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Abstract

This thesis deals with the urban voids of the city structure, seemingly empty space in the tight urban knit. The 
term hardscape is used to describe urban streets and squares, public outdoor spaces inside the city that are 
mostly paved. In this thesis a hardscape exceed being just a physical configuration: it is a combination of form 
and function, a man-made urban landscape often mostly paved and for the public use of people.

The purpose of this thesis is to find guidelines for the design of a liveable hardscape prepared for future needs 
and apply them later to a case site situated in the current Malmi Airport. The first chapters contribute to the 
development of a new design criteria, whereas the latter present the application of it on a case site, the Malmi 
Runway 18/36. At present time, the case site is a fully functioning runway, but plans to turn it into the main hard-
scape of a newly planned residential area are in action.

As an introduction, in the theoretical part of this thesis features of liveable hardscapes are determined and 
their evolution studied. For a basis of a new criteria list, three existing lists are explored. They are compared and 
tested in an evaluation of hardscapes around Europe to find out how the guidelines work, what they concentrate 
on and if they lack some aspects to achieve liveability. The findings are elaborated into the basis of a new crite-
ria list and completed with attributes related to future and functionality. The new criteria list fills the gaps found 
on the existing lists and makes them better suited for the future, more comprehensive in different scales and 
emphasise liveability. The new criteria list is easily adjustable to any hardscape, but has been done with Helsinki 
and the Nordic environment in mind.

The site design part of this thesis follows the principles set by the design criteria list. The starting point of the 
design is an existing disposition plan of the Malmi Airport made at the City Planning Department in 2015−2016. 
In the existing plan, the runway’s long shape is retained open and public in respect to the aviation history and the 
hardscape is developed as the main street widening into liveable squares. In the thesis design, first, the Runway 
18/36’s shape together with its first surrounding blocks are transformed to best fulfil the new design criteria 
list created. The final result is a master plan for the Runway 18/36 aiming to find the best possible solutions as 
the hardscape artery of the newly developed neighbourhood gathering residents and resonating history.

Keywords street, square, hard landscape, Helsinki, Malmi, airport, design criteria, guidelines
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Tiivistelmä

Tämä diplomityö käsittelee kaupunkitiloja rakennusten välissä, tiiviin rakenteen näennäisesti tyhjiä paikkoja. 
Kovapintaisella maisemalla tarkoitetaan kaupunkien katuja ja aukioita; julkisia ulkotiloja kaupungin sisällä, jotka 
ovat pääosin päällystettyjä. Tässä työssä kovapintainen maisema on muutakin kuin vain tilan fyysiset ominaisuu-
det: se on yhdistelmä muodonantoa ja toimintoja, rakennettu maisema, joka on tarkoitettu ihmisten käyttöön.

Työn tarkoitus on kehittää suunnitteluohjeet eläväiselle kovapintaiselle ulkotilalle, joka vastaa tulevaisuuden 
tarpeisiin. Suunnitteluohjeet otetaan käyttöön nykyisellä Malmin lentokenttäalueella sijaitsevan kohdealueen 
suunnittelussa. Työn ensimmäisissä kappaleissa luodaan pohja ja lopullinen muoto suunnitteluohjeistolle, ja 
jälkimmäisellä puoliskolla ohjeistoa sovelletaan suunnittelukohteeseen, Malmin Kiitotie 18/36:lle. Nykyisellään 
kohdealue on täydessä toiminnassa oleva kiitorata, mutta suunnittelu sen muuttamiseksi uuden asuinalueen 
tärkeimmäksi kovapintaiseksi maisemaksi on käynnissä.

Diplomityön teoreettisessa osuudessa määritellään kovapintaisten maisemien ominaisuuksia ja käydään 
niiden historiaa ja kehitystä läpi. Kolmea olemassa olevaa kriteerilistaa vertaillaan ja testataan neljän eurooppa-
laisen kovapintaisen alueen arvioinnissa. Löydösten pohjalta luodaan pohja uudelle suunnitteluohjeistolle, jota 
täydentämään lisätään ominaisuuksia liittyen tulevaisuuteen ja toimintoihin. Uusi suunnitteluohjeisto paikkaa 
olemassa olevien listojen arvioituja puutteita ja sopeutuu edeltäjiään paremmin tulevaisuuden suunnitteluhaas-
teisiin, ottaa huomioon usean mittakaavan elementtejä ja korostaa elävyyttä. Suunnitteluohjeisto on sovellet-
tavissa mille tahansa kovapintaiselle ulkotilalle, mutta se on tehty Helsinki ja pohjoinen ympäristö mielessä. 

Kiitotie 18/36:n suunnittelu noudattelee suunnitteluohjeistossa määriteltyjä periaatteita. Suunnitelma pohjau-
tuu olemassa olevaan Malmin lentokenttäalueen kaavarunkoon, joka on tehty Helsingin kaupunkisuunnittelu-
virastossa vuosien 2015‒2016 aikana. Kaavarungossa kiitotien pitkä muoto säilytetään avoimena ja julkisena 
kunnioituksena lentokenttähistorialle ja siitä kehitetään alueen tärkein kovapintainen ulkotila, alueen pääkatu, 
joka laajenee kolmeksi eläväiseksi aukioksi. Diplomityön suunnitteluosuudessa Kiitotie 18/36:n muoto sekä 
ympäröivät korttelit otetaan ensin käsittelyyn ja niitä muokataan parhaiten suunnitteluohjeiston kriteerit täyttä-
viksi. Lopputuloksena suunnitteluosuudessa on Kiitotie 18/36:n ideatasoinen yleissuunnitelma, jonka tarkoitus 
on löytää parhaat mahdolliset ratkaisut uuden asuinalueen kovapintaiselle selkärangalle, joka kokoaa asukkaita ja 
muistuttaa historiasta.

Avainsanat katu, aukio, kova maisema, Helsinki, Malmi, lentokenttä, suunnitteluohjeet
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• The INTRODUCTION is the most important part of 
the thesis to understand its purpose and struc-
tural progress.

• The chapters' INTRODUCTORY PARAGRAPHS 
are prepared so that each section's contents 
become clear at a quick glance.

• By taking a look at the graphical TIMELINE in 
Chapter 2, a sense of hardscapes' evolution can 
be made without going through all of the text.

• The creation of a new design criteria list is the 
most insightful content of this thesis. The elab-
oration of a new list in Chapter 3's section 3.3. 
There is a graphical TABLE SHOWING HOW THE 
CRITERIA WAS BUILT.

• The design criteria is applied to a case site. Chap-
ter 4 introduces the area with a set of analysing 
maps. A SWOT ANALYSIS is the easiest way to 
understand the site.

• The design of the site is based on the design cri-
teria list and is explained through all of the crite-
ria. The design is presented with DRAWINGS AND 
PICTURES. To understand the reasons behind the 
design decisions, TABLES SHOWING CAUSE AND 
EFFECT are presented at bot urban and detailed 
design level.

• The CONCLUSIONS of the overall thesis recaps 
the thesis structure and weighs the results.

• Overall, the pages with the author's own discus-
sion and findings are highlighted with a YELLOW  
LINE ON THE SIDE as on this page.

FOR THE READER

I want to give some tips to anyone who might feel 
interested in reading or browsing through this thesis. 
The text tries to open the subject of hardscapes in a 
relatable manner, a way that also a person with little 
knowledge on current landscape architecture or urban 
design could comprehend the phenomena and para-
digms related to the theme. 

For a comprehensive learning experience, it is recom-
mended to read the entire thesis; that way you will 
best find all the nuances and reasons behind made 
decisions. Realistically, I understand that not many 
have the time, need nor interest to read it thoroughly 
from start to finish. For them I have listed some tips 
on what are the most important sections, as well as 
prepared some easing marks and graphs to ease the 
reader experience.

7



8



1 INTRODUCTION

9



IN
TR

O
D

U
C

TI
O

N

TH
EO

RY

D
ES

IG
N

RE
SU

LT
S

BRIEF HISTORY
EVALUATING SITES 

WITH EXISTING DESIGN 
CRITERIA

VISIONS OF THE FUTURE FINDINGS

N E W  C R I T E R I A  L I S T

FEATURES OF 
A HARDSCAPE

+

M AS T E R  P L A N

SITE DESCRIPTION

TRANSFORMING 
THE EXISTING 

DISPOSITION PLAN

CONCLUSIONS

10



The purpose of this thesis is to find guidelines for 
the design of a liveable hardscape prepared for the 
future and use them to design the case site of Malmi 
Runway 18/36. The findings intend to focus on sites 
in the capital region of Helsinki, simultaneously appli-
cable to any other similar environment in the world. As 
the thesis will later show, the environment refers not 
only to a geographical site with its climate and soil but 
especially the atmosphere, culture and socio-eco-
nomic setting that surrounds it. 

What has driven me to study hardscapes are my many 
visits in other parts of the world where city space is 
much more intensely used than here in Finland. How 
to create a liveable hardscape in the environment 
that this Nordic country provides? What things influ-
ence the success of a street or a square? And can 
the design process be broken down into pieces and a 
pattern be found for the design of the “perfect” urban 
open space? 

The theme of urban streets and squares has for long 
been my main interest in the field of landscape archi-
tecture. Hardscapes combine the larger concepts of 
urban design to the details of landscape design, com-
bining two scales and two interests. Throughout my 
studies I have – often unconsciously – concentrated 
on hard, paved spaces instead of the natural grow-
ing environment, and I find especially the contrast of 
between them fascinating. I have wondered where 
the interest has risen: the influence might come 
perhaps from my roots in the bare soils of southern 
Spain – both the dry landscape and the cities’ abun-
dant amount of plazas – or just in the fact that I have 
always lived in the city and observed its complexity 
and functions. 

The theoretical part of the thesis concentrates 
on Europe for the purposes of narrowing down the 

large amount of information on streets and squares. 
Europe has a rich history of urban open spaces, 
examples of truly successful liveable hardscapes as 
well as cautionary examples of sadly neglected ones. 
First, features hardscapes possess are presented. 
The history of urban form is introduced to understand 
the evolution of European hardscapes and what their 
future looks like. After acknowledging the possible 
changes existing design guidelines are examined. 
The criteria lists are used to evaluate exemplar sites 
around Europe to find out how the guidelines work 
and if they correspond to the experience had on 
site. As a conclusion a new criteria list ‒ keeping the 
future and liveability in mind ‒ is created to be later 
used as a tool in the design of Malmi Runway 18/36, 
the case site of this thesis. 

The site of Runway 18/36 is situated at the current 
Malmi Airport in Helsinki. The site was proposed by 
the Helsinki City Planning Department that is cur-
rently working on the land use plans for the Malmi 
Airport site. The department has made a disposi-
tion plan in 2015–2016 that has been taken as the 
starting point for the design of the case site. In the 
existing plan, the Runway 18/36 is presented to be 
the main street of the area with three square open-
ings providing space for gatherings, events and com-
merce. The area with the disposition plan has been 
analysed as it was given, but the actual site of the 
Runway 18/36 together with its first surrounding 
blocks are later examined more closely and trans-
formed based on the design guidelines created in 
this thesis. In the end, a master plan for the Runway 
18/36 is crafted aiming to find the best possible 
solutions for the site when it is turned into the cen-
tral hardscape artery of the new neighbourhood gath-
ering residents and resonating history. The design 
criteria's performance and the site design's success 
are discussed in the conclusions.

Cities have a great variety of urban public spaces 
from parks to central squares and from parking lots to 
promenades. This thesis deals with the urban voids of 
the city structure, seemingly empty space in the tight 
urban knit. The term hardscape is used to describe 
urban streets and squares, public outdoor spaces 
inside the city that are mostly paved. The complex 
entity of streets and squares are at the same time 
are very similar and yet so different. The case site of 
Malmi Runway 18/36 is an inseparable combination of 
the two.

The term hardscape is usually meant to describe the 
man-made, non-living features of landscape in con-
trast to vegetation (Oxford Dictionaries, 2016). In this 
thesis, the term exceeds just being a physical config-
uration. A hardscape, just as any space in the city, is 
much more than just a form – it is the users it attracts 
and functions it provides. The functionality is what 
demands a space its physical attributes, and streets 
and squares often require a paved surface to toler-
ate the masses and movement they facilitate. Such 
spaces are almost always accentuated with green-
ery and hence are not entirely “hard”. A hardscape is a 
combination of form and function, a man-made urban 
landscape often mostly paved and for the public use 
of people.

The man-made urban landscapes 
mostly paved and for public use.

hardscape
noun /hɑ:dskeɪp/
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2 HARDSCAPES 
T H R O U G H O U T 
H I S T O R Y
First in this chapter, characteristics of hardscapes are identified and 

explained to find a better understanding of what liveable hardscapes are. 

The features of form and function are then considered through a reflection 

of the evolution of streets and squares. The brief history concentrates 

on explaining the most significant events impacting streets and square 

in Europe for the purposes of understanding how hardscapes have pro-

gressed and what could be expected from the future. Afterwards, the his-

tory is gathered into a graphic timeline pointing out what the features of 

a hardscape were like at each time period. As a conclusion of the chapter, 

the future of hardscapes is discussed to be later used in the creation of 

new design guidelines for a future hardscape.

13



The features a hardscape possesses deal with ele-
ments of both form and function. As the thesis con-
centrates on the liveability of urban spaces,  a special 
focus needs to be made on the user, the people. 

The six features introduced in this section help to fol-
low the brief history explored in the following pages, 
and are kept in mind also later when evaluating exem-
plar hardscapes and introducing the case design site. 
These features are the basis of every hardscape and 
their importance and role in the final design result 
need to be considered.

THE USER

The user is the most important feature of a hardscape 
– urban outdoor spaces are always designed for the 
use of someone and are considered failed if empty 
and lifeless (Gehl, 1987). In current urban design 
practices, streets and squares are often focused on 
the pedestrian use, but hardscapes accommodate 
cyclists, public traffic and cars too. As streets are pri-
marily for circulation and movement, their role in traffic 
needs to be remembered, but a liveable space refers 
to the flows and buzz of people and hence pedestrian 
use is enhanced.

The user focus group has some attributes that need 
to be noted. One of them is the speed of movement: 
a pedestrian and a cyclist move at different speeds 
not to mention what the world looks like from a tram 
or a car. Depending on the speed, travel lengths and 
attention to detail differ. Regardless the user stand-
ing on its own two feet or seated on the backseat of a 
car, the user of an urban hardscape is always a human. 
Humans have senses that determine the way a space 
is experienced: sight, smell, hearing, touch. When 
designing public spaces, the client is the public and 
the user cannot be determined in detail. 

Some specifications can be made by studying the 
demography of the area or by observing the users. 
Hardscapes surrounded by families could have totally 

pening in buildings’ ground floors are commercial and 
privately owned though providing activities for the 
public. What is concerning is if a square hosts only 
activities that the user needs to pay for; for example 
seating should not be provided only by cafés and res-
taurants.

SITUATION IN CITY STRUCTURE

Situation in city structure deals with the role of the 
hardscape in relation to the rest of the city, how it dif-
fers from other urban open spaces and what actually 
is surrounding it. The success of a hardscape depends 
on the context it is in: is there a dense structure of 
buildings, residential, industrial or others, or perhaps 
beautiful parks or underused wasteland? 

Density, meaning floor area in relation to surface area, 
affects a hardscape’s role and use a lot (Bramley and 
Power, 2009). The invention of the automobile dis-
persed city structure in the 20th century which led to 
a decline in pedestrian oriented hardscapes (Kostof, 
1992). Now, the advantages of density have found 
their way back to city planning and a tight urban knit 
can be found outside of central areas too. Density 
brings along services which every neighbourhood 
needs and it is seen that lots of people in the sur-
rounding blocks maximise the amount of street and 
square users (Burton, 2000). 

All in all, city centres and peripheral sites need to be 
treated differently. City centres are the places for 
main streets, main squares and totally different oppor-
tunities than sites further. Peripheral neighbourhoods 
host local functions and their opportunities need to 
be thought of realistically. Even though the features of 
the locations differ, streets and squares appear every-
where around the city and they have similar functions, 
just different intensities. Neighbourhoods have their 
own central axes and main gathering spaces that can 
be treated to live up to their potential. 

Streets are a key element for the circulation of peo-

different functions than if surrounded by mostly 
elderly people. New areas bring new types of people 
and precise predicting is much harder that with exist-
ing structure. Today's design principles usually aim for 
a diverse and mixed population, so too many specifica-
tions are often not made. 

FUNCTIONS

The functions of a hardscape are what contribute 
most to the space’s character. When planning cities 
and neighbourhoods, architects tend to concentrate 
on form rather than function. The reason behind this 
might be the unpredictability of functions: it is not 
enough to plan commerce and activity, but a support-
ing structure, a certain amount of people and move-
ment is required to sustain those services. Func-
tions need to be flexible and adapt also to seasonal 
changes. (Burton, 2000).

What happens on the street or square is in direct rela-
tion to what is happening in its surrounding blocks. 
In general, it can be said that central areas of cit-
ies are often multifunctional and attract people, 
whereas peripheral areas are planned monofunctional 
and hence become unsuccessful in activity. Areas 
with only residential functions are often inactive, all 
errands are run elsewhere and commuting vanishes 
all extra activity from such neighbourhoods. Variety of 
functions create lively neighbourhoods. (Mehta, 2007)

Functions can of course be provided by the surround-
ing buildings, but an outdoor space can naturally also 
host a variety of activities on its own. A hardscape can 
provide opportunities to play, exercise and interact. A 
square or a street can also provide educational oppor-
tunities such as an outdoor museum or an arboretum. 
The word opportunity needs to be though highlighted – 
a space can facilitate and enable activity but the peo-
ple are the ones deciding on acting on it. (Gehl, 1987)

An attribute of hardscape functions is the aspect of 
public and private. Many of the functions usually hap-

2.1 FEATURES OF A LIVEABLE HARDSCAPE
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but shape is not as regulated as size is. Could irregular 
squares and winding streets with today’s dimensions 
create new perspectives and views of the city?

It is clear that regular geometry is clearly predominant 
in new plans. Squares in shapes of ellipses, rectangles 
and triangles can be found from centuries back and 
today’s computer-aided design has strengthened its 
role perhaps unwittingly. Straightness of streets has 
been present especially when designing for transpor-
tation needs. Fast and uninterrupted movement from 
one place to another requires clear lines, but might 
not be the best environments for pedestrians (Gehl, 
1987). Rhythm and unpredictability is required. 

DESIGN ELEMENTS

Design elements of a hardscape are the details vis-
ible at eye level and experienced through the use of 
a space. They can create visual interest and identity 
(Hassen and Kaufman, 2016). The design elements 
can be anything a designer might come up with: gates, 
fountains, benches, kiosks, paving, lights, signs, cano-
pies.

Throughout time the amount of different detail fea-
tures as well as their functionality has differed. New 
inventions have offered new additions to hardscapes, 
starting from fountains to motion censored lighting. 
Even though historians argue that the aesthetic ambi-
tion was not always present in the design of hard-
scapes (Morris, 1979; Zucker, 1959), it is clear that 
the level of detail was much larger in past times than 
it is now. Today's design details have a clear functional 
purpose – light poles, signs, benches – and details 
just for the sake of beauty are rare. For the purpose 
of quality, the visual aspect should always have impor-
tance too, as design details at their best create pleas-
ant environments and attachment (Hassen and Kauf-
man, 2016).

Besides the actual two-dimensional size, the hard-
scape's proportions in relation to the surrounding 
structure are of great importance in the atmosphere 
of a space (Dover and Massengale, 2014). A variety 
of different width-length-height-ratios of streets and 
squares have been discussed, and many theoreticians 
from Vitruvius  to Le Corbusier have had their own 
truth on what are the perfect proportions of an urban 
open space. A brief history of hardscapes is intro-
duced in the following section of this chapter.

Even more importance should be given to the propor-
tions of the space in relation to the user, a human. Pro-
portioning a space in the city to the measurements of 
a human, sight distances, viewing angles and speed is 
known as designing in human scale. (Gehl, 1987)

SHAPE

Shape and geometry of hardscapes are often 
regarded as a feature apparent only in planned cities. 
In reality, the degree of urban regularity has varied 
throughout history but streets and squares always 
have appeared. As regular plans are considered a 
sign of a deliberate plan, irregular plans are often pro-
claimed unplanned, spontaneous and organic. Today 
organic growth is best seen in the slums and favelas 
of the world where plans regard mostly one’s own sur-
roundings and planning is small-scaled. 

The importance of shape in experiencing a hardscape 
is debatable. When looking at a site from eye level, 
the geometry of a space disappears easily as dimen-
sions are too large for the human sight. The human eye 
cannot detect if a space is a regular rectangular or a 
slightly shifted trapezoid when observing a street or a 
square on site. (Sitte, 1945)

Old cities with irregular lines are often admired. Still, 
new imitations of the medieval city plans with narrow 
alleys and hidden squares are rare. The intimate dimen-
sions are hard to achieve with today’s regulations that 
mandate the minimum widths of streets and squares, 

ple and often develop as links between the important 
functions of a settlement (Marshall, 2005). Streets 
have hierarchy created with form, especially width, and 
an arterial main street differs a lot from a neighbour-
hood residential street. Main streets have the most 
potential to be liveable and host functions, because 
streets do not just connect important functions, 
the movement they provide also creates new ones 
(Mehta, 2007).

If a street and a square are closely connected, the 
square is the perfect place to situate the functions 
and be the most intensely used space (Marshall, 
2005). As with streets, squares have hierarchy too 
and as neighbourhoods grow, there often are both 
main and secondary squares. If a neighbourhood has 
many squares, it is hard for all of them to be filled with 
people even if the city structure is dense. A squares’ 
role and intention can there be to create air, rhythm 
and change in the everyday city experience. 

SIZE

Size and proportions are basic characteristics of urban 
hardscapes. Squares vary from massive Chinese mon-
umental squares to the tiniest medieval town squares, 
and urban streets from 90 metre wide avenues to 
pedestrian-only alleys from times before the motor 
vehicle.

It has to be remembered that the possibility to delib-
erately decide a square’s or a street’s size is a luxury 
mostly present in the planning of new towns or town 
extensions (Kostof, 1992). Good dimensions have 
been a popular topic throughout time and rules regard-
ing size have been laid out always. However, sponta-
neous development has strongly dominated some 
time periods and hence created variety to the world’s 
existing hardscapes' sizes and shapes. Squares and 
streets have been proportioned to the amount of 
inhabitants of the neighbourhood, or in relation to the 
town plan as a whole. Minimum and maximum meas-
urements have always been a popular discussion.
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2.2 A BRIEF HISTORY OF 
EUROPEAN HARDSCAPES

Streets and squares as their own units have different 
histories. Streets have appeared as long as settle-
ments have existed, but as an urban space for social 
interaction the history of hardscapes started when 
first squares appeared. Zucker (1959) states that 
the turning point for such spaces was the unfolding 
democracy: the new political atmosphere allowed and 
encouraged early cities to develop gathering spaces.

As this brief history reveals, politics have had a big 
role in the changes hardscapes have faced. The pre-
dominant atmosphere and environment of each time 
has always had great effects on how life was lived. 
In terms of hardscapes, the emphasis has winded 
from streets to squares and squares to streets all 
throughout history. At times the two have been totally 
separated units, and at times a close and inseparable 
entity.

The time periods presented in this section are long, 
and as is natural when looking at historical events, the 
closer the present is, the more detailed the informa-
tion. This brief history explains the most significant 
events of each time period in Europe concerning 
streets and squares. At the end, the time periods’ 
features are gathered in a timeline where besides the 
hardscapes’ users, functions, situation in city struc-
ture, size, shape and design elements, some termi-
nology is presented as well as the main territory in 
Europe where major events took place.

ANCIENT GREECE

ANCIENT ROME

THE MIDDLE AGES

RENAISSANCE AND BAROQUE

17TH AND 18TH CENTURIES

19TH CENTURY

20TH CENTURY
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of porticoes and stoas, making the surrounding build-
ings more unified. The late classical and Hellenistic 
agora was closed on at least three sides and streets 
were located tangential to the square as seen in the 
picture of evolved Miletus below. The basic scheme of 
the streets and squares remained relatively constant 
until the end of the era. (Zucker, 1959)

In larger Greek cities secondary agoras developed 
in addition to the main one. The main agora was still 
where the public buildings and public functions con-
centrated, but specific commercial activities like the 
pottery market and the fish market took place in other 
newly created agoras. (Zucker, 1959)

According to Zucker (1959) the space the Greeks 
created in their cities was rather a by-product instead 
of an absolute form. The design was concentrated on 
the relation of the building masses and not the void it 
created. This changed in the antiquity of Rome.

(Zucker, 1959). Due to the central location and growth 
of population, gradually the place for political gather-
ings began to accumulate other activities: buying and 
selling, the practice of law and governmental func-
tions. Eventually it overtook the acropolis’ role and 
became the most essential part of the polis. (Webb, 
1990)

The creation of history's first gridiron plan in Mile-
tus  was a turning point in the spatial evolution of the 
Greek city. The gridiron of straight parallel streets 
crossing other straight parallel streets at an angle of 
90 degrees was a step towards regularity and streets 
gained new importance. Hierarchy to the structure 
was created with highlighting the main street with a 
wider appearance. (Zucker, 1959) 

By the 3rd century BC, regularity and enclosure had 
become the norm of Greek streets and squares. The 
square evolved spatially especially due to the addition 

ANCIENT GREECE

The history of hardscapes starts in ancient Greece, 
where the gathering space first got a clearly rec-
ognisable configuration and first European squares 
appeared. The Greek town, polis, consisted of an 
acropolis, a city wall, an agora, residential districts, a 
religious precinct and possibly a port or an industrial 
district (Morris, 1979). The elements were separate 
and sparse and a clear street network was not delib-
erately planned. The first element to appear was the 
acropolis, a hill-top nucleus of an early Greek city. It 
was a sacred space which at the beginning played 
also a civic role. As its religious and monumental role 
strengthened, political functions needed another 
location and the agora got its first function. (Webb, 
1990) 

The agora is the term used for an early Greek square. 
It was usually located in the centre of the polis if 
topographical conditions allowed it, and in harbour 
cities the agora was as close to the port as possible 

The town of Miletus was the 
first polis to be planned based 
on the gridiron. The streets were 
located tangential to the square. 

17



called viae porticatae. The street was an important 
element connected to the forum, and the views and 
perspective the axis created were taken into consid-
eration for the first time in history. There was a clear 
ambition to create clearly defined space. (Zucker, 
1959) 

The Roman town’s main layout stayed the same, an 
extension of the castrum, throughout Roman history 
from Republican times to the Imperial period. During 
the Roman Empire hundreds of new towns were built 
by the Romans. There are still many European towns 
that have preserved the remains of these schemes, 
which show the very logical way the Romans designed 
their cities. Symmetry and axiality were important in 
ancient Rome’s urban design and it is seen in each 
urban element’s characteristic features. (Zucker, 1959)

consisted usually of a colonnaded courtyard with pub-
lic functions near it: the main temple, the theatre, pub-
lic baths and a meeting hall. (Morris, 1979)

The forum’s ground plan was in principle a rectangu-
lar, altered by local conditions and topography. The 
decumanus maximus cut straight into the centre of 
the forum, while in the Greek agoras the streets ran 
tangentially to the agora. 

During the Roman Empire’s reign porticoes became an 
essential element of the forum. Porticoes surrounded 
the square with the intention of tying the perimeter’s 
buildings together and creating unity. Some early, 
irregular forums were added porticoes. Sometimes 
the porticoes spread to the main street creating a 
continuation for the space. Porticoed streets were 

ANCIENT ROME

Even though the Greek post-Hippodamic and Roman 
towns were both built on the gridiron scheme, their 
hardscapes differed much from each other. The 
Roman town had its origins in the Roman military 
camp, castrum. Castra were the most common type 
of new settlements in ancient Rome, from which many 
existed just temporarily for military activities. Some 
still evolved into permanent towns and were an impor-
tant part of Roman urbanism. (Morris, 1979)

A castrum, presented in the picture below, was 
built around two main streets, cardo maximus and 
decumanus maximus, which intersected in the middle 
of the town. Secondary streets completed the grid 
layout, and formed the building blocks, known as insu-
lae. The main open area, the forum, a Roman square, 
was located in the intersection of the main streets. It 

The general plan of Timgad is a 
good example of a town based 
on the castrum layout. 
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though no two medieval towns’ layouts are alike, the 
same elements were found in most of them. The key 
components of a medieval town are the wall, winding 
streets, a marketplace, a church and a great number 
of public buildings. (Morris, 1979)

The commercial activities played a great role in medie-
val towns and the market place was probably the most 
important urban element. Sometimes an actual square 
was planned for the market but usually, especially in 
organic growth towns, the market occupied a widening 
of the main street, as presented in the schematic pic-
ture below. The market spread along other streets too 
and most medieval towns contained more than one 
market place. The entire medieval city was basically 
a market trading with itself more than with outsiders. 
Trade and production went on in all parts of the city. 
Economy and commerce were the leading motives in 
town planning and gave form and function to medieval 
cities (Morris, 1979; Zucker, 1959).

The role of the church in the Middle Ages must not be  
underestimated either. The church maintained con-

THE MIDDLE AGES

The Middle Ages began with the fall of the Western 
Roman Empire in the 5th century AD. The collapse 
caused a dramatic change in cities and urban life was 
practically disappeared in Europe. It was not until the 
10th and 11th centuries that political stability and 
re-emerging trade gave renewed life to many Roman 
foundations, village settlements grew and fortified 
military bases were converted to commercially ori-
ented towns. These organic growth towns were just 
a part of the medieval town development and totally 
new towns were also founded. The pronounced peak 
came during the 13th century. (Morris, 1979)

In terms of form, there is a great difference between 
the organic growth towns and new planned towns. The 
first group was shaped due to necessity and devel-
oped in an irregular manner from existing settlements 
whereas the new towns relied on the gridiron struc-
ture. Bastides in France and England are one type of 
medieval new towns. (Morris, 1979)

Regardless of the town’s origin and form the social, 
economic and political sphere was similar. Even 

tinuity of urban life in many parts of Western Europe 
when urbanism was at its weakest and provided 
nuclei for many towns built in the Middle Ages (Morris, 
1979). In terms of urban form, the church presented 
the scenery a second type of square, the parvis, a 
forecourt of an important building, like the one pre-
sented in the adjacent photograph. Even though the 
parvis never intended to compete with the market 
place it had an important role in the city structure. 
Zucker (1959) describes the coexistence of two 
separate squares one of the most typical features of 
medieval cities.

The characteristic irregularity was present not just 
in the layout but the three-dimensional space too. It 
meant diversity of building heights, widths and materi-
als, all of which are the things that make medieval cit-
ies generally considered interesting to the eye, pictur-
esque and beautiful (Zucker, 1959). Towards the end 
of the Middle Ages regularisation and straightening 
streets and structure got popular and the first steps 
towards Renaissance were taken.

The main square of Bremen was both a 
parvis and a market square. It served as 
the forecourt to the town hall, as well as 
for commercial activities.

A typical medieval square layout originated 
from a widening of a street.

19



RENAISSANCE AND BAROQUE

The main change in the town development of medi-
eval and Renaissance times was the birth of deliber-
ate city planning. During the Renaissance architects 
began to systematically study urban space taking into 
consideration both aesthetic and functional aspects. 
A great appreciation for all things beautiful and harmo-
nious was clearly present and it was reached through 
geometry and regularity of form. (Zucker, 1959)

Renaissance was a time of theories, mathematics and 
studying nature and man. In light of the general atmos-
phere it is no surprise that a great amount of rules for 
scale, proportion and form were generated. (Webb, 
1990) The will for rationalising everything influenced 
town planning in the Renaissance period. Theoreti-
cians took interest in planning new towns and a great 
amount of town layouts were created. Most of them 
were centralised systems and of very similar shape 
and structure. Four examples are presented below. 
(Zucker, 1959)

Very few of the theoreticians’ plans were ever exe-
cuted. These “ideal cities" were much more theories 
and studies of form than actual plans. What is notable 
in terms of hardscapes, is that none of the plans of 
ideal cities contain any arrangement of houses, only 

streets, squares and the city wall are shown. This indi-
cation of planning being very schematic, but also of 
the importance of urban open space in a Renaissance 
town. (Morris, 1979)

The first theoretician of city planning in the Renais-
sance was Leone Battista Alberti. His concept of a 
centralised square with radiating streets remained 
the crystallisation of theoretical thought. Another 
important early Renaissance theoretician was Antonio 
Filarete. His ideal town, Sforzinda, is laid out as a reg-
ular octagon with eight streets radiating from a cen-
tral square. These general schemes have had a great 
importance in the design of many future plans. The 
ideas can be seen as far as in Washington DC and in 
Le Corbusier’s City Radiant. (Zucker, 1959) 

Even though most Renaissance town plans were 
totally new imaginary towns, they generated actions 
in existing settlements. The most important transfor-
mation was the new organisation of the city of Rome. 
Between 1585 and 1590, pope Sixtus V carried out 
an extensive programme of urban works. The city’s 
layout went through big changes combining the var-
ious works of his predecessors into one main street 
system by connecting the main churches of Rome. 

The transformed network is presented on the adja-
cent page. (Morris, 1979) The changes erupted from 
religious purposes, but Bacon (1974) argues, that it 
actually had a greater aim of organising the city.

The layout of the actual streets and squares of the 
Renaissance was influenced by the same geometri-
cal studies and admiration for regularity as the town 
plans (Zucker, 1959). Even when whole town plans 
actually executed were few, an abundant amount of 
piazzas, Renaissance squares, were built in Italy dur-
ing the time period (Webb, 1990). The characteristics 
of Renaissance hardscapes had their roots in ancient 
Rome. Especially Vitruvius’ De Architectura’s discov-
ery around 1412‒1414 added to the momentum of 
the Renaissance in architecture and urbanism. Its 
influence was again increased when the first Italian 
edition came out in printed form in 1521. Vitruvius’ 
theories had great influence in the works of artists 
and thinkers of the 15th and 16th century, such as 
Leonardo da Vinci and Michelangelo. Amongst other 
things, Vitruvius instructed in his writings ideal pro-
portions for a square: “twice as long as it is broad" and  
"surrounding buildings should be between third and 
sixth as high as the squares width”. (Zucker, 1959)
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In the Renaissance and baroque period city planning 
periods started to spread more to other countries. A 
key factor in its spread was the development of print-
ing in the 1450s, which allowed Italian centralised the-
oretical town plans to influence all of Europe spread-
ing in numerous manuscript copies. (Morris, 1979) 
In France the inspiration is seen the most. There the 
principle of regular organisation emphasising one or 
more axes appeared in garden architecture prior to 
town planning. The focus of hardscapes in the follow-
ing centuries concentrated on France. (Zucker, 1959)

it to other parts of the city. The straight streets indicate 
also the will to control movement. (Morris, 1979)

Gian Lorenzo Bernini mastered the art of directing move-
ment in his square designs. In the Piazza Navona, seen in 
the photograph below, through the arrangement of three 
fountains Bernini changed the direction of movement 
of passers-by so that instead of merely passing along 
an avenue they had their attention directed toward the 
facade of the church. It is considered one of many model 
examples of the baroque thinking. (Morris, 1979)

The transition from Renaissance to baroque in terms of 
space and volume is fluid. In aesthetic fields Michelan-
gelo and his death is considered the turning point, and 
the Piazza del Campidoglio, seen on the drawing below, 
represents well the transition from one concept to the 
other. In contrast to the static geometrical plans of 
the Renaissance, Michelangelo’s aim was to suggest 
movement into depth and to create the impression of 
gradually increasing volumes which frame the space in 
between. Piazza del Popolo followed the same concepts 
and its design emphasises directed movement. It was 
also tightly interrelated to three streets radiating from 

Plans for ideal cities. The only one 
executed from the four is the plan of 
Palma Nuova, third picture from the right. 

The city of Rome's main street system 
was developed by pope Sixtus V. 
Unrealised proposals are shown dotted. 

Piazza del Campidoglio is considered to 
represent the transition of Reinaissance 
to baroque. The plans were original 
plans are Michelangelo's work, but the 
square's final shape was given decades 
after the artist's death.

The Piazza Navona in Rome is a model 
example of the baroque's will of directing 
movement.
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the century, realises this idea in the most monumen-
tal way, though it cannot be interpreted as a square 
anymore. The street, conceived of as a continuous 
perspective, became more important than the square. 
Nowadays most of the star squares erupted all over 
Europe in the 18th and 19th century, have turned into 
traffic circles. (Morris, 1979)

In England, greenery in squares was important too but 
in a totally different way than in France. In England, 
nature in its natural form was preferred, and develop-
ment in English garden and park design was mirrored 
to townscape too – all squares were planted with 
greenery. Living around one of these squares quickly 
gained popularity, which resulted in a rapid increase 
in the number of built squares. The English squares 
cannot really be called hardscapes, as they were more 
just flat and open green areas inside city structure. 
As Morris (1979) describes: “The importance of Lon-
don squares definitely lies not in their architectural or 
town planning aspects but in their potentialities as 
recreational centers for their neighbourhoods.” (Mor-
ris, 1979)

17TH AND 18TH CENTURY

In France, instead of the three-dimensional spatial 
effect of the square, the axis with its vistas got all 
the attention of urban designers. French squares of 
the 17th and 18th century were highly linked to the 
development of gardening and landscaping in the 
country. Town planning and landscaping had been 
closely related already in the 16th century, but now 
their connection became even more outspoken. In his 
grandiose garden designs, landscape architect André 
Le Nôtre dealt with the relationship between void and 
volume − which became applicable to both landscape 
and town planning. In town planning the three-dimen-
sional expanse was limited by buildings, in landscaping 
by vegetation. Le Nôtre together with the architect 
Le Vau designed the highly influential castle, park and 
town of Versailles. The town plan's structure reflects 
in architectural terms that of the park. The axis of the 
garden is continued through the interior of the castle 
and from there it stretches through the town. The plan 
of Versailles is presented in the picture below. (Morris, 
1979)

Another distinguished element of the 17th and 18th 
centuries’ are the places royales of France. These new 
French squares differed from all the history’s previous 

squares especially in definition. The places royales 
were completely closed and lacked the long vistas 
previously admired. They had a regular layout defined 
by complete continuity in the facades and usually the 
centre of the square was accentuated with a monu-
ment representing the ruling sovereign. The Place des 
Vosges is the archetype of a place royale. Contrary to 
anything that had appeared in hardscapes in Renais-
sance Italy or ever before, the surface of Place des 
Vosges was soon after its construction transformed 
from sand to a fenced lawn − another reminder of the 
role of landscaping in France. (Morris, 1979)

In the 18th century, the concept of French squares 
changed − Louis XV wanted the squares to become a 
part of the city structure, not closed elements with-
out interaction to the surroundings. Unlimited space 
and openness was created with long axes stretching 
from the star centre outwards. If there was any land-
scaping – planting of trees, bushes, and lawn – which 
now began penetrating the townscape, the green 
was still controlled. The primary idea was to create 
and organise the best possible intra-urban integration 
between the square and its surrounding quarters. The 
Place de l’Étoile in Paris, planned at the very end of 

The detail plan of the palace, park 
and town of Versailles.
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19TH CENTURY

In the 19th century the focus shifted from squares to
streets. This was of course a direct consequence of 
transport methods evolving, which led also to dimen-
sions enlarging. The changes could be seen especially 
with the drastic changes that the city structures of 
Paris and Barcelona went through at the latter half
of the century.

The history of Paris as a modern world city began with 
Napoleon III and Haussmann. Paris’ population grew 
rapidly in the 19th century from the early 500,000 to 
a million in 50 years. That is when Haussmann took up 
office as Prefect of the Seine and the renovation of 
Paris began. (Morris, 1979) 

Napoleon III commissioned Haussmann to give the 
plan of Paris some air and open space, unify differ-
ent parts of the city into a whole and improve the 
city’s aesthetic appearance. The medieval street 
plan of Paris was totally transformed by demolishing 
old quarters and creating wide boulevards that cut 
through the city and extend to its limits. The trans-
formation was made in several phases and a total of 
37,000 metres of new boulevards were constructed. 
The two upper pictures on the side represent the 
changes made in Paris. At first the street system was 
not popular among the public as it destroyed houses 
and people needed to adjust their life habits drasti-
cally. But even though the “haussmannisation” often 
refers only to the implementation of the street net-
work,  the plan did consists new squares and parks 
too. If streets were built for the purposes of connec-
tivity, the squares were for relaxation and recreation. 
The construction of the public open spaces worked as 
mitigation and years after, the Haussmann plans were 
considered a welcomed change.

An extensive transformation happened also in the 
19th century Barcelona. At the beginning of the cen-
tury, the city was cramped inside a wall and struggled 
with issues of hygiene and went through several mor-
tal epidemics. The city had great pressure to expand 
and finally the wall was torn down in the 1850s. In 

1855 Ildefons Cerdà started to work on the plan for a 
new district called l'Eixample, the extension. (Ajunta-
ment de Barcelona; Soria i Puig, 1999)

Cerdà's plan was basically a gridiron plan that covered 
all of the newly adapted areas of Barcelona. The plan 
was based on a network of perpendicular streets, all 
uniform except for two overlapping diagonal arterial 
roads and one main axis in the grid's orientation. Traf-
fic was a major driver of the plan, and the streets were 
of generous width to enable fluent traffic by horse 
drawn carts and trams. In the intersections of the 
streets, the building blocks' corners were "cut" which 
created air, openness and visibility to the plan; see 
picture below. (Ajuntament de Barcelona; Soria i Puig, 
1999)

Besides the fluency of movement, Cerdà was preoc-
cupied with people and hygiene. The area's uniform 
look was one of Cerdà's tools to create an equal 
neighbourhood where everyone had the same oppor-
tunities and services. Parks, markets, churches and 
community centres were evenly distributed all around 
the area. Cerdà's plan was actually criticised for hav-
ing too much open area and was constantly densified 
at each stage. Still the new paradigms for the hard-
scapes were already visible and a basis in socio-cul-
tural aspects was set. (Ajuntament de Barcelona; 
Soria i Puig, 1999)

The transformations of Paris and Barcelona were radi-
cal and opposed at the time of their implementations. 
The time's planning concentrated in circulation and 
transportation which at the time had already taken 
leaps from previous centuries. Even though traffic 
was the main driver and pedestrian comfort practically 
neglected, the wide boulevards of Paris and Barcelona 
then created are nowadays considered one of the 
best streets for the pedestrian in the world.

Haussmann's transformation covered all 
of Paris.

The blocks of Barcelona's L'Eixample
are identifiable for their cut corners.
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and his scheme increasingly focused on how transpor-
tation is integrated into the city. His Radiant City plan 
included a more effective road system than the Con-
temporary City as well as an integrated underground 
railway. Traffic solutions had more importance in city 
planning than ever before – or probably after either. 
(Kostof, 1992)

Neither the Contemporary City nor the Radiant City 
were ever executed as such, but were of big influence 
all over the world. 

The strong focus on the movement of motorised vehi-
cles finally sparked opposition in the 1960s and the 
approach of city planning took again a dramatic turn. It 
was authors such as Colin Buchanan and Jane Jacobs 
that broke the autonomy of transport engineering and 
indicated the need to include street planning in the 
bigger picture to achieve equilibrium of urban areas. 
The "New Urbanists" of the 1970s lifted the pedes-
trian to a pedestal and started planning environments 
for people instead of machines. (Porta, 1999) The 
square has been reborn since then and the street won 
back its role as a social space. Compromises need to 
be made to adjust movement and people in the same 
environment, and that is what urban designers deal 
with still today.

the 1920s, the street was a major but a totally iso-
lated element separated clearly from the buildings. 
The city plan also known as “Towers in a Park”, relied 
in a single motorway cutting through the centre of 
the city, passing by rows of high-rises. Le Corbusier 
adored the automobile, a new invention at the time, 
and said: “a city made for speed is made for suc-
cess”. In his mind, traffic needed to be separated from 
pedestrians and he rejected the idea of sidewalks. 
(Kostof, 1992) 

In light of the pedestrian, Le Corbusier’s aim was actu-
ally noble: he wanted to give 100 % of the ground 
surface over to pedestrians. In his plan, cars rolled 5 
metres above the ground. The ground was envisioned 
as a park, but space for urban squares nor gathering 
pedestrian streets were not illustrated. Le Corbusier’s 
plan could be interpreted as a final step to eliminate 
the street as a social environment. The social street, 
especially in poorer neighbourhoods, had in some 
instances been seen as the cause for hygienic and 
overcrowding problems, as it encouraged human inter-
action. (Kostof, 1992) 

Le Corbusier continued his focus on efficiency and in 
the 1930s the city plan of Radiant City was published. 
His interest in transportation had grown constantly 

20TH CENTURY 

By the end of the 19th century the role of the hard-
scapes had changed entirely from their previous 
symbolic and spectacular function. The street had 
become just a space for circulation, the square merely 
a junction and transport efficiency the evaluator of 
success. The seeds for the Modern Movement were 
planted. (Porta, 1999)

The Modern Movement revolved around the invention 
of the automobile. On one hand the ideology it sup-
ported sparsed the city structure as in the Garden 
City of Ebenezer Howard, seen in the top pictures 
of the adjacent page, and on the other created new 
typologies of dense high-rises such as Le Corbusier’s 
plans and strong zoning principles, see bottom pic-
tures.

Le Corbusier can be seen to have a great deal of 
responsibility in the “assassination of the street” as 
Porta (1999) describes it. The street as a complex 
public space hosting multiple activities and creating 
human interaction lost its meaning after Le Corbusier 
planned his famous master plans of Ville Contempo-
raine (the Contemporary City) and Ville Radieuse (the 
Radiant City). 

In Le Corbusier’s Contemporary City plan, published in 
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Top row: Ebenezer Howard's idea of a Garden City was 
presented in the beginning of the 1900s. These three 
diagrams were part of his concept.

Bottom row: Le Corbusier envisioned large cities with tower 
buildings and traffic separated totally from the pedestrians.
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2.3 VISIONS OF THE FUTURE

admired, yet the human scale produced in history has 
disappeared with the dimensions of first horse-carriages 
and then motor-vehicles. Even if cars would disappear, 
not all of history should be copied. Today's knowledge 
of hygiene and fire safety will definitely keep us to the 
larger dimensions.

What can also be learned from the history, is that the 
planning of towns, streets and squares is always linked 
with a variety of things and is not only a product of an 
architect. The political ambition, social context and eco-
nomical power of the environment influence what is 
designed, where and when. 

Geographical location of course affects too. Geography 
gives a site its climate, topography, hydrology, soil and 
structure, but it is the culture that defines what spaces 
are used and how. Culture is often regarded to be linked 
with geography, but in fact it can be argued that it is 
actively getting further and further from it. Globalisation 
has mixed cultures and brought many of them closer to 
each other ‒ considered both a possibility and a threat. 
Residents of northern countries shift towards the ste-
reotypical sociable and sunny southern Europeans, and 
vice versa.

As cultures become more unified so do the social and 
even political environment. Economy situations change 
constantly but bigger movements are hard to see 
upfront. Overall it is hard to define how today or the fol-
lowing century will sit in the timeline as we look back at it 
in a hundred or a thousand years. This applies to streets 
and squares as well. 

Perhaps this is the time of strict and regular forms, an 
inevitable sequence of the technological revolution and 
computer aided design. It will probably be a rich time for 
hardscapes, as lots of streets and squares are being 
created all over the urbanising world. What the first 16 
years of the 21st century indicate to be this century's 
direction is presented as the last part of the adjacent 
timeline. The early 21st century definitely follows what 
was started in the last century: taking into consideration 
the user’s needs, involving people, non-polluting trans-
port modes taking over the popularity of the car and the 
reinvention of the human scale. 

Many of the future trends are already visible and the 
seeds to change are planted. Information technology 
has already revolutionised the world and will keep influ-
encing cities and hardscapes. In the recent decades 
technology has opened a new type of discussion on 
what the city could be and it enables a new way of think-
ing. Even the craziest ideas have potential to become 
reality through modern technology.

An influential phenomenon is also the ecological threat 
of global warming and climate change. The design of cit-
ies and urban spaces has gotten new dimensions with 
the sustainable thinking required in all fields. Its impor-
tance will grow with the inevitable changes becoming 
even clearer reality. 

With the world around us changing, also the people and 
their life patterns are in transition. The social transfor-
mation is changing lifestyle choices, life expectancy has 
gone up and globalisation has brought the world closer 
and cultures mix. 

The mentioned things all have affected the various 
visions and scenarios of the future city. Transportation is 
probably the most discussed element of the future city, 
and changes in it inevitably have influence on the design 
of streets and squares too. Technology and awareness 
of sustainable choices enable that cars will most likely 
be eco-friendly, silent and possibly even driverless in 
the nearby future. These relatively realistic predictions 
would already change city space and provide more space 
for pedestrians, but when designing for the future a 
possibility of extreme changes needs to be taken into 
account. Change can be very sudden when the right 
invention gets discovered. How to design without know-
ing what are the future needs?

Responding to those imaginative sudden needs is 
indeed impossible. What a designer can do is prepare: 
design flexibly.  Spaces that adapt have future.

Taking a look back at history, it is important to highlight 
that not all decisions were successful and those mis-
takes should be avoided in the future. In today's environ-
ment, the small scaled spaces of the Middle Ages are 

21ST CENTURY

GATHERINGS,
EVENTS,

CIRCULATION

FLEXIBLE 
ELEMENTS, 

TECHNOLOGICAL 
INNOVATIONS

P E D E S T R I A N
S T R E E T

S O C I A L
S Q U A R E

29



30



3 DESIGN CRITERIA
After getting a sense of how hardscapes have evolved and what elements 

need to be considered to best prepare for the future, today's design 

guidelines are explored. The goal of this chapter is to find guidelines for 

the design of a future urban hardscape in Helsinki or any another similar 

socio-economic and cultural environment. Firstly, three different crite-

ria lists concerning urban spaces have been researched and compared. 

Using them, four different sites around Europe with some similarities with 

the future case site of this thesis, are analysed. The remarks and findings 

are discussed, and as a conclusion a new criteria list for future urban hard-

scapes is developed. The result will be used as design guidelines for the 

design of the case site in Chapter 5.
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3.1 INTRODUCING EXISTING DESIGN CRITERIA LISTS

Three existing design criteria lists were chosen for 
the purposes of this thesis to be compared, tested 
and used as a basis for the creation of a new criteria 
list focusing on liveable future hardscapes situated in 
a similar environment as the case example in Helsinki. 

The three criteria lists explored are relatively recent, 
the oldest one being from the 1990s and the newest 
one from 2014. All of the three existing lists would be 
applicable to the design of a linear hardscape such 
as the Runway 18/36, but the intention is to find out 
should future needs alter the guidelines, how well the 
criteria promote liveability and what changes the lists 
would need to suit best the environment a city like 
Helsinki provides.

The covers of the three 
books where the criteria lists 
are introduced.

The first criteria list, from Allan B. Jacobs’ book Great 
Streets, deals with qualities of a good urban street. 
Based on his findings on some of the world's best 
known streets, the American planner lists require-
ments for a successful street, as well as additional 
positive features that can make a good street great. 
Though the concern is in streets, his approach is on 
their pedestrian use and does not value traffic over 
human. (Jacobs, 1993)

The second criteria list is from the year 2010. The 
Danish urbanist Jan Gehl, a known spokesman for 
human scale and pedestrian environments, has cre-
ated a 12-point quality criteria list concerning the 
pedestrian landscape. The criteria are introduced in 

his book Cities for People. Gehl does not specify his 
criteria list to be intended for a square nor a street, 
but the criteria list is applicable to all pedestrian urban 
spaces. (Gehl, 2010; TEDxTalks, 2015)

The newest of the explored criteria lists is from the 
book Street Design – The Secret to Great Cities and 
Towns written by American urban designers Victor 
Dover and John Massengale. In the book the authors 
analyse their favourite streets to find out what are 
the elements that make them special. They do not 
put out a straightforward list of requirements for a 
good street environment, so the points have been 
collected from the book by the author of this thesis. 
(Dover and Massengale, 2014)
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ALLAN B. JACOBS (I993) 
GREAT STREETS

Allan B. Jacobs identifies in his book Great Streets 
requirements and contributing elements for the 
design of a “great” street. Jacobs is widely known 
for his publications and research in the field of urban 
design. Besides writing on it, Jacobs has taught the 
subject at the University of California at Berkeley as 
well as worked as a planner and planning consultant 
(Project for Public Spaces).

In Great Streets, Jacobs introduces a series of street-
scapes he has found to be great in his visits to the 
best known streets in the world such as Passeig de 
Gràcia in Barcelona and the Champs-Élysées in Paris. 
He thinks of the street’s success from the pedes-
trian user’s perspective and lists not only attributes 
related to the site’s design details but also the sur-
rounding structure. The criteria list acts as a conclu-
sion of the dozens of street analyses and is explained 
in great detail. Basically it introduces critical qualities 
that existing successful streets have in common, 
but that could also be applicable to future streets. 
He stresses though that his list is not intended to 
be used as a recipe for a successful street and that 
much depends of the “magic of design”.

Requirements for great streets:

Places for people to walk with some leisure
Physical comfort
Definition
Qualities that engage the eyes
Transparency 
Complementarity 
Maintenance
Quality of construction and design

Qualities that contribute:

Trees
Beginnings and endings 
Many buildings rather than few; diversity
Special design features: details
Places
Accessibility 
Density helps
Diversity
Length 
Slope
Parking 
Contrast
Time
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JAN GEHL (20I0) 
CITIES FOR PEOPLE

Gehl's 12 quality criteria list concerning the pedes-
trian landscape was first introduced in 2006 in Gehl, 
Gemzøe, Kirknæs and Sondergaard’s book New City 
Life. Gehl Architects further developed it later and a 
refined version was published in 2010 in Gehl’s book 
Cities for People. 

The criteria list’s approach is in experiencing the city 
at eye level, from the pedestrian’s perspective. Gehl 
is known to be an enthusiastic advocate for human 
scaled urban design and “making cities for people” 
as his office’s tagline says (Gehl ‒ Making Cities for 
People). In his opinion, it is firstly crucial to ensure pro-
tection against physical injuries, insecurity, negative 
climate factors or any unpleasant feelings caused 
by the environment. After the first demands are met, 
matters of comfort can be added. Gehl’s comfort cri-
teria intends to make a a space inviting for people to 
engage in common public space activities such as 
walking, standing, sitting, seeing, talking, hearing and 
self-expression. Time of day and year are also con-
sidered. In Gehl’s criteria the delight of a pedestrian 
space comes from the scale, opportunities to enjoy 
the positive aspects of climate and good design and 
detailing. The last criterion should, in Gehl’s words, be 
“seen as an umbrella concept that should include all of 
the other areas”.
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VICTOR DOVER AND JOHN 
MASSENGALE (20I4) 
STREET DESIGN - THE 
SECRET TO GREAT 
CITIES AND TOWNS

Dover and Massengale’s book is the most recent of 
the design criteria lists explored. The two authors are 
architects and urban designers that work promoting 
liveable cities through the creation of new sustaina-
ble streets (Dover, Kohl & Partners; Massengale & Co 
LLC).

In their book Street Manual – The Secret to Great 
Cities and Towns, the authors analyse their favourite 
streets to find out what are the elements that make 
them special. The method resembles the one from 
Allan B. Jacobs though they do not put out a straight-
forward list of required criteria as a conclusion. Their 
approach is also the pedestrian, but explain the many 
sides to it. They for example note that the term “walk-
ability” that they use does not only refer to friendli-
ness toward pedestrians, but is used more as an indi-
cator of community’s liveability and completeness. 
According to the authors the walkable streets tend 
to be the environments where cyclists are most com-
fortable, social bonds are encouraged, businesses 
and institutions prosper, investments in infrastructure 
and property are rewarded with revenue and the ones 
that make public transit most practical. Through these 
terms they tackle questions of density and functions, 
but treat them more as a by-product of formular con-
figuration than important factors by themselves 
and hence the collected criteria focuses on design 
details. The main issues Dover and Massengale found 
were related to the automobile, and the book takes a 
critical stand on it.

Sense of enclosure
Avoiding long undetermined vistas 
Harmonious proportions
Walkability
Sense of safety
Pedestrian comfort 
Trees forming a canopy
Play of light and shadow
Visual interest
High quality building architecture
Vertical rhythm
Short blocks
Good connections
Easy orientation
Gentle slope
Design details
Memorability
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vard, many of the surrounding buildings host offices 
instead of apartments and even a commercial centre 
is located along the hardscape.

RUUSUKVARTSINKATU located in Vantaa, one of the 
four municipalities of the Helsinki capital region, has 
been chosen for its location in the outskirts of Hel-
sinki as well as being one of the main axes of a newly 
developed neighbourhood. The site offers a recent 
example of a street built with current width regula-
tions and as part of a new area it should be prepared 
to the future of urban and hardscape design.

The socio-urban context as well as age and time are 
taken into consideration while assessing the sites.  
They have a great impact on the liveability of sites 
as a hardscape is never an independent object but 
instead a part of a bigger picture.

The chosen hardscapes were chosen for their sim-
ilarities with the Malmi Runway 18/36. The Malmi 
Runway is a 1.8-kilometre long totally straight and 
flat hardscape, which acts as the main street of a 
new neighbourhood and opens up into three squares 
at different points of the way. It is treated as a pub-
lic transportation street with plans for a light rail line. 
None of the four evaluated sites is a perfect match 
as all hardscapes have their own basic settings and 
so many things affect their use and ambient, but all 
have something in common with the case site that 
has made them interesting to evaluate. What has 
been deliberate is to exclude all streets in city cen-
tres, since the situation of Malmi Airport is dense but 
peripheral. 

The AVENIDA DE PORTUGAL in Madrid has the same 
length and shape as the Runway 18/36: an almost 
2-kilometre-long totally straight hardscape. Choosing 
the site enabled the possibility to observe how issues 
of monotony and rhythm in such a long and linear 
space could be dealt with. Also the effects of a very 
distinguished design as well as a rather peripheral set-
ting could be evaluated on the site.

Copenhagen’s SØNDER BOULEVARD is as well of sim-
ilar length with the Runway 18/36’s site, but instead 
of a straight corridor, it is a long arc. The most impor-
tant similarity with the Runway 18/36 is the density of 
the surrounding building blocks. Both sites are clearly 
defined with a building line of 5–12 storey high build-
ings, whose main function is residential. The site pro-
vides an insight on the level of services a similar site 
could host.

ITÄMERENKATU in Helsinki is a straight street of under 
1 kilometre, but what makes it an interesting refer-
ence for the Runway 18/36 is the fact that it opens 
up into squares at several points. The hardscape also 
hosts a tram line and several of its stops. The block 
structure surrounding the hardscape is similar to the 
Runway 18/36’s surroundings. Unlike in Sønder Boule-

3.2 TESTING EXISTING DESIGN CRITERIA LISTS

To understand and analyse the criteria lists intro-
duced, in this section four hardscapes have been 
evaluated with them. The main purpose of this eval-
uation is to test the introduced design criteria lists, 
not the sites. After the evaluation the findings are 
expressed in conclusion before proceeding to the fol-
lowing phase of creating an own criteria list.

As seen on the map on the adjacent page, the four 
hardscapes chosen to be analysed are from different 
geographical locations around Europe. As found earlier 
in Chapter 2, the social, political and cultural aspects 
have more importance in the design of a public open 
space than merely geography. Instead of longitude 
and latitude values, the important part of the sites’ 
situations are their location in capital regions of wel-
fare countries with western principles and a similar 
political will. 

The evaluation is made in a systematic manner to 
make the results easy to understand and compara-
ble.  The evaluation was made of the sites as experi-
enced, not the original plans. First, general information 
on the sites was gathered as background information 
before visiting the sites. The basic numerical informa-
tion about the site is laid out on the top right corner of 
the information page  in the same style as in Gatje's 
analytic book Great Squares (2010). The general intro-
duction includes information on the site’s shape, sit-
uation in relation to the surrounding city structure as 
well as some details on the design process. The eval-
uation of the site is made then on site, where users, 
use and atmosphere are most detectable. The sites 
were chosen so that they could be visited during the 
autumn of 2016, at an appropriate time in regards of 
the thesis. The time of the visit as well as the weather 
conditions were taken into consideration when ana-
lysing the spaces. The user experience is translated 
into a verbal explanation as well as an evaluating table 
containing all of the criteria of the three previously 
introduced authors. The evaluations are compared and 
discussed after all of the analyses. 

The sites are evaluated as experienced 
on site. Angles of vision are important in 
the user experience and are presented 
on the analytic sections as well.
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HIGHEST POINT

RATIO OF HEIGHT TO WIDTH

KEY DATE

40 m 

(highest buildings on the side)

1 : 2.4

2007

PLAN DIMENSIONS      

RATIO OF WIDTH TO LENGTH    

AREA

TYPICAL HEIGHT OF SKYLINE

40 m x 1,500 m

1 : 38

6 ha

17 m

GENERAL INFORMATION

Avenida de Portugal is one of the main traffic con-
nections to the core of Madrid, situated west from 
the city centre in a semi-peripheral area. It is part of 
an important road connection leading all the way up 
to Portugal. The 1.5-kilometre-long part nearest to 
the centre was transformed in 2007 as part of the 
massive Madrid Río project to its current form, a traf-
fic artery in two levels. Below the newly constructed 
surface lies an 8-laned motorway. The street level has 
been totally transformed and has gotten a distinctive 
pavement pattern continuing all the way from the res-
idential quarters of Latina to the banks of the Man-
zanares river. (West8)

On street level traffic is modest compared to what is 
happening underneath the surface. As presented on 
the cross section, there is one car lane to each direc-
tion and a row of parking on one side of the street. 
Sidewalks are wide and decorated with trees. One of 
the sides has a painted line separating a bike lane. The 
middle section is approximately 22 metres wide with 
an interesting paving pattern and curvy edged plant 
areas. The middle section of the hardscape is mostly 
paved and the space could be described as a linear 
square.

According to the site’s designers, the design of the 
street level is inspired by Portugal. The name of the 
avenue comes from it being a part of the road con-
necting Madrid to Lisbon. On its way the actual road, 
outside of the capital known as the A-5 motorway, 
crosses a valley famous for its cherry blossoms in the 
otherwise extremely barren climate of the Extrema-
dura. The Avenida de Portugal takes this reference as 
a theme for its vegetation which consists of a great 
variety of different cherry trees. The flowery pave-
ment pattern is also an abstraction of the cherry blos-
som. The material and colours used on the pavement 
interpret the traditional Portuguese paving “pedra por-
tuguesa”. (West8)

AVENIDA DE PORTUGAL  
MADRID
SPAIN

si
de

w
al

k

bi
ke

 la
ne

ro
ad

si
de

 p
ar

ki
ng

ca
r t

ra
ff

ic

ca
r t

ra
ff

ic paved middle strip

cherry trees cherry trees

raised planters 
+ seat wall

residential 
building

si
de

w
al

k

tr
ee

 li
ne

tr
ee

 li
ne

ta
ll 

fe
nc

e

SECTION 1:400

P

200 m

22 m4 m 6 m 2 m4 m 4 m 4 m

38



Visiting Avenida de Portugal in September 2016.
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enough to be noticed on site too.

The fact that there are buildings only on one side of 
the street makes the overall density surrounding the 
street immediately lower. The buildings on the one 
side are tall, but do not create enough density for 
activity to be seen on the avenue. The density affects 
also the ground floor functions – or their non-exist-
ence. 

The hardscape itself does not provide any functions 
other than seating and walking space. At the other 
end of the street there is a pavilion building hosting a 
restaurant and café, but besides it the ground floor of 
the surrounding buildings have practically no services 
open to the public. The lack of functions clearly has its 
effect on the liveability of the site.

Overall, the design of the street is good and distinc-
tive, though at the site it loses some of its charm. 
The street is also very long and while the design idea 
is nice, it gets old after a few hundred metres. Even 
a bold design like this can become monotonous and 
boring when repeated multiple times. The street also 
proves that an interesting design does not make a 
site popular and liveable, but it is the functions that 
bring users – things that can be promoted with den-
sity.

ON SITE USER EXPERIENCE

The time of the site visit on Avenida de Portugal was 
around noon on a sunny September Saturday. The 
nearby waterfront of the river Manzanares was packed 
with joggers and cyclists, but the Avenida de Portugal 
itself was basically empty.

Traffic on the site felt well organised: the speeds of 
cars were low and the amount of traffic little. A row of 
parked cars excludes the traffic lane from the side-
walk – though the centre strip felt visually much more 
interesting to walk on anyways. The pedestrian areas 
and the traffic lanes are on the same level throughout 
the site. The two functions are separated with only 
simple granite pieces and a change in pavement and 
it seems to work. A fast lane for cyclists has been 
added to the side of the wider sidewalk. It is situ-
ated in an unconventional location at the edge of the 
street, but with the traffic amounts witnessed on the 
site visit it works fine. 

The site feels quite well defined regardless of the fact 
that on one side it is bordered just with a tall fence 
instead of buildings. The space seems to have clear 
edges. The multiple trees make the space feel human 
scaled, and together with the raised planters they 
break the unpleasant feeling of an open field. 

What could not be detected from Google Street View 
or pictures found on the Internet is that the site is a 

steep slope lowering towards the river. Topography 
adds interest to the site, but on the other hand the 
slope creates a preferred direction as climbing up a 
slope is often found more unpleasant than coming 
down. The slope together with large ventilation struc-
tures block the view to the end of the street. In this 
case it makes it difficult to understand the street's 
length.

The level of detail and quality of materials in the hard-
scape is very refined. All the details from the angled 
granite pieces used to delineate the end of the 
pedestrian zone to the curved seat wall on the border 
of the planters look elegant and still in good condition 
almost ten years after construction. The pavement on 
the other hand has some issues. Maintenance-wise 
the pavement is in bad condition with loose and bro-
ken stones. Dirt and water on the pavement make the 
ground look unclean and messy. 

Another issue of the pavement has to do with the 
design of the flowery pattern. The black and white 
pattern’s scale is so large that the flowery form is 
hard to recognise from user’s perspective. The plant-
ers also lose their shape on the ground level. The pat-
tern is clearly intended to be looked at from above 
– orthographic photographs or perhaps the bordering 
tall buildings.  Luckily there are some trees that are 
planted at pavement level whose flowery form is small 

AVENIDA DE PORTUGAL  
MADRID
SPAIN
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Places for people to walk with 

some leisure

Physical comfort

Definition

Qualities that engage the eyes

Transparency 

Complementarity 

Maintenance

Quality of construction and design

Trees

Beginnings and endings 

Many buildings rather than few; 

diversity

Special design features: details

Places

Accessibility 

Density helps

Diversity

Length 

Slope

Parking 

Contrast 

Time

Protection against traffic and 

accidents ‒ feeling safe

Protection against crime and 

violence ‒ feeling secure

Protection against unpleasant 

sensory experiences

Opportunities to walk

Opportunities to stand/stay

Opportunities to sit

Opportunities to see

Opportunities to talk and listen

Opportunities for play and exercise

Scale

Opportunities to enjoy the positive 

aspects of climate

Positive censory experiences

Sense of enclosure

Avoiding long undetermined vistas 

Harmonious proportions

Walkability

Sense of safety

Pedestrian comfort 

Trees forming a canopy

Play of light and shadow

Visual interest

High quality building architecture

Vertical rhythm

Short blocks

Good connections

Easy orientation

Gentle slope
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GENERAL INFORMATION

Sønder Boulevard was transformed in 2007 from a 
traffic dominating thoroughfare into an active urban 
space with greenery, sports facilities and places for 
staying. (SLA)

As the section shows, the streets consists of pedes-
trian walkways, bicycle lanes, on-street parking and 
single car lanes on both sides of the street. In the 
middle is a 17-metre-wide park-like strip with a great 
variety of activities. Most of the boulevard is lined 
with typical Copenhagen styled five-storey residential 
buildings from the late 19th and early 20th century. 

The design is based on the repetition of an orthogonal 
form, varying in size and treatment. The walkway winds 
between the rectangular forms and enables a slow 
“walk in the park” going from side to side. Instead of 
lining the trees in long straight rows, they have been 
grouped to create different kinds of small spaces 
along the boulevard. The strip includes perennial gar-
dens, a playground, fenced ballfields, seating and a 
BMX circuit. Traffic in the lateral driveways has been 
slowed down with speed bumps, and in the transfor-
mation, the roads were narrowed from two lanes to 
one. (Public Space)

Sønder Boulevard was designed in cooperation with 
local residents. The aim was to rethink the classical 
boulevard and allow the residents to use the space 
freely and transform it to their needs. The space is 
described as a flexible, diverse space that tolerates 
constant change. (Public Space)

According to the City of Copenhagen, the boulevard 
today is one of the neighbourhood’s most popular 
recreational areas and hang out spots filled with shop-
ping and cafés. (Visit Copenhagen)

SØNDER BOULEVARD     
COPENHAGEN
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HIGHEST POINT

RATIO OF HEIGHT TO WIDTH

KEY DATE

100 m 

(residential tower at the end of the boulevard)

1 : 2.5

2007

PLAN DIMENSIONS      

RATIO OF WIDTH TO LENGTH    

AREA

TYPICAL HEIGHT OF SKYLINE

40 m x 1,800 m

1 : 35

6.8 ha

16 m
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Visiting Sønder Boulevard in September 2016.
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The speciality of the space are the variety of func-
tions the Sønder Boulevard hosts. Those are probably 
also one of the reasons the space does not feel like a 
regular street. Fenced basketball courts, football are-
nas and table tennis tables activate people and enter-
tain by-passers. The playground with a sunken ship 
design looks fun and has harmonious colours. There 
are different types of seating possibilities in and 
around the playground which is clearly nice for the tod-
dlers’ parents. Seating is arranged very well through-
out the park and staying and spending time there is 
clearly a popular pastime in the neighbourhood.

The site's various functions make it a successful and 
attractive hardscape. The uses seem to even precede 
design, as aesthetically the site is not striking and 
breath-taking.  The site was planned to be flexible and 
adjustable to the residents' needs, but was not clear 
on site were the structures for example movable or 
how would flexibility really respond to future chal-
lenges.

ON SITE USER EXPERIENCE

Sønder Boulevard was visited on a Saturday after-
noon in early September. The weather was cloudy and 
not too warm, but still the boulevard had many people 
walking and sitting around in the park-like central strip. 

The boulevard’s form is a long gentle arch but it is not 
visible on site. The rectangular design of the middle 
strip together with the large scale dispels it. Other-
wise the orthogonal shapes in the park are quite an 
ordinary idea and do not add much feel of design or 
quality.

Walking on the middle part of the street the site feels 
like a linear park. The traffic lanes are quiet and feel 
distant ‒ the space does not really feel like a street. 
There are one-way bicycle lanes on each side of the 
street and the known "Copenhagen design" seems to 
work well and traffic conflicts appear to be easy to 
avoid. 

The sidewalks of the street are narrow, which encour-
ages the pedestrian users to use the middle part's 

paths instead. The paths are though not straight 
and hence more appropriate for a stroll than a fast 
walk through. Since most pedestrians take the mid-
dle route, the facades do not matter as much for the 
pedestrian experience. Still the buildings do have 
some small businesses, cafés and stores at street 
level. From the park they do not attract the eye.

An interesting design detail on the street is an area 
with natural rocks placed in an orthogonal grid. The 
orthogonality is not actually apparent on site just 
from aerial photographs, but they still feel fun on site. 
According to previously read information, the stones 
have been gathered from the site before the transfor-
mation and act as a little throwback to the old neigh-
bourhood street (Public Space, 2015). A touch of his-
tory brings depth to the design. As an idea the rocks 
are nice and playful, but they could have some func-
tionality ‒ if they were a bit taller they could be used 
as secondary seating. Now the rocks are just decora-
tion and a large area gets under-used. 

SØNDER BOULEVARD     
COPENHAGEN
DENMARK
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HIGHEST POINT

RATIO OF HEIGHT TO WIDTH

KEY DATE

21 m 

(highest office buildings on the side)

1 : 1.6

1991

GENERAL INFORMATION

Itämerenkatu is a good example of a basic street in 
Helsinki and by analysing it ideas on what things work 
and what not can arise. The street is situated outside 
of the city centre in a relatively new, dense neighbour-
hood, Ruoholahti. Ruoholahti was transformed from an 
old industrial area into a neighbourhood in the 1990s. 
Itämerenkatu is the central artery of the neighbour-
hood. It has been on the same place since the begin-
ning of the 20th century, but in the early 1990s it 
was rebuilt to its current look and a tram line was built 
(Kaupunkiliikenne, 2016).

The street consists of single traffic lanes going on 
each direction, a two-way tramline and sidewalks on 
both sides. Most of the street hosts roadside park-
ing on both sides. A two-way bicycle lane goes on one 
side of the street.

Itämerenkatu is approximately 850 metres long 
and runs in east-west-direction. The street has a 
few openings in forms of squares: one in the west-
ern most point with an old turnaround for trams, and 
another halfway of the street next to a metro station 
and the commercial centre of the neighbourhood. The 
street has mixed uses with tall office buildings and a 
commercial centre on one side and 7-storey residen-
tial buildings on the other.

ITÄMERENKATU 
HELSINKI
FINLAND
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Visiting Itämerenkatu in September 2016.
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the most central part of Ruoholahti. The Itämerentori 
square is situated at the footsteps of large office 
buildings and next to a local commercial centre. The 
square measures approximately 60 x 70 metres in 
the form of a trapezoid, and being almost entirely 
open it feels very spacious. The square offers a few 
seats but they look uninviting and are in fact empty 
for the entire time of the visit. Overall the square feels 
underused and has not succeeded in attracting peo-
ple to stay and use the space.

The small square at the end of the Itämerenkatu feels 
of better scale than the central one and is decorated 
with a ring of maple trees that create a pleasant 
atmosphere especially in the autumn time. The square 
is though even less used than the central one and 
does not offer any seating possibilities.

Both of the squares are lacking functions. The out-
door spaces itself nor the defining facades offer zero 
services. Everything is concentrated on the street 
sectors rather than the squares. The squares fail in 
attracting to stay, but so does the street part. The 
Itämerenkatu works well for people moving from one 
place to another, not spending leisurely time.

Design-wise the hardscape has nothing special or 
interesting to mention. As explained before, Itämer-
enkatu is a good example of a basic street in Helsinki. 
The traffic solutions work but the site design offers 
nothing out of the ordinary. The street has been 
designed with clearly more emphasis on traffic engi-
neering than urban or landscape aspects. Of course 
just the fact that there is not much to criticise is a 
rewardable attribute.

ON SITE USER EXPERIENCE

Itämerenkatu was visited on a sunny weekday after-
noon in September. The street was buzzing with peo-
ple: lots of pedestrians and cyclists, but not much car 
traffic. A weekday just after 4 pm is probably the busi-
est time in Itämerenkatu as flows of people burst from 
the surrounding office buildings to head home.

It is clear that the street and the neighbourhood over-
all is very well connected with public transport. Car 
traffic was low and most people seemed to head to 
the metro, tram or bus stops. The bicycle lane was 
also heavily used and seems to be a popular route for 
commuting from the city centre to Lauttasaari and 
Espoo. 

The street is lined with trees on both sides. On the 
southern side of the street the tree line is situated 
between the sidewalk and the bicycle lane. After 
the bicycle lane there is a row of cars parked on the 
street. Judging from the bike lane’s popularity, the 
arrangement seems to work well and pedestrian 
movement is safe and pleasant. For bike traffic, the 
bike lane is though quite narrow for two-way cycling, 
and its situation between the sidewalk and a row of 
parked cars creates some dangerous situations: peo-
ple that have parked their cars on the side have to 
cross with the cyclist as they leave or approach their 
cars and often do not realise they are crossing a bicy-
cle lane.

From the pedestrian perspective the experience is 
pleasant. Neither cars nor bikes disturb the pedes-
trian movement and there is a sense of safety from 
traffic. The trees define well the pedestrian space and 
the street feels of appropriate scale. The trees form a 

filtering canopy and hide the tops of the 7-floor build-
ings making the space feel smaller.

When crossing the street or accessing it by car, the 
traffic space feels of different scale. The tram line is 
on the same level as the car lanes and there are no 
breaks in the central space. The space feels very open 
and flat.

At some parts of the street, the sidewalk is covered 
with a structure attached to the building. These mod-
ern porticoes protect the user from weather and cli-
mate conditions. There might be a sense of unsafety 
at night time, but the covered corridors seem to have 
sufficient lighting for the dark hours of the day.

The façades of the surrounding buildings have some 
interesting details at street level like round windows 
and colourful features. There are some retail spaces 
with access to the street, which add interest to the 
user’s journey. Unfortunately it seems that most of 
the restaurants are open only during day time and are 
aimed for the office workers' lunch breaks. Some  of 
the windows expose bicycle storages and other com-
mon spaces of residential buildings. These functions 
are not very interesting to look at, but are better than 
a blank wall or curtains blocking the view. A resident 
of the street tells also, that some of the common 
spaces that have access to the street organise flea 
markets and other small events and open themselves 
up to the public. Considering that there is a commer-
cial centre on the Itämerenkatu, the street level of 
buildings is surprisingly active.

As mentioned, the street opens up into a square in 

ITÄMERENKATU 
HELSINKI
FINLAND
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HIGHEST POINT

RATIO OF HEIGHT TO WIDTH

KEY DATE

24 m 

(highest office buildings on the side)

1 : 1.2

2015

PLAN DIMENSIONS      

RATIO OF WIDTH TO LENGTH    

AREA

TYPICAL HEIGHT OF SKYLINE

RUUSUKVARTSINKATU 
VANTAA
FINLAND

GENERAL INFORMATION

Ruusukvartsinkatu is a street in a newly developed 
residential district in Vantaa called Kivistö. Kivistö 
has been one of the major new development areas of 
the 21st century in the Helsinki capital region and its 
first building blocks were completed recently, in 2015.  
(Kivistö, 2016)

Ruusukvartsinkatu is one of the area's first streets 
and has an important role connecting further residen-
tial areas to the centre of the neighbourhood (Kivistö, 
2016). Some of the blocks surrounding the street are 
still under construction which has made the evalua-
tion different from the previous exemplar streets.

The street is bordered mostly with 6–8 storey high 
residential buildings that have some services on 
street level. An exception to the clear building line is a 
star-shaped school and day care centre situated half-
way of the street. 

The street consists of a traffic lane in each direction, 
bicycle lanes on both sides as well as wide pedes-
trian sidewalks. Besides cars, the traffic lane hosts 
bus traffic as well and the street has a bus stop along 
its way. Most of the street accommodates roadside 
parking between planted trees. 
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Visiting Ruusukvartsinkatu in October 2016.
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uated. As the main artery of the neighbourhood, the 
street does offer some services, supermarkets and 
cafés especially near the southern end. Overall the 
façades are quite ordinary new buildings, but they do 
have some colourful details in the theme colours of 
Kivistö. The public building half way of the street has a 
special appearance with every façade painted in a dif-
ferent colour. The front yard facing the street creates 
a small square-like space but with its distinguished 
look it clearly belongs to the building and is not a natu-
ral extension of the street.

The street itself does not offer any functions as it 
is clearly a space for movement and does not have 
any square space or seating besides the bus stop 
benches. As mentioned, the surrounding buildings on 
the other hand do host functions and in this way con-
tribute to the liveability of the hardscape. In theory 
the site does succeed in attracting people, but not to 
stay. The street does not offer any places for sitting, 
chatting or observing others.

and so far from each other they do not define the 
space well.

Even though the pedestrian experience has some 
issues, the feeling of safety is well taken care of on 
the street. Speeds seem low and traffic is well sep-
arated from the sidewalks. Bicycling traffic is also 
almost non-existent so any contradictions between 
pedestrians and cyclists did not occur. 

Design-wise the most interesting details were found 
on the pavement of at the southern end of the 
Ruusukvartsinkatu. The street name is literally trans-
lated "the street of rose quartz" and the designers 
have managed to include the rosy pink colour of the 
gemstone in details of the pavement by mixing natural 
stone slabs with pink glass stones. The detail is nice 
and gives the site some identity as a part of the gem-
stone neighbourhood of Kivistö, but could have been 
bolder and more visible all around the street.

Some of the façades facing the street are still under 
construction so only the existing ones could be eval-

ON SITE USER EXPERIENCE

Ruusukvartsinkatu was visited on a sunny October 
Sunday around noon. Even though the neighbourhood 
is still under construction, there were quite many peo-
ple walking and enjoying the sunny weather on the 
street.

The Ruusukvartsinkatu leads from the Kivistö train 
station in the south to the neighbourhood's first built 
blocks in the north. The street's situation in the cur-
rent city structure feels a bit remote. The car traffic 
on the street is very quiet at the time of visit, but the 
amount of parked cars on the street's sides was large. 

The street hosts single car lanes on each direction 
facilitating also bus traffic. The street is lined with 
trees every 10-15 metres and parking for cars is 
allowed between them. After the parked cars there 
is a separated lane for bicycle traffic on each side 
of the road and a generous sidewalk for pedestrians. 
The sidewalk measures approximately 4 metres and 
together with the 2-metre-wide bike lane the space 
feels too large for the pedestrian user. The trees sep-
arating the sidewalk from the traffic space are young 

RUUSUKVARTSINKATU 
VANTAA
FINLAND
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squares in Itämerenkatu lacked activity – their func-
tions were practically non-existent. 

On the other hand, the actual hardscape space of 
Sønder Boulevard had quite a similar layout to the 
Avenida de Portugal, but its activity levels were much 
higher. The difference was in the surrounding built 
structure. The density of the surroundings had ena-
bled a great variety of functions both at the buildings' 
ground floors as well as on the space in between the 
buildings. The middle strip of the Sønder Boulevard 
was basically treated like a park and had functions 
from playgrounds to ball fields. 

structure that is needed for sustaining liveability.

Clear differences based on the authors' backgrounds 
were unnoticeable, but one interesting note about the 
authors' geographical roots could be pointed out from 
the evaluation: where Jan Gehl's criteria list was rela-
tively hard to fulfil, the street example in Copenhagen 
succeeded in almost all of the Danish's criteria list. It 
seems that his style of design is actively present in 
Danish design practices. Gehl's criteria list was very 
poorly fulfilled at Ruusukvartsinkatu, which does not 
provide any places for staying. Even though initially 
not specified, Gehl's list seems to be most appropri-
ate for squares and recreational urban areas. All of the 
other examples had some square-like space as part of 
the hardscape that often hosts those kinds of func-
tions.

Sønder Boulevard succeeded not only with Gehl's cri-
teria, but also Dover and Massengale's list was well 
fulfilled. Reflecting to the user experience, the on-site 
visit on Sønder Boulevard was perceived the best of 
the four sites. The criteria evaluation supported the 
experience.

In general, Itämerenkatu was the most successful in 
overall fulfilling the criteria. Jacobs' criteria list was 
fulfilled there the best and it did quite well also with 
Gehl's and Dover and Massengale's lists. Compar-
ing to the user experience had on site, the success 
of Itämerenkatu in terms of the criteria was surpris-
ing, since Itämerenkatu really felt like a very ordinary 
street on site. The street had many good qualities, but 
what it was most lacking was activity on the squares. 
The evaluation indicates that activating squares 
is more challenging than activating streets, where 
movement is a constant feature.

Itämerenkatu was the only one of the hardscapes 
evaluated that had actual separate squares widen-
ing from the street. The Spanish Avenida de Portugal 
was basically a long linear square itself with low traffic 
surrounding it. Both the Avenida de Portugal and the 

FINDINGS

After evaluating the four exemplar hardscapes with 
the introduced existing criteria lists, some findings 
can be discussed.

The first thing to process is how the lists differed 
from each other, but also from how the site was 
experienced on the visit. Overall the criteria lists 
responded quite similarly to the explored sites and 
many of the criteria were presented in all of the lists 
just with different wording. Still, differences can be 
detected.

Dover and Massengale's list was gathered from their 
book by the thesis author. As explained earlier, they 
tackle questions of density and functions in their 
text, but do not highlight them to be an essential 
part of the street success. The surrounding structure 
and different functions created by it are treated as a 
by-product of the hardscape's spatial configuration.

Possibly because of its narrow scope, Dover and Mas-
sengale's criteria list was in general the easiest to ful-
fil, whereas Jacobs' list seemed the hardest. Jacobs' 
list had more points in comparison with the other two 
lists, but it also listed things in a wider range. Jacobs 
covered aspects of design details and supporting city 
structure, but even being the most thorough of the 
authors, he did not mention any kind of functions in his 
list.

Jan Gehl did have some notions on the functions, 
but his whole criteria list concentrated on what was 
on happening on the hardscape, and none on the sur-
roundings. The criteria list clearly concentrates on the 
site's details and does not really take any stand on 
the density, building types or the structure they cre-
ate. Functions were also limited to the ones a hard-
scape could provide on its own: play, exercise and sit-
ting. His disregarding of the urban setting of a street 
or a square is rather surprising, as he is probably one 
of the most renowned urban designers concentrat-
ing on people and their use of space. His criteria list 
remarkably neglects the influence of a supporting 

Itämerenkatu in September 2016.
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The distinction between a street, square and some-
times even a park is in some cases hard to make – and 
sometimes they actually are all correct terms. The 
green and active Sønder Boulevard cannot be denied 
the role of a street but neither should it be called just 
a street. The flickering line between different open 
spaces makes the concept of hardscapes an inter-
esting but challenging topic.

The evaluation contributed to the understanding on 
the relevance of design and details. As Itämerenkatu 
and Ruusukvartsinkatu prove, a space that works well 
in terms of function is in principle a fine space, but 
without any aesthetic ambition it can easily feel insig-
nificant and ordinary. The two exeplar sites in the cap-
ital region of Helsinki tell a sad truth about the design 
of hardscapes in Finland: streets and squares are here 
firstly designed to function well in term of traffic, and 
the pedestrian experience and aesthetics come sec-
ond at most. Avenida de Portugal on the other hand 
proves that great detailed design on its own has no 
meaning if it does not have people using it. A suc-

cessful hardscape needs a clear vision of both form 
and function, structure and details, space and peo-
ple. Hardscapes should first and foremost respond to 
people's needs, create space for movement as well 
as attract to stay.

The evaluation was carried through with an emphasis 
on the things mentioned on the lists, even though 
acknowledging that a hardscape's liveliness is a much 
more complex issue. Hardscapes always are linked 
with a context. Construction habit for example  differ 
a lot even just inside Europe: in Spain it was for long 
the common way to develop new housing areas with-
out actually assessing the need for them beforehand, 
whereas in Finland construction has traditionally been 
slow ans cautious. These contexts affect the liveli-
ness of hardscapes. Without the demand, seemingly 
dense areas can become inevitably lifeless.

New districts also differ from older ones that have 
already established a relation with the residents. 
Areas mature, and so do the physical elements in it: 
trees grow, elements need maintenance and func-
tions in buildings change. A new neighbourhood is also 
often in a transition phase for a long time as construc-
tion of a new area takes often decades. These things 
are later considered when designing the Runway 
18/36, the main hardscape of an entirely new residen-
tial area. 

Besides the remarks on the design criteria, some find-
ings could be made about the design choices: ideas 
that worked well on the sites, contributed to the livea-
bility and atmosphere of the sites and could be kept in 
mind for the design of the case site in later chapters.

The Avenida de Portugal did not succeed well in 
attracting people to stay and use the space, but in 
principle design choices that were made on site did 
have a positive effect on the user experience. The 
raised planters together with the trees created a 
well-proportioned space and simultaneously provided 
pleasant seating areas. 

CITY STRUCTURE DESIGN DETAILS

DENSITY IDENTITY

FUNCTIONS PLACE-MAKING

PEOPLE

+

+

+

Sønder Boulevard was an exemplar site on the aspect 
of functions. Functions situated on the street itself 
and not the building worked as a big attraction and 
the site was ery popular. Functions that are situated 
on the hardscape rather than on the surrounding build-
ings have less risk of becoming unsuccessful ‒ a play-
ground cannot go bankrupt. A public hardscape func-
tion is a relatively safe investment: it is paid once and 
requires maintenance if used. And of course a heavy 
utilisation rate would be a great thing for liveability!

Itämerenkatu's pedestrian and cycling space was 
found to work well in many ways. A tree line dividing 
the two created a definition and a more human scaled 
space for the pedestrian. With the tree line, safety 
was improved as two movement modes were clearly 
separated. Additionally the separating strip was func-
tional as the space between the trees and the lanes 
could be used for advertisement stands for the 
ground floor businesses. The use could be extended 
for other street furniture as well such as benches and 
bins. In contrast, the Ruusukvartsinkatu which pretty 
much represents the current street dimensioning 
guidelines (Helsingin kaupunki, 2014) felt overly wide 
with the sidewalk and bike lane measuring 6 metres in 
total without any interruptions. 

Itämerenkatu's covered sidewalks were also found 
very insightful in the climate Finland provides and are 
an element that easily makes the pedestrian use of 
streets more pleasant. 

The most interesting and adaptable feature of the 
Ruusukvartsinkatu was the clever pavement details 
referencing to the street name and giving it a bit of 
personality. In the case of Malmi Runway 18/36 refer-
ences could be made from aviation and runway scen-
ery. 

The ideas picked up here will be later explored in the 
design part of the thesis. In Chapter 5 a master plan 
for the Malmi Runway 18/36 is introduced and pro-
posed design details presented.

55



on actual sites. These were left out from the new cri-
teria list. For example maintenance as well as quality 
of construction were found to be qualities that can 
possibly be evaluated after a project is executed, but 
are not completely in the hands of the designer. The 
design should allow frequent and easy maintenance 
and the elements to be realistic to construct, but 
the afterlife of a design is decided not to be included 
in the new criteria list. The new list is intended to be 
used as guidelines for the design process. Some of 
the criteria were found to be contributors instead of 
requirements, just as Jacobs categorised his criteria, 
and those, including parking and time, were left out.

The 50 different criteria of the three existing lists 
were gathered into 15 newly conducted points. In 
addition five points regarding features of functions 
and future were added, since the existing criteria lists 
were found to concentrate excessively in features of 
form, and did not really respond to certain needs the 
future presents. The final criteria list will be used in 
the design of the case site of Malmi Runway 18/36.

The new criteria is elaborated from the previously 
introduced three lists of criteria, their remarks and 
lacks, as well as previous discussions on the future. 
In addition, the importance of location, in this thesis's 
case the Nordic setting of Finland and in specific Hel-
sinki, is brought up. The final criteria list is presented 
on the following spread.

After using the three existing criteria lists in several 
different sites, new criteria were conducted to form 
a basis for the list. Some of the factors were present 
in all of the three criteria lists with different word-
ing or even slightly different meanings and they were 
compared and drawn into a new concluding criteria in 
reflection to the hardscape analyses. Some single cri-
teria points have been taken to the new criteria with 
an extended meaning; the new definitions of each cri-
terion are explained in the criteria list conduction pre-
sented on the next spread.

There were some criteria in the existing lists that 
were found to be irrelevant or excessive when used 

3.3 CREATING OWN CRITERIA LIST 
FOR THE DESIGN OF A FUTURE LIVEABLE 
HARDSCAPE

BRIEF HISTORY
EVALUATING SITES 

WITH EXISTING DESIGN 
CRITERIA

VISIONS OF THE FUTURE FINDINGS

N E W  C R I T E R I A  L I S T

FEATURES OF 
A HARDSCAPE
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People using Sønder Boulevard in September 2016.
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CREATING IDENTITY can 

be achieved by finding the 

specialities of the site for 

example from history and 

enhancing them in design details. 

Using the residents' participation 

in the development process helps 

to create a bond between the 

area and its users too.

Protection against 

unpleasant sensory 

experiences

Opportunities to 

stand/stay

Opportunities to walk

Opportunities to sit

Opportunities to see

Opportunities to talk 

and listen

Opportunities for 

play and exercise

Scale

Opportunities to 

enjoy the positive 

aspects of climate

Places for people 

to walk with some 

leisure

Physical comfort

Qualities that engage 

the eyes

Transparency

Many buildings rather 

than few; diversity

Places
Accessibility

Density helpsDiversity

Harmonious 

proportions

Walkability

Pedestrian comfort

Play of light and 

shadow

Visual interest Short blocks
Good 

connections

DENSE STRUCTURE and 

the amounts of residents it 

accommodates help to sustain 

a diversity of functions.

TAKING WEATHER INTO 

CONSIDERATION is especially 

important in the setting Helsinki 

provides. It includes both giving 

possibilities to enjoy the positive 

aspects of climate as well as 

protect from the negative ones.

OPPORTUNITIES TO SIT, WATCH 

AND TALK can be created by 

appropriately situating benches 

for enjoyment of positive 

sensory experiences, but also 

providing secondary seating 

possibilities and visual interest.

HUMAN SCALE takes into 

consideration viewing 

distances and how the city is 

preceived at eye level.

WALKABILITY as in encouraging 

people to walk, cycle or use 

public transport instead of the 

car, but also to provide users a 

nice experience walking through 

a hardscape. Distractions from 

traffic, uneven pavement, etc. 

need to be minimised.

VIEWS from and inside the site 

are important for creating visual 

interest and arouse curiosity.
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A
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O
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D
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A
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N

G
  C
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Complementarity

Quality of 

construction and design

Special design 

features: details

High quality building 

architecture

Vertical rhythm

Design details

BUILDING DIVERSITY both 

in their appearance and 

functions are important.

FLUENT FLOW and good 

connections is vital in a 

streetlike space where 

movement of all users 

need to be enabled.
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Protection against traffic and 

accidents - feeling safe

Protection against 

crime and violence - 

feeling secure 

Positive censory 

experiences
Definition

Maintenance

Trees
Beginnings and 

endings

Length Slope

Parking

Contrast

Time

Sense of enclosure

Avoiding long 

undetermined vistas

Sense of safety

Trees forming a 

canopy

Easy orientation

Gentle slopeMemorability

CLEAR DEFINITION OF SPACE 

includes uniform sides of a 

hardscape as well as a clear 

beginning and ending. The latter 

is especially important in the 

case of a linear space.

RHYTHM represents change in 

the basic layout of a hardscape 

at appropriate distances. 

Contrast is needed.

EASY ORIENTATION provides 

a positive experience for the 

user and means usually some 

clearly recognisable elements 

which increase memorability of 

a space.

TREES AND VEGETATION can 

contribute to the definition 

of a space and create warmth 

to a hardscape. They can also 

enhance sustainability.

SAFETY AND SECURITY are 

the feelings users need to 

have while using any public 

space. The space needs to 

offer protection against traffic, 

accidents, crime and violence.

CHANGE IN TOPOGRAPHY  can 

be an existing condition of the 

site, but it can also be created 

by bringing subtle structures 

for small height differences 

that brake monotony and also 

interrupt wind in linear spaces.
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D
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IO
N
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A

FLEXIBILITY is something every space 

in the city needs to deal with when 

preparing to the unpredictable future. 

Flexibility can be created with light 

structures and by not defining every 

function the space may host.

SUSTAINABLE CHOICES have been 

a popular topic of discussion for 

decades and for example storm water 

management has special importance in 

paved areas of the city ‒ hardscapes. 

Vegetation should be implemented to 

streets and squares to ease the loads 

on the environment.

EXPLOITING TECHNOLOGY should be 

part of every future hardscape design. 

Technology enables an endless amount 

of possibilities for the urban open 

spaces.

VARIETY OF FUNCTIONS bring and 

attract people to the streets and 

squares and make them liveable. The 

functions should be diverse and not 

limited to just traffic or situated mostly 

in buildings. Free public functions are 

especially important.

LOCAL ATTRIBUTES such as weather 

and cultural aspects should always act 

as the basis for any plan. They demand 

certain choices but at best also 

provide inspiration for the creation of a 

local identity.
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The new design criteria list was elaborated to be applied to the case site 

of Malmi Runway 18/36. The case site is situated in northeast Helsinki 

on a site known as the Malmi Airport. At its current state, the area is still 

used for aviation, mainly leisurely and educational, but plans to turn it into 

a residential area are in action. The area of Malmi Airport is currently being 

planned at the Helsinki City Planning Department to be turned into a new 

residential area for 25,000 new inhabitants. In respect to the aviation his-

tory, the airport’s identifiable shape is retained by keeping two runways’ 

lines open and public. One runway is being developed as part of the area’s 

central green area and the other, the site of this thesis, as the central 

hardscape axis, the main street widening into liveable squares.

A disposition plan of Malmi Airport, its illustrations and report made at the 

City Planning Department in 2015‒2016 are used as a starting point for 

the design of the Runway 18/36. The area is planned to change so drasti-

cally that a landscape analysis is made of the disposition plan's proposed 

future situation rather than of the current state. The analyses presented 

in this chapter deal with the area's historical tiers of built environment, 

city structure, topography, spatiality and functions and are used to under-

stand the context of the case site. All the maps presented in this chapter 

are analyses of the disposition plan made by the City Planning Department 

and the plans have not been questioned or altered yet. After the analyses, 

the Runway 18/36 is examined more closely and its strengths and weak-

nesses assessed before proceeding to the design part in Chapter 5.

4 SITE DESCRIPTION

63



4.1 MALMI AIRPORT

The Malmi Airport is situated in northeast Helsinki, a 
district called Malmi. The district is located in an area 
between four arterial roads, Lahdenväylä, Tuusulan-
väylä, Ring I and Ring III. A railway leading from Helsinki 
city centre to the rest of Finland cuts through Malmi's 
centre. The distance to the city centre is approxi-
mately 10 kilometres. Even though the district is eas-
ily reached by train, structurally it is isolated because 
of the big roads surrounding it.

The district of Malmi divides into six neighbourhoods 
from which the airport is one. The airport is situated 
between the railway tracks and the Lahdenväylä 
motorway. Both of them are approximately a kilometre 
away from the central axis which is the case site of 
this thesis, Runway 18/36. The name of the runway is 
the site's current name as a fully functioning airport 
runway. It refers to the orientation of the strip (Fed-
eral Aviation Administration, 2016), almost exactly 
in a north-south-direction. At the airport site’s west 
side is Malmi’s largest neighbourhood, Ala-Malmi, with 
lots of housing as well as commercial buildings by the 
railway station. The railway station of Malmi serves 
best the southern quarters of the airport area and the 
northern parts are situated closer to the Tapanila sta-
tion. The residential area in the north is a part of Puis-
tola and in the northwest Tapanila. On the east side 
of the airport area there are two industrially oriented 
areas, Tattariharju and Tattarisuo. 

HELSINKI

CITY CENTRE

    
     

      
     

             
       

     
     

     
     

     
     

     
   

    
    

    
   

    
   

    
    

    
    

  L
A

H
D

EN
VÄ

Y
LÄ

 T
UUSULA

N
VÄ

YL
Ä

RING III

RING I

RAILW
AY

64



AIRPORT 
BUILDINGS

SUURMETSÄNTIE

TAPANILA

RAILWAY STATION

M
A

LM
IN

KA
A

RIRAILW
AY

TATTARIHARJU

TATTARISUO

TAPANILA

PUISTOLA

ALA-MALMI

LA
H

D
EN

VÄ
YL

Ä

MALMI

RAILWAY STATION

RU
N

W
AY

 1
8/

36

P

500 m 65



of discussion ever since. (Arkkitehtitoimisto Freese 
Oy and Arkkitehtitoimisto Schulman Oy, 2016)

The areas around the airport were most developed 
during the 1970s and 1980s. In the 1970s the area 
got known as a working class district, and later got a 
reputation of struggling with a difficult social struc-
ture. In the last decades some new built areas have 
been developed around the airport area, including 
Ormuspelto, Fallkullan kiila and Alppikylä. (Helsingin 
kaupungin rakennusvirasto, 2009) The recent devel-
opments around the Malmi Airport indicate a pressure 
for the large open area of the airport to be built too.

Removing aviation to give way to apartments has 
been proposed multiple times along the decades, but 
has not become truly relevant until recent times. In 
the last decades most of Helsinki’s buildable land has 
been used and from the City’s perspective the large 
unbuilt area of Malmi Airport offers an opportunity to 
respond to the increasing apartment shortage. The 
Finnish state as operator of the aviation functions 
evaluated the situation in 2014 and decided to pass 
on the site to the City of Helsinki starting 1.1.2017 
(Uutta Helsinkiä, 2016; Helsingin kaupunginvaltuusto, 
2014). The situation has generated lots of discussion 
in the media, and it worries especially users of the air-
port as well as nearby Malmi residents (Kopomaa and 
Manninen, 2002). On the other hand, many are inter-
ested in changing the area and improving its image 
through the airport’s transformation (Uusi Kaupunki 
Kollektiivi Oy, 2015).

Olympics of 1952 held in Helsinki. (Arkkitehtitoimisto 
Freese Oy and Arkkitehtitoimisto Schulman Oy, 2016)

At first the four runways were covered with gravel 
and measured a length of 800 metres each. Concrete 
casting was made a few years later and at that time 
the Malmi Airport was one of the only airports in the 
world with impermeable paving. With aviation tech-
nology rapidly evolving, the runways quickly became 
insufficient and two of the runways were lengthened. 
Flight operations were concentrated to these two 
runways – they are the ones still in use today. The 
runways were asphalted in the 1960s, but original 
concrete slabs can still be seen on site. (Arkkitehtito-
imisto Freese Oy and Arkkitehtitoimisto Schulman Oy, 
2016)

In its early years the airport was used for both national 
and international flights. Soon after its opening, the 
Winter War started and the military took over the 
airport. 6 years later the airport was finally released 
back to its original use, civilian air trafficking, and the 
airport’s golden age began. (Arkkitehtitoimisto Freese 
Oy and Arkkitehtitoimisto Schulman Oy, 2016)

The long-awaited Summer Olympics of Helsinki in 
1952 were around the corner when the airport’s lim-
ited capacity revealed: the airport could not sustain 
the large long-distance planes expected. In the 1950s 
a bigger airport, the current Helsinki-Vantaa Airport, 
was built and it replaced Malmi’s status as the capital 
region’s main airport. Malmi Airport’s use shifted grad-
ually from operational flights to private, educational 
and leisurely aviation and its future has been a topic 

4.1.1 HISTORY OF BUILT ENVIRONMENT

The district of Malmi and the area surrounding the cur-
rent airport has gone through big changes during its 
history. In the beginning of the 19th century, Malmi's 
land was mostly open fields and used for cultivation. 
In the late 19th century Malmi had grown to be rural 
Helsinki's largest settlement and it got its own railway 
stop. The railway connecting to the city centre devel-
oped the area towards a more industrial direction. The 
area's population started growing slowly and densified 
throughout the 20th century decades. (Helsingin kau-
pungin rakennusvirasto, 2009) The historical tiers of 
the area's built structure are presented on the adja-
cent map. 

The area's gradual growth can be seen in the housing 
area's construction periods. Especially the residential 
areas with detached and semi-detached houses have 
been densified along the decades and have great 
diversity in construction years. The new residential 
area of Malmi Airport will be the largest unified built 
landscape of Malmi. The planned 25,000 new resi-
dents would almost double the entire Malmi’s current 
population. (Helsingin kaupungin karttapalvelu; Hels-
ingin seudun aluesarjat, 2016)

The area’s oldest buildings are from the beginning of 
the 20th century, but historically the most valuable 
are the main airport building and its adjacent hangar 
from 1937‒38. The airport began functioning already 
in 1936 with four runways criss-crossing across 
the old farm land. The airport gained instant value as 
Helsinki’s first airport and throughout its existence 
the airport has been a part of many historical events 
such as the Winter War 1939‒1940 and the Summer 
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Helsinki in December of 2016. Disposition plans do 
not have statutory position, but are used to identify 
the possibilities and effects of transport, services, 
green connections or larger area developments for 
the basis of further planning. Malmi Airport’s disposi-
tion plan was developed around a green network and 
accommodates 25,000 new residents. (Helsingin kau-
punkisuunnitteluvirasto, 2016a) The disposition plan 
and its annexes were given to the use of this thesis in 
May of 2016 after the City Planning Department had 
proposed the site of Runway 18/36 to be the explored 
and designed under the thesis's theme of streets 
and squares. The thesis and its design will be used for 
inspiration for further planning stages.

The development of Malmi Airport has been strongly 
opposed by a loud crowd of the public. "Friends of 
Malmi Airport", an association against the termina-
tion of aviation operations on the airport site has 
given multiple critical statements to the plans during 
the planning process as well as drafted alternative 
plans for the site. In October of 2016, a citizens’ ini-
tiative set to keep Malmi Airport for aviation purposes 
reached the needed 50,000 supporters for it to go 
to the Parliament’s consideration (Kansalaisaloite.fi, 
2016). At the time of writing this, the initiative is still 
pending. If the citizens’ initiative would get approved, 
its effects on a lawful city plan are unclear. 

At the moment the site's planning proceeds at the 
City Planning Department. Since a principle about pro-
ceeding with the disposition plan has been made at 
the Helsinki City level, it is seen appropriate to analyse 
the site according to the plan in this thesis. The overall 
construction of the site is not questioned, but the dis-
position plan illustration's solutions around the Run-
way 18/36 are later examined and altered in Chapter 
5. The City Planning Department's disposition plan and 
its illustration is presented on the next spread.

well been in a transition phase for several years now. 
The old city plan of Helsinki is from 2002. The Malmi 
Airport was excluded from it, which has kept the devel-
opment of the area frozen for the last twenty years. 
The question of the site’s transformation arose again 
as a need for a new city plan first started lifting its 
head. Years of work on a new city plan for Helsinki con-
cluded in October 2016 with the City Council approv-
ing the plan. One of the most debated topics during 
the plan preparations was the Malmi Airport, which 
in the plan is proposed to be developed as a residen-
tial area, or, freely translated, “an area dominated by 
housing”. The term is specified as follows: “The area 
will be developed for housing, commerce, public ser-
vices, offices, parks, recreation and sports use. Block 
density should be mainly above 1.8. The main streets’ 
ground floors should be reserved for retail and other 
business premises. At least 60% of the area should 
be reserved for blocks.” (Helsingin kaupunki, 2016a)

The city plan lists the most important factors to be 
followed in the development of the Malmi Airport area. 
The plan determines the area to be built around the 
old airport buildings and that neighbourhood centre 
should be developed into a functional and versatile 
nucleus for the area.  The construction of the area 
should have special attention on how the old and new 
areas merge. The city plan presents also the most 
important new traffic arrangements. According to the 
new plans, the Malmi Airport would be connected with 
two light rail transit lines to other parts of the city: one 
in an east-west-direction and another connecting the 
city centre to the northern districts of Helsinki. (Hels-
ingin kaupunki, 2016b)

Simultaneously with the city plan preparations, the 
site has been explored at a more detailed level. The 
City Planning Department presented in December 
2015 a disposition plan for the new residential area 
of Malmi Airport and refined it in 2016 based on the 
comments it got. The refined and most recent version 
is presented on the following spread. The disposition 
plan was approved in the City Planning Committee of 

4.1.2 PLANNING SITUATION

The transformation of the Malmi Airport area has been 
a topic of discussion multiple times throughout the 
airport’s history. Approaches have differed and plans 
put on hold several times. The latest movements 
regarding Malmi Airport started in early 2000s and 
they have culminated in recent years. The planning 
situation of the Malmi Airport has been exceptionally 
complicated in the 2010s. Many of the statutory land 
use plans have been undergoing changes and uncer-
tainty has been the most explanatory word. The plan-
ning process's different phases and events have been 
gathered to the adjacent page's timeline.

The national land use guidelines lead the way for the 
planning process. At national level, airport buildings 
have for decades been determined as a site of nation-
ally significant cultural environment. In 2009 the value 
was extended to cover the airport area in general, in 
specific the buildings and the runways. The value is 
based on a national inventory RKY2009 that was real-
ised by the National Board of Antiquities (Museovi-
rasto). 

At regional level, the current regional land use plan 
for Uusimaa indicates the Malmi Airport site’s primary 
use to be a traffic area. The aircraft noise area of the 
airport is presented in the plan. The plan presents the 
national cultural values. The regional plan for Uusimaa 
has been altered in phases after its first conduction 
in 2006 and a 4th phase was put on public display in 
December 2016. In the proposed phased regional 
plan, the Malmi Airport would no longer be a traffic 
area but instead “an area to be densified”. The aircraft 
noise area is no longer presented in the new plan, but 
the cultural value is. (Uudenmaan liitto, 2016) The City 
of Helsinki finds in a recent report (Helsingin kaupunk-
isuunniteluvirasto, 2016a) that the values of the cul-
tural environment and a dense city structure do not 
exclude one another, but that the values should not 
significantly diminish with the development of the 
area.

Like the regional plan, the city planning stage has as 
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DETAILED PLANS

CITY PLAN

REGIONAL LAND USE PLAN

NATIONAL LAND USE GUIDELINES

The state announces it 

is leaving the airport

Malmi Airport 

80 year celebration

The state leaves 

Malmi Airport

11/2014 

New city plan draft 

proposes Malmi Airport 

to be developed into a 

residential area

MALMI 

AIRPORT'S

PLANNING

EVENTS

OTHER

EVENTS

RELATED

TO MALMI

AIRPORT

A citizens' initiative 

against the development 

of Malmi Airport reaches 

50,000 signatures and 

goes to the Parliament's 

consideration

10/2016

First detailed plan 

drafts are put on 

public display

12/2009

The entire Malmi Airport 

is determined a nationally 

significant cultural 

environment  (RKY2009)

11/2006

The regional land use plan for 

Uusimaa determines Malmi Airport 

as a traffic area with cautionary 

noise levels and mentions the 

airport buildings' cultural value

12/2016

A new phase to the regional 

land use plan is drafted and put 

on public display for the Malmi 

Airport for residential use in 

accordance with the new city plan

10/2016

New city plan is 

approved by the City 

Council

12/2015

A disposition plan is 

approved by the City 

Planning Committee after 

being on public display

6/2016

New city plan is 

approved by the City 

Planning Committee 

regardless of opposition

Lots of discussion on 

Malmi Airport's future 

in the media
The association 

"Friends of Malmi Airport" 

drafts alternative plans for 

the site

Lots of discussion on 

Malmi Airport's future 

in the media

10/2014

The 2nd phase of the regional 

land use plan for Uusimaa 

enlargens the airport's national 

cultural value to cover the entire 

airport area

1993

The airport buildings are 

set to be a nationally 

significant cultural site

12/2016

A revised disposition 

plan is approved by 

the City Planning 

Committee

12/2016

Detailed plan drafts 

concerning the airport 

buildings and Fallkulla  

domestic animal farm are 

put on public display
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This official disposition plan 
made at the City Planning 
Department in 2016 divides 
the space into residential, 
industrial and green areas. 
The  blocks developed for 
central activites are shown 
in red. The most important 
traffic connections are 
also presented: the red 
line indicates the planned 
light rail lines and the blue 
the most important bicycle 
routes. © Helsinki City 
Planning Department.
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This disposition plan's 
illustration made at the City 
Planning Department in 
2016 is used in this thesis 
as the starting point for the 
design of Malmi Runway 
18/36. The illustration is 
an example of how the site 
could look in the future 
when the disposition plan is 
implemented. Any heights 
for the buildings have not 
been set, but the darker 
the colour the higher the 
building. © Helsinki City 
Planning Department.
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4.1.3 THE USER

The demography of  Malmi will change drastically with 
the implementation of the new plan. At the moment 
the entire district inhabits 29,000 people which 
means that the population of Malmi would almost dou-
ble with the new plan. To find some indications from 
the area's current population, statistics provided by 
the Helsinki regional statistics website (Helsingin 
seudun aluesarjat) have been studied and the district 
of Malmi compared to the entire capital of Helsinki. 
All of the statistics used are the most recent ones 
found, all from 2016 except for the numbers on work, 
employment and income that are from 2013–2014.

As seen on the adjacent graphs, Malmi's population 
is mostly of working age as is entire Helsinki's. The 
number of inhabitants per household tell that 42% of 
the households inhabit only one person. The sizes of 
households in Malmi is a bit more evenly distributed 
than in overall Helsinki where one-person-households 
represent almost half of the households. (Helsingin 
seudun aluesarjat, 2016)

The background of the people of Malmi are variable, 
but not as much as in the whole capital. 13% of the 
area's population speak a foreign language as their 
first language, and 3% are Swedish speakers. In Hel-
sinki the percentages are 14% and 6%. (Helsingin 
seudun aluesarjat, 2016)

Malmi's unemployment rate is 12.7% which is 1.1 
percentage points higher than overall in Helsinki. 

The most recent statistic from 2013 tells that the 
employed people of Malmi clearly concentrate on 
five working sectors: 67 % of the population work on 
health and social services, retail sales, construction, 
professional, scientific and technical fields, and edu-
cation. The entire Helsinki's population is distributed 
more evenly to more sectors as the five largest fields 
represent only half of the city's population's jobs. The 
average income of the population's over 15-year-olds 
is a few thousands less in Malmi than it is in the whole 
capital. (Helsingin seudun aluesarjat, 2016)

According to population forecasts the area's popula-
tion will first grow and get older, but with the new plan 
in action the demography will most probably take an 
entirely new turn. According to the disposition plan's 
report (Helsingin kaupunkisuunnitteluvirasto, 2016), 
the area is planned to have diversity in its apartment 
types as well as population structure. Other specifica-
tions have not been made. 

New areas often attract families with children and the 
disposition plan with its several school and day-care 
reservations would definitely be appropriate for them. 
The attraction for the elderly or for example students 
should be dealt with in the detailed plans at latest. As 
the central axis of the area, the Runway 18/36 should 
be developed as a place that would serve all user 
groups.
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also near the railroad tracks on the west side of the 
airport, but there are no new propositions on that side. 
(Helsingin kaupunkisuunnitteluvirasto, 2016a)

The traffic system of the Malmi Airport area is based 
on a light rail network that is planned to cover the 
entire Helsinki. Two light rail lines cutting through 
Malmi Airport are planned: one facilitates users in an 
east-west direction and the other traffic from the city 
centre to the northern districts of Helsinki. Light rail 
stops are situated approximately every 500 metres. 
(Helsingin kaupunkisuunnitteluvirasto, 2016a)

The street network is planned to have hierarchy and 
different streets have different purposes and char-
acters. Parking in the central areas is directed to cen-
tralised parking facilities, which would also be used for 
recreation purposes by adding playing fields on the 
roof and climbing walls on the sides. Cycling is inte-
grated in the traffic network. (Helsingin kaupunkisuun-
nitteluvirasto, 2016a)

4.1.4 FUNCTIONS

The functions of the Malmi Airport area get more 
variety with the new plan. At the moment, around the 
Malmi Airport area there are schools for primary, sec-
ondary and high school level, some religious buildings 
as well as leisurely services such as a stable and the 
Fallkulla domestic animal farm open for the public. The 
new plan does not specify the specific functions of 
the new buildings, but it does present blocks reserved 
for services as well as office or industrial space in 
their own colours. The report explaining the disposi-
tion plan expresses the new Malmi Airport area to be 
prepared for two schools and several day-care facil-
ities. The buildings most likely to represent them are 
marked as "educational" on the adjacent map. Besides 
these, the centre of the area near the old airport build-
ings is planned to have retail space in the ground floor. 
(Helsingin kaupunkisuunnitteluvirasto, 2016a)

The plan is dimensioned to provide jobs for 3,000 
people. The new office and industrial buildings are sit-
uated next to existing industrial structure in the east 
side of the site. Existing industrial buildings are found 

The existing disposition plan suggests 
the use of centralised parking facilities 
that could be used for recreation 
purposes by adding playing fields on 
the roof and climbing walls on the sides. 
Picture from the plan's annexes, see 
picture reference list p. 128
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Physical connections between the surrounding neigh-
bourhoods are improved with the new plans. Both traf-
fic and recreational routes facilitate easy flow from all 
directions. At its current state, a recreational route 
going around the fenced airport area is well appreci-
ated (Uusi Kaupunki Kollektiivi Oy, 2015). New recrea-
tional routes allow both short and long distance loops 
and distances. Structurally the new neighbourhood 
creates important node points and hierarchy. 

Since very few people live currently in the Malmi Air-
port neighbourhood it does not really have an iden-
tity among the residents. According to a study by 
Kopomaa and Manninen (2002) younger residents of 
Malmi identify themselves more to Helsinki than just 
Malmi. The airport’s future has also divided the com-
munity around it ‒ opinions on its development are 
diverse and the subject is delicate.

4.1.5 SITUATION IN CITY STRUCTURE

Spatially the Malmi Airport in its current appear-
ance is very open and flat. By filling the airport area 
with new construction, most of the openness of the 
2-square-kilometre space is naturally lost. In the plan-
ning process the openness of the airport landscape 
has been an important feature to be kept and it can 
be still seen in the public spaces of the city structure. 
The low and flat topography would benefit from a vari-
ety in built structure to avoid monotony. 

Regardless of the site’s openness as a space, the 
current airport area creates a clear barrier between 
surrounding areas ‒ both physically and mentally. 
Physically a fence bordering the airport’s premises 
cuts any attempts getting from one side to the other. 
Recreational access to the site is not allowed. The 
area inside the fence is 123 hectares and the route 
going around it measures approximately 6 kilometres. 
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4.2 RUNWAY 18/36

4.2.1 SIZE AND SHAPE

As it is in the current disposition plan, the Runway 
18/36 is a long, linear hardscape. The length of the 
site is approximately 1,800 metres and at its narrow-
est it is 30 metres wide. Three squares widen from 
the street width to a maximum of nearly 90 metres 
width. 

The straight shape comes directly from the his-
torical runway line oriented almost exactly in a 
north-south-alignation.  The actual runway length is in 
reality approximately 1,600 metres and the northern-
most square is in fact just an extension of the line. In 
total, the almost 2-kilometre-long strip could be com-
pared in its length to the Champs-Élysèes in Paris or 
Passeig de Gràcia in Barcelona. For comparison pur-
poses them and other well-known hardscapes around 
Europe have been drawn in the same scale and pre-
sented on this spread.

4.2.2 ROLE AND DESIGN DETAILS

In spite of the disposition plan being vague in details, 
the distribution of masses and city structure is well 
visible on the illustrated plan. In the plan, the Runway 
18/36 is presented clearly as the main hardscape of 
the new area and collector streets lead to it. It also 
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has good connections to the area’s main green areas. 
The southern part of the axis is developed as the cen-
tre of the area with indications of mixed uses build-
ings. This puts the southernmost square in the posi-
tion of a main square. 

The southernmost square is the most trafficked one 
of the three squares as two light rail lines cross it as 
well as some car traffic. All of the three squares have 
light rail stops, which gives them much potential as 
node points for people. Besides the public traffic 
stops, the squares have some additional content 
suggested on the illustrated disposition plan (p. 71). 
The main square is drawn to have a large staircase 
lowering from south to the square. The northernmost 
square intends to keep the the old airport lights as a 
design element. Besides these some vegetation is 
illustrated on the hardscape. Trees have been massed 
on the hardscape mainly along the axis or the sides in 
straight rows. In the southern square the trees have 
gotten some more random configuration too. 

The details are examined properly when zooming in the 
space between the buildings. Before it, the Runway 
18/36’s form, first surrounding blocks and the space 
they create are analysed and altered in section 5.1 of 
the next chapter.
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4.2.3 GOALS AND CHALLENGES

To determine the goals and challenges for the design 
task, a SWOT analysis for the Runway 18/36 is 
made. The analysis is used to determine the area’s 
strengths and weaknesses, opportunities and threats 
prior of starting the design. The analysis is made 
based on the City Planning Department's illustrated 
disposition plan as part of the existing structure. The 
entire airport area is analysed for its effects on the 
Runway 18/36, and positive and negative features of 
the plans for the design site itself are evaluated. 

The Malmi Airport area has both strengths and oppor-
tunities which contribute to the Runway 18/36’s 
development potential. The airport site has though 
also weaknesses and threats that can endanger the 
area developing to the wanted direction. Some of the 
features can be seen both as negative and positive 
when examined from different points of view. The 
analysis will be used as a base for the design of the 
case site in Chapter 5.

One of the biggest challenges of the future hard-
scape site is its scale. The site is an old runway which 
is seen as a definitive strength; it has instant charac-
ter related to its past. The straightness and length of 
the linear space brings challenge to the design of the 
site, but the presence of the past as an old runway is 
what creates it its identity, so the straightness is not 
something that could be given up. The airport history 
should be strongly present throughout the site, and 
especially the southernmost square's proximity to the 
old airport buildings and hangar tie the place strongly 
to the aviation history.

Even if straightness is seen as a strength, it can-
not be denied that an almost 2-kilometre-long linear 
space is not exactly ideal for a human being: walking 
from one end to another would take approximately 25 
minutes, most people will not walk its entirety at once 
and even seeing from one end to the other is hard for 
the human eye. The challenge is also the goal: to keep 

an identifiable relation to the runways bold and mon-
umental form but at the same time create intimately 
scaled social places for people. 

Size-wise the three squares sizes are considered a 
problem: the squares vary very little from each other in 
size, and monotony and lack of personality is a threat 
needed to be addressed. The difference between the 
street and the square spaces is also too mild, the 
user of the site would not detect entering a square as 
it gradually widens to its maximum size. The size and 
shape of the site are further analysed and altered in 
Chapter 5. 

The graphs below introduce the thought process 
underlaying the actual design. The bottom left cor-
ner presents a mind map on runways and the second 
some contradictions and opposites that an airport 
environment has with what is intended to achieve: 
liveable places for human use.

R U N W A Y

MASSIVE LANDSCAPE

ARROWS

SIGNS

OPENNESS

FLATNESS

MONOTONY

LINEARITY LENGTH

LETTERS

NUMBERS

BLACK, WHITE AND YELLOW

LINK BETWEEN 
LAND AND SKY

LANDING

POLLUTION

STOPPING

BREAKING

NOISE

AEROPLANES

SLOW TURNS

ACCELERATING

WAITING

TAKING OFF

FLYING

LINES

ASPHALT

CONCRETE

EXCITEMENT

MACHINE

EXCITEMENT

COMPLEXITY

SKY

WAITING

SLOW TURNS

OPEN SPACE

EVENTS

MASSES OF PEOPLE

MONUMENTAL AXIS

HUMAN

BOREDOM

SIMPLICITY

LAND

GOING

ACCELERATING SPEED

HUMAN SCALE

REGULAR WEEKDAY

THE INDIVIDUAL

SMALL PERSON

80



STRENGTHS

Density brings lots of people around the hardscape
Large population creates more possibilities for services
Variety of apartment types brings diversity of users
Location close (but not too close) to arterial roads and railway
Light rail system linking to other parts of the city makes the 
Runway 18/36 a traffic node
Large central green areas give contrast to hardscapes
Gathering spaces for community experiences
Old airport site creates identity
Flatness allows long vistas and eases construction
Runway 18/36's dynamic shape created by the street 
widening into squares

WEAKNESSES 

Uncertainty of the area’s future
Residential dominance might cause mono-functionality
Peripheral location causes struggles with attraction
Distance to railway station is over 1 kilometre
Flatness enhances monotony
Length of the Runway 18/36 is challenging
Scale of the hardscape’s squares needs definition
Mild contrast of squares to street on the Runway 18/36
Cars cutting through the squares

OPPORTUNITIES

Special identity through historical airport references
New community created around the central axis
Variety of building types brings mixed user groups
Interesting gathering spaces for residents
Adjustable to the future
Historical layers 
Public services in old airport buildings
Versatile public open spaces that offer something for 
everyone
Good connections with light rail trams
Smart technology prepares for the future

THREATS

Public obstruction to terminate the development
Light rail being replaced with slow buses
Monotonous environment because of length and flatness
History forgotten
Isolation from surrounding areas
Homogenous population would narrow the variety of services
Not attractive enough for people and businesses
Lack of functions 
Scale of urban open space too big
Inflexible and outdated design choices
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In this chapter, the Helsinki City Planning Department's illustrated dispo-

sition plan is analysed from all of the created criteria’s perspective, and 

alterations have been proposed based on the earlier created design cri-

teria list. Since the disposition plan’s purpose is to act as a basis for the 

following planning phases, many things have not yet been set and the illus-

tration is rather an example of how the blocks could be positioned and the 

site structured. This situation allows the perfect opportunity to explore 

the Runway 18/36 purely from the hardscape’s perspective – what modifi-

cations would make the most of the space between the core buildings.

First, the plan has been altered in the urban design level: adjustments to 

the surrounding buildings' shape, height and spatial configuration have 

been made to redefine the hardscape. After that, focus is shifted to a 

more detailed level and a concept for the Runway 18/36 is introduced. The 

detailed criteria is implemented to a comprehensive master plan, which is 

further presented in parts.

5 MASTER PLAN
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The overall goal of the design of the Malmi Runway 
18/36 site is to create a liveable hardscape, a pos-
itively perceived street and square space prepared 
for future changes. The method to do it is to use the 
new criteria list created in Chapter 3 of this thesis, 
and trying to fulfill all of its requirements at different 
stages of the design process. The created criteria list 
deals with features of both city structure and detailed 
design, so the issues require solutions at urban level 
as well as in detailed plans.

In this section, the criteria dealing with city structure 
are tackled. The factors dealing with detailed design 
are explored later in section 5.3. The existing dispo-
sition plan illustration (p. 71) is transformed based on 
the criteria, and presented in the following pages. The 
planning situation of the Malmi Airport and the Runway 
18/36 gives the perfect opportunity to modify the 
current illustrated disposition plan freely to perfectly 
fit the needs of the Runway 18/36 as a "model" hard-
scape. The hardscape intends to act as an exemplar 
site for any future street and square design in the 
Nordic environment.  

The original disposition plan and its illustration are pre-
sented on pages 71‒72. The current disposition plan 
illustration is presented on the adjacent page redrawn 
for the purposes of highlighting the part that will be 
modified: the hardscape of Runway 18/36 together 
with its first surrounding blocks. In the following 
spreads, the block structure is modified, but only for 
purposes of the hardscape; other ways the disposi-
tion plan's decisions have not been analysed or ques-
tioned in the scope of this thesis. One by one each of 
the city structural criteria is explored and the changes 
it has caused are explained.

5.1 TRANSFORMING THE EXISTING 
DISPOSITION PLAN 

 

RHYTHM

EASY ORIENTATION

HUMAN SCALE

BUILDING DIVERSITY

CLEAR DEFINITION OF SPACE

DENSE STRUCTURE

WALKABILITY

FLUENT FLOW

VIEWS

VARIETY OF FUNCTIONS

LOCAL ATTRIBUTES

CREATING IDENTITY 

TAKING WEATHER INTO CONSIDERATION

TREES AND VEGETATION

SUSTAINABLE CHOICES 

FLEXIBILITY 

EXPLOITING TECHNOLOGY 

SAFETY AND SECURITY 

OPPORTUNITIES TO SIT, WATCH AND TALK

CHANGE IN TOPOGRAPHY

D
ET

A
IL

ED
 D

ES
IG

N
C

IT
Y 

ST
RU

C
TU

RE

DESIGN CRITERIA FOR A FUTURE LIVEABLE HARDSCAPE

84



Tower building 

High building

Medium high building 

Low building 

Surrounding city structure

Traffic street

Light rail 

Light rail stop

Park

Recreational forest

Allotment garden

Field

Wetland vegetation 

Water

EXISTING ILLUSTRATED

DISPOSITION PLAN

500 m

P



Starting from the south, the neighbourhood’s main 
square, has been widened to properly facilitate 
masses of people and events. At the same time the 
square has been shortened, which leads to the street 
section, "light rail street", in the north getting nar-
rower. 

The narrow street opens up spatially again when 
it crosses the area’s main park. After the park the 
street has again been modified to be narrower and not 
opening until later for the second square. The second 
square’s size has been decreased to add contrast to 
the other two squares.

The northern part of the hardscape including the last 
square have constrained their basic shape and size. 
After the alterations made to the first two squares, 
the linear square at the end of the street differs 
enough from the previous two squares and new mod-
ifications are not needed. The shape might not be 
noticeable on site, but it is left as it is for its possi-
bilities to facilitate different functions than the wider 
squares. It resembles the medieval market squares 
that were merely widenings of streets. Cars pass the 
square which makes the square significantly differ-
ent from the other two squares. Traffic solutions are 
explained under the criterion “Fluent flow”.

RHYTHM

As the analysed criteria lists and their background 
literature in Chapter 3 brought up, rhythm in a linear 
hardscape such as the Runway 18/36 is very impor-
tant for the user experience. A long space can easily 
become monotonous and boring if the basic layout 
does not change on its course. Varying the street 
section creates new angles to the user’s path and 
changes the views a space provides. 

In the current disposition plan, rhythm is created by 
opening the street at three points into linear squares. 
The idea is right, but considering the site’s scale, the 
change in shape seems small and too subtle. The 
street transitioning gradually into a square can make 
the change unnoticeable on site.

The hardscape’s altered size and shape are visible on 
the adjacent page where the site is divided into seven 
different sectors. The alterations intend to create 
clear contrast between the square and street sec-
tors to enhance rhythm and create diverse spaces. 
Factors of sun and shade have been taken into con-
sideration while reshaping the space. The overall sur-
face area of the hardscape has been reduced as the 
widths of street sectors have been adjusted and cre-
ate now a more intimate space without compromising 
functionality.

RESHAPING THE VOID

EASY ORIENTATION

Easy orientation has a lot to do with rhythm, creating 
places along the way that are clearly recognisable and 
different. As explained, in the current disposition plan 
all of the squares look very alike on the urban scale. 
Easy orientation is one of the reasons the hardscape 
has been reshaped. Besides making changes to the 
layout, a choice has been made to create different 
atmospheres for each of the square and the sectors 
have been named based on the functions and uses 
they have. These actions give character to the sec-
tors and ease orientation. To enhance easy orienta-
tion, different types of landmark structures should 
accentuate the site. The character will be determined 
on detailed design phase.
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a ratio of 1:1‒1:2 would suggest the buildings' basic 
height to 15‒30 metres, 5‒10 floors. As building diver-
sity is preferred in the created design guidelines, the 
building heights are not uniform but linger around the 
determined basic heights. The specifications of build-
ing diversity have been explained under the next crite-
rion.

BUILDING DIVERSITY

Building diversity is created through varying the 
heights of buildings, their typologies, uses and apart-
ment types. The building heights are not presented 
in detail on the disposition plan nor its illustration (p. 
70‒71), but they indicate that the buildings have varia-
ble heights and that the average height lowers from the 
southern parts towards the north. The buildings' typol-
ogies and uses look very similar in the existing plan: all 
are blocks of apartments. On the City Planning Depart-
ment’s report explaining the plan (Helsingin kaupunk-
isuunnitteluvirasto, 2016a), it is said that the central 
buildings would host retail space at street level and 
that apartment types are planned to be diverse. There 
are pavilion-like public structures situated on each of 
the three squares. 

Altering the Runway 18/36 and its surrounding build-
ing blocks, some additions to the building diversity 
are made. The type of buildings are kept, as building 
blocks are considered appropriate on a central axis 
like the Runway 18/36. Instead of altering the typol-
ogies, the heights have been examined and modifi-
cations made. The new building heights presented 
on the adjacent page have been adjusted in light of 
building diversity and human scale but also keeping 
in mind the shadows they create and the space and 
new perspectives they offer. For diversity reasons the 
building heights linger around the basic height deter-
mined under “Human scale”, and in addition accentu-
ating tower buildings have been situated on the sides. 
Highest buildings are situated on the east border to 
minimise shadows on the pedestrian areas of the 
hardscape. The core idea of building heights lowering 

HUMAN SCALE

Human scale is both a matter of city structure and 
details. The surroundings create a site its frames and 
they need to be proportioned right to reach success of 
a hardscape. The height of surrounding buildings in rela-
tion to the space in between should be appropriate for 
the human eye mainly detecting the space some 1.60 
metres above ground surface. 

While transforming the site for human scale, the width 
of the open space between the buildings is first deter-
mined and then building heights proportioned to it. The 
width of an open space should be of moderate size 
keeping in mind the viewing distances of people. Espe-
cially the street sectors are adjusted to be as narrow 
as possible to avoid becoming open, windy, unpleasant 
corridors. Current width regulations will not allow the 
site to become distressingly narrow.

The hardscape is transformed to be at its narrowest 
approximately 23 metres wide: the light rail street 
section hosts a sidewalk, cycling lanes, a tree line and 
tracks for light rail traffic. The widest street sector is 
30 metres where car lanes are added. The widths are 
based on Helsinki's street dimensioning guidelines as 
well as experiences on the exemplar hardscapes in 
Chapter 3. Unlike in the original plan, in the new design 
the users are separated for purposes of pedestrian 
comfort, see criterion “Walkability”. 

Suggestions of an appropriate height to width ratio of 
streets or other linear open spaces were introduced 
in the Jacobs’ (1993) and Dover and Massengale's 
(2014) publications introduced in Chapter 3. The first 
preferred a ratio between 1:1.1 and 1:2.5 and the sec-
ond determined a harmonious ratio to be either 1:1, 1:2 
or 1:3. As intimacy is preferred for purposes of human 
scale, a ratio of 1:1‒1:2 is preferred and used to deter-
mine the basic height of the surrounding buildings.

With the new planned widths of the hardscape, at the 
narrowest part the bordering buildings’ heights should 
be between 23 and 12 metres high, which would mean 
approximately 4‒7 floors. On the widest street sector 

ADJUSTING SURROUNDING CITY STRUCTURE

towards the north is kept as it is on the illustrated dis-
position plan.

CLEAR DEFINITION OF SPACE

As found earlier, the clear edges of a space create 
definition. Especially in the case of a linear hardscape 
such as the Runway 18/36, the starting and ending 
points have importance in creating definition.

In the illustrated disposition plan definition of space 
is accomplished with clear uniform building lines along 
the Runway 18/36. As the shape of the void has been 
modified for purposes of rhythm and easy orientation, 
the few blocks with loose singular buildings have been 
turned to have a clearer building edge. Otherways the 
street edges have been maintained as presented in 
the existing plan.

In the illustrated disposition plan, the southern end-
point is accentuated with a viewpoint atop a small hill. 
The hill actually belongs to a larger green area spread-
ing to the west rather than to the hardscape, but as 
the hill and its viewpoint are directly on the Runway 
18/36’s axis, visually they provide an endpoint to the 
hardscape. For the purposes of clear definition, the 
southern hill’s topography could be exaggerated using 
surplus soil. Besides being a good endpoint, it would 
provide better views to the site and the old runway 
axis.

In the existing disposition plan, at the other end of 
the Runway 18/36 the axis ends with a traffic circle 
where three streets meet. The disposition plan also 
suggests a pavilion building at the end of the Runway 
18/36 as it does for all of the three squares. In the 
purpose of an endpoint the northernmost pavilion is 
not the best, as it would be situated in the middle of 
traffic lanes. Instead of a pavilion, the block behind 
the hardscape is modified to include a tower building, 
to accentuate the end of the runway line. The area 
between the traffic lanes could then be accentuated 
with a sculpture that would act as a landmark as well.
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Good connections are in the core of a liveable space, 
as they bring people to the hardscape and inevita-
bly make them use it even for just a short period of 
time. Good connections make a space easy to use, 
it is easily reached from all directions and should be 
accessible to everyone. 

In the disposition plan, the Runway 18/36 is the most 
central public open space of the new neighbourhood. 
It cuts through the entire Malmi Airport and connects 
the south parts to the north. It can be travelled from 
one point to the other either by foot, bicycle or light 
rail. It collects the other main streets of the site. All in 
all, the connections are good and functional. 

According to Dover and Massengale (2014) building 
blocks should not be over 90 metres long since many 
accesses facilitate better connections and flow. In 
the original illustrated disposition plan some blocks 
are drawn to be over 100 metres. As the hardscape’s 
surrounding blocks are reshaped, the building line has 
been altered to have more openings and facilitate bet-
ter connections.

In the existing illustrated disposition plan cars are 
restricted, but actually forbidden they are only on a 
very short part of the hardscape. These actions of 
the existing plan prevented through passage, but all of 
the squares were unnecessarily trafficked and pedes-
trian prevalence not achieved. The plan was altered to 
best serve pedestrians and cyclists, but so that car 
traffic would be easily managed around the site. Even 
with cars being restricted on the actual hardscape, 
their fluent flow throughout the new neighbourhood 
needed to be ensured. On the northern part of the 
Runway 18/36, the north-south acess was evaluated 
to best benefit the area's residents. The adjacent 
map shows where the traffic continues after the 
alterations.

For the hardscapes’ pedestrian purposes, the trans-
formation's goals was to minimise car traffic on all 
of the Runway 18/36’s squares and most street 
sectors too. On the two southernmost squares, the 
traffic system has been altered so that cars pass it 
only on the edges and they are basically car-free. On 
the northernmost square the traffic lanes’ location 
intends to leave as much free space as possible. 
Movement on the squares gets easier, distraction 
from traffic is minimised and traffic safety increased. 
Through the entire hardscape’s length, the light rail 
tram line has been moved to follow the hardscape’s 
west border. The alteration respects the history as 
a runway by enhancing the straightness more than 
before and again frees space for other uses. The west 
border of the hardscape is the shadiest part of the 
hardscape, so the transformation's move maximises 
the amount of sunlight for pedestrians.

The map on the adjacent page indicates the changes 
of the space different uses take. The change is pre-
sented in percentages; surface areas are shown on 
the right corner. On the illustrated disposition plan, 
car lanes were the defining element, even if it was 
partly restricted. Areas reserved for pedestrian and 
cycling were not separated on the existing plan, so for 
the comparison the transformed plan’s light traffic is 
counted into one factor. After the transformation 15 
% of the hardscape's total surface area is reserved 
for cars, 61 % for pedestrians and cyclists, 10 % for 
light rail and 14 % for traffic greenery. 

FLUENT FLOW

Fluency of all traffic modes and all user groups is 
essential in the success of a hardscape. As street-
like hardscapes are mostly spaces for circulation 
and movement, a fluent flow needs to be ensured. If 
motorised traffic is arranged well, it least disturbs the 
pedestrians and co-existence is fluent. 

DENSE STRUCTURE

As stated before, a dense structure helps to sustain 
services and increases the possibilities for human 
interaction as more people are simultaneously using 
the urban space. A dense structure around the Run-
way 18/36 is created in the illustrated disposition 
plan (p. 71) with building height and closed blocks. As 
presented on the previous page, the altered building 
heights have a lot of variation. The lowest buildings 
are under three floors high, as the tallest are "towers" 
of 10 or more floors. The building height and density is 
proportioned to the surrounding structure and a build-
ing of for example 12 floors is considered very high in 
the setting of Malmi where most houses are detached 
and  apartment buildings have at most 8 floors. 

Density is also relative and a site in Helsinki should 
not be compared to densities in the world's metropo-
lises. The new city plan of Helsinki suggest an overall 
block density of 1.8 or more, which in the current city 
structure of the capital is found in neighbourhoods 
just outside the city centre: Kallio, Töölö or Ruohol-
ahti (Helsingin kaupunki, 2015). With the new building 
heights, the blocks around the Runway 18/36 meet 
these demands. The densest blocks are around the 
main square, where the densest one has a block den-
sity of approximately 2.5. The density lowers towards 
the north and blocks around the linear square have a 
density of approximately 1.5.

WALKABILITY

Promoting walking, cycling and public transport is 
often done by restricting car use. So has been done at 
the Malmi Runway 18/36’s illustrated disposition plan, 
and cars are allowed only on parts of the hardscape. 
Blocking through car passage in the linear space is 
beneficial for the street and square users. Forbidding 
cars totally is not an option in a dense but peripheral 
area like the future Malmi Airport, but further restric-
tions have been made with the alterations. Their 
effects on traffic fluency are explained under the cri-
terion “Fluent flow”.

FACILITATING MOVEMENT
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VARIETY OF FUNCTIONS

As explained earlier, functions have much impor-
tance in the creation of liveable urban open space. 
Functions can act as an attraction and bring people 
to gather on the hardscape. The variety in functions 
assures that different user groups find their way to 
the public open spaces.

The illustrated disposition plan concentrates on 
the built structure, and currently it offers a limited 
amount of functions around the Runway 18/36 site. 
Besides retail space planned to be situated on the 
ground floor, there are three pavilion buildings ran-
domly placed on each of the squares. The northern-
most of the pavilions is kept after the transformation 
but the two southern pavilions are replaced with sit-
uating service buildings on the surrounding structure 
of the hardscape. The southernmost square as the 
main square of the area and with its closeness to 
the old airport buildings could host a cultural building 
such as a movie theatre. The middle square would be 
appropriate for a library building as a residential ser-
vice but also with attraction to people from further; 
the library could be specialised in aviation history. The 
northernmost square’s pavilion building has gotten a 
new shape and configuration and could host services 
for the residents, like a community centre for the new 
neighbourhood. The locations of the new services 
are presented on the adjacent map. Functions actu-
ally taking place on the Runway 18/36 are further 
explored in the detailed designs.

CONCENTRATING ON THE USER EXPERIENCE

VIEWS

At its best, a hardscape can provide long interesting 
views as well as new unexpected perspectives. Views 
towards important buildings and beautiful landscapes 
offer nice user experiences. Change also in the view’s 
scale is important: sometimes a long vista can be bro-
ken down to add an aspect of surprise and something 
to expect.

The current disposition plan (p. 70) is based around 
the concept of long view lines which are a reference 
to the site’s airport history (Helsingin kaupunkisuun-
nitteluvirasto, 2016a). Long open vistas are provided 
especially along the two old runway strips: the main 
park of the neighbourhood and the hardscape dealt 
with in this thesis. 

The site of Runway 18/36 can best be viewed from 
the hill on its south side which is planned to have a 
viewpoint. From inside the Runway 18/36, an impor-
tant view opens from the southernmost square 
towards the historical old airport building. Other 
important views from the Runway 18/36 are offered 
from the street sectors crossing two generous green 
areas. Their open character allow long views to nature.

The disposition plan offers positive and interesting 
vistas that can be enhanced and improved with slight 
alterations to the plan. The main view from the south-
ern hill can be improved by elevating the viewpoint 
from its current state. The vistas inside the site are 
things to be addressed in detailed plans. 
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Before implementing the criteria dealing with the 
detailed design, a comprehensive concept for the 
case site is introduced. The main goal for the new plan 
of the Runway 18/36 is to create an identity for the 
new neighbourhood that would crystallise and attract 
people to use the main hardscape of the city struc-
ture. The design should enable flows of people as well 
as attract to stay and spend time on the hardscape. 
The concept is built around three factors: identity, 
flow and place-making.

IDENTITY
Identity is created through the specialities a space 
itself provides: the designer just needs to find them 
and make the most of them. Identity in a culturally and 
historically valuable site such as the Malmi Airport can 
easily reflect to the past and its interesting details.

FLOW
Flows of people are the natural moving patterns in a 
space created by a preferred and popular routes. The 
word "flow" itself describes well what is intended: 
easy uninterrupted movement, leading from one place 
to another. Fluency of flow needs to be provided for all 
hardscape users to create a well-functioning space.

PLACE-MAKING
The word place-making implies the intention of creat-
ing places instead of spaces ‒ memorable and relat-
able streets and squares. The combination of social 
and spatial elements is essential to place-making 
(Carmona, 2010). A space is something created and 
defined by architectural ensembles, empty and life-
less, but as soon as it starts to have significance to 
people, it turns into a place. Public spaces work best 
when they establish a direct relationship between 
the space and the people who live and work around 
it (Thompson, 2002).  A personal bond with a space 
makes it valuable to the users: a place can bring 
back memories, make a person feel unsafe or be the 
setting of a love story. When people connect with a 
space they use it, take care of it and, at best, identify 
themselves to belong to the surrounding community.

5.2 CONCEPT FOR RUNWAY 18/36 

CONNECTING

IDENTITY FLOW PLACE-MAKING

BONDING AND ENGAGING PEOPLE 

CREATING A CONNECTION BETWEEN 

THE SITE AND THE USER

PHYSICAL CORRIDORS 

LINKING PLACES AND FUNCTIONS

LONG VISUAL CONNECTIONS
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A detailed design level master plan for the Runway 
18/36 is drafted based on the concept and the design 
criteria list created in Chapter 3. The criteria guiding 
the detailed design highlighted on the adjacent list is 
explored and its effects on the master plan explained 
on the following spreads. 

A comprehensive master plan for the whole case 
site is first introduced in the scale of 1:7000. Gen-
eral design solutions are explained before zooming 
in on some specific sectors of the hardscape. The 
master plan's aim is to unify the long linear hard-
scape that the Runway 18/36 creates, whereas the 
detailed plans intend to create places for people to 
gather, participate in events and interact. The con-
trast between the strong monumental axis and places 
for humas is the challenge faced at all stages of the 
design process and was explored in Chapter 4's sec-
tion 4.2.3 Goals and Challenges. 

Earlier the site of Runway 18/36 was divided into 
seven sectors to create rhythm and contrast to the 
long linear hardscape. Those seven sectors were 
planned to have their own character, functions and 
role. The sectors were divided under three basic sec-
tor types: street, square and green sectors, and one 
of each has been designed in this chapter section in 
closer detail. The sectors explored in greater detail are 
highlighted on the adjacent picture: the main square 
near to the old airport buildings, the sector where the 
light rail tracks cross the area's main park and a street 
sector accommodating pedestrian, bicycles, light rails 
and cars. 

Plan drawings in a scale of 1:1000/1:500 and sec-
tions in 1:400 are presented of the three partial 
designs and perspectives are illustrated to showcase 
the atmosphere of the sites.

5.3 DETAILED PLANS 
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MASTER PLAN

LOCAL ATTRIBUTES

The local attributes of a design site are always 
something to consider regardless of the site being a 
square, a park or a building. The environment it is sur-
rounded by determines how sites are used but also 
how they should be planned. 

The Finnish environment has its specialities. The four 
seasons are strongly present in the use of outdoor 
spaces and demand their consideration. Helsinki has 
some cold periods in the winter, a bright spring, warm 
summer and rainy autumn. Wind is always strongly 
present in Helsinki, but the further from the coastline 
the less it disturbs. What these seasonal changes 
create is different intensities of the use of outdoor 
spaces. In Helsinki when the sun shows up after a 
long cloudy period, practically everyone goes out and 
enjoys the outdoors be it summer or winter; and in 
contrary when it is dark and grey outside people prefer 
to stay home. It is not as much a matter of tempera-
ture than it is about light. The use of urban open space 

is an often unacknowledged cultural habit. These hab-
its are not easy to change, they just need to be taken 
into consideration. Gehl’s (1987) distinction of nec-
essary and optional activities deals with the quality of 
the physical environment, but applies here too: sunny 
weather is when people use the outdoors for optional 
activities, but urban open spaces are used regardless 
of the weather, as necessary activities take place. 

The climatic conditions and cultural habits should 
be taken into consideration when designing a hard-
scape, but local attributes can be also utilised to cre-
ate interest to a design. Highlighting layers of history, 
exploiting specialities in the demography or enhanc-
ing other strengths of a site bring a local touch to a 
design. As explained earlier in this thesis, a site that 
is designed for its own special features works best 
as it creates a connection with its users and is “tai-
lor-made” for a certain community.
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markings from runways, lines, arrows and numbers in 
the chosen colour theme. 

In the original disposition plan illustration, the south-
ern endpoint of the Runway 18/36 was suggested 
to have a viewpoint atop an existing hill. In the new 
design, the hill's height is exaggerated by using sur-
plus construction masses. To remember the runway's 
original function as a landing and taking off strip the 
viewpoint is designed to be a sculptural interpretation 
of an aeroplane approaching the runway. At the north-
ern end of the runway would be situated a counter pair 
to the viewpoint, a sculpture of a plane taking off.

CREATING IDENTITY

The criterion "Creating identity" is tightly linked to the 
previous one. Attaching the design to the site with 
specifics making the place special is how identity is 
created. The aim is to create character and personal-
ity to the place, and at the Malmi Runway 18/36 it is 
done by enhancing its history as an airport. At time 
of development plans the airport and its aviation 
functions have caused strong defence pleas so its 
meaning to people is undoubtable. Ideally the strong 
feelings can be used as a strength in the creation of 
identity. 

The history aspect has been enhanced by keeping the 
Runway 18/36 in its long and straight form regard-
less of the risk of getting monotonous. Straightness 
has been enhanced by allowing the light rail tracks to 
follow the runway's line from start to end unlike in the 
existing disposition plan. The bicycle lanes also follow 
the straight line to create the easiest and fastest 
possible access for the two most important transport 

modes if the site. The colour scheme for the entire 
site comes from the airport runways: black, white and 
yellow. The three squares opening from the street 
are determined to have their own signature colour 
scheme. The bicycle lanes are suggested to have a 
recognisable yellow colour when cutting through the 
Runway 18/36. A uniform tree line on both sides of 
the street enhances the straightness.

The pavement on the squares has straight lines 
resembling the airport’s runway lines but that are 
actually used as connections between important 
functions and places. As the lines are for movement, 
the areas in between are for staying. The trees are 
massed to enhance the straight lines. 

Airport elements such as signs are used on the 
squares. Tall airport lights from the original runway are 
used to accentuate the runway line. The paved area 
reserved for the rail transit is enhanced with familiar 

Airport imagery used for 
inspiration.
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TREES AND VEGETATION

The role of trees and vegetation was not indicated in 
the original disposition plan illustration. In the mas-
ter plan, trees and vegetation are used as masses to 
help create definition to the spaces. Trees are used 
in the plan mostly in rows. The tree lines enhance the 
straight connections of the square movement but 
also the runways long and linear shape. 

A change in vegetation type is presented on the sec-
tors where the hardscape crosses the parks. These 
places are where the intimate space of the street 
opens up to a wide open view. As view lines are of 
special importance on the Malmi Airport, they cannot 
be interrupted on the green crossings and hence low 
vegetation is used. In tead of grass, meadow type of 
vegetation is preferred especially where the surface 
is not meant to be used.

SUSTAINABLE CHOICES

Sustainability is crucial for sites that intend to last 
long and prepare for the future. The existing disposi-
tion plan illustration (p. 71) does not have much input 
on the sustainability aspect of the hardscape of 
Runway 18/36. The report explaining the disposition 
plan (Helsingin kaupunkisuunnitteluvirasto, 2016a) 
indicates that the area is planned to be sustainable. 
The things mentioned are general guidelines for fur-
ther planning: the area will be prepared for renewa-
ble energy modes and takes into consideration the 
changing climate and the extreme phenomena. Storm 
water management is considered. 

Besides the mentioned things on the document, the 
decision of a light rail line as well as restricting through 
passage of cars on the middle part of the hardscape 
are things that promote sustainability in the original 

TAKING WEATHER INTO CONSIDERATION

As mentioned earlier, taking weather into considera-
tion is extremely important in the weather conditions 
the climate of Helsinki provides. Wind, shade and 
exposure to rain should be minimised and enjoyable 
micro climates created by enhancing the sunniest 
spots. 

In the new design, weather is taken into considera-
tion firstly in the positioning of the light rail tracks on 
the shadiest part of the hardscape to maximise the 
amount of sun light on the areas for pedestrian use. 
The tallest buildings are also situated on the east 
border of the hardscape to minimise shadows on the 
hardscape. At the sunniest part on the main square a 
wide staircase is planned to double as an amfitheatre 
type of seating area. Its orientation is towards south. 

For protection from rain and snow, covered areas are 
provided. On the main square, a canopy structure is 
positioned next to the light rail stop giving protection 
both to the people waiting for their public transport 
and to events happening on the square. The covered 
are could be used for market stalls all year around.

The street sectors are planned to have covered side-
walks on the busiest parts. The colonnaded front of 
the building is basically an extension of the regular 
sidewalk and enables physical comfort of the pedes-
trian when it is raining. Besides offering weather pro-
tection, the covered sidewalks provide more space for 
pedestrian movement and visually enhance the linear-
ity of the runway with strong vertical columns. 

For wind protection, vegetation is used in masses. 
A long linear space such as the Runway 18/36 can 
become an unpleasant wind tunnel. To minimise wind, 
the street space is interrupted with raised planters 
that double as seating facilities. 

disposition plan. In this thesis, those decisions have 
been taken to the next level: two of the squares are 
basically freed of cars completely, and sustainable 
transport methods ‒ light rail, cycling and walking ‒ 
are promoted more.

Besides traffic solutions, the new plan is considered 
to have every potential to be constructed with local 
materials. Original airport lights are used as a recycled 
elemen on the northern square as indicated on the 
existing disposition plan. Overall a smart use of local 
resources is encouraged. 

Locality is important in the changing world where 
long transport distances are an unwanted feature for 
their unsustainable nature. In the new site design, the 
site of Malmi Runway 18/36 is planned to offer pos-
sibilities for the residents to grow their own produce 
in urban farming boxes. A shop and café selling local 
products is planned and believed to thrive in the world 
of sustainable thinking. 

The vegetation used in the hardscape has to be based 
on domestic species. Meadow vegetation is preferred 
over lawns for their support on biodiversity. Natural 
resources are used wisely: a water feature enabling 
better traffic safety and visual interest is made by 
collecting runoff water. Filtered water is used for irri-
gation of plants when necessary. Over all, storm water 
is directed to the growing features of the site and its 
surroundings to best achieve sustainability.

MASTER PLAN
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traffic hazard risk has been removed. To minimise con-
tradictions and crossings with the light rail, it has been 
moved to constantly occupy the western side of the 
hardscape. Where the light rail crosses the square, 
at the southernmost and northernmost points, open 
view lines are ensured to maximise visibility.

The existing disposition plan (p. 70) indicates the 
most important bike routes and for some reason 
the Runway 18/36 is not seen as one. A route going 
on the north-south direction will be necessary when 
25,000 new residents inhabit Malmi Airport, separate 
bike lines are added. On an arterial axis like the Runway 
18/36 the street dimensioning guidelines (Helsingin 
kaupunki, 2014) suggest cycling to be unidirectional, 
so lanes on both sides of the light rail are added to 
serve each direction. 

The distribution of functions on the street sectors 
enhances traffic safety: pedestrian and cycle move-
ment are separated clearly with a space reserved 
for a tree line. The middle section will serve for other 
functions as well, but this way the two methods of 
transport do not accidentally mix. The cycling lane is 
also highlighted with a yellow colour so it would not be 
unnoticed.

Where the street crosses the area's green areas a 
special look at the traffic arrangements needs to be 
taken. The park is a pedestrian dominated area where 
traffic functions are secondary. The light rail and fast 
bike line are separated from the park with a vertical 
water feature to ensure no one accidentally wandering 
to the light rail tracks or under a bicycle.

FLEXIBILITY

Flexibility as a way to be prepared for the future is 
important for 21st century hardscapes. In the new 
plan for the Runway 18/36, the site is introduced 
a set of light structured walls. Structures that are 
movable in the case of a sudden change or even just 
a large event can be adjusted to new needs easily. 

The light structured walls can be used for many 
kinds of functions. Some of the walls can be cov-
ered with greenery to create vertical gardens and 
add visual interest. Some can be built to facilitate 
a climbing wall. The walls can perfectly be used for 
technological innovations too. At this point, a real-
istic option would be making some of the walls to 
have technological screens that have activating 
games, intriguing information or programs for all 
kinds of participation.

For adaptability reason too, the main square site is 
kept relatively open and pre-determined functions 
are not spread all around. An open space such as 
a square facilitates different kinds of solutions. 
A fear of monotony or a feel of emptiness is taken 
into consideration by firstly making the design inter-
esting enough without large permanent structures, 
and by planning a supportive city structure around 
the hardscape to make sure a sufficient amount of 
users are present.

EXPLOITING TECHNOLOGY

Technological inventions are a definitive element of 
the future hardscapes. What can be done with it in 10 
or 20 years is still a question mark, but at this time a 
few types to include technology on the hardscape 
site are introduced. Firstly, the mentioned technology 
walls that could serve the public for example by giving 
information on the area, giving residents the oppor-
tunity to participate in the development of the area 
and showing how the area used to be when it was an 
airport. Technology can also provide activating games 
and interactive learning tools.

The existing disposition plan's report suggests ideas 
for the Malmi Airport area to include a smart lighting 
system that would take into consideration different 
user groups as well as changes in season and time of 
day. This idea will be included in the square spaces of 
the Runway 18/36.

SAFETY AND SECURITY

Safety and security are issues that need to be con-
fronted to make sure people use an outdoor space. 
Good lighting is important, and along with the men-
tioned smart lighting its sufficiency needs to be 
assured. Especially the newly introduced covered 
sidewalks need to be properly enlightened at night 
time. 

Traffic safety is important in a site like Runway 18/36 
where movement is a constant feature and many 
transport methods coexist. By restricting cars totally 
on the southern part of the Runway 18/36 the biggest 
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CHANGE IN TOPOGRAPHY

Topographical changes are used to break wind and 
break monotony without losing the runway character. 
Topographical changes are apparent on the southern-
most square where a large staircase is situated to 
porvide seating and a place to watch performances. 
The street sectors have raised planters that bring 
interest to the street's section as well as porvide 
seating. The most influential topographcial change is 
the one made at the southern endpoint of the axis,  
where the existing hill's height is raised to provide 
better views to the Runway 18/36. Because of the 
important views, topographical changes on the sites 
have been kept minimal.

The square situated in the middle of the hardscape 
takes a step further from the main square's central 
functions and closer to the residents. A new library 
building is introduced to serve both locals and visi-
tors. A special section of aviation literature is planned 
to be the library's biggest attraction. The library would 
be more than just books as the era of printing is slowly 
ending, but spaces for the enjoyment of information 
and knowledge overall is provided on the square's 
reading nooks too. The square is not intended for 
events but rather more functions for individuals.

The street sectors are equipped with raised planters 
that break wind, fade monotony, but also provide seat-
ing. The dimensions of all of the sectors are adjusted 
to be as small as possible while allowing all the func-
tions wanted. The human scale enables talking with 
other at all locations of the hardscapes. 

The northernmost square has the most residential 
character of the hardscape's sectors as it is furthest 
from the centre of the neighbourhood. Here some 
commercial activities are needed and for example a 
supermarket should be available for the residents of 
the northern Malmi Airport area. The disposition plan's 
report (Helsingin kaupunkisuunnitteluvirasto, 2016a) 
highlights that commercial services should be situ-
ated on the building blocks and not occupy separate 
building structures. The square's character is built 
around a community centre that is introduced in the 
new design. It can be a place for meeting other resi-
dents, organising local events and providing for exam-
ple space for a flea market and café.

OPPORTUNITIES TO SIT, WATCH AND TALK

Opportunities to sit, watch and talk are offered all 
around the hardscape. Benches as well as second-
ary seating are situated so that they face something 
interesting to look at, like the water feature where 
the light rail crosses the park, or so that they face 
south and sunshine. A staircase situated on the main 
square, lowering towards the south, gives plenty of 
opportunities to sit, but also watch as it can be used 
as a stand for musical performances or outdoor cin-
ema.

Different functions are situated on the squares to 
entertain and engage people. The southern square is 
the main square of the new neighbourhood and hosts 
the most commercial functions. A local movie theatre 
is suggested to be situated in the junction of the main 
pedestrian route with easy access to the square and 
its possibilities for summer cinema. Open area for the 
use of terraces is left, and urban farming takes loca-
tion on the southern part. The square's large dimen-
sions appropriate space for some urban sport facili-
ties such as an outdoor gym, climbing walls and street 
basketball.

Where the hardscape crosses the area's main park, 
the responsibility of functions are mostly given to the 
park. The design of the green area is not taken as a 
part of this thesis for other than the crossing space. 
In the design, the sidewalks of the hardscape are 
spread to the park and hence better link them to each 
other.  An element of water is introduced by using the 
existing natural ditch as well as storm water from the 
hardscape. In the existing disposition plan illustration 
there is a playground near the crossing which acti-
vates the hardscape sector.
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potential in giving the whole area identity and make 
the people around it feel proud and connected to 
their neighbourhood. Still, the border line between an 
insightful touch of history and a tacky theme park can 
be flickering, and the design challenge was to keep 
the references clear but subtle. 

The implementation of the design criteria without 
much change gave results on how the list worked in 
an actual design task. At some points the site itself 
could have had indicated different solutions not sup-
ported by the design criteria list, but it was decided 
from the beginning, to follow the list’s criteria and 
trust in what was researched. The result of a liveable 
hardscape was is believed to be achieved, though it 
cannot be denied that it could have happened if some 
“rules” were bent too. The site design proved that the 
list is not in any way impossible to fulfil; it has realistic 
goals and methods to achieve them. 

Actual proof of the site’s success cannot be evalu-
ated in the same way the exemplar hardscapes around 
Europe were, as the developed hardscape cannot be 
experienced yet ‒ or possibly ever. If the obstacles 
set in the way of the development of Malmi Airport are 
conquered, it will still take years for the Runway 18/36 
to be executed. Even though the design was made 
from the aspiration of the City Planning Department, 
many steps between this thesis and the actual imple-
mentation of the site will affect the final realisation 
and result of the Runway 18/36. Hopefully this thesis 
has given tools and inspiration on the design of this 
particular, an all other future hardscapes.

The purpose of this thesis was to find guidelines 
for the design of a liveable hardscape prepared 
for changes the future will inevitably bring. It was 
approached from angles of the evolution of hard-
scapes as well as existing guidelines. The new crite-
ria list that resulted, was used in the reshaping and 
design of a new exemplar hardscape in Helsinki, the 
Runway 18/36 of Malmi Airport.

The world of hardscapes is constantly changing and 
a clear direction for the future cannot be determined. 
Seeds for the 21st century are planted, as 16 years 
of it have already passed, but as history has taught 
us, sometimes changes can be very sudden. In the 
design of hardscapes, flexibility is key ‒ it can make a 
design last longer and adjust to sudden changes but 
also be better adapted by the new residents when a 
new community is created. 

The aspect of the changing world was not clearly 
present in any of the design criteria lists explored so a 
new approach on design guidelines was in fact neces-
sary. By exploring and testing the design criteria lists 
some other deficiencies revealed: some lists did not 
express any importance to the surrounding structure 
of a street or a square, and some disregarded totally 
the impact of a variety of functions both on the hard-
scape and in the buildings around it. These issues 
were found to be highly influential on the creation of 
liveability in urban space and hence they needed to 
be enhanced and make the new criteria list more com-
prehensive than its predecessors. Widening the list’s 
scope meant at the same time making it more general, 
and direct specifications to the site of Helsinki were 
compromised. The final criteria list was more generic 

than at first intended, but with its consideration of a 
broader perspective of things, the results were better 
than imagined.

After creating the new design criteria, it was time to 
start imagining how to implement it on the case site 
of Malmi Runway 18/36. A feature expressed in many 
of the literature references was the connection a 
space makes with its users. The existing design cri-
teria lists concentrated excessively on features of 
form even though studies show that it is not the 
spatial elements alone that promote attachment. 
Throughout the process, the user’s importance was 
highlighted, but the contradictions of a pedestrian in 
a historical runway environment made the design part 
an interesting balance between opposites: staying 
and going, large scale and small scale, machines and 
humans. The discussion was concluded into a concept 
that combines the aspects of movement, but also the 
bond created between the space and its users. The 
concept, connecting, was both a physical and a men-
tal ideology to base the final plan to.

The final plan was a result of all things explored in 
the thesis. The created design criteria list was put 
into practice both at urban and detailed level. Every 
decision made was based on the design criteria. The 
created list proved to give an appropriate amount of 
freedom in the implementation. Especially attributes 
such as locality and creating identity were general 
criteria that required a site’s personality to be found 
and enhanced. In the case of Malmi Runway 18/36 the 
rich history in aviation was used as the main reference 
to bring character to the hardscape. The hardscape 
as the main axis of the new neighbourhood has much 
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I believe I have shown that fulfilling the criteria is not 
an impossible task and that the resulting spaces have 
every potential to promote liveability and be prepared 
for the future’s unpredictability. Nevertheless, a suc-
cessful hardscape is not achieved only with design 
guidelines and a perfect set of tools ‒ the site’s own 
attributes and specialities are a big contributor of a 
design and should be respected in any situation.

I have learned more than I could have imagined. Yet I 
see that there are so many things that I haven’t dis-
covered yet. I guess the more you know, the more you 
realise how little you actually know. As I mentioned 
many times in my thesis, hardscapes are a complex 
system ‒ but I find it as an essential part of their 
charm. I knew when I picked the topic of streets and 
squares that I couldn’t cover everything about them. 
Many interesting angles were left for another occa-
sion, but I want to think I have time to discover them: 
the end of my master's studies is also the beginning 
of my life as a landscape architect. 

As I realised the topic’s complexity and the risk of 
meandering, I wanted my thesis to be the opposite: 
clear and straightforward. I think the work is consist-
ent and flows, and hope that anyone that reads it can 
agree. The long journey through time periods, design 
criteria and design choices has now come to an end, 
and it is time to start a new chapter, in life.

Over a year ago I discussed with a friend what I would 
do if I had the chance to do anything I wanted as my 
master’s thesis. My answer was to study squares 
and other urban spaces and try to find a pattern for 
a “perfect square”. At the time I didn’t think of it as a 
real option ‒ I wanted to do a thesis based on a real 
given site as I believed I would be more motivated. The 
final topic of course evolved from the first idea, but 
overall as I look back at this past year I am enormously 
satisfied that I decided to follow my interest first. The 
initial decision already on its own has added to my per-
sonal growth and self-esteem a lot ‒ not to mention 
everything the overall process has taught me. 

The introduction of an actual case site proposed by 
the City Planning Department elevated my thesis pro-
cess to another level. Working on a true site was very 
inspiring as it can give so much to a design ‒ which 
the Malmi Runway 18/36 did. A site with history, back-
ground and cultural values creates character, and I 
feel lucky to have had such an interesting case site 
to work with. Even though I had to set boundaries to 
myself on how much of the design choices to ques-
tion, I am happy of the results and the opportunity I 
had of working in different scales, the urban and the 
more detailed. 

I hope the design criteria created in this thesis can 
serve people designing urban spaces for human life. 
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