traditions  

Landscapes Niche Regime 

Conflicts 

between 

planners and 

politicians and 

among political 

parties  

Surrounding 

traffic was 

impacted. 

Embedded 

infrastructures 

posed 

difficulties, but 

was enabling in 

one instance  

Clear 

generational 

shift in 

planning ideals. 

Older ideals do 

however linger 

Politics in line 

with larger 

landscapes 

concerning 

sustainability 

Most radical 

niche idea, 

enabled by 

context as well 

as larger 

regime shift 

Strength and 

effectiveness of 

comprehensive 

plan and 

mobility 

strategy, signs 

of regime shifts 

 

In this case, we saw that the Klarabergsgatan project has been well anchored in one regime 

structure and the niche idea has been enabled to a large extent through this. We saw that the 

interplay between comprehensive plans, strategies and niche ideas create considerable synergy 

effects for enabling projects. We argue that the project is the most radical due to the removal of 

car lanes, and yet, the case had a relatively smooth planning process. The main changes were 

not needed in the formal planning process as such. Rather, there was a lack of political 

flexibility and the pressure to keep to certain ways that sometimes caused issues in the process. 

As mentioned above, the planners wanted to try out the possibility of removing traffic on 

Klarabergsgatan as a test, rather than have simulations, to get an accurate and direct result. One 

recommendation from the Klarabergsgatan case would therefore be to enable the inclusion of 

experiments in early planning stages, to develop openness towards testing within the political 
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sphere, and incorporate it into future planning processes for redeveloping streets. However, the 

use of simulations and traffic models is an issue that our other cases view differently, which 

will be addressed later on in the study.  

 

There are several enabling factors present in the case of Klarabergsgatan, which has led to the 

redevelopment and its favourable outcome. Firstly, being a small part of a more substantial 

project and being included in other large scale infrastructural changes was an important factor 

for realising this project. According to the project manager (March 8, 2021), this paved the way 

for the project physically due to Spårväg city, and financially as the cost was inconsequential 

when inserted into the budget for project Sergels torg. By attaching niche projects to larger 

developments, niche networks become larger which expands the resource base (Geels, 2011, p. 

28). The recommendation is therefore to consider the value of anchoring street redevelopment 

projects in larger infrastructural changes. Secondly, Klarabergsgatan was well anchored in 

Stockholm city’s regulating documents, such as the comprehensive plan and the mobility 

strategy (Project manager, March 8, 2021). This enabled planners to lean against the goals and 

the visions presented there in order to redevelop Klarabergsgatan. The recommendation here is 

to anchor niche projects in comprehensive plans and strategies in order to create legitimacy and 

strengthen the negotiating ability for niche actors.  

 

On a contextual scale, the well-developed public transport in Stockholm enabled the possibility 

of removing all car lanes. The regime shift towards sustainable transport can be argued to have 

come reasonably far in Stockholm due to being the capital city, with the mobility preconditions 

that entails. Klarabergsgatan has in turn a favourable inner-city context, where public transport, 

as well as cycling and walking path networks, are well developed (Stockholm city, 2014). Due 

to other modes of transportation being more than adequate, there was less opposition from 

property owners in the area as well as citizens. Furthermore, the area surrounding 

Klarabergsgatan has vibrant city life, there are clusters of functions, enabling life on the street 

and therefore presenting a sound argument for why the street should be redeveloped. This kind 

of implementation would likely be more difficult in outer areas, argued the project manager 

(March 8, 2021). However, it should be acknowledged that redevelopments may in fact be more 

necessary in areas outside of the city centre that have received far less attention than the main 

high street areas (Stockholm city, 2015). 

 

5.2 Råbyvägen, Uppsala  

 

Råbyvägen is situated in the city of Uppsala, a municipality with about 230 000 inhabitants 

(SCB, 2020a). Uppsala is the fourth largest city in Sweden and is located about 70 km north of 

Stockholm. Uppsala is known for its biking culture, thanks to its student-city character. In its 

comprehensive plan (2010) the municipality emphasises developing the inner-city, prioritizing 

the city for pedestrians and bicyclists, connecting parts of the city, reinforcing public transport 

and expanding the inner city with commercial activities. The city still has areas located in the 

near outskirts of the inner city that are characterized by parking and larger arterial roads for 

transport (Planning architect, March 9, 2021). 
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Råbyvägen in Uppsala is a large road located in the northern outskirts of the inner city (see map 

3 below). The previous purpose of the road was as an entrance/exit road from the E4 highway 

running nearby the inner city. However, the E4 highway was rerouted further northeast of the 

city in 2006. When highway traffic no longer went through this area, the intention from the 

municipality was to redevelop the road and adjacent areas to give them a more urban character. 

Råbyvägen was lined by parking space between the road and the housing developments, and it 

was seen as unsafe for unprotected road users since it was mainly designed for car transport 

(Planning architect, March 9, 2021). The aim was to move away from the previous modernistic 

planning design with separation of transport functions, to a more diverse and multifaceted road 

space (National Board of Housing, Building and Planning, 2019a). Consequently, ideas for 

redeveloping the road began in 2010. This was based on the municipality’s comprehensive 

plans from 2006 and 2010, in which Råbyvägen was prioritized as an important link for urban 

development, public transport and car flows (Uppsala municipality, 2010, p. 44). Furthermore, 

the municipal comprehensive planning also aimed to steer development inwards, focusing on 

densification and creating coherent urban developments, which further cemented Råbyvägen’s 

strategic redevelopment potential.   

 

Figure 9. Overview map of Råbyvägen, Uppsala (in red). [Author’s illustration]. Arcgis Online. Map data: 

Lantmäteriet, Esri, HERE, Garmin, METI/NASA, USGS.  
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Figure 10. Vägverket (Transport Administration) & Uppsala municipality. (2009, p, 5). Råbyvägen ca 2007 

(before redevelopment) looking southwest. [Photograph].  

 
 

Figure 11. Bellander, A. (Author). (2021). Råbyvägen 2021 (after redevelopment) looking northeast. 

[Photograph].  

 
 

The project for redesigning Råbyvägen began in 2015 and was based on several investigations 

on traffic flows, parking and design. From these, the aim was to merge three rather incompatible 

goals: better accessibility for public transport, to create an urban passage with improved 

integration of walking, cycling and commercial activities, and to maintain its role as a main 

street 1 (Uppsala municipality, 2011). Main street 1 (Huvudgata 1) is a type of street that plays 

an important role for car flows in the city, where adequate passability involves speeds of 50-70 

km/h, and intersections are designed to mitigate barrier effects for unprotected road users 
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(Uppsala municipality, 2011). These goals were also made in relation to an expansion of 

housing development along the road, replacing the previous parking spaces (Uppsala 

municipality, 2011). The housing development was to enable commercial activity in the bottom 

floors of buildings facing the street, with possibilities for outdoor seating. The project has also 

narrowed the street sections and better integrated cycling and walking. Furthermore, the project 

has aimed at altering the road’s physical design in order to merge the three transport functions 

of the road onto the same street level (Uppsala municipality, 2011).   

 

5.2.1 Obduracy Factors 
 

Dominant Frames  

 

In the project process for Råbyvägen, conflicting dominant frames surfaced within the 

municipality’s planning organisation. As discussed in the interview with the project manager 

(March 25, 2021) who was working at the city planning department at the time, the four 

planning departments in the municipality (city planning, parks, land and property development 

and traffic) were not aligned at the beginning of the project. Each had rather different visions 

for how the urban street was to be designed and function, which created locked positions in the 

project, and the process had to stop (Project manager, March 25, 2021). One main lock-in effect 

that was pointed out was the traffic department’s outlook on the project, in which the 

redevelopment was not deemed possible from a traffic-technical perspective. The project 

manager (March 25, 2021) emphasized that the project needed to discuss other values important 

in city development since the focus had mainly been on quantitative traffic models.  

 

“The comprehensive plan had not been successful in anchoring the vision with all of the 

departments, there were very different visions of how we were going to create this urban life, and 

by which means, and how we were going to develop the city within the city limits and so on. [...] 

There were fairly locked positions for a while, which also meant that this detailed plan stopped, 

we could not move on.”. (Project manager, March 25, 2021).  

 

Dominant frames conflict when groups of actors have different interests and professions and 

therefore emphasize different ways of thinking about a planning issue, and thus cannot reach a 

compromise (Mutter, 2019). As seen in the case, the four different planning departments had 

differing views and understandings of the street redevelopment, which were based on their own 

professional understanding, guidelines, norms and interests. This dominant frame can also be 

conceptualized as closed-in obduracy since the planning departments each had high inclusion 

in the planning project. This shows the difficulty for each actor to imagine alternative designs 

and solutions in the planning process that are different from their own typical solutions 

(Hommels, 2008, p. 23).  

 

The major reason for the distinctive conflict of interests in the project was the lack of a common 

understanding of the comprehensive plan’s ambition and goals (Project manager, March 25, 

2021). The comprehensive plan’s vision from 2006 had not been anchored successfully with all 

planning departments, which in turn created a planning context in which dominant frames 
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hindered the process. The Råbyvägen project was also the first project in which the 

comprehensive plan’s vision was to be implemented (Project manager, March 25, 2021). This, 

coupled with the lack of anchoring and common understanding of the comprehensive plan’s 

vision, contributed greatly to the closed-in obduracy described above. Without a guiding 

comprehensive document with a diversity of urban development values, each planning 

department's own practices and visions could grow more obdurate and interactions with 

different planning departments become more prone to hindrances (Mutter, 2019).  

 

Embeddedness  

 

Highly important contextual structures in this project were the surrounding areas and adjacent 

transport infrastructure. The old E4 highway, Tycho Hydéns väg, goes through the middle of 

Råbyvägen. Tycho Hydéns väg is therefore interconnected to Råbyvägen and had high flows 

of traffic and through-traffic that were seen as problematic (Planning architect, March 9, 2021). 

The connection between Tycho Hydéns väg and Råbyvägen generated several embeddedness 

factors, since structures within a traffic network are closely interconnected and altering one 

structure often requires change within another (Hommels, 2005).  

 

The first practical effect of embeddedness in the project was identified by analyzing the project 

goal of developing a Main street 1. In the investigation report of Råbyvägen, three main goals 

were incorporated; to create an urban passage, a public transport passage and a Main street 1 

(Uppsala municipality, 2011). In the project plan, Råbyvägen still functioned as an important 

link in the primary road network in Uppsala. Therefore, Råbyvägen required functionality in 

which car transport passability was sufficient and car mobility to the outer areas of the city was 

provided for (Uppsala municipality, 2011). At the same time, intersections were to be designed 

in a way that decreased barrier effects for unprotected road users. This measure was needed to 

enable the project since the final street design had to handle large traffic volumes of about 12 

000 - 15 000 cars per day (Project manager, March 25, 2021).  

 

Here, the project was affected since it created difficulties in merging the other goals of 

narrowing the road to enable better contact between the buildings and the street, increasing 

passability for public transport and creating space for green elements on the street (Project 

manager, March 25, 2021). This contradiction is also highlighted in the Råbyvägen 

investigation report, where it is stated that the three goals are not possible to reconcile without 

significant conflicts of interests (Uppsala municipality, 2011, p. 24). In the project, the street 

had to maintain capacity for cars by having two lanes in each direction. However, efforts were 

made to narrow these lanes considerably to create space for sidewalks and bicycle lanes.  As 

argued by Hommels (2008, p. 26), cities are not purely technical constructs, rather, they are a 

seamless web of material and social elements. The case of Main street 1 is thus an example of 

the difficulty of changing elements in a socio-technical ensemble that have become closely 

intertwined. The socio-technical ensemble, in this case, being the physical context and on a 

larger societal scale, transport flows, car use and interests of actors. This is also since roads are 

embedded in a larger transport network of infrastructures as well as social and political 
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relations, which can create obduracy in planning processes and fundamentally shape the 

possibilities of street redevelopment (Mutter, 2019). 

 

In addition, a related practical effect of the embeddedness in the project can be seen by 

investigating the construction of an hourglass bus stop on Råbyvägen. The hourglass bus stop 

aimed to increase traffic safety for unprotected road users and decrease barrier effects to enable 

an urban passage. Therefore, the design of the bus stop made car traffic wait behind buses at 

the bus stop, which posed great passability issues for emergency vehicles and traffic flows along 

Råbyvägen (Project manager, March 25, 2021). See Figure 12 below for a visual example of an 

hourglass bus stop. The Råbyvägen report states that this design is not to be recommended on 

streets with higher traffic flows of 6000 vehicles per day (Uppsala municipality, 2011, p. 16). 

However, the bus stop was still implemented but later removed. This is a telling implication of 

embeddedness and conflicting goals in the project in which the inflexibility of road 

infrastructure creates difficulties and risks in terms of future restructuring (Hommels, 2008, p. 

29).  

 

Figure 12. Skånetrafiken. (n.d). Double bus stop (hourglass bus stop). [Illustration].  

 
 

Persistent Traditions 

  

In both interviews with Uppsala municipality, it is argued that car dependency and traditional 

modes of transport planning still exist on a larger scale. It is argued that car dependency is still 

high in Uppsala, which makes planning measures to restrict car use difficult (Planning architect, 

March 9, 2021). It is also argued that transport planning today is still too focused on creating 

new transport infrastructure in development projects, instead of changing habits and behaviours 

(Project manager, March 25, 2021).  
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In Råbyvägen, earlier planning choices and decisions influenced the project’s development 

through the physical context of large arterial roads and the remnants of the old E4 highway. 

This also leads to a degree of path dependency, in which earlier characteristics of the physical 

context need to be adhered to and incorporated in new development plans (Hommels, 2008, p. 

30). It is also important to point out that persistent traditions, behaviours and norms are not only 

shared among planners and politicians, but also among civilians which in turn creates a broad 

landscape in which persistent traditions can create obdurate preconditions in planning 

processes.  

 

5.2.2 Socio-technical Transition Factors  
 

Landscapes  

 

On a large scale, technology and digitalization are landscapes that are seen as beneficial for the 

functionality and effectiveness of the planning process (Planning architect & Project manager, 

March 25 & 9, 2021). This is since development within technology and digitalization generates 

improved analytical tools and simulations that can be used in planning projects in order to 

analyze how different measures will generate different outcomes (Project manager, March 25, 

2021). Today's planning process is too linear related to PBL in which the planning process 

handles development stepwise (Project manager, March 25, 2021). This causes issues since 

real-world dynamics do not adhere to linearity, instead, things happen and develop at the same 

time. It is here that increased use of technology and analytical tools can aid the planning process 

to understand these real-world dynamics.  

 

“We are so focused on first making a comprehensive plan, then a program, and then a detailed 

plan. And reality doesn’t work that way, it's not linear. Instead, a lot happens at the same time. 

[...] To have these analytical tools is incredibly important I think in order to visualize and see 

consequences when we are working with a context.”. (Project manager, March 25, 2021). 

 

Socio-technical landscapes describe not only the material backdrop that sustains society, 

instead, political ideologies and societal values also play an important role in the socio-technical 

landscape (Geels, 2011). On a city scale, it is argued by the planning manager (March 25, 2021) 

that street redevelopment projects are and have been increasingly accepted within cities and 

municipalities. 

 

“In many cities today, you don’t need to discuss it [urban streets]. [...] It is not about if we should 

do it or not, it's about how we do it.”. (Project manager, March 25, 2021). 

 

However, it is not niches that are raised as the main cause for this shift in the trajectory. Instead, 

broader political, economic, social, environmental and planning related landscapes and trends 

are argued to be the main generators of shifts within cities. Here, planning is affected by 

landscape pressures that allow for opportunities and shifts within planning regimes (Carroli, 

2018, p. 86).  
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Niche & Regime Interactions 

 

The context of Råbyvägen still adheres to traditional transport planning mechanisms. Here, 

Main street 1 is an example of how car travel is continuously incorporated in planning. This is 

also an example of how planning needs to adhere to past planning decisions and the sub-

regimes, creating a path dependency in which physical structures influence the possibilities of 

contemporary planning. However, Uppsala municipality also has a strong climate profile and 

goals of future development within city limits by redefining roads such as Råbyvägen. These 

goals are semi-coherent rules that orient and dictate the activities of the social groups (planning 

departments) that reproduce various elements of the socio-technical system (the 

city/municipality) (Geels, 2011). These goals enabled a sustainable transport planning approach 

to redeveloping Råbyvägen, in addition to further densification and expansion of urban 

development along the road. It also presented a context in which the niche idea could be pursued 

(Carroli, 2018, p. 87). 

 

The defining core processes of niches are the articulation of expectations and visions, the 

building of social networks, and the learning processes occurring on different scales (Geels, 

2011, p. 28). These processes can be applied to the actors involved in the project group. The 

comprehensive plan has been a fundamental and determining factor for the process’s 

functionality. It created a general vision in which niche ideas such as Råbyvägen could function. 

However, the regime mechanisms (in this case the comprehensive plan’s goals and visions) had 

not been successful in anchoring these sets of rules and directions with the planning departments 

through the comprehensive plan (Project manager, March 25, 2021. Therefore, due to the lack 

of common understanding of the comprehensive plan, obduracy through dominant frames could 

more easily grow and pose issues within the planning process. This hindered the niche from 

achieving clear visions, effective actor networks and learning processes (Geels, 2011, p. 28). 

However, the ultimate solution in the project to overcome issues regarding conflicts of interests 

between the planning departments was to physically move the departments together into the 

same office space (Project manager, March 25, 2021).  

 

“I think that was really great. We had so many points of contact and we had to work with our 

tools collectively and from a unified vision.”. (Planning manager, March 25, 2021). 

 

This enabled discussion, learning and clearer visions and expectations which ultimately enabled 

the process to move forward (Project manager, March 25, 2021). Furthermore, this measure 

created improved conditions for the incorporation of a variety of actors in the decision-making 

process in which ideas and knowledge could better be translated (Schönfeld & Bertolini, 2017), 

Thereby, the new office became a space in which the niche actors (in this case consisting of 

actors in all four planning departments) could cooperate, create social networks, articulate 

visions and learn from each other in order to enhance the functionality of the niche.  
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In this case, the cooperation and communication of regime actors (the municipal institution 

through goal formulation and creation) were important for niche idea development in the 

planning process. The regime, in the best of cases, can create a set of rules that orient and dictate 

planning actors which in turn can implement projects and plans that mirror the visions of the 

municipality (Geels, 2011). The comprehensive plan is an important tool to cement these rules 

and trajectories. However, if the comprehensive plan is not anchored, disputed or unclear, a 

mismatch between sub-regimes and niches can occur which creates tensions and hinders the 

planning process.  

 

5.2.3 Conclusions and Recommendations 

 

Table 4. Obduracy and Socio-technical transitions summary for Råbyvägen. [Authors’ illustration]. 

Dominant 

frames  

Embeddedness Persistent 

traditions  

Landscapes Niche Regime 

Internal 

conflicts of 

interests 

between 

departments 

and lack of 

common 

understandings 

of 

comprehensive 

goals 

Surrounding 

structures and 

previous 

function posed 

major hinders 

in the initial 

planning 

process and end 

result of the 

project 

Traditional 

planning ideals 

still exist on a 

large scale. 

Earlier 

planning 

decisions are 

still influential 

Technological 

tools are 

important for 

accurate 

planning. 

Broad 

landscape 

transitions have 

enabled niches 

in cities 

The joining of 

planning 

departments 

enabled niche 

mechanisms 

and the 

continued 

project process 

Regime 

mechanics were 

not effective in 

creating rules 

and direction. 

Created mis-

match between 

subregimes and 

niche 

 

Our view is that the Råbyvägen case is a clear example of how important the interplay between 

niche and regimes are. In the context of planning for street redevelopment, it is shown in the 

interplay between comprehensive planning, strategies and niche ideas. Without anchored plans, 

dominant frames became a critical feature that explained the consequences of lacking common 

visions and goals. Here, it was interesting to learn that the physical location of planning 

departments and lessened distance between them can create better conditions for niche 

mechanisms and cooperative learning. This decision was an important measure in order to 

proceed with the planning process for Råbyvägen. This reduced dominant frames between the 

different planning departments and enabled the articulation of expectations and vision which 

guided the niche actors and project (Geels, 2011). Our recommendation here is to strengthen 

the collaboration and coordination between different planning departments in order to involve 

multiple urban planning aspects and an exchange of knowledge.  

 

To better facilitate the comprehensive plan’s goal and vision, there had to be extensive 

discussions and effort put into creating a shared understanding of the overall ambition of the 

municipality and how to implement it. Here, creating a close network between the actors 

involved and creating a common understanding between them was important enabling factors 

in the project. Furthermore, a successful strategy for creating a functioning planning process 

was the continuous exchange between the comprehensive planning and the detailed and 
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technical planning matters. Close collaboration between actors working with the 

comprehensive plan and those working within detailed planning projects can guide and inform 

what types of investigations and analytical tools are needed in a project. To better incorporate 

analytical tools and simulations to measure different outcomes was argued to be highly useful 

in the planning process in order to analyse projects as a whole. The argument was that it leads 

to better decision making, improved common understandings among planners and improved 

dialogue with affected citizens (Project manager & planning architect, March 25 & 9, 2021). 

Here, we see a case that emphasises the importance of simulations and analytical tools, in 

contrast to Stockholm’s case. We argue that these tools have an important role in planning, 

however, there needs to be a balance between them and considering urban space as a whole. 

 

In more contextual terms, enabling factors can also be seen in the location of Råbyvägen. Since 

Uppsala’s ambition is to develop within the city limits, areas such as Råbyvägen which had 

large amounts of parking space in a strategic location in relation to the city centre, acted as an 

important and attractive development site (Planning architect, March 9, 2021). Our 

recommendation here is to both focus on street redevelopment potential in city centres, but also 

consider the possible synergy effects from redeveloping streets with less urban development. 

 

5.3 Friggagatan/Odinsgatan, Gothenburg 

 

Friggagatan/Odinsgatan is situated in Gothenburg, the second-largest city in Sweden. 

Gothenburg has a population of 600 000 inhabitants and is located in the southwest of the 

country (SCB, 2020a). As a city with a large port and industry, Gothenburg is characterised by 

heavy thoroughfare traffic, and the transportation of goods is an important factor in Gothenburg 

in relation to traffic flows (Gothenburg city, 2009). The importance of goods transportation also 

affects measures towards car lane reductions, and the infrastructural planning of Gothenburg is 

distinguishable by the large state roads going through the city centre (Planning architect, March 

2, 2021). However, the comprehensive plan (Gothenburg city, 2009) states an aim to reduce 

traffic in central areas and to prioritise public transport, walking and cycling, which was in line 

with the redevelopment of Friggagatan/Odinsgatan (Planning architect, March 2, 2021). 
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Figure 13. Overview map of Friggagatan (red line east) and Odinsgatan (red line west), Göteborg. [Author’s 

illustration]. Arcgis Online. Map data: Lantmäteriet, Esri, HERE, Garmin, METI/NASA, USGS.  

 

Figure 14. Svitjod, R. (2009). Friggagatan 2009 (before redevelopment) looking east. [Photograph].  
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Figure 15. Hallén, P. (2019). Friggagatan 2019 (after redevelopment) looking west. [Photograph].  

 

Friggagatan/Odinsgatan is located in central Gothenburg in the district of Gullbergsvass and 

was established in the 1950s as an entrance to the city (National Board of Housing, Building 

and Planning, 2019a). The street section used to contain heavy traffic with 18 000 vehicles a 

day, resulting in pollution levels above guide values and an unsafe environment for cyclists and 

pedestrians (Gothenburg city, 2006). The buildings lining the street were also poorly 

maintained, creating the impression of an uninviting and unsafe environment (Gothenburg city, 

2006). The redevelopment was made in order to combat these issues and instead create a vibrant 

street section with a decreased focus on car traffic, which at the time had priority of space 

(Planning architect, March 2, 2021). Another important factor for the redevelopment was the 

political incentive to build new housing with shops and services in the bottom floors along 

Friggagatan/Odinsgatan as a step towards densifying the city structure and increasing housing, 

while at the same time achieving a more city-like atmosphere (Gothenburg city, 2006; Planning 

architect, March 2, 2021). Reducing noise and traffic pollution through redeveloping 

Friggagatan/Odinsgatan can therefore be seen as an enabling factor for developing housing in 

line with national planning standards. 

The redevelopment of Friggagatan/Odinsgatan began in 2010 and was finished in 2013. The 

project has been managed by Gothenburg municipality who owns most of the land, in 

cooperation with private entrepreneurs (National Board of Housing, Building and Planning, 

2019a). The redevelopment was anchored in the comprehensive plan for Gothenburg city 

(2009), which states that mixed city development and densification of existing housing areas 

should be implemented in the area. Another important goal for the redevelopment was to create 

conditions for moderate traffic and to lessen the disturbances emanating from it (Gothenburg 

city, 2006). The main changes made to Friggagatan/Odinsgatan in the physical structure are 
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new cycling lanes, broader walking lanes, lowered speed limits, and reduced car lanes from 

four to two, as well as extensive housing development along the street (Gothenburg city, 2006). 

5.3.1 Obduracy Factors 
 

Dominant Frames  

 

One factor of dominant frames within the redevelopment of Friggagatan/Odinsgatan was visible 

between the property owners and the municipality. The property owners wanted to tear down 

the old houses and build new housing due to economic incentives, whereas the municipality 

initially wanted to renovate them instead, creating a conflict of interest (Planning architect, 

March 2, 2021). The planning architect perceived that the property owners had a lot of say in 

the matter as well as political backing (Planning architect, March 2, 2021). This affected the 

redevelopment by changing a vital aspect in the initial phase of the project. The two actors had 

different interests and therefore emphasized different ways of solving the housing question. In 

line with Hommels’s theory (2008, 2005), the difficulty to reach compromise and open 

discussion is an obduracy factor within this project on a local scale.  

 

This ties in with another dominant frame factor, here between the politicians and the planning 

actors. According to the planning architect (March 2, 2021), the politicians had heavy-handed 

directives which left little room for other opinions or open discussions in relation to the planning 

of the street. 

 

“We perceived that the politicians put their foot down and expressed that this was what we were 

doing and not to come with any other ideas. There were very strong political directives from the 

start, which is unusual in these types of projects.”. (Planning architect, March 2, 2021). 

 

One instance where the project actors did get their will through was concerning the amount of 

housing. Both the politicians and the property owners wanted as many apartments as possible 

lining the street for economic purposes, but the project actors had a more restrictive standpoint 

due to potentially excessive noise and air pollution risks at the far end of the street. In this case, 

the guidelines were in line with the project actors' more restrictive suggestion which was later 

implemented (Planning architect, March 2, 2021). However, in general, it proved difficult for 

the project to be so strictly ruled from a political standpoint as well as having to consider the 

demands from property owners. The planning architect (March 2, 2021) indicated that 

discussion and compromise were lacking in the process, even if he was pleased with the results 

in the end. However, a more diverse input and cooperation between actors would have improved 

the process, if not the solution itself. 

 

There was also a case of conflicting dominant frames internally within the municipality's 

planning organisation. Gothenburg municipality had four different departments with different 

interests, affecting both planning coordination and cooperation (Planning architect, March 2, 

2021).  
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“Much of planning is about merging different fields of competence and todays’ processes are a 

bit rigid and inflexible in that respect.”. (Planning architect, March 2, 2021).  

 

“There is a traditional city planning and a traditional traffic planning that easily falls into conflict 

with one another.''. (Planning architect, March 2, 2021).   

 

The planning architect (March 2, 2021) stated that there was not enough cooperation around 

the redevelopment itself, as the departments did not have the same vision about what was 

possible and what was not. For example, whether it was possible to have room for green space 

or not. The planners involved with housing prioritized this to a higher degree than those in the 

traffic department for whom street- and cycling lanes took priority within the limited space 

(Planning architect, March 2, 2021). Similarly to the Uppsala case, the planning departments 

had differing views of the street redevelopment based on their own professional understandings 

and the main interests within their department. In line with Mutter (2019), this closed-in 

obduracy occurred when the project actors were constrained by differing views as it became 

difficult to imagine alternative solutions that were different from their own typical solutions. 

 

Embeddedness  

 

One embeddedness factor lies in how the redevelopment of Friggagatan/Odinsgatan has 

affected the surrounding traffic network. In the process of renewing the street, traffic was 

redirected, a parking garage was shut down, and lowered speed limits were introduced. As such, 

the function of Friggagatan/Odinsgatan as a traffic entrance to the city was reduced and a small 

structure within the road network was permanently changed (Planning architect, March 2, 

2021). As a result, the traffic flows on the street have been lowered according to the planning 

architect (March 2, 2021), putting more strain on roads further away from the inner city. The 

obduracy here lies in the way structures within a network are interconnected, where altering 

one structure requires change within another (Hommels, 2005).  

 

Friggagatan/Odinsgatan was also physically embedded within the narrow street space framed 

by housing and the nearby railroad. Because of this, there was very limited space for common 

areas and green space in proximity to the housing due to the widened streets, and the railroad 

posing as a natural blockage for development (Planning architect, March 2, 2021). Similarly, 

the street itself was restricted due to its physical surroundings, and bus lanes could therefore 

not be prioritised for example (Planning architect, March 2, 2021). As we saw in the Stockholm 

case, the difficulty of building and redeveloping in existing environments comes to light, 

illuminating the challenge that comes with redevelopment which lies in the interconnectedness 

of all elements within a city (Hommels, 2005). Therefore, priorities had to be made in order to 

work around what was already in place, creating obduracy in the process and influencing what 

was possible within the project. In this case, it resulted in smaller green space for the residents 

and fewer bus lanes than what was envisioned from the beginning.  

 

Furthermore, an embeddedness factor on a structural scale can be seen in the economic situation 

of the time, which affected the local building potential in Gothenburg. The recession of the 
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1990s had affected Gothenburg's ability to plan and produce new development as it has been 

on hold, resulting in almost nothing being built (Planning architect, March 2, 2021). The city’s 

organisation and operational activities were considerably affected by the recession period as 

they changed to become maintenance and management, rather than development (Planning 

architect, March 2, 2021). Today there are thorough processes for working with street 

redevelopments, housing developments and planning for future infrastructure. However, at that 

point, there were no effective routines for building and developing, which meant that a lot of 

knowledge had to be built up again (Planning architect, March 2, 2021). The plans for 

Friggagatan/Odinsgatan were made possible as they came at a time when the economic 

fluctuations were rising again. However, the earlier knowledge- and process gap created by the 

recession slowed down the whole planning process for Friggagatan/Odinsgatan, leading to a 

drawn-out process of six to seven years before the plan was accepted (Planning architect, March 

2, 2021). Friggagatan/Odinsgatan can therefore be seen as embedded within the fluctuating 

economic structure of the country, affecting processes on the local scale. The financial aspect 

of embeddedness is often visible in transport networks especially, as they involve huge capital 

investments as well as being highly intertwined with other urban networks (Hommels, 2008, p. 

179). 

 

Persistent Traditions  

 

“Gothenburg is a car city, we have had a strong tradition of good car accessibility very far along 

in time.”. (Planning architect, March 2, 2021).  

 

Friggagatan/Odinsgatan used to be a street dedicated to car services in a town that even today 

is described as having a strong focus on cars and goods transportation (Planning architect, 

March 2, 2021). This has to do with the physical structure of Gothenburg, which is 

characteristically spread out. As a result, people are used to driving, making measures to restrict 

car use more complex to implement (Planning architect, March 2, 2021). Additionally, the 

strong presence of goods transportation and the importance of accessibility for goods also plays 

a role in this persistent tradition. Therefore, car dependency and traditional modes of transport 

planning still exist on a significant scale in Gothenburg city, affecting the possibility to reduce 

car lanes in the way that was done in the Stockholm case. These are deep-rooted norms, based 

on values, practices and context that influence city development from a long term perspective 

(Hommels, 2005).  
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5.3.2 Socio-technical Transition Factors  
 

Landscapes 

 

The landscape is the wider context that influences niche and regime dynamics within 

Gothenburg city and Friggagatan/Odinsgatan. The post-recession context can be seen as a 

landscape factor which in turn created the preconditions for the redevelopment of 

Friggagatan/Odinsgatan at a later stage. When the financial boom occurred, at the same time as 

these plans were realised, the organisational structure of the municipality had been heavily 

affected by the financial landscape structures enabling only maintenance rather than building 

for a long period of time, thus slowing down the planning process considerably (Planning 

architect, March 2, 2021). 

 

Niche & Regime Interactions 

 

We have discerned two main interactions when analysing niche and regime dynamics. Firstly, 

Gothenburg had a political agenda to improve public transport and lower car dependency in the 

inner city (Planning architect, March 2, 2021). This regime shift, anchored in a national 

planning and political ambition to minimise car pollution, can be argued to have created a 

context where a niche idea such as redeveloping Friggagatan/Odinsgatan can occur. However, 

Gothenburg can be viewed as more car-dependent than other large Swedish cities and this 

context might also play a part in why the redevelopment of Friggagatan/Odinsgatan was not as 

radical as the Stockholm case when it came to car lane removal. The Gothenburg case can be 

described as having a lock-in effect, where innovation occurs only gradually with small 

adjustments in relation to the regime rules (Geels, 2011). According to Raven et al. (2010, p. 

63), transitions can only occur when the regime is open to radical innovations, and following 

this trajectory, car dependency in Gothenburg may reduce the acceptance of transitions in the 

form of radical change to the road network. 

 

Furthermore, in the larger context of this case, it is possible to discern that landscapes impacted 

the regime. This can be seen in the way road accessibility remains vital on a macro economical 

scale for the city, thus also being important for the planning of streets on a local level. In the 

latest comprehensive plan (2009) it is suggested that goods transportation should be led around 

rather than go through the city centre, which has been the case previously. Many car lanes 

cannot be removed as they are vital for road accessibility, and there are heavy political 

incentives involved due to the cargo industry and businesses like Volvo for example. On the 

other hand, revitalising the city centre is also of significant interest for the municipality and the 

politicians, leading to continuous trade-offs between these two aspects (Planning architect, 

March 2, 2021). 

 

Secondly, a main factor behind the redevelopment was densification, which can be seen as part 

of the sustainable planning regime. 
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“These years when Friggagatan was planned and built, there was a relatively strong political 

majority that wanted something, they wanted refurbishment and they wanted densification.”. 

(Planning architect, March 2, 2021).  

 

This political ambition entailed prioritising the development of new housing in central locations 

through the comprehensive plan. The redevelopment of Friggagatan/Odinsgatan can therefore 

be seen as a side-effect of those densification ambitions, as it opened up the possibility to change 

the qualities and priorities of the street. The project of Friggagatan/Odinsgatan therefore had a 

strong political incentive which enabled the niche idea.  

 

In terms of niche mechanisms, the perceived lack of open and cooperative communication 

between the municipal planning departments may have reduced the innovative effect of the 

niche. This is since niches rely on learning processes and cooperation between actors, and niche 

actors develop the niche in interaction with others, through discussion and negotiation. (Geels, 

2011, p. 28, Raven et al, 2010, p. 62).  

 

“I believe you have to work integrated, you have to work broadly with city planning. It is not 

possible to work with these questions as separate tracks, which we have suffered from in 

Gothenburg.”. (Planning architect, March 2, 2021).  

 

It is therefore vital to have integrated departments and project teams where communication is 

facilitated properly. Although the municipal organisation has changed since, this was not the 

case when Friggagatan/Odinsgatan was developed. It can therefore be argued to have affected 

the transforming capacity of the niche. 

 

5.3.3 Conclusion & Recommendation   

 

Table 5. Obduracy and Socio-technical transitions summary for Friggagatan/Odinsgatan. [Authors’ illustration]. 

Dominant 

frames  

Embeddedness Persistent 

traditions  

Landscapes Niche Regime 

Conflicting 

interests 

between 

planning 

departments, 

politics and 

property 

owners. Strong 

ruling from 

politicians 

hindering 

negotiation and 

compromise  

Physical 

embeddedness 

influenced the 

redevelopment’

s potential. 

Project caused 

increased flows 

on other streets. 

Economic 

embeddedness 

affected initial 

planning 

capabilities  

Physical 

structure and 

Gothenburg’s 

function as a 

goods transport 

node 

strengthens its 

traditions, 

norms and 

dependency on 

past functions  

Economic 

recession and 

landscape a 

strong factor 

that influenced 

the city and 

therefore the 

project directly 

Densification 

was an 

important 

enabling factor 

for niche the 

idea. Niche 

constrained by 

lack of 

communication 

between 

departments 

Existing 

political agenda 

to create 

sustainable 

transportation. 

However, due 

to 

embeddedness 

and landscapes, 

regime shifts 

are more 

gradual and less 

apparent 
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When considering enabling factors within the project, a few main elements stood out. The main 

factor in the initial planning phase was the potential for densification which the street 

redevelopment brought with it, following a political ambition to increase housing in the 

municipality. Therefore, changing the structure of the street to lessen the car priority and 

increase the perception of safety was necessary in order to develop a street viable for housing 

purposes.  

 

“So the transformation went from a pollution-heavy area that felt unsafe, to an inner-city street 

that at the same time enabled housing.”. (Planning architect, March 2, 2021).  

 

The redevelopment of Friggagatan/Odinsgatan can thereby be seen as part of a larger political 

incentive towards densification. Furthermore, we saw that redeveloping streets in relation to 

housing developments can be seen as a potential way to increase the likelihood of its 

implementation. As densification continues to be a common planning strategy, street 

redevelopment projects can be strategically implemented in locations where it is possible to 

ride on the coattails of larger, more financially attractive planning incentives, such as housing 

(Bibri et al., 2020). 

 

It is vital to consider location and context when redeveloping roads into urban streets. An 

enabling factor for Friggagatan/Odinsgatan that is present in the majority of the cases, is the 

inner city street context. In this case, Friggagatan/Odinsgatan could become part of a natural 

extension of the city core. Additionally, as it had a central location, Friggagatan/Odinsgatan 

was in turn also seen as suitable for housing, enabling the incentive discussed above. These 

types of urban streets were argued to be more suited to an inner-city environment and central 

areas where a decrease in car lanes will have less of an impact on accessibility, and where there 

are more options for other modes of transportation (Planning architect, March 2, 2021). 

However, we believe that street redevelopments should also be considered as a measure in non-

central parts of cities, a discussion we will touch upon later on.  

 

Gothenburg planning organisation has suffered from too much separation of planning areas and 

competencies. Specifically, there has been a lack of integration between general detailed 

planning and traffic planning. Therefore the municipality has had a reorganisation where 

Gothenburg city, much like Uppsala, decided to merge departments under one planning 

committee in order to communicate better. Integrated participation of different actors is 

beneficial for the niche as social interactions expand their resource base and learning (Geels, 

2011). Based on this, our recommendation is to work with project planning broadly, across 

sectors and departments, in order to integrate the different knowledge fields and enable 

collaboration between actors and an exchange of ideas. 

 

Finally, it can be argued that strong political influence can be both an obduracy factor and an 

enabling factor in this case. As mentioned above the politicians did not give planners much 

room for input or change. However, not having a sturdy political directive also makes it difficult 

to plan and build. The ideal situation can be argued to be found somewhere in the middle, with 

clear political directive, but at the same time improved communication between planners and 
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politicians. The political aspect of planning needs both flexibility in terms of allowing planners 

to be integrated with decisions regarding planning, and a strong leadership unafraid to make 

decisions in order to move the planning process forward. The niche needs space to formulate 

expectations and visions (Geels, 2011). Further dialogue and balance within redevelopment 

projects between regime and niche actors would therefore be beneficial.  

 

5.4 Landsvägsallén, Sundsvall  

Landsvägsallén is situated in the city of Sundsvall. The municipality has approximately 100 

000 inhabitants (SCB, 2020a). Sundsvall is Sweden’s twentieth largest city and is located in the 

middle of the Swedish east coast. Landsvägsallén was previously the E4 highway that ran 

highway traffic through central Sundsvall. In 2014, a new passage for the E4 highway was built 

via a bridge (Sundsvallsbron) located east of central Sundsvall (Transport Administration, 

2017). This entailed that highway traffic no longer needed to pass via central Sundsvall and 

opened up the possibility for redeveloping Landsvägsallén. Landsvägsallén had been an 

important link for car transport with car flows of between 10 000 and 26 500 vehicles per day 

(Transport Administration, 2017). The municipality also had a relatively low share of biking 

and public transportation ridership. This, coupled with the need to improve air quality, better 

utilize urban space, connect the city with the water, and improving conditions for sustainable 

transportation made the redevelopment of Landsvägsallén an important strategic link to 

redesign (Project manager, Transport Administration, March 3, 2021). 

Figure 16. Overview map of Landsvägsallén, Sundsvall (in red). [Author’s illustration]. Arcgis Online. Map data: 

Lantmäteriet, Esri, HERE, Garmin, METI/NASA, USGS.  
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Figure 17. Transport Administration & Tyréns AB. (2016, p, 9). Landsvägsallén 2016 (before redevelopment) 

looking south, in height with Storgatan. [Photograph].  

 

Figure 18. National Board of Housing, Building and Planning. (2019a, p, 35). Illustration of Landsvägsallén (after 

redevelopment) looking north, in height with storgatan. [Illustration].  

 

The project was co-managed by Sundsvall municipality and the Transport Administration. The 

Transport Administration is still the road operator of Landsvägsallén, however, when the 

redevelopment is completed in 2021 the municipality will take over responsibility, making the 
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municipality the road operator (National Board of Housing, Building and Planning, 2019a).1 

Important to note is that during the bridge’s construction, the Swedish government decided that 

large scale infrastructure investments of this nature are to be self-financed by road traffic 

through road tolls (Project manager, Transport Administration, March 3, 2021). However, this 

decision was not present when the initial agreement of redevelopment between the municipality 

and Transport Administration was made. This initial agreement entailed that the Transport 

Administration was to construct a toll-free bridge and sponsor the municipality financially to 

redevelop Landsvägsallén (Project manager, Transport Administration, March 3, 2021). 

However, with the decision of introducing tolls on Sundsvallsbron in 2014, the Transport 

Administration gained the main responsibility for financing and implementing redevelopment 

measures. This whilst the municipality co-financed some measures along the road (Transport 

Administration, 2017).  

The planning process for redeveloping Landsvägsallén began in 2011 (Traffic planner, 

February 24, 2021). The planning program “Stadsvision Sundsvall 2007-2037” has been an 

important base for the project which outlines how the redeveloped street will be incorporated 

into the urban character of the city (Sundsvall municipality, 2007). The document describes 

objectives such as creating a stronger city core, better connections between the city and the 

water, and a transport network with priority for pedestrian mobility to name a few (Sundsvall 

municipality, 2007, p. 5). The redevelopment of Landsvägsallén aimed at reducing the barrier 

effect, improving accessibility by broadening walking and cycling lanes and connecting them 

to larger networks and giving the street a more urban character (Sundsvall municipality, 2007). 

In terms of physical design, the majority of the road will still have two lanes in each direction, 

except the middle section closest to the city centre, which will have one in each direction. 

Bicycle and walking lanes have been implemented, two roundabouts have been constructed, 

two new bus stops have been implemented and improved conditions for pedestrians have been 

implemented in intersections (Transport Administration, 2017).  

5.4.1 Obduracy Factors  
 

Dominant Frames 

 

The central relational issue between the two actors in this case stems from a difference in norms, 

planning goals and guidelines. It was made clear from the interviews with both actors that 

planning culture, systems and ambitions were conflicting aspects in the process. An example 

of this lies in the Transport Administration guideline Road and Street Design (Vägar och Gators 

 
1
 The Swedish road network consists of three main categories; public roads, municipal roads and individual roads. The 

difference in these types of roads is on one hand decided by its function, form and placement. However, they are also separated 

by road operators (Transport Administration, 2018). The primary road operator (väghållare) is responsible for the construction 

and management of the roads (Transport Administration, 2018). Depending on road type, there are different road operators and 

legislation that regulates construction and operations of that particular road (Transport Administration, 2018). An important 

factor is that road operator responsibility can be transferred to another actor. This process is useful since a road's contextual 

function can alter, which entails a possible need for a different road operator to manage a particular road. Therefore, the actor 

responsible for construction and maintenance of a road or street is often aimed to be the most suitable based on scale, context 

and function.  



 

57 

 

Utformning or VGU), which is a collection of regulations concerning the design of state roads 

and streets (Transport Administration, 2021). The Transport Administration must follow the 

guidelines of VGU when redeveloping or planning a new road. This created barriers in the 

planning process since the municipality’s ambition to develop an urban street did not always 

correlate with the regulations of VGU (Traffic planner, February 24, 2021; Project manager, 

Transport Administration, March 3, 2021). The process has therefore been affected by 

continuous negotiations about how the physical structure of the street should be developed, 

consequently affecting the function of the street. These conflicts were rooted in the 

predetermined ways of thinking, regulations and norms of each actor (Hommels, 2005). It is 

also clear that the actors emphasized different interests in the planning process due to the 

difference in guidelines and ambitions (Mutter, 2019).  

 

“The Transport Administration has the issue of always having to adhere to VGU and they had to 

do a lot of deviations since the initial idea was for the municipality to redevelop the street on their 

own and in that case it wouldn’t have been any issues. But since this contract was renegotiated 

the Transport Administration became the ones who would do it.”. (Planning architect, February 

24, 2021).  

 

“We have got VGU that we must adhere to. We had to make deviations from VGU in order to 

fulfil the wishes of the municipality to create an urban street. The Transport Administration does 

not build these types of urban streets according to VGU. [...] It is frustrating when you have got 

different regulations and wishes that collide.”. (Project manager, Transport Administration, 

March 3, 2021). 

 

Practical implications of this can be seen in the differing objectives between the actors. From 

the standpoint of the municipality, it was apparent that the interviewees wanted Landsvägsallén 

to be more ambitious than it actually became. The argument was that the project should have 

done more to decrease the barrier of Landsvägsallén, create a more urban character to the area 

and increase the accessibility to the waterfront. These ambitions are also anchored in 

“Stadsvision Sundsvall 2007-2037”.  

 

Initially, the municipality wanted to decrease the number of lanes from two in each direction, 

to one in each direction. However, there was strong resistance from the Transport 

Administration who instead argued for maintaining a certain capacity for transport flows 

(Traffic planner, February 24, 2021). In the end, the municipality had to accept the need for 

capacity and the opportunities for enabling the municipality’s vision were affected by long 

negotiations.  

 

“[...] we did not reach our goal, I have to say. [...] We really came into a conflict with the Transport 

Administration who argued that we needed to maintain the capacity. So that discussion took a 

long time and in the end we had to back down.”. (Traffic planner, February 24, 2021). 

 

From the viewpoint of the Transport Administration, the main ambition was to protect 

unprotected road users. The secondary ambition was to deal with car traffic and reduce air 

pollutants in the project area (Project manager, Transport Administration, March 3, 2021). The 
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objective to create an urban street was not clear in the interview with the project manager. 

However, in the Transport Administration project plan (2017), the objectives to increase the 

urban street character aligns more with that of the municipality. Here, the ambition of creating 

an attractive urban area along the road is listed as the main effects of the project (Transport 

Administration, 2017, p. 5). Furthermore, it is stated in the project plan (2017, p. 5) that the 

road is to become an urban street with high priority for unprotected road users. However, it is 

also stated that the street is to function as the primary redirection route if traffic on the E4 bridge 

has to be rerouted (Transport Administration, 2017, p. 5). These ambitions are conflicting, 

especially from the viewpoint of the municipal interviewees who did not see this street as a 

potential redirection route for E4 traffic (Traffic planner, Planning architect, February 24, 

2021). The mismatch of objectives highlights the intricacies of the planning process and the 

interplay of dominant frames in which negotiations greatly affect the outcomes and direction 

of projects.  

 

In the interview with the Transport Administration, we learned that the municipality had 

ambitions to install recreational elements such as park benches and certain esthetical features. 

However, it was apparent that these types of requests were not prioritized or seen as necessary 

by the Transport Administration (Project manager, Transport Administration, March 3, 2021). 

The main reason being the economic cost for these instalments. This exemplifies the difference 

in objectives that stems from the dominant frames of the two actors. The mismatch of interests 

and ambitions has not stopped the project, however, several municipal ambitions were not 

prioritized.  

 

Embeddedness  

 

The major underlying structural factor that influenced the planning process was the previous 

function of the road. The embeddedness factors of Landsvägsallén share many aspects with the 

Råbyvägen case where transport networks are highly embedded and contain an aspect of risk 

in terms of future restructuring (Hommels, 2008, p. 29). Due to the previous function of 

Landsvägsallén as the E4 highway, it had an interconnectedness to other factors such as 

transport flows and physical design that affect redevelopment. One example of this is the focus 

of the Transport Administration to maintain a certain capacity for transport flows, as transport 

flows on Landsvägsallén were especially high (Traffic planner, February 24, 2021).  

 

Furthermore, in the Transport Administration’s project report (2017), the overall assessment of 

the project states that Landsvägsallén is, even after redevelopment, going to be one of the main 

passages for traffic through central Sundsvall. This is since the majority of the road is still going 

to have two lanes in each direction, except for the section nearest the city centre (Transport 

Administration, 2017). Therefore, the consequences of the project, as stated by the Transport 

Administration (2017), is that the road’s standard as a through-fare is going to be slightly 

decreased during rush hours. However, the road’s function is to remain unchanged (Transport 

Administration, 2017, p. 31). This is a clear example of the obduracy created by the 

embeddedness of the road. Even though the road is redeveloped, the function of the road is to 

remain unchanged and continue to act as an important traffic passage in the central city. To 



 

59 

 

summarise, redeveloping an interconnected road such as a major highway entails many 

embeddedness factors. The planning process therefore needs to address physical elements, 

usage and contextual functions in order to overcome obduracy in this regard (Hommels, 2008).  

 

Persistent Traditions  

 

In both interviews, there was an agreement that the ambitions and goals in planning documents 

are often clear and agreed upon. It is accepted that transport planning should focus on walking, 

biking, public transport and lastly car transport (Planning architect, February 24, 2021; Project 

manager, Transport Administration, March 3, 2021). However, it is in the practical setting of 

political decision making that older traditions and norms often overshadow new ways of 

thinking.  

 

“The expectations from the outside are always based on older ideals. When we want to decrease 

space for cars and transport, we always experience a great skepticism. [...] We have got gigantic 

traffic interchanges and virtually no one mentions that. But when we make a road leading into the 

inner city a bit narrower and plant some trees and make a more pleasant environment, then they 

protest! [...] (the old ideals) among us planners are not that present, but the expectations from the 

citizens are absolutely the older ideals, which affects us.”. (Traffic planner, February 24, 2021).  

 

The point made by the municipal planners here is that politicians and the public are often the 

ones that maintain persistent traditions. The traffic planner in Sundsvall municipality 

emphasizes that a lot of persistent traditions are rooted in the opinions of the public (Traffic 

planner, February 24, 2021). New solutions or planning implementations often gain resistance 

from the public, whilst measures that for example enable better conditions for car traffic are 

approved of (Traffic planner, February 24, 2021). This in turn affects the political dimension 

and possibilities for the planning process to engage in alternative developments. This is due to 

the fact that earlier planning choices influence not only the physical aspect of the city but also 

the behaviours and expectations of the public sphere in relation to new developments 

(Hommels, 2008).  

 

5.4.2 Socio-technical Transition Factors  
 

Landscapes 

 

As argued by the project manager from the Transport Administration (March 3, 2021), this 

particular redevelopment project is not a particularly revolutionary project. The argument is 

that these types of redevelopments exist partially in all cities in Sweden as a measure to decrease 

car traffic and air pollution and are a part of a larger societal and planning transition.  

 

“It exists in patches in all cities. Everyone wants to reroute through-traffic and those who do not 

have to go into the city centre. [...] This is a development that exists in all cities, you could say. 

So I do not know if we have invented the wheel, we have glanced at other municipalities and 

cities to see how they work in order to reduce vehicular traffic and air pollution in the cities. So 

what we have done is not that revolutionary.”. (Project manager, Transport Administration, March 

3, 2021).  
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The same argument is made by the municipality. Here, the argument is that large transport 

infrastructure such as the E4 is not meant to exist near city centres (Traffic planner, February 

24, 2021). Both actors agree that there has been a shift in the role of transport infrastructure in 

urban planning. The actors operate within a sustainable development landscape context in 

which these redevelopments are seen as necessary. This landscape can then be argued to consist 

of shifted political ideologies and large scale planning ideals (Geels, 2011). This is true 

considering the decision to reroute the E4 highway away from the city centre, which was also 

the case in Råbyvägen. However, even if these planning redevelopments are accepted on a 

landscape scale, the Landsvägsallén case shows that the practical setting and the local project 

planning process still has to deal with technical preconditions, existing structures and traditional 

transport planning regime factors (Carroli, 2018, p. 86).  

Niche & Regime Interactions 

The fundamental factor that has influenced this planning process and the function of the niche, 

has been the difference in regime structures between the municipality and the Transport 

Administration. The municipality is a local actor, whilst the Transport Administration is a 

national actor. This introduces a multilevel perspective in the planning process in which 

different scales have to cooperate (Raven et al., 2010). This entails that different sets of regime 

structures, rules and regulations exist between the actors, which influences the planning process 

(Geels, 2011). Furthermore, it can be argued that the Transport Administration is more aligned 

to a traditional transport regime since they have focused on accommodating transport flows on 

the road, focused on mainly traffic-related aspects and maintaining the road as an important 

through-fare for traffic (Schiller et al., 2012, p. 3). This in contrast to the municipality which is 

more in line with sustainable transport planning in which focus lies on the integration of 

different urban planning aspects, working from a vision based outlook and the ambition to 

interrupt unsustainable trends (Traffic planner & Planning architect, February 24, 2021; Schiller 

et al., 2012, p. 3).  

 

“A street is never only a transport route, it is also a place in the city, where people live and exist.”. 

(Planning architect, February 24, 2021). 

 

“Vehicle traffic increases all the time in Sweden, but the long-term goal of reducing vehicle traffic 

may require that you have to implement physical obstacles, as we have done here to get the flow 

down through central parts of a city. So I think you have to build bypasses like this and around 

cities in order for you to live and work in them.”. (Project manager, Transport Administration, 

March 3, 2021). 

 

This was also evident in the interview with the municipality where they argued that the 

Transport Administration had a prognosis based planning, whilst the municipality was more 

goal-based (Traffic planner, February 24, 2021). Goal orientated processes are defined as 

processes where broader goals steer a project. Prognosis based planning is instead guided by 

prognosis and traffic models that predict that traffic will increase (Trivector, 2017). In this case, 

goal-based planning is focused on measures to decrease vehicular traffic from an environmental 
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perspective, and thereby create opportunities for densification and redevelopment of streets. 

These two sides often come into conflict in joint planning processes. This influences the 

participants in the project since they reproduce their regime practices, which can be seen when 

analysing the niche and dominant frames for instance. 

In this project, the niche actors consisted of individuals from the municipality. The Transport 

Administration was an important actor within the project, but as the innovative niche idea 

stemmed mainly from the municipal actors, rather than the Transport Administration, they are 

not defined as a niche actor as such. However, as the municipality and the Transport 

Administration have worked closely together in the project group, the actors were highly 

influenced and connected.  

Much like the Råbyvägen case, the (sub-regime) differences between the actors affected the 

function of the niche and therefore the planning process. An important part of the niche process 

is the articulation and adjustment of expectations or visions, which provide guidance to projects 

(Geels, 2011, p. 28). This part in particular has been most contested and discussed by the actors. 

Like the Råbyvägen case, due to the contrasting positions of participants in the process, the 

negotiation of visions and goals in the project has been a critical factor. The negotiation has had 

to balance between focusing on traffic-related aspects from the perspective of the Transport 

Administration and focusing on more urban planning related aspects of the municipality. This 

contrast is also present on a larger scale between sub-regimes (Næss & Vogel, 2012). 

In further similarity to the Råbyvägen case, the municipality emphasizes the importance of 

municipal plans in negotiations and processes (Planning architect, February 24, 2021). Since 

the planning document “Stadsvision Sundsvall” and the comprehensive plan had been anchored 

well in the municipality, the niche municipal actors had a strong base for negotiating different 

solutions, emphasizing their ambitions and gaining legitimacy for the project (Planning 

architect & Traffic planner, February 24, 2021). However, the planning architect argues that in 

hindsight, it would have been better if the municipality would have implemented the project on 

their own (Planning architect, February 24, 2021). This considering that the Transport 

Administration is not going to be the road operator of the finalized road. 

“In normal cases I would say that this type [of road], through a city, and especially if it is a road 

that actually is not going to be the Transport Administration’s in the future, then they should not 

do the job. It would have been better as decided in the beginning where the money went to the 

municipality and the municipality would do it instead.”. (Planning architect, February 24, 2021). 

Here, the municipal actors argue that they have more flexibility in adjusting to different 

situations and not having to adhere to certain regulations such as VGU (Planning architect, 

February 24, 2021). The dynamic between municipal and state regulations was also raised in 

the interview with the Transport Administration. Here, it is argued that differing planning 

regulations and goals create time-consuming negotiations in the planning process (Project 

manager, Transport Administration, March 3, 2021). However, it was not viewed from the same 

negative perspective that the municipality had showcased.  
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“Municipalities have, if they work correctly, a greater ability to assess situations and not always 

having to adhere to regulations. [...] But if you have regulations like the Transport Administration 

has with VGU, then it always has to be adhered to. Period!”. (Planning architect, February 24, 

2021). 

 

“[...] That has taken some time in the process when you have to make deviations from certain 

ruling documents in order to achieve a different solution. Those things can take some time, but 

otherwise there has not been any other collision points in the execution part I would say.”. (Project 

manager, Transport Administration, March 3, 2021). 

Even if the Transport Administration’s planning involvement has been important for 

redeveloping the street, the planning process has experienced limitations and constraints in 

relation to regime mechanisms due to the effects of negotiating between sub-regimes with 

different planning ideals and varying levels of influence (Næss & Vogel, 2012). Important to 

note is that the Transport Administration has been the road operator of Landsvägsallén, which 

gives them a certain degree of ownership and edge in the planning process when determining 

the function of the road. Here, there is an uneven power dynamic when negotiating different 

solutions and measures. This created a lock-in effect where certain innovations (ambitions of 

the municipality) may not have gained legitimacy and therefore have not been implemented in 

the project (Raven et al, 2010). 

 

5.4.3 Conclusions and Recommendations 

 
Table 6. Obduracy and Socio-technical transitions summary for Landsvägallén. [Authors’ illustration]. 

Dominant 

frames  
Embeddedness Persistent 

traditions  
Landscapes  Niche Regime 

Differences 

in guidelines 

and planning 

systems 

created major 

hinders  

Surrounding 

structures and 

previous function 

posed major 

hinders and 

affected the end 

result of the 

project 

Sustainable 

transport regime 

goals are often 

agreed upon. 

However, 

practical 

application 

unraveled 

traditional 

transport ideals, 

often from the 

public 

Clear transitions 

in landscapes 

concerning 

sustainable 

transport. 

Practical 

settings are 

more 

complicated 

Process 

entailed 

negotiation 

between two 

actors and sub-

regimes. 

Anchored 

goals 

important for 

negotiation 

within niches 

Continuous 

negotiations 

between two 

sub-regimes, 

prognosis vs 

goal-oriented 

planning and 

scales. 

 

This particular case stands out since it involves the cooperation between a municipality and the 

Transport Administration, a state actor. The cooperation of the two actors created an interesting 

dynamic in the planning processes between goals, ambitions and regulations. This has created 

certain conflicts and negotiations in the project concerning how the redevelopment should 

function. However, it is also interesting to note that the project actors from the Transport 

Administration became more open to the ideas of the municipality and the ambition to 

redevelop streets throughout the process. It was also pointed out that the Transport 

Administration in some instances uses Sundsvall and Landsvägsallén as an example of good 

practice from their point of view (Traffic planner & Planning architect, February 24, 2021).  
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In this project, we saw two planning systems, each representing different perspectives. The 

Transport Administration had a traditional transport perspective whilst the municipality leaned 

towards a sustainable transport planning perspective in which different urban values played an 

important role. These two actors have had to cooperate in the project in which the contextual 

function, physical design and historic use of the street have been important factors that greatly 

affected the possibilities for redevelopment. The two actors have also had different regulations 

and planning systems, most notably VGU, which has influenced the planning process and the 

practical steps in redesigning the street. Here, well-anchored municipal planning documents 

have been an important counterweight in the negotiation of the redevelopment, something that 

has been seen in the other cases in this study. 

 

The municipal actors argued that the project would have been better managed by the 

municipality alone. This is not surprising based on their interests, however, our 

recommendation is that street redevelopments do gain considerable benefits if the municipality 

manages them alone. However, from a future perspective, actors such as the Transport 

Administration are needed when considering larger roads and streets. This is since the 

participation of the Transport Administration and their road operator status also has had 

enabling effects on the redevelopment. The Transport Administration has played an important 

role in financing the project. Their involvement may also have had positive effects for creating 

political legitimacy for the niche since a large state actor is involved in redeveloping the street 

(Geels, 2011, p. 28).  

 

From the perspective of the municipality, the already anchored planning documents such as 

“Stadsvision Sundsvall” and the comprehensive plan were important strategic assets in order to 

negotiate and incorporate the municipality’s goals and visions in the project. It also enabled 

legitimacy for the niche politically. In this case, we again saw the benefits of having a goal-

based outlook on street redevelopment projects. It allows for flexibility and increased 

possibilities to incorporate environmentally sound choices. We therefore recommend adhering 

to this outlook in initial project processes. 

 

The fundamental enabling factor within this project was the rerouting of the E4 highway that 

opened up the possibility for the redevelopment of Landsvägsallén.  

 

“[...] In Sundsvall, it was the construction of the bridge that made the redevelopment of the street 

happen. [...] But if I instead think that we would have had this previous street and the bridge was 

already there and we were to make a decision about redeveloping the street, then I think it would 

have required a lot to make that happen.”. (Traffic planner, February 24, 2021).  

 

Therefore, the project benefited from the timing of rerouting the E4 highway and the 

redevelopment could gain synergy effects from this. This same type of “window of opportunity” 

was also present in talks with Uppsala municipality and the Råbyvägen project. 
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5.5 Drottninggatan/Järnvägsgatan, Helsingborg   

Helsingborg is Sweden’s ninth-largest city with just above 100 000 inhabitants in the urban 

area (SCB, 2020b). Helsingborg is located on the southwestern part of the Swedish coast. Due 

to its strategic location and size, Helsingborg is an important node in the regional network of 

southern Sweden but also as a link between Denmark and Sweden. Therefore, an important 

strategy for Helsingborg is to balance being a transport and communication node and 

developing a dense and sustainable city, whilst safeguarding the cultural character of the city 

(Helsingborg city, 2010).  

Drottninggatan/Järnvägsgatan has been a historically important link in the city and has gone 

through multiple transformations (Project manager A, March 24, 2021). These streets were in 

the 1850’s important parade streets which generated adjacent high-end developments along the 

street. Decades later, a tramline was implemented in the street which further cemented the 

street’s role in the city. In the mid-1900s, the tramline was removed and instead the street was 

redeveloped into the E4 highway that led south to the continent (Project manager A, March 24, 

2021). In the 1990s, the E4 highway was rerouted and the road was redeveloped, giving the 

road a more urban character again.  

Figure 19. Overview map of Helsingborg and Drottninggatan/Järnvägsgatan (in red). [Author’s map and 

illustration]. Arcgis Online. Lantmäteriet, Esri, HERE, Garmin, METI/NASA, USGS. Esri.  
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Today, Drottninggatan/Järnvägsgatan make up one of the main street links in central 

Helsingborg. Discussions regarding redeveloping the street grew out of an action program from 

2005 for improving air quality in the city and were in line with the city's environmental goals 

(Project manager A, March 24, 2021). The program was developed by the County 

Administrative Board and the municipality (2016) and contained several measures for 

improving air quality. One of these measures was to implement bus lanes and less space for 

cars with a project budget of about 30 million SEK (Project manager A, March 24, 2021). 

Although this particular measure was not implemented, it acted as an important factor when in 

2013, planners started to plan for the redevelopment of Drottninggatan/Järnvägsgatan (Project 

manager A, March 24, 2021). In this stage of redevelopment, the planned budget instead rose 

to 130 million SEK and later up to 220 million SEK, allowing for more features in addition to 

the implementation of bus lanes, and therefore also gaining political interest (Project manager 

A, March 24, 2021). 

The redevelopment started in 2017 and finished in 2019. The project has been managed solely 

by the municipality in collaboration with the developers. The goal has been to enable more 

efficient public transport, create clearer paths for walking and cycling, as well as add more 

greenery and potential meeting places within the urban environment. To reach this goal, 

separated bus lanes, less spacious car lanes, large walking lanes, double-sided cycling lanes as 

well as cycling parking have been implemented to alter the space into an urban street (National 

Board of Housing, Building and Planning, 2019a).  

Figure 20. Reiter, O. Mediator AB & Helsingborg city. (2003). Drottninggatan/Järnvägsgatan 1994 (before 

redevelopment) looking south. [Photograph].  
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Figure 21. Helsingborg city. (2020). Drottninggatan/Järnvägsgatan 2020 (after redevelopment) looking south. 

[Photograph]. 

 

 

5.5.1 Obduracy Factors  
 

Dominant Frames 

 
“The direction we had received from the politicians was too detailed and we didn’t get anywhere 

with it, instead we wanted more goal-orientated decisions from the politicians.”. (Project manager 

A, March 24, 2021). 

A conflicting dominant frames factor can be distinguished between the politicians and the 

project actors regarding the way the project was steered initially by the former. Initially, the 

municipality was only able to investigate certain planning options that were perceived to be too 

detailed by the project actors, and they were not able to make progress under those 

circumstances (Project manager A, March 24, 2021). Instead, the project actors, much like the 

case in Uppsala, wanted a more goal-orientated political decision making. 

 

The initial political decision involved locating bus lanes in the middle of the street which put 

an excessive strain on other roads due to the rerouted traffic and did not work out at the planning 

stage (Project manager B, February 19, 2021). The project actors felt that they could not stand 

behind the idea and perceived it to be difficult to take back control over the project in the initial 

stages, leading to a drawn-out process before action could be taken according to one of the 

project managers (Project manager A, March 24, 2021). However, a new decision was 

subsequently reached in the city council which instead contained the overarching goals; focus 

on city renewal, attractive public spaces, walking and cycling, as well as efficiently prioritised 

public transport and rerouting thoroughfare traffic to other roads (Project manager A, March 

24, 2021).  
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There were also internal dominant frames between the Conservative party and the Green party. 

The Green party wanted to reduce car traffic and remove parking space whereas the 

Conservative party wanted to include parking spots and achieve general accessibility for cars 

(Project manager B, February 19, 2021). Parking in particular was the main conflict of interest. 

Even though the Conservative party had a bigger mandate than the Green party, it was decided 

that there would be fewer side parking spaces in the project itself, and instead an underground 

garage nearby (Project manager B, February 19, 2021). This conflict of interest affected the 

project in its initial phase as it took a considerable amount of time before progress could be 

made. Both these examples show actors being constrained by conflicting ways of thinking and 

the difficulty of initial acceptance of alternative solutions that are different from their own 

(Hommels, 2008, p. 23, p. 26). 

 

Finally, another actor group interested in parking at a later stage were the property owners who 

wanted additional street-side parking to enhance sales (Project manager A, March 24, 2021). 

However, the municipality did not comply due to the risk of additional car traffic on the street 

(Project manager A, March 24, 2021). There was also resistance to the project itself from the 

property owners, as there were concerns for how commerce would fare during the construction 

period of two years (Project manager B, February 19, 2021). However, as the municipality 

owned the land they had leverage to continue the process, albeit in dialogue with the property 

owners.  

 

Embeddedness 

 

Drottninggatan/Järnvägsgatan is a very central part of the city street network, and large studies 

were made regarding how the redevelopment might affect the traffic network, how changes 

from car to public transport might occur, as well as how it would affect commerce (Project 

manager A, 2021, March 24). The project manager A (March 24, 2021) said that they had 

looked into removing car lanes altogether but found that the street was too important for 

accessibility to hospitals and schools, as well as in relation to events and operational services. 

It would have had too great an impact on the rest of the traffic network, as changing one 

structure often has effects further along the transport system such as congestion or connectivity 

threats (Mutter, 2019). Similarly to the Stockholm case, project manager A (March 24, 2021) 

also stated that it is not possible to trust simulation models fully and that it is vital to have a 

deeper understanding of the traffic structure. It was argued that if it was made too difficult for 

cars to get past Drottninggatan/Järnvägsgatan, people would drive on the ring road and drive 

through the city centre instead. This shows how embeddedness within the traffic network 

created obduracy, making it difficult for the project to reach a more sustainable solution. 

Additionally, embeddedness also affected the choice of street, as the municipality purposely 

did not choose the streets that were most affected by heavy traffic, as that would have had too 

much of a backlash on other parts of the system (Project manager A, March 24, 2021).  

 

“You have to understand each link in the system, it does not work to just say, now let's not 

prioritize the car at all here, because it can lead to the opposite effect elsewhere.”. (Project 

manager A, March 24, 2021).  
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“Sometimes a political debate arises about “how much through-traffic is there on this street?” and 

we had to make efforts to conduct investigations, interviews and traffic models to generate 

answers. So we had to be very well prepared and have a lot of facts, because if not, the politicians 

make up their own facts.”. (Project manager A, March 24, 2021).  

 

One smaller effect embeddedness has had on the redevelopment project can be seen in the way 

the cycling lanes turned out. The municipality ideally wants cycling lanes to be three meters 

broad, but due to the physical structure of the narrow street and having to prioritize several 

functions, it was only possible to make them 2.70 meters (Project manager B, February 19, 

2021). 

 

Persistent Traditions 

 

Transport planning has historically premiered car travel over other modes of transport. This is 

a challenge to move away from today, despite changing and evolving travel habits that have 

come a long way locally in Helsingborg (Project manager B, February 19, 2021). 

Drottninggatan/Järnvägsgatan used to be a main road, and due to previous planning ideals 

prioritizing car lanes only, the street is too narrow today when trying to fit in multiple uses. The 

municipality therefore has to compromise on best practices and their own standards, as 

mentioned concerning the cycling lanes above. Here it is possible to see how earlier planning 

choices continuously influence city development decades afterwards in line with Hommels’s 

idea of persistent traditions (2008, p. 30). 

 

5.5.2 Socio-technical Transition Factors  
 

Landscapes  

 

An interesting point made by Project manager A was that a street or road in a city is always 

changing, and therefore, redevelopments have to happen within certain time intervals (Project 

manager A, March 24, 2021). This is especially true when looking at the historical character 

and redevelopments of Järnvägsgatan/Drottninggatan. A city is always evolving, and streets 

gain new functions throughout time. 

 

“We have emphasized that a street in a city is constantly changing. At least in a growing city. And 

therefore, renewal is needed within certain intervals.”. (Project manager A, March 24, 2021).  

 

A major landscape mechanism that has affected the project more directly is the stark increase 

of commuting with public transport from Helsingborg to other cities such as Lund, Malmö and 

Copenhagen, which has doubled in the last ten years (Project manager B, 2021, February 19). 

The interviewees argue that public transport ridership has increased and the capacity of train 

transport likewise, which has created a large flow of commuters.  
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“The Skåne region has been knitted together so that you can commute between Copenhagen and 

Malmö, Lund and Helsingborg to a totally different extent than what people did before the year 

2000. [...] There have been very big changes since the street was rebuilt in 1993, new needs have 

been created.”. (Project manager A, March 24, 2021). 

 

This in turn has created new needs for the public transport structure of central Helsingborg, 

Järnvägsgatan/Drottninggatan included (Project manager A & B, February 19 & March 24, 

2021). Therefore, macroeconomic, political and technological patterns that enable new job 

markets and travel behaviour are landscape factors that have put pressure on the regimes and 

niches to transition and better adapt the physical structure of the city (Geels, 2011).  

Niche & Regime Interactions 

Although certain political parties in Helsingborg were argued to ascribe to a traditional transport 

planning regime, its presence within the implementation of the project beyond the early stage 

was not as clear. When analysing the case from a historical perspective, the shift towards the 

sustainable transport regime has gained influence relatively early in Helsingborg. For example, 

already in the ’90s, Helsingborg rerouted E4 highway traffic from 

Drottninggatan/Järnvägsgatan, which is the same process that Sundsvall and Uppsala went 

through during the early 2000s (Project manager A, March 24, 2021). 

 

“In the seventies, this was a traffic route that ran through the city [...] and it was the E4 to 

Stockholm via Helsingborg [...] this has changed during the years and now it is time for us to bike 

and use public transport. And 90 % of the inhabitants in Helsingborg accept that without 

question.”. (Project manager B, February 19, 2021). 

Drottninggatan/Järnvägsgatan was redeveloped in 1994 based on similar visions for creating a 

more urban street (Project manager A, March 24, 2021). The current redevelopment, however, 

has implemented sustainable transport values to a greater extent than the previous attempt and 

was further anchored in an action program for environmental quality goals. Here, 

embeddedness rather than the traditional transport regime seems to have been a hindering 

factor.  

In terms of niche mechanisms, the initial stage of the project experienced difficulties due to the 

detailed political demands on the redevelopment (Project manager A, March 24, 2021). This 

led to a redevelopment plan that the niche actors could not accept, since it would create issues 

in other parts of the transport network (Project manager A, March 24, 2021). From a niche 

perspective, the initial detailed political request inhibited the articulation of visions and goals 

in the niche that is needed for the project to develop (Geels, 2011). However, after discussions 

between the niche actors and politicians, the project was approached from a more goal-driven 

basis. This created a flexible outlook for the urban redevelopment potential of the project that 

not only involved traffic-related measures (Project manager A, March 24, 2021). 

Another important niche mechanism was the amount of time and effort put into communicating 

the project to the public and affected business owners. The niche actors focused heavily on 

communicating information about the project through personal talks and visits to affected 
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business owners, online clips, e-mails, posters around the city, official meetings and more 

(Project manager B, February 19, 2021). Project manager B (February 19, 2021) argues that the 

communication efforts created a vital basis for the project and could therefore avoid potential 

backlash or resistance. This is an important niche mechanism since niche innovations gain 

momentum and can set a trajectory if expectations and vision become more broadly accepted 

and if the network of actors becomes larger and stronger (Geels, 2011, p. 28).  

In accordance with Carroli (2018), as the viable shift towards the sustainable planning regime 

can be seen in Helsingborg, planning can more easily enable niche ideas to pursue change in 

infrastructure systems. The project was anchored in the environmental quality goals as well as 

the internal project goals. These are the regime rules that orient and dictate planning actors 

which in turn can implement projects and plans that mirror the visions of the municipality 

(Geels, 2011). Unlike in Råbyvägen, Uppsala, there was no discernible mismatch in the 

relationship between these factors. 

 

5.5.3 Conclusion & Recommendations 
 
Table 7. Obduracy and Socio-technical transitions summary for Drottninggatan/Järnvägsgatan. [Authors’ 

illustration]. 

Dominant 

frames  

Embeddedness Persistent 

traditions  

Landscapes Niche Regime 

Conflicts 

between 

planners and 

politicians and 

among political 

parties 

Surrounding 

structures, 

location and the 

broader 

transport 

network created 

limitations 

Previous 

planning 

decisions are 

still influential. 

Traditional 

transport 

planning ideals 

still present 

Belief in that 

cities are 

always 

evolving and 

transitioning. 

Landscape 

factors enabled 

commuting, 

pressuring the 

street’s 

function 

Strong 

involvement of 

politics 

hindered the 

niche initially. 

Goal-based 

process enabled 

niche 

mechanisms 

Regime shifts 

have been 

present in the 

street 

historically. 

Traditional 

transport sub-

regime not 

overly 

hindering 

 

We saw that the possibility for redevelopment projects to work from a goal-driven outlook 

created favourable conditions for the planning process to function. By widening the scope of 

the redevelopment from technical traffic aspects to a more overarching outlook, the process 

could proceed. This outlook on projects and niche ideas is argued to have more flexibility to 

address and implement multi-use measures, in contrast to top-down ruling where projects may 

stall due to specific planning issues and debates. As a recommendation, we again want to 

emphasise the importance of goal-driven outlooks when planning for street redevelopments.  

 

Furthermore, the communication efforts in the project were argued to be an integral effort in 

order to create a co-understanding of the project’s goal. The interviewees argued that the project 

could avoid major resistance or barriers since the public and other affected businesses were well 

informed during the whole process. This also enabled important niche mechanisms of gaining 

momentum and expanding actor networks (Geels, 2011). Therefore, another recommendation 

is to emphasise communication efforts with the public, affected business owners and 

stakeholders. 
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Another enabling factor was the size of the project in relation to financial investment. When 

the project actors planned for a large-scale project of 130-220 million, there was considerable 

political incentive due to the significant attention such a change to the inner city would gather. 

Being a part of a large project can therefore be seen as beneficial for the redevelopment potential 

in order to gain political interest and legitimacy. By scaling up a niche, networks become larger 

which enables the participation of actors with resources (Geels, 2011, p. 28). To the extent that 

this is possible, we therefore recommend extending budgets and projects themselves to include 

more significant changes.  

 

Lastly, the culture present within the municipality, planning departments and politics play an 

important role in dictating how these types of projects can be enabled. Therefore, we see 

indications that the planning culture in Helsingborg that to a greater extent enables restructuring 

of the physical traffic environment. This is especially true when considering the historical 

redevelopments of Järnvägsgatan/Drottninggatan. We see that the Helsingborg case stands out 

since there has not been an outspoken use of municipal planning documents or visions in order 

to enable the redevelopment project. This is contrasting to the other cases studied in this report 

where anchoring visions and strategies have been a critical part of the planning process. Instead, 

we believe that the municipal planning culture, collaboration of actors and the specific historical 

character of Drottninggatan/Järnvägsgatan have been important factors that enabled the project.   
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6. Comprehensive Analysis and Discussion 

 

The comprehensive analysis aims at summarizing and highlighting the most apparent and 

critical trends that were discovered in the investigation of the cases. This section will discuss 

each theoretical aspect, in line with the individual case analysis arrangements above, and focus 

on recurring themes and trends from the cases. The section will present the strategies that have 

been successful in the implementation of the redevelopments and our recommendations for 

future projects. Lastly, we will reflect upon the usefulness and applicability of the theoretical 

framework in relation to the subject of planning processes. 

 

6.1 Obduracy 
 

Dominant Frames  

 

Dominant frames have been discernible in all of the cases. The interaction between actors and 

strategies have played a fundamental part in each case and was also discussed in each interview 

to a large extent. This is likely since dominant frames emphasize the local scale planning 

processes (Hommels, 2005). Differing interests, guidelines, ideals and expectations have played 

a large role in each project, however, varying in the level of obduracy it has created. Dominant 

frames have both been found between planners, planning departments and civil servants, but 

also between the political scale and the project actors. Closed-in obduracy has been a common 

occurrence that shows how actors or different planning departments often have high inclusion 

in their specific area of expertise which in turn hinders alternative designs or solutions in joint 

project processes (Hommels, 2008, p. 23). This can also be linked to the organisational form of 

different municipalities. Especially in the case of Göteborg and Uppsala, the organisational 

structure of planning departments greatly influenced the planning process. In both cases, the 

ultimate solution was to rearrange the physical organisational structure in order to enable in-

person discussions and interactions.  

 

In addition, a similar type of closed-in obduracy was created in Sundsvall where the two high 

inclusion actors, the municipality and the Transport administration, had to cooperate and 

negotiate between different guidelines, ambitions and visions (Hommels, 2008, p. 23). The 

argument from the municipality was that the process would have benefited if the municipality 

could have conducted the project alone. This implies that by having fewer external actors in the 

process, the obduracy created through dominant frames would be lessened. This is strengthened 

by the fact that dominant frames occur when different groups of actors have different interests 

and therefore emphasize different ways of thinking about planning issues (Mutter, 2019). In 

addition, in all cases, the interviewees argued that it is the municipal planning actors alone that 

should plan and execute these types of projects. A recurring argument was that if the 

municipality has the main responsibility for redevelopment (with political backing) then 

planners on the project scale have a lot of freedom and ability to create an effective planning 

process. However, it is important to note that this argument can be seen as biased since it is 

mainly in the municipalities’ interest. Whilst the municipal actors in this study emphasize the 

benefit of conducting these projects alone, in a long term perspective in which street 
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redevelopments could become more frequent and widely used, an external actor such as the 

Transport Administration could be highly important to enable a wider implementation of street 

redevelopment projects.  

 

The final trend that was present in terms of dominant frames is the fact that all cases have 

stressed the importance of well-anchored municipal goals and ambitions in the form of planning 

strategies or comprehensive plans. We will return to this specific factor later in this analysis, 

but what is important here is the positive effects of goal-driven project processes. In each case, 

the interviewees argue that the best way to conduct projects is from a goal-driven outlook. This 

means that instead of having specific, measurable and technical indicators that drive the 

projects, the projects instead make decisions based on more overarching and comprehensive 

goals such as densification, prioritization of sustainable travel modes or less car flows. The 

latter form of planning has been a critical aspect which has lessened the impact of dominant 

frames. By having extended discussions and negotiations with more comprehensive goals as a 

backdrop, different actors can more easily reach compromise and solutions that best fit the 

current situation. This in contrast to more technical and specific indicators which run a higher 

risk of creating lock-in effects and rigid constrained ways of thinking between actors 

(Hommels, 2005). Since more overarching and comprehensive strategies and goals are less 

specific, the participants in the project processes do not have to deal with rigid laws or 

guidelines. Instead, a more flexible and less constrained project process can be conducted.  

 

Embeddedness  

 

In all cases, interconnected networks of elements such as streets, buildings, development plans 

and other historical remnants clearly influenced the projects’ planning processes (Hommels, 

2005). Often, the previous role of the street or road has been a major determining factor of what 

the projects can implement and redevelop. Especially since the previous street or road carries 

with it traffic flows and infrastructures that are still adapted to the previous setting. Furthermore, 

the surrounding transport network can also greatly affect the redevelopment and its 

preconditions, especially in the cases of Sundsvall and Uppsala. This cements the idea of 

transport networks being highly embedded in society and the urban landscape of cities, making 

them highly obdurate to certain extents (Hommels, 2008). Even though the cases investigated 

in this report have succeeded in redeveloping their respective streets, the context and embedded 

structures have greatly determined the ability of what the projects can achieve. For instance, 

there is a great difference between the location and embedded structures seen in Råbyvägen and 

the outskirts of central Uppsala compared to the inner city context of Klarabergsgatan in 

Stockholm. 

 

There has not been extensive evidence of significant traffic congestion in different parts of the 

transport networks due to the redevelopments made in each city. However, that factor has been 

an important issue that each project had taken into account in their planning processes. In the 

cases of Sundsvall and Uppsala, the projects were only enabled due to the rerouting of the E4 

highway. Similar trends were seen in all cases where there had to be adequate routes that can 

carry through-traffic that previously utilized that particular street. From a critical viewpoint, 
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street redevelopments can be accused of only moving traffic flows from one space to another, 

and not decreasing overall traffic. This is especially true in an embeddedness perspective of 

transport networks since they are highly interconnected (Mutter, 2019). In another sense, the 

traffic redevelopments have been successful in decreasing through-traffic on the project street, 

which has often been the main aim. However, from a future sustainability perspective, planning 

needs to address the interconnectedness of the comprehensive transport network, and not only 

reroute traffic flows to other exterior roads. As Hommels (2008) argues, actors need to 

acknowledge that urban structures do not exist in isolation and that their obduracy is associated 

with their embeddedness in other urban networks. From there, actors need to develop an 

approach in which embeddedness is considered, in order to overcome it to the extent that it is 

possible.  

 

Lastly, the Helsingborg and Stockholm cases were special in that the project streets were 

located near large public transport nodes or train stations. We argued that in close geographical 

proximity to these large nodes, pedestrian traffic, bicycling and public transport may be a larger 

influence on the physical structure. This is in contrast to Uppsala where the street is further 

away from the central station and is to a greater extent characterized by large roads and 

vehicular traffic flows. Streets close to central stations or in the inner-city may experience 

pressures to redevelop quicker due to continuous flows of pedestrians and cyclists, in contrast 

to streets outside of the city centre in which vehicular traffic is still the dominant mode of 

transport.   

 

Persistent Traditions  

 

Persistent traditions have been one of the more difficult aspects to analyse the cases through, 

due to the fact that it analyses larger-scale phenomenons that are not situated at a local scale. 

However, there have been some indications of persistent traditions that have influenced the 

cases. The most apparent persistent tradition is the fact that earlier planning decisions continue 

to influence urban developments, much like embedded structures discussed above. This also 

has effects on the planning norms and ideals that exist today, in which traditional transport 

planning ideals still affect contemporary planning. This can be seen through the premiering of 

car mobility and the continued focus on constructing new transport infrastructure to deal with 

an increase in traffic flows (Schiller et al., 2010). These ideals have been argued to still exist in 

the political, planning and the public sphere when talking to the interviewees, which in turn 

affects the overall planning process.  

 

The cases present examples of how political goals and ambitions that aim at increasing 

sustainable travel and sustainable development are widely accepted. However, it is in the 

negotiation of measures, design and functions in the planning processes where more traditional 

transport ideals come into play. It is when decisions have to be made regarding decreasing car 

lanes or other alternative street designs that persistent tradition factors are made most apparent. 

We argue, in line with Hommels, (2008) that actors need to recognize the importance of 

persistent traditions concerning how obduracy operates, and attempt to reduce the significance 

of traditional traffic planning by presenting an overarching break from past planning structures.  
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6.2 Socio-technical Transitions 
 

Landscapes  

 

The landscape of sustainable development in particular has influenced the projects and their 

participants. The projects are seen as small scale innovations in their own right. However, they 

are also part of a wider transition, which there is support for on a landscape level regarding 

planning for urban development and transport sustainably. However, even if these ideals are 

often argued to be present and cemented in the political realm of the municipalities, the practical 

planning stage of the projects in which physical measures are to be decided upon often reveal 

conflict and difficulties in implementing the more sustainable planning ideals.  

 

Furthermore, the development of technology and digitalization has been a landscape factor that 

is argued to be beneficial to the planning process. This landscape category can benefit planning 

with more advanced and accurate analytical tools and models that can better show the effects 

of potential measures and implementations. The development of technology and digitalization 

can therefore create new models of transport networks, showcasing how projects can affect the 

overall city functions. These developments can change the technological environment in which 

niches and regimes operate and provide new opportunities for the planning process (Geels, 

2011). However, traffic models and analytical tools can also create issues in the planning 

process. As seen in Stockholm and Helsingborg, a strong focus on predicting the exact outcome 

of measures can also create situations where too much trust is placed on simulations, which 

does not always depict an accurate version of real-world outcomes.  

 

Lastly, the trends in travel patterns and behaviours also affect the contexts in which cities and 

street redevelopment projects operate. Especially in Helsingborg and Stockholm, new travel 

patterns with increases in public transport ridership, increased commuting flows and pedestrian 

traffic put pressure on the physical infrastructure to change and adjust to these new trends. In 

Helsingborg, the increase in people commuting to work in other cities due to a wider 

geographical job market created new conditions for the city centre and ultimately the street. 

Therefore, the wider landscape factor of travel patterns due to technology and improved 

infrastructure can have a great effect on how physical space in the city is used and in turn, how 

it should function. 

 

Niche and Regime interactions 

 

In the result and analysis section, it became clear that many factors concerning dominant frames 

in the projects also correlate to the niche functionality. As mentioned, working from a goal-

driven outlook in the projects was a highly important factor. From a niche perspective, this 

enables the necessary niche mechanisms to function, since goal-driven processes better enable 

the articulation of expectations and visions that in turn guide the projects (Geels, 2011). This is 

in contrast to scenarios in which politicians may have too specific or technical demands on the 

projects, or in cases where the goals are not understood and anchored enough with the relevant 
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project actors. In addition, with well-anchored goals and ambitions, often in the form of 

comprehensive plans and strategies, the niche actors are better equipped to create a larger 

network of different actors which expands the legitimacy and approval of the project politically, 

among planners and publically (Geels, 2011). Therefore, goal-driven processes enable niche 

conditions in which actors from different professions can more easily discuss, learn and 

articulate visions and innovations together (Schönfeld & Bertolini, 2017). An important 

synergy effect from this collective learning is the incorporation of different planning aspects 

and values besides the technical traffic aspects (Schiller et al, 2010, p. 3).  

 

As we saw in Gothenburg and Uppsala, the organisational structure of planning departments in 

the municipality can have a great influence on the functionality of niche mechanisms in the 

planning process. In the end, project planning entails discussions and meetings between people, 

and decreasing barriers such as distance between different departments can create better 

conditions for cooperation, learning and exchange of ideas and values. This is in line with 

Tornberg’s argument (2011, p. 54) that face-to-face interactions between actors is vital in order 

to coordinate planning processes.  

 

A central theme throughout the case studies is the level of openness in the traditional traffic 

planning regime, that allows for the niche idea to be implemented. As argued by Raven et al., 

(2010, p. 63) transitions can only occur when the regime is sufficiently “open”, “stable” or 

“adaptive” to accept innovations. The Stockholm and Helsingborg cases, we argue, were the 

cases where the regime shift towards sustainable transport was most apparent, both in the 

planning process and the outcome of the redevelopment projects. This is not to say that the 

other cases have not gone through a regime shift to some extent. Instead, it can be viewed as 

multi-segmented regimes and planning ideals that compromise and vary in influence, which in 

turn creates the conditions for niche ideas (Næss & Vogel, 2012, p. 42). 

 

Since regimes are multi-segmented and exist alongside each other, they can both create stability 

in planning but also lead to tensions (Geels, 2011, p. 27). In all cases, we have seen the influence 

of both regime mechanisms in the projects to a varying extent. Fundamentally, all cases are 

niche ideas based on a sustainable transport planning ideal. Here, the sustainable transport 

planning regime is seen to enable the niche idea, allowing an alternative planning which can 

pursue change in infrastructure systems (Carroli, 2018, p. 87). However, despite having 

experienced shifts over the last century, planning still experiences limitations and constraints 

in relation to regime mechanisms (Carroli, 2018, p. 87). This is seen in the complex planning 

process where traditional transport regime mechanisms can influence planning departments 

internally or through politics and public opinion since regimes influence their actors through 

guidelines, values and practices (Geels, 2011). Innovation can only occur gradually, with small 

adjustments in relation to the regime rules, which is why the shift towards sustainable transport 

planning is still ongoing and why the two regimes exist simultaneously. A significant factor 

here is that traditional transport regime mechanisms have historically been dominant and still 

influences the physical layout of transport networks today.  
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Table 8. Comprehensive summary of Obduracy and Socio-technical transitions. [Authors’ illustration].  

 

6.3 Recommendations 
 

Through assessing the five case studies in this thesis, we have been able to find and analyse 

strategies and patterns that can be seen as beneficial for the planning process in regard to the 

street redevelopment projects. Based on this, five recommendations for future projects will be 

presented below.  

 

First of all, the case analysis indicates that a goal-oriented project process is preferable, as it 

enables goals and visions to guide the projects. This leaves room for flexibility at the planning 

stage and a better chance at fulfilling larger-scale municipal ambitions. This allows for a certain 

autonomy in how redevelopment is conducted, which several of the municipal actors 

interviewed expressed as the best way forward. The autonomy enables the niche idea to 

formulate expectations and vision that then guides the project (Geels, 2011, p. 28). Studies have 

shown that conflicts often occur between goal-based and prognosis based infrastructural 

planning (Trivector, 2017), which is most clear in the case in Sundsvall where the two actors 

had opposing lines of conduct. Based on the case analysis, we recommend a goal-orientated 

process for future street redevelopment projects in order to be able to fulfil long term municipal 

visions and to enable important niche mechanisms. In addition to this, most of the municipal 

representatives involved with the street redevelopment projects have found it important to be 

well anchored in strategies, comprehensive plans and other ruling documents. These have been 

important strategic assets utilised in order to incorporate the municipality’s goals and visions 

into the projects, as well as enable political legitimacy for them. Otherwise, as Tornberg (2011, 

p. 56) discussed, plans and strategies risk having weak meaning in practice. We therefore 

recommend anchoring future street redevelopment plans in similar strategies for additional 

support in the planning process. 

 

Dominant 

frames  
Embeddedness Persistent 

traditions  
Landscapes  Niche Regime 

Closed-in 

obduracy 

common 

among project 

actors. 

Anchored 

goals and 

coordination 

of actors 

important to 

avoid 

hindrances 

Previous functions 

and surrounding 

infrastructure 

affect projects. 

Redevelopments 

affect wider 

transport 

networks. Risks 

only rerouting 

traffic to other 

streets. 
Embeddedness 

can also create 

pressures to 

redevelop when in 

proximity to 

central stations or 

public transport 

nodes 

Persistent 

traditions 

influence 

projects, past 

planning ideals 

affect 

preconditions. 

Persistent 

traditions are 

often most clear 

in the practical 

setting of 

negotiations    

Clear shifts on 

the landscape 

levels benefit 

niche 

innovations. 

Technology can 

create better 

simulations and 

tools for 

planning, 

however, the use 

of these needs to 

be balanced. 

Shifts in travel 

patterns 

influence niche 

conditions more 

indirectly  

Goal-driven 

processes 

enable niche 

innovation 

mechanisms 

and actors 

greatly. Close 

coordination 

between niche 

actors is 

important 

Niche ideas 

stem from a 

sustainable 

transport sub-

regime. 

However, 

there is a 

varying 

balance of 

influence 

between 

sustainable and 

traditional 

transport sub-

regimes, which 

affects niche 

innovations  
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Secondly, we would like to highlight the importance of internal communication between 

departments within the municipality, as well as between different viewpoints and goals. In line 

with Hommels (2008), we argue that the actors involved need to be aware of the possibility that 

their specific interests and opposite ways of thinking may result in obduracy. From there, a 

strategy attempting to influence the inflexibility of dominant frames can be applied. When 

planning for infrastructure projects such as these, it is important not just to incorporate 

transport-related goals, but to utilise an all-encompassing perspective on planning, and to 

conduct city planning rather than solely transport planning. In line with Tornberg’s argument 

(2011, p. 59), plans need to be coordinated so that they can incorporate multiple perspectives 

on planning. This enables projects to become more multifunctional due to diversified input and 

viewpoints from different departments. The niche processes of cooperation and learning are 

thereby also facilitated. Furthermore, flexibility in the planning process itself did not seem to 

be an issue for most municipalities, rather it was in relation to other actors, such as politicians, 

where flexibility was perceived as lacking. Throughout the interviews, the municipal 

representatives have continuously discussed the need for improved communication between 

politicians and planners, where input from planners is taken into consideration properly, in 

order to have a more efficient planning process. Early input through dialogue may prevent the 

planners’ expertise and experience from being lost in the final project decisions made by the 

politicians.  

 

Thirdly, the case assessment, especially when comparing Sundsvall to the other cases, has 

indicated that having the municipality as the main actor makes for a smoother, more efficient 

planning process according to the municipal planners. However, in municipality driven projects 

external communication is key, both in relation to the public and with property owners. 

Primarily in order to ensure a democratic process, and to consider the perspective of the people 

utilising the street and those who are affected through ownership. While municipal control does 

seem to benefit the process of street redevelopment locally as single projects, it can be argued 

that cooperation is key for the continued development of urban streets nationally in the future. 

A niche benefits from having multiple cooperating project actors involved to premiere 

discussions and ideas, and to gain acceptance on a regime scale. This can be exemplified by the 

journey the actors from the Transport Administration made, from being skeptical towards 

involvement in street redevelopment to wanting to continue to redevelop streets and using 

Sundsvall as an example of good practice from their point of view. Many important roads in 

Sweden are owned by the Transport Administration, so in order to enable change and address 

issues in key transport infrastructures, they arguably need to be involved when considering the 

bigger picture of redevelopment processes. From a short term perspective, these cooperative 

efforts may complicate the planning process, but from a long term perspective, it can be 

important for the sustained implementation of street and road redevelopments. 

 

Fourthly, we have seen that it is important to consider the type of street that is chosen for 

redevelopment in relation to function, geographical location, level of possible ambition, 

synergies with other modes of traffic and the probability of street life. Most municipal 

representatives argued that inner-city locations where street life and synergies with public 

transport enable multifunctionality are most suited to be redeveloped. These factors in turn 
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make it easier for more ambitious projects as public transport is often readily available and car 

lane removal is less of an issue. Here, we argue that embeddedness mechanisms can explain 

how a street’s location in the inner city also can generate positive synergies in relation to 

redevelopment potential. However, there is a problematic aspect residing in the continuous 

inner-city focus present in city planning. Redevelopments may in fact be more necessary in 

areas outside of the city centre that have received far less attention than the main high street 

areas (Stockholm city, 2015). It may be more difficult to attempt street redevelopments in less 

populated areas, and the streets themselves might have less success in drawing people in, but 

nevertheless, it is important to consider cities as a whole in planning. In summary, it is a 

question of whether to prioritise smooth planning processes and the aspects described above, 

or whether to consider the issue from a spatial justice point of view.  

 

Finally, an interesting aspect found in the majority of the cases, is that they experience 

considerable synergy effects when they are part of larger city development projects, with wider 

ambitions and increased budgets. Additionally, street redevelopment projects that in themselves 

are able to increase budget and ambitions are in turn also more likely to be politically viable. 

By attaching niche projects to larger developments, niche networks become larger which 

expands the resource base of niche innovations (Geels, 2011, p. 28). Therefore we recommend 

considering street redevelopment projects in relation to other significant development projects, 

and to explore the possibility of attaching the projects to other refurbishments for viability and 

synergies.  
 

Table 9. Recommendation summary. [Author’s illustration].  

Recommendation 1 Anchor projects in municipal comprehensive goals and strategies 

Recommendation 2 Incorporate and combine different urban planning aspects and actors, not only 

transport-related issues 

Recommendation 3 The municipality as the main actor in project processes is beneficial, however, 

the involvement of other actors is important from a long term perspective 

Recommendation 4 Carefully assess the location and context of streets with redevelopment 

potential. Streets in central locations have considerable synergy effects, 

however, it is possible to widen the outlook to streets outside of the city centres 

Recommendation 5 Integrating street redevelopment project with other, broader city development 

projects generates considerable positive effects on the project process and 

implementation 
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6.4 Theory Assessment 
 

The framework of obduracy was overall well suited to analysing planning processes and their 

difficulties. Dominant frames was perceived as the most useful subcategory due to its actor 

perspective and focus on actor interactions which are generally heavily present in municipal 

planning processes. As seen in Table 2, this is a vital perspective for explaining obduracy when 

two or more actor groups are opposing each other and have continuous interactions, making 

dominant frames relevant for all the assessed cases. However, as we also see in Table 2, 

dominant frames only explain the local level of social interactions, making it relatively static in 

terms of structural issues on a higher scale.  

 

Several projects had the same type of embeddedness factors, nevertheless, it was a useful 

perspective for understanding the structural and historical connectedness of road networks. It 

also enabled an important perspective on how the surrounding context of the street, city and 

municipality affects planning. As such this perspective does justice to the networked character 

of cities and the historicity of its structures, as seen in Table 2. Persistent traditions was 

generally the most difficult perspective to use on a local scale. This is due to the nature of the 

subcategory being better suited to larger-scale analysis. However, we did feel that it was a 

necessary perspective for understanding the wider structures that affected the planning 

processes in our case study.  

 

The theoretical framework of socio-technical transitions was perceived to be quite broad as it 

focuses on processes in general. Since socio-technical transition theory has mainly been used 

to investigate technological developments, we had to put effort into defining the terms of niche, 

regime and landscape in relation to the Swedish planning system. This was a continuous process 

that changed throughout the data collection stage and analysis. In the literature, socio-technical 

transition theory often emphasises niches as experiments and local action, but due to the way 

planning is organised through the municipality in Sweden, this was not entirely applicable. 

Instead, the niche was defined as an idea leading to small scale processes within the institution, 

rather than outside of it. Furthermore, we had to envision regimes not only as the municipality 

itself but as a wider set of rules that exists beyond the municipal context. We perceived the 

socio-technical transitions framework to be useful in terms of assessing change, therefore 

complementing obduracy well. However, the socio-technical transitions perspective can be 

argued to be too simplistic in regard to assessing complex, large scale structural 

transformations. Lawhon & Murphy (2011, p. 362) argue that the theory does not properly 

explain or include the types of institutions that govern regimes and niches within a geographical 

context. This leads to issues in the application of the theory, and why for example, progress 

towards sustainability may occur in a spatially uneven way. In line with Lawhon & Murphy, 

we found it difficult to apply the perspective of socio-technical transitions without anchoring it 

in specific organisations or institutions in planning. Something we noticed increasingly as the 

results were analysed was that these two frameworks are quite similar and merged at several 

points in the analysis. Many of the case-specific aspects fell into both frameworks, which made 

it somewhat difficult to separate them at the analysis stage. However, each aspect of obduracy 

and socio-technical transitions helped us to understand the processes in each case.  
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7. Conclusion 
 

Urban planning needs to address the future role and function of transport infrastructure in cities. 

Due to previous planning decisions and developments, our cities consist of transport networks 

that stand in conflict with ambitions to create dense and multifunctional urban environments, 

decrease pollution from traffic and create safe urban space. Streets and roads make up large 

parts of our cities and have been planned to enable large traffic flows. However, in the face of 

urbanisation and dense urban development, there is a need to rethink the role of streets and 

roads. Here, the urban street is a measure that can enable new multifunctional solutions for 

transport infrastructures. This thesis has therefore aimed to investigate street redevelopment 

projects in relation to the Swedish planning process. Specifically, how the planning process 

affects the planning, implementation and further development of these projects. This study has 

assessed five case studies on street redevelopment projects located in Swedish cities. Interviews 

combined with a desktop study have been used as the main methods. Furthermore, the 

theoretical framework of obduracy and socio-technical transitions has been utilised to further 

understand the mechanisms of the hindering- and enabling factors present in the planning 

process. 

 

This thesis has set out to answer the following questions.  

 

Are there elements in the planning process that hinder the redevelopment of streets and 

roads? If so, what are these?  

 

In this study, we have found that different factors hinder the planning process in regard to the 

redevelopment of streets and roads. These factors exist across varying scales and levels within 

the planning system. By utilizing the theoretical framework of obduracy and socio-technical 

transitions, we see that hindering factors exist on the interpersonal scale in the projects between 

planners and planning departments, internally within the municipalities between planning 

organisation and politics, and externally between different actor groups such as the public or 

state actors. Hindering factors are also identified in the physical infrastructure and historical 

context of the streets. Lastly, older planning ideals and decisions still influence the physical and 

societal preconditions of the cities and their street networks.  

 

The most critical hindering factors in the planning processes have occurred on a political scale. 

The political dimension of planning has the ultimate decision-making ability and an important 

guiding role for these projects. A lack of intercommunication between politicians and planning 

actors and imbalances in negotiations creates obstacles at an early stage of planning and 

development. These hindering factors have affected the projects differently since each case had 

different preconditions to adhere to. Although all cases were finalized, the obdurate factors were 

shown to slow down the processes and led to compromises in the street projects’ aims and 

vision. The hindering factors differ from case to case, however, by implementing and adhering 

to our proposed recommendations, street redevelopment processes can avoid the most recurring 

hindrances discovered in this study. 
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In what ways should the planning process change in order to be able to overcome obstacles 

in redevelopment processes? Are there certain strategies that have been particularly 

successful when comparing the projects? If so, what can be recommended in future 

redevelopment processes of urban streets?  

 

By investigating each case in this study, we want to point out that it is not evident that the 

formal planning process in itself should change in order to overcome obstacles in 

redevelopment processes. Rather, it is the cooperation and coordination between actors that 

mainly determines the functionality of the process. The study has therefore identified specific 

strategies and recommendations that have been successful. By anchoring projects in 

comprehensive municipal goals and strategies project actors have increased ability to negotiate 

and push for the implementation of urban streets. Combining different urban planning aspects 

and planning departments decreases the tendency for projects to only focus on traffic technical 

aspects, and instead implement multifunctional and urban streets. Having the municipality as 

the main actor decreases the need to negotiate and adhere to other regulations or practices. 

However, from a long term perspective, including larger actors can be important for sustained 

implementation. It is important to carefully assess the location and context of streets with 

redevelopment potential. Streets in central locations have considerable synergy effects, 

however, it is possible to widen the outlook to streets outside of the city centres. Understanding 

the location and context of street redevelopments and integrating street redevelopment projects 

with other broader city development projects creates considerable synergy effects in which 

street redevelopment projects gain more legitimacy and conditions for success.   

 

In summary, our study contributes to the knowledge of urban streets and street redevelopment 

processes in Sweden, an area of study we have discerned a knowledge gap in. This study 

provides an insight into the hindering factors as well as the enabling factors present in the 

planning processes of street redevelopment projects. The recommendations are intended to help 

guide municipal planning processes forward and provide an understanding of the issues faced 

in street redevelopment projects.  

 

In our results, we saw that sustainable transport planning ideals are present in municipal 

planning and politics. At the same time, traditional transport planning ideals were also evident. 

Here, an interesting dynamic between the two planning perspectives was at play in the cases. 

Fundamentally, street redevelopment projects are based on the notion of sustainable transport 

planning. We believe that street redevelopments will go on to be implemented in Swedish cities 

as rethinking transport infrastructure continues to gain influence. However, this study highlights 

how past planning decisions are continuously present and thus affect contemporary planning 

decision making, especially in urban transport. Past traditional transport planning ideals are 

still, to varying extents, adhered to in these types of processes. However, there have been clear 

shifts in the studied municipalities of how they view transport infrastructure, which the 

interviews indicate will continue, towards a more multi-purpose way of viewing road and street 

redevelopments. We have found that street redevelopments are effective measures that 

reimagine urban transport and create spaces where different transport modes and public 
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interests can coexist. However, planning will constantly have to deal with previous planning 

decisions, contexts and broader structures, especially when altering transport networks.  

 

In terms of future studies, we suggest that future investigations could focus on street 

redevelopments that are further outside of the city centre of municipalities. In this study, 

Uppsala, Råbyvägen was the only street that was not located in the inner central urban area. 

This case presented different preconditions than the other cases. Therefore, investigating street 

redevelopments in more suburban areas would add a new geographical context to the field of 

study. Additionally, it would be of interest to investigate what factors would be needed in order 

to make seasonal urban streets or pilot projects into permanent, all-year-round changes to the 

street network. Lastly, future studies could utilise other actors' perspectives, such as politicians, 

inhabitants or consultants, in an actor-network analysis in order to generate new perspectives 

and understandings of the redevelopment of streets and roads.  
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Appendix  

Interview template (English translation)  

 

Questionnaire 

Project 

● When did the project to redevelop street X start? (Preferably a historical review). Why 

was this street chosen? 

● What type of street/road was X before the redevelopment? Traffic flow, use, function? 

○ Has the goal and ambition changed during the process? 

● What were the ambitions behind the decision to redevelop the street? (Niche) 

○ What actors drove the idea, the municipality itself? Inhabitants? (Niche) 

■ Were goals or fixed indicators set for the project? 

● If so, how have they been followed up / how have they 

performed? 

○ If not, why have no goals/indicators been set? 

■ Has the project been anchored in any type of 

municipal/regional plan? 

● Were there goals/visions within the project that did not become possible to 

implement? What was the cause? 

○ Was the project forced to make trade-offs during the process, if so, how did 

these affect the implementation of the project? 

○ Has the goal changed during the process? 

● Who was involved in the project? 

○ What different phases were there within the project, who was driving them? 

■ Did the actors involved have different views or interests related to the 

transformation? 

● How was the project responded to? Were there political/internal/public reactions? 

What were they? 

● How have traffic flows been affected by the transformation? Do you see effects on 

traffic flow in other parts of the city? 

● How has the project been financed? 

 

The process 

In this section, we want to shift the focus a bit from the street itself and discuss street 

transformations in a broader perspective related to planning on a larger scale and in other 

contexts. 

 

Obduracy 

From a long-term perspective, we often see urban development as changing and dynamic. From 

a planning perspective, fixed structures in the city, such as infrastructure or already defined 

planning areas, can often be difficult to change. Often when things have been implemented, 

they remain there and are difficult to alter. 

 

● How do you view conflicts of interest between different actors that can create hinders 

in these types of processes? Are there examples in the project where different 
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perceptions have come to create hinders in the process? (Within the municipality, 

between other actors) (Frames) 

○ Which actors have been involved? How to best solve such obstacles? (Frames) 

● Roads and streets can have more functions and values than just enabling transport 

flows. How do you view the difficulties of transforming streets, where other 

functions/structures are also affected? (For example, commercial activity). 

○ How have they been handled? (Embeddedness) 

● In a broader perspective, transport planning has historically prioritized accessibility for 

cars, for example, something we must deal with today. This also affects our 

behaviours and values as human beings, for example through transport habits. 

○ How do you think we best can influence and change the traditions and norms 

that exist today in the planning apparatus, as well as in society at large? Do 

you feel that it remains? (Persistent tradition) (Regimes) 

● We have an increasingly rapid societal development where planning implementations 

often become long-lasting and difficult to change, which must be addressed. What is 

your view on that? Does there have to be some kind of flexibility in the planning 

process? 

○ How would you like to see that flexibility work? 

■ Which actors are important to achieve this (locally, regionally and 

nationally)? (Persistent tradition) (Transitions theory) 

Socio-technical transitions  

● Were there hinders/barriers in the planning process to transform X street that affected 

the project directly or indirectly that you had to adhere to? 

○ If so, what were these and how were they handled? Who were the important 

actors? 

■ Local, regional or national hinders? Legal hinders? (Transitions - 

what scales are these?) 

● Is there any aspect of the planning process (local, regional and national) that could 

have been done differently to facilitate the street redevelopment? 

○ Partly in connection to X street, but also in general in the planning system. 

(Niche & Regimes) 

● When it comes to redevelopments of streets and roads, which actor or actors are 

important to initiate and drive such projects forward? (Niche) 

● On a similar note, what contextual factors in a city/municipality do you think are 

crucial to enable such projects? In other words, have you identified some underlying 

factors that have been crucial to the success of the project? (Landscapes) 

○ Are there underlying factors that you think are inhibiting to enable 

conversions? 

● Now we will raise the focus again and move to a more comprehensive scale. How do 

you see the possibility that this type of transformation will become a type of ‘standard 

implementation’ in planning and cities in general? (Regimes) 
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○ Is that something that we should strive for? 

● How do you see the redevelopment of streets on a larger scale and in a longer future 

perspective? 

○ Is this a solution that should / can be found everywhere? 

■ Are there places that are more or less suitable for such projects? How 

do you justify that? 

● What to do with places that are not suitable? 

● Finally, do you have any people, documents or things we should investigate further? 

In connection with the street or in general? 
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