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Abstract 
 
This thesis aims at discovering how the city of Oslo can use an opportunity in rebuilding 
its city centre and begin to include the voices and opinions of marginalised communities 
that were otherwise previously ignored in planning processes. The theory and approach 
utilised throughout this thesis is feminist urban planning and gender mainstreaming 
because the two call for the equality and intersectionality so to appropriately rebuild 
cities with the needs of many in mind. As such, my hypotheses are that the car free centre 
will not improve the quality of life for marginalised user groups and the lack of gender 
mainstreaming policy has negatively impacted the five pilot project areas. Three 
methodologies have been employed: observations of the five pilot projects, interviews or 
questionnaires to stakeholders, and secondary analysis of literature. The results from the 
observations were varied, with some examples of gender mainstreaming practices 
implemented while others fell short and safety of users was questioned. Some 
practitioners had knowledge on feminist urban planning theory, whilst others had vague 
ideas of what it meant and how it was implementable in practice. To conclude, 
implementing gender mainstreaming policies would have gravely assisted the five pilot 
projects.  
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1 Introduction 
 
Who have cities been built by and for whom? This two-part question requires reflection 
about how the built form has impacted the day-to-day livelihood of residents and visitors 
in a city. It persuasively begins to unfold how power dynamics are intricately and subtly 
intertwined with the built form as previous norms and values that continue to influence 
planners are shown to have bias towards certain user groups. As such, there is a great 
need for cities that undergo reconstruction to create opportunities in the built form that 
have a positive societal impact. If one reflects on the history of urban planning, a vast 
amount of literature recognizes that cities were built by men and for men. In the recent 
decades, and coinciding with the feminist movement, there has there been an increase in 
the use of feminist theory and gender mainstreaming in urban planning. This allows the 
lens of gender to be applied in urban planning projects in order to recognize that different 
users will have different experiences and needs in a space. Thus, planners ought to reflect 
on whom they build cities for and what values contributed to previous planning policies 
in the built form.  
 
Therefore, the purpose of this research is to determine whether or not gender 
mainstreaming and feminist urban planning theories can contribute positively in new 
urban planning design in the city of Oslo. In a larger scope, this research aims to be 
contributory to literature on urban planning practices that involve entwining feminism 
into tangible results, as the practice of such is limited and therefore Oslo could be an 
example of why it is needed. Previous literature reviewed found Vienna to be one of the 
only cities that enshrines gender mainstreaming into its planning practices admirably, and 
my goal is to determine if Oslo implemented similar strategies in order to also put 
marginalised user groups first when it implemented urban redesign. While feminist urban 
planning is a strong field, there are few cities that actively use its methods to change 
planning law and practices. As such, it is my belief that when cities are being rebuilt or 
redesigned there is an opportune moment for planners and practitioners to reconsider 
previous theories that contributed to the building practices and values. Thus, as planners 
rebuild cities we must determine whether or not we entrench previous norms and values 
or do we critically analyse the past and determine if the needs of the now and future have 
changed. 
 
In this thesis I will present one modern theory on urban planning and a subsequent 
method used in conjunction. Feminist urban planning and gender mainstreaming are used 
because the two critically examine previous building norms and values in cities. I will 
examine data collected amongst five pilot project areas titled Project Car Free City Life, 
which are refurbished parking spaces as parklets in the Oslo centre, alongside interviews 
and questionnaires. The final method is secondary analysis of literature on the subject. 
All three will be examined through the lens of feminist urban planning and gender 
mainstreaming. This is done so to test if the five pilot project areas parklets would benefit 
from a strengthened theoretical position like the two theories I presented. My goal is to 
constitute proof that without an entrenched value, urban planning practitioners miss 
opportunities to lean into change that benefits marginalized citizens and instead recreate 
the status quo in urban redesign. Change begins first and foremost with the education and 
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knowledge of urban planning practitioners. With opportunities for new knowledge and 
recognition that planning must learn and adopt new paradigms, it allows for the physical 
plans and redesigns to be redone under these different theories. As such, I will attempt to 
draw the link between stakeholders and what has been created in Oslo’s city centre to 
demonstrate the important role feminist urban planning theory can play if those who 
participated in the project utilise this theory.  
 
My motive for writing this thesis is to demonstrate the value of putting marginalized 
communities first and recreating cities that strive towards equality in the built form. In 
order to accomplish this, we as urban planning practitioners must firstly re-educate 
ourselves in theories that value marginalised users and secondly be diverse in our 
practices so to invest in determining the needs of such people. There is value in being 
reflective when rebuilding spaces so to determine if previous theories were helpful or a 
hindrance and by asking questions such as: why does gender matter in redesign? Can we 
not inherently rebuild spaces without having this as our main theory and model? I argue 
in this thesis that no, as user groups can continue to be under represented and simply 
unasked unless feminist urban planning and gender mainstreaming are utilised. “A gender 
perspective is even more radical than the women’s perspective because a gender 
perspective means sharing – resources, urban space, time, finances and even the right to 
representation” (Roberts & Sánchez de Madariaga, 2013, pp.104). The value of an 
individual’s experience, while not representative of the whole, allows for a planner’s 
decision-making process to be an informed one of the user groups that are impacted by 
changes. Planners may have the educational background, but an important tool in 
conjunction to such is allowing for gender intersectionality in order to provide guidance 
in the consultation, decision-making, and execution processes.  
 
Therefore, I will test two hypotheses throughout this thesis against my observational, 
interviews, and secondary analysis research methodologies so to determine if and how 
feminist urban planning and gender mainstreaming impacts city redesign.  
 

1. The car free centre will not improve the quality of life for marginalized user 
groups.  

2. The lack of gender mainstreaming policy from stakeholders impacts the five pilot 
projects negatively. 

 
These two hypotheses have been chosen because the Car Free City Life project has 
already examined the environmental impact of the project on the city centre and the 
improvement of the general quality of life for residents and visitors. It has not delved into 
the dynamics of how gender and city planning impact one another. The first hypothesis 
will attempt to be answered primarily through the observational study conducted in this 
thesis because it focuses on answering the physical aspect of the entire project. The 
second hypothesis will attempt to be answered through the interviews and questionnaires 
as well as a secondary analysis of literature on the subject. These two methods are 
appropriate tools to utilise because the hypothesis investigates policy making, which is 
something policy makers directly impact. 
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In the subsequent portion of this paper I introduce the literature review that includes 
previous research on the subject as well as any gaps in research. In Chapter three, the 
research design with the three methodologies is discussed, along with a critical review of 
the methods and a presentation of the theory utilised in this study. Chapter four discusses 
the ethical considerations associated with this study. In Chapter five, I present my 
findings from my interviews and questionnaires, observational data, and secondary 
analysis that have been collected in the field. In Chapter six, I discuss the findings against 
the two hypotheses stated at the beginning of this thesis and critically analyse the data. In 
Chapter seven, the reflections on the limitations of the study are presented, as well as any 
recommendations and how the study has been contributory to urban planning as a whole. 
In the eighth and final chapter, I conclude my thesis and restate my hypotheses. 
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2 Literature Review 
The following section provides an introduction to the subject of this thesis, the Project 
Car Free City Life and its five pilot projects, a compilation of previous literature that 
exists on subject, as well as any gaps in literature that have been uncovered. This allows 
for the any gaps that may exist in current literature to be made clear prior to introducing 
the methodology chosen for the research and its subsequent findings. This provides an 
opportunity to understand how and why this research is relevant to the field of urban 
planning. This study aims to add to a limited research body on the subject of car free 
cities from a gender mainstreaming perspective.  

2.1 City of Oslo and Project Car Free City Life Background 
 
The city of Oslo is the capital of Norway with approximately 658.390 residents in a 454 
square kilometre area (City of Oslo, 2017b, p.1). In the European Green Capital 
application report, Oslo has a projected growth increase to approximately 800.000 
residents by 2030, which means it must balance carefully the needs of current and future 
residents within the confined area the city occupies (Ibid, p.2). As such, Oslo’s 
government has enacted environmental laws since 1998 and more recently, renewed the 
environmental program in 2011 that will maintain its goals until 2026 (Ibid). However, as 
the report details, it was in 2015 that the city began to turn to more aggressive measures 
in order to address potential climate change impacts and reduce carbon emissions (Ibid). 
Primarily, the Climate and Energy Strategy for Oslo was adopted in 2016 in which 
emissions must be cut by 50 percent by 2020 and further to 95 percent by 2030 (Ibid). 
One part of the plan that will assist in reducing emissions is the enactment of the car free 
centre under the program Car Free City Life, which has been in process from 2016 and 
will reach completion in 2019 (Ibid, p. 13). 
 
A part of the Climate and Energy Strategy plan, Oslo has begun to redesign the urban 
centre of the city by banning cars and removing parking spaces in order to reduce carbon 
emissions and improve the quality of life for the urban core since April 2016 (City of 
Oslo, 2017a, p. 13). The Project Car Free City Life, or Bilfritt Byliv in Norwegian, has 
two primary goals that are reducing cars and improving air quality (Ibid). The city aims 
to have “more city life, mobility/availability, environment and attitude” and from such 
goals the city strives to allow for an increase in pedestrians, bicycles and their subsequent 
infrastructure, areas for children to play, and opportunities for cultural life (Ibid). The 
main project has a budget of 6,5 million Euros, however one may note that there are 
several subsequent budgets that operate within the peripheral of the Project Car Free City 
Life  (Ibid, p.14). This would include the budgets for building new cycle lanes, building 
new public spaces, public transportation, or outdoor recreation (Ibid). So while the 
Project Car Free City Life explicitly operates within its own budget, it may benefit from 
other projects the city is currently operating.  
 
As detailed below in Figure 1, the Project Car Free City life encompasses the core centre 
and business district of Oslo, which is an area of 1,3 kilometres squared (City of Oslo, 
2017b, p.221). The project was headed by the city of Oslo and district politicians and 
planners worked in collaboration with various stakeholders, such as business and 
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residents, in order to create an informed strategy that reflects the needs and wants of 
those consulted (Ibid). In the city of Oslo’s application for the European Green Capital 
Award, it is stressed that the city wanted to ensure the input and cooperation of its 
stakeholders and those who would be affected by the project (City of Oslo, 2017b, 
p.221). One must note that public services, such as garbage collection, need to be 
accessed and retained despite a strong ban on normal car traffic (Ibid). In addition to an 
improvement of city life for residents and visitors, the reduction of air pollution is a 
primary target from the program (Ibid).  A recent report on the greenhouse gas emissions 
in Oslo has shown that emissions are down by eight percent from 2015 to 2016 
(Braathen, 2018).  
 
Currently 300 parking spots in centre have been eliminated and the city aims to remove 
400 more parking spots so to achieve its goals in relation to the project (City of Oslo, 
2017a). The transition is being done over the three years so to allow for pilot projects to 
be tested within the area and to allow for businesses to adjust their needs accordingly so 
that by 2020 the adjustments are completed (Ibid). With the removal of parking spots and 
the reduction of cars in the centre, by 2020 the city has outlined a goal to have 60 
kilometres of new bicycle lanes and car free streets (City of Oslo, 2017b, p.219).  
 
 

 
 Figure 1: Project Car Free City area of Oslo (City of Oslo, 2016, p.222) 
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In the Project Car Free City area, there are five pilot project areas that have been 
implemented and tested as probable areas for an improvement in city life and shall be the 
focus of this study (Oslo Kommune, 2017c).  
 
They are the following: 
 
 • Øvre Slottsgate  
 • Fridtjof Nansens plass, Roald Amundsens gate, and Kjeld Stubs gate 
 • Møllergata Sør 
 • Kongens gate (north and south) 
 • Tordenskiolds gate and Rosenkrantz gate  
 
The aim of these five areas is to allow for city life to flourish beyond Karl Johan, which 
is the main street in the city centre, and to further bring development closer to the fjord 
and waterfront as the city continues to develop the harbour (Oslo Kommune, 2017). The 
pilot project areas are six, but for the sake of simplicity in this thesis project Kongens 
gate north (nord) and south (sør) are combined. While the project began in 2016, work on 
these five pilot projects began in summer 2017 and the specific areas are detailed in 
Figure 2.  
 

  
 Figure 2: Pilot areas in Project Car Free City (Oslo Kommune, 2017).  
 
The five pilot areas have undergone reorganization so to focus on improving each area 
for pedestrians and cyclists rather than cars or parking spots (City of Oslo, 2017).   

 

2.2 Previous Research 
In total, there have been two studies undertaken that are specific to the Project Car Free 
City Life. Additionally, there is a report published that researches the districts of the 
centre of Oslo, which encompasses the area the five pilot projects. Detailed in the 
previous section, Oslo compiled a report on the city’s green practices to submit an 
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application to become the European Green Capital. The engineering firm Sweco was 
contracted by the city of Oslo to conduct research on the five pilot projects on order to 
determine the success rate of the goals implemented for the projects. The two reports are 
titled Mellomundersøkelse 2017 – Oppsummering av obserasjonsstudier (Midterm 
Review – Summery of Observation Studies) and Statusrapport 2017 – før tiltak er 
igangsatt (Status Report 2017 – Before Action is Taken).  
 
The remaining report analysed is the Handlingsprogram for økt byliv i Oslo sentrum 
(Action Program for Increased City Life in Oslo Centre). Oslo Kommune has published 
the Action Program but it had contributions from consulting firms LaLa Tøyen and 
Rodeo Architects, the latter being the firm where interviewee Kenneth Dahlgren is a 
partner.  
 
The first report, Mellomundersøkelse 2017 (Sweco, 2017a), is a condensed report that 
evaluates the five pilot project areas. Sweco created a participant observation analysis of 
the five pilot project areas (Ibid). This method was used so to receive feedback from 
various users of the five spaces and to test the differences between user feedback and 
strict observation of the newly implemented measures of the project (Ibid). It primarily 
asked what impact do the new installations have on the site’s character and usage, who 
are the primary user groups, are the installations used to the extent and in the way it was 
intended, is the use of the place different at different times of the day and different days, 
and to what extent do the new installations contribute to the project Car Free City Life’s 
overall goal (Sweco, 2017a)? 
 
Sweco provided their observation and participatory analysis, photos of the space, and a 
bird’s eye street map they created denoting where and what has been included in the 
spatial redesign (Ibid, p.4-13). Sweco noted there was an overall prioritization of 
pedestrians and cyclists in the reorganisation of the space and streets (Ibid, p.15). 
 
The second report conducted by Sweco is titled: Statusrapport 2017 – før tiltak er 
igangsatt (Status Report 2017) (Sweco, 2017b). This report, unlike the first discussed by 
Sweco, is far more analytical in nature and discusses various data collected on the five 
pilot projects prior to their change to what is currently seen in the pilot projects (Sweco, 
2017b, p.6). The pedestrian models and street interviews collected are compared to the 
results from surveys that were sent out to residents of the city (Ibid). The report also 
includes a media analysis of coverage on the five pilot project areas and determined if the 
media coverage of the project was negative or positive (Ibid). 
 
The evaluation report, whilst focused on the whole of the Car Free City Life Project, 
centred its focus on collecting data that would specifically assist in future evaluations 
done by Sweco for the five pilot project areas (Ibid, p.10). The research that was done by 
Sweco for the report on cycle and pedestrian traffic provided valuable input as to what 
changes needed to be done for the pilot projects for these two user groups (Ibid, p.19). 
 
Another method employed for this report was representative sampling in order to receive 
feedback on the perspective of the city centre (Ibid, p. 20). 1000 people responded to a 
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web survey Sweco created in which it inquired whether or not there was a positive or 
negative impression for pedestrians, cyclists, and vehicle users (Ibid, p. 22). Another 
asked if the five pilot project spaces were satisfactory in relation to the parks, street 
décor, public life, and the number of vehicles within the city centre (Ibid, p. 25). The 
second report is far more detailed in nature, going beyond the scope of the five pilot 
projects to have a more comprehensive view of the city centre as a whole. Participatory 
engagement and analysis was a method well employed in previous reports. 
 
The research also asked about respondent’s knowledge about the Project Car Free City 
Life and for them to list anything they knew about the project in particular. The primary 
responses included the reduction of vehicles and the increase of cycling measures, but 
none explicitly mentioned gender mainstreaming explicitly, but there was the inclusion of 
pedestrian and cyclist’s needs and an increase in green space (Ibid, p.27). The report was 
able to received feedback regarding the differentiation of opinions between the elderly 
users of the space and the youth (Ibid, p. 33). Youth were far more receptive to the Car 
Free City Life project than their elderly counterparts, with 41% believing that it will 
bring more life to the centre whereas the 26% of the elderly believed the same (Ibid, 
p.33).  
 
Oslo Kommune Report 
 
The report that the Oslo Kommune published was led by the Planning and Building 
Agency in collaboration with two consulting firms, Rodeo Architects and LaLa Tøyen. 
This report is titled: Handlingsprogram for økt byliv i Oslo sentrum (Action Program for 
Increased City Life in Oslo Centre) (Oslo Kommune, 2017b). The purpose of this report 
was a follow up long term guide from 2018-2030 that continued and improved upon 
measures for urban life that were in a previous report titled Apartment City Life Oslo 
Centre (Ibid, p.3). However the Action Plan serves as a long-range guide for how the city 
aims to develop its urban core and once the Car Free City Life Project began in 2015, the 
Action Program became associated with the project (Ibid). In short, the Action Plan is a 
comprehensive plan that encompasses the entire urban core of Oslo and is to be used as a 
tool in order to maximise the space for urban life (Ibid). It is not authorised by the 
Planning and Building Act, however it is still a strategic document that is to be utilised in 
the redesign process of the urban core (Ibid, p.9). 
 
The Action Plan outlines that the city of Oslo has taken on a long-range plan in order to 
increase urban life in 13 identified districts because it was their belief that the city centre 
has been underutilised and therefore ought to be easily accessible, be varied, and be 
responsive to different peoples needs (Ibid). In doing so, Oslo can create “[a] city centre 
where people can be together regardless of background, age, level of functioning, 
finances and interests” (Ibid). The Action Program focused on the specific themes of 
pedestrians, greenery, multi-functional spaces that are interconnected, and safety (Oslo 
Kommune, 2017b, p. 7-8). 
 
Under the overarching guidelines of the Action Program, the Car Free City life will 
“prioritise pedestrians, children, families, and seniors” instead of private vehicle users so 
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to have the city streets filled with new opportunities for city life (Ibid, p.8). The report 
notes that the two programs operate in a distinct synchronism as some goals and 
measures from the Action Plan will be completed under the budget of the Car Free City 
Life Program (Ibid). In doing so, the legal framework required updating to accommodate 
the new structure of urban design in the centre (Ibid). 
 
The Action Plan further summarised key themes that became emergent throughout the 
plan, three of which was increased universal access for those with limited mobility, the 
facilitation of free and open spaces for youth and children, and equal prioritisation of the 
elderly (Ibid). Such themes are vivid examples of recreating space for marginalised user 
groups. 
 
A predated document to the Action Plan was a survey conducted by Gehl Architects from 
2012-2014. The information that was gathered this survey influenced the Action Plan 
because of its study on how people interact with the Oslo city centre (Ibid, p. 25). Gehl 
Architects utilised “pedestrian counts, stay registrations, age and gender registration, 
surveys, [and] qualitative assessment tools for urban spaces…” (Ibid, p.25). From the 
research collected it determined that children and the elderly who use the city centre have 
not been prioritised user groups (Ibid). It also concluded that there is a varying quality of 
pedestrian streets and that cycling infrastructure does not have a high quality (Ibid, p. 26).  
 
A survey was also conducted in January 2017 in which 2000 respondents participated in 
an online survey done from random sampling with the goal of collecting feedback of the 
current situation of Oslo’s centre from residents’ perspective (Ibid, p. 28). Respondents 
had a varied background and were between the ages 15 to 67 and above, included 
professionals, parents with children, and a distribution of genders (Ibid). There were 
more female respondents than male, however no specific statistic is presented (Ibid). One 
question asked if people believed Oslo to be an open and inclusive city for all and 52% of 
respondents believe it to be inclusive (Ibid, p. 28). 

2.3 Gaps in Research 
	
In all of the reports that have been presented, the common theme throughout is the focus 
on environmentalism and rebuilding for the sake of people. Private vehicles are not the 
future investment into the city centre of Oslo, but rebuilding parking spaces and 
subsequent surrounding infrastructure so residents and visitors alike can enjoy public 
space. Despite the desire to rebuild the centre with residents and their needs as the focus, 
there is no direct mentioning of gender mainstreaming practices within the urban redesign 
of Oslo’s city centre in any report. The city of Oslo has collected in depth research of 
some user groups in the city centre as well as done multiple participatory observation 
analysis. The data collected in these reports also seeks the input of some marginalised 
user groups, however, it has not been explored in depth nor offered suggestions for 
change to assist such users. 
 
As such, there is an opportunity to capitalise on the desire to rebuild the city centre for 
people and investigate further how urban planning redesign can include the needs and 
wants of marginalised user groups. The Project Car Free City Life provides a new way to 
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think about how city centres are rebuilt, but its environmental focus lacks concrete 
examples of how the needs of marginalised users are being addressed especially if 
pedestrianisation is the primary focus. An analysis of such a subject should be undertaken 
because the city has shifted its priority to rebuilding for the betterment of its residents but 
residents are not homogenous in their needs for a city. However, previous research has 
well documented participatory observation or survey feedback from city residents. 
Replication of such data would not be beneficial for this study. 
 
The previous research presented by Sweco concluded that the city has indeed met its 
goals in terms of increased urban life from the pilot project implementation (Sweco, 
2017a). Therefore, a new direction of research into they physicality of the pilot projects 
specifically on their relation to diverse user groups would be beneficial. This would both 
fill the gap that currently exists in research, strengthens theories on the subject, and 
provides more city examples in a field that needs to continue building its resume of cities 
enacting such measures. The concept of gender mainstreaming and the theory of feminist 
urban planning would assist understanding this gap in research and the subject would in 
turn create a feedback loop to further the theory. 
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3 Research Design 
 
Qualitative methods were the methodologies of choice in this case study during the 
research design process and three methodologies were determined suitable for the needs 
of the posed hypotheses in this case study. A single method was not utilised in the event 
data generation data failed in order to successfully test the hypotheses. The methods 
utilised in this research were interviews and questionnaires, observational analysis, and 
secondary analysis. Previous studies were used as secondary data to supplement primary 
data collected. Therefore the methods employed in this study adhere to the standardised 
methodologies seen as employed by feminist urban planners. The methods of choice 
provide an opportunity to contribute to further entrench reliable methods of analysis in 
the field of feminist urban planning and gender mainstreaming. The case study was 
chosen because the limited opportunity of finished products in the ongoing three-year city 
centre redesigns, and therefore the focus on the pilot projects offered a concentrated 
analysis necessary in case study research (Bryman, 2012, p. 67). The methods employed 
in the research also assisted in precise data collection on the single subject (Ibid, p. 68).  
 
Gender mainstreaming practices are applied against the five pilot projects created by the 
city of Oslo. Demonstrating that feminist urban planning and gender mainstreaming 
methodologies are valuable in city redesign is the goal of this research on the five pilot 
projects created by the city of Oslo. The areas were chosen because they are finished 
products of a larger car free centre that is half way through completion and a study can 
only be done on what is completed. The benefit of this research by testing the two 
hypotheses is the outcome may solidify efforts made by the city of Oslo or it can provide 
encouragement to increase gender mainstreaming for the unfinished portion of the 
project.  
	

3.1 Case Study Design 
	
For the purpose of this research, I have concluded that three methods would be 
appropriate in order to best answer the research questions posed at the beginning of this 
thesis and due to the time frame imposed on the research collection. The two hypotheses 
that were tested through the data collected were that the car free centre will not improve 
the quality of life for marginalized user groups and that the lack of gender mainstreaming 
policy from stakeholders impacts the five pilot projects negatively. Based on the previous 
literature gathered, there are significant examples from Vienna on the positive impact of 
gender mainstreaming and feminist urban planning practices. As such, and due to the lack 
of concrete examples throughout literature from Oslo, creating a study that tested whether 
or not there gender mainstreaming was visible or needed in the centre redesign was 
beneficial. 
 
The methods I employed to test the two hypotheses were interviews and questionnaires, 
observation analysis, and secondary analysis. All of these are qualitative data collection 
methods. The goal of choosing three methods of research was firstly because I recognised 
a gap in research on gender mainstreaming amongst published studies specific to the car 



15	
	

free centre in Oslo. Secondly, because there were two hypotheses tested, I determined it 
was necessary to collect data specifically on user groups impacted by the redesign as well 
as those who created the new spaces. The interpretive methodology style of research was 
employed because I wanted to understand the gender mainstreaming comprehensively in 
the context of the Project Car Free City and those who created the project. Finally, 
qualitative methods were the chosen methodology over quantitative or mixed-methods 
approach because of the research questions posed. A quantitative approach was not the 
best method suited for answering the research questions, as I was not interested in 
determining the number and variety of users of the five spaces (Bryman, 2012, p. 160) 
 
Three sets of data were collected in order to best conclude an answer for the two 
hypotheses. Two were primary data collection and one was secondary data collection and 
analysis. Each method employed, the tools, participants, design and procedure are 
outlined below in a separate section per methodology. They shall proceed in the 
following order: Interviews and questionnaires, observational analysis, and content 
analysis. As a conclusion, the limitations of all that data collection methods will be 
presented. 

3.1.1 Interviews and Questionnaires  
 
This methodology was selected as because it provided insight into how practitioners 
designed, influenced, or evaluated the five pilot projects. Research reviewed for theory 
indicated a strong comprehension of what feminist urban planning and gender 
mainstreaming practices is amongst practitioners. Therefore, the collection of data 
amongst those associated with the project in Oslo would provide insight as to whether or 
not Oslo stakeholders were knowledgeable on the matter and subsequently implemented 
their knowledge into the final design of the project. A key theoretical perspective was 
that planning is a predominantly male led field and historically, men have created cities 
without the needs of marginalised groups in mind (Roberts, 2013, pp.2). Therefore, the 
collected research would evaluate the practitioners involved to see if such a norm 
continues to be perpetuated and how that translates into the design of space.   
 
Four stakeholders of the Car Free City Life Project participated in either interviews or 
questionnaires. They included representatives of the firms that participated and created 
reports on the project, a representative of the city of Oslo, and a final participant that was 
part of the jury panel that awarded the architectural prize for a featured installation in one 
of the pilot projects. They are listed below in the same order. The goal in intentionally 
choosing from a varied practitioner background was because these participants published 
reports or documents on the subject matter and as such, I wanted to investigate if there 
was a deeper understanding of feminist urban planning and gender mainstreaming. The 
four stakeholders and places they represented were: 
 

1. Kenneth Dahlgren – Rodeo Architects 
2. Sara Polle – Sweco 
3. Terje Elvsaas – Car Free City Life 
4. Thea Mehl – DOGA (Design og arkitektur Norge) 
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Procedure 
 
Interviews and questionnaires were the method of choice in order to collect data based on 
the availability of the participants. Participants were first contacted via email and second 
via phone and asked if they would be willing to participate in an interview on the Project 
Car Free City Life. As previously mentioned, men historically dominate the field of 
planning (Ibid). However, the intent in contacting stakeholders was to gather participants 
for the research and their perceived gender was not a determining factor in why they were 
asked to participate in the research. Each participant consented to be interviewed or 
provided responses to the questionnaire once informed of the purpose and use of the 
research so to ensure informed consent takes place prior to the data collection.  
 
In total, there was one in-person interview with Kenneth Dahlgren, one phone interview 
with Sara Polle, and two questionnaires of collected data with Terje Elvsaas and Thea 
Mehl. When participants were first contacted, they were given the option to conduct an 
interview style of their choice firstly to ensure data would be collected and secondly to 
allow for a degree of flexibility if participants had a full work schedule. A choice was 
made to not ask each participant the exact same questions as each participant had a 
different role in the project. This provided an opportunity to answer the second 
hypothesis, that which is the lack of gender mainstreaming policy from stakeholders 
impacts the five pilot projects negatively. As each participant had a different role in the 
five pilot projects, each required a slightly different set of questions. However, there was 
a common theme for all that was gender mainstreaming and feminist urban planning. 
Both the interviews and the questionnaires were left semi-structured in that the 
participant was allowed and furthermore questioned about any additional comments. A 
full list of questions for each participant can be found in Appendix B.  
 
The in-person interview that was conducted was forty minutes long and the interview 
produced 10 pages of transcribed material. The phone interview that was conducted was 
approximately twenty minutes long and produced two pages of transcribed material. The 
semi-structured design of the interviews allowed for no maximum amount of time set for 
the participants, should their answers go quickly or if they decided to elaborate further. 
Of the two questionnaires collected, one produced three pages of transcribed material 
while the other produced two pages. Each response was subsequently transcribed, coded, 
and analysed. Each transcription had the same themes to ensure a structured analysis for 
the eventual answering of the hypothesis. The themes were gender mainstreaming, 
feminist urban planning, marginalised user groups, knowledge, car free centre, and 
policy. These were chosen as they were the best related to the hypothesis and therefore 
would best assist in answering.  
 

3.1.2 Observational Analysis 
 
This methodological approach was the second utilised during this research and this 
method was used so to best answer the first hypothesis, that which poses that the car free 
centre will not improve the quality of life for marginalized user groups.  
 



17	
	

The pilot areas in Project Car Free City consist of six areas in the centre of Oslo. For the 
purpose of this research, they have been reduced to five by way of combining two areas 
together as they are on the same street. The five pilot project areas were chosen for non-
participant observational analysis because they Sweco already completed a participant 
observational study and analysis of the pilot projects. Furthermore, and while there is an 
overlap in the subject matter of this research and that of the research completed by 
Sweco, it was the physicality of the spaces and structures that was evaluated not who was 
using the spaces. 
 
The pilot project areas were first reduced to five spaces of analysis instead of the 
prescribed six by the city of Oslo. This was employed strictly for the sake of simplicity, 
due to the fact that Kongens gate utilises the north and south of the entire street. The five 
pilot projects observed in this study were:  
 
 • Øvre Slottsgate  
 • Fridtjof Nansens plass, Roald Amundsens gate, and Kjeld Stubs gate 
 • Møllergata Sør 
 • Kongens gate (north and south) 
 • Tordenskiolds gate and Rosenkrantz gate  
 
Prior to collecting the observational data, a framework was created that would assist in 
answering the first research question. This was the choice material in this portion of the 
study. The sites needed to be analysed from a standardised framework so all sites were 
observed in the same manner. Not all pilot project sites were the same size, but the 
method of data collection was the exact same to maintain consistency. The framework 
created was influenced by feminist urban planning theory and gender mainstreaming 
practices so to be able to answer the research question. It was inspired by the 
recommendations from the City of Vienna’s Gender Mainstreaming in Urban Planning 
and Urban Development document. Within the theoretical framework of feminist 
geography and gender mainstreaming, “space analysis has demonstrated its worth and 
gained acceptance in mainstream practice. Researchers view space and how it is usable 
for different user groups and as such gender aspects came almost ‘automatically’ into 
view” (Roberts & Sánchez de Madariaga, 2013, pp.221). 
 
Each pilot project section was viewed twice with approximately twenty minutes spent at 
each site collecting observational data. The observations took place on two separate dates 
in order to provide a secondary data collection in case anything was missed in the first 
data collection. The first day of data collection was 22 March 2018 and the second day of 
data collection took place 22 April 2018, exactly one month apart. The framework used, 
as found in Appendix A, focused on the physical design of each space and was divided 
into two sections.  
 
The first section of the framework asked open-ended questions for the purpose of 
gathering descriptive data in which the characteristics of the space were focused upon. 
The characteristics of the space were gathered because it assists in answering the 
hypothesis. The open-ended nature of each question allowed the researcher to have a 
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perspective of multiple marginalised users in mind. For example, asking if the space is 
safe from cars is subjective to which user, such as the elderly, disabled, or children, are 
using the space. As such, the open-ended framework allowed for the five pilot projects to 
be critically assessed.  
 
The second portion of the framework established impacts on various user groups. First, 
potential user groups were identified, as varied as cyclists, women, or disabled. Then the 
pilot project space was evaluated as either positive or negative for each potential user 
group. This was done subjectively and based upon the data that was collected in the 
previous section of the framework. Again, this was not participatory observation data 
collection and no potential user group was inquired even if they were seen using the 
space. The second day of data collection allowed for the previous day to be reviewed and 
if the five pilot projects were changed for whatever reason or a new observation made, 
then it could be supplemented in the collected data. There was no change in framework or 
the sites analysed. Everything remained the same as the first observational day so to 
ensure consistency in methodology. 
 
Once the data was collected, the characteristics of the space were analysed further to see 
if any recurring themes for each potential user group were evident. This merged the two 
sections of the framework together so to better answer the research question that the car 
free centre will improve the quality of life for marginalized user groups. Then, common 
gender mainstreaming practices and feminist urban planning theory were introduced once 
again and utilised as a cross referencing technique. This was examined in the literature 
review and provided a baseline for what a quality of life improvement for various groups 
might be in the context of feminist urban planning. The collected observational data was 
matched to such practices and it was from this that a conclusion for the hypothesis on the 
five pilot projects was reached. A conclusion was possible because of a framework 
reflective of feminist urban planning and gender mainstreaming practices 
 

3.1.3 Secondary Analysis of Reports 
	
The third and final methodology utilized was a secondary analysis of reports published 
on the Car Free City Life Project. The purpose of this final method was to assist in 
achieving a strong and well-rounded conclusion to answer the two hypotheses. With 
stakeholder responses low, the secondary analysis investigated any published reports on 
the subject to determine if any previous research on marginalised user groups took place 
and what type of impact such research had on the pilot projects. The goal of this 
secondary analysis was to answer the second hypothesis, that the lack of gender 
mainstreaming policy from stakeholders impacts the five pilot projects negatively. It 
assists in investigating the policy aspect of the research collected. Secondary analysis 
also assists in answering the first hypothesis, that the car free centre will improve the 
quality of life for marginalised user groups, by creating a thread linking policy to the 
collected observed data. 
 
In total, four reports as secondary data were collected and analysed. The reports were 
chosen if they were specifically on or correlated to the five pilot project areas. The four 
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reports include two that have been conducted by the engineering firm Sweco, titled 
Mellomundersøkelse 2017 – Oppsummering av obserasjonsstudier (Midterm Review – 
Summery of Observation Studies) and Statusrapport 2017 – før tiltak er igangsatt (Status 
Report 2017 – Before Action is Taken). The Handlingsprogram for økt byliv i Oslo 
sentrum (Action Program for Increased City Life in Oslo Centre) and the European Green 
Capital Application were the remaining two reports analysed. However, for the European 
Green Capital Application report only the sections on the Car Free City Life Project were 
analysed, as it was determined the rest of the application was not applicable to the 
parameters of research.  
	
The four reports were analysed with parameters of marginalised user groups and 
stakeholders so to retain a scope towards creating a conclusion for the hypotheses. 
Marginalised user groups were chosen because it represents inquiring and receiving 
feedback from user groups in car free centre and it correlates to the first hypothesis. 
Stakeholders were chosen because some involved in the study created the reports 
analysed and it correlates to the second hypothesis.  

3.2 Critical Review of Methodology 

Due to the timeframe allotted for this study, there were limitations associated with data 
collection. The entire Car Free City Life Project is currently underway over a three-year 
period, due to be complete next year. Therefore, this case study encapsulated only a 
snapshot of what is taking place in the redesign process and the subject investigated was 
specific to pilot projects. These pilot projects are subject to change and therefore should 
time have permitted, a possibility for a longitudinal study exists. In a longitudinal study, 
the qualitative observation on the pilot projects could be undertaken so to study how the 
pilot projects change throughout the entire project duration as well as a final post-
implementation observation (Bryman, 2012, p. 63). Those interviewed could also have 
post-implementation interviews to also see if their contributions have changed and new 
reports on the subject would be added as secondary data, both a key trait of longitudinal 
studies (Ibid).  

There are also restrictions in having chosen qualitative methods over mixed method or a 
quantitative approach. One critique in particular regarding data collection is there is 
significant variety in the ways data can be collected but it is how different each method is 
that is a cause for concern (Bryman, 2012, p. 383). Therefore, the lack of standardization 
causes concern in reliability even though variety could allow for variability in 
understanding a subject (Ibid). Throughout the research attempting to retain 
standardization amongst each chosen methodology mitigates this problem. However, one 
restriction I faced in the research was restructuring the interviews and questionnaires per 
participant, as each person had a different role in the project. Therefore, there is a break 
from continuity that had inevitability.  

In relation to the break in continuity, there is an additional restriction associated with 
qualitative research that reflects the type of methodology chosen. Another main critique 
of qualitative research is that it is subjectively led due the researcher (Ibid, p. 405). The 
criticism is that the researcher does not remain impartial nor create a system to ensure 
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only relevant information to the study is collected (Ibid). The open-ended nature of 
research collection without being structured can result in an unsystematic data collection 
that results in a slower conclusions being drawn (Ibid). This was addressed in the 
research by firstly only having conducted observation on the five pilot projects instead of 
the entire Car Free City Project and secondly by retaining a narrow scope of questioning 
in the interview portion that was geared towards the five pilot projects as well.   

The data that was collected as part of this research can be scrutinized under the lens of 
subjectivity associated with qualitative research (Ibid). The participants that were 
selected for the interviews and questionnaires were subjectively chosen based on findings 
in the literature review. They were chosen because their names were found in previous 
literature or associated with the project, however under the criticisms of subjectivity, the 
literature utilised is also subjective because it is what I have determined applicable for my 
own research.  

Secondary analysis is scrutinised for the lack of familiarity with the collected data as well 
as well as the lack of quality control (Ibid, p. 315-316). One must first become familiar 
with the data in order to understand how it was collected, methods employed and why, as 
well as the organisation of such (Ibid, p. 315). This differs from using ones own data 
collection in which there is far more familiarity (Ibid). There is also a lack of quality 
control in secondary analysis because the researcher must trust what other researchers 
have collected (Ibid, p. 316). While the data analysed could be valuable it is because of 
its secondary there is a possibility it might not be precisely what the researcher needs 
(Ibid).  

The final criticism of qualitative research that has relevance for this study is the problem 
of generalisation (Ibid, p. 406). This is a common critique when two methodologies are 
utilised in qualitative research, that which are participant observation and interviews 
(Ibid). Observation on the five pilot projects is used instead of participant observation, 
but the main criticisms can still be reflected upon. The questioned critique of these two 
methodologies is that if few participants or cases are used in the study then are 
conclusions too subjective (Ibid)? Such small samples are gathered so it is not 
scientifically wise to generalise findings as representative of the whole (Ibid). In order to 
counter generalisations, any discoveries made in qualitative research should aim to be 
tested against current theories (Ibid).  
 
The first hypothesis states that the car free centre will not improve the quality of life for 
marginalized user groups, so it is important to recognize quality of life is a generalisation 
because for each marginalised user group, an improvement in quality of life is subjective. 
Therefore, a concrete conclusion on the hypothesis may be difficult to achieve due to the 
criticism of generalisation. In order to reduce generalisation and improve the validity of 
results, a future longitudinal study would be beneficial, such as the one previously 
mentioned (Ibid, p.63) 
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3.3 Theory  

3.3.1 Feminist Geography 
 
Cities have always been built and redesigned as they are in a consistent state of 
metamorphosis that allows for new ideas and theories to be transmitted into practice for 
the betterment of those who live in them. In the state of imagination, it can allow for a 
reflection on past measures in both architecture and planning that critically reflect if the 
status quo needs to be challenged. It is with such a mentality that feminist geography 
approaches city design and building (Jarvis, Kanor, and Cloke, 2009, p.11). Feminist 
geography is a theory that postures cities are semi-permanent and has been built through 
a representation of ideas, cultural belief systems, and political beliefs (Ibid). As such, one 
can regard urban planning and design is firstly through a historical lens (Ibid). As the 
built structure of cities has taken place over a multitude of years, their shape and form 
can simultaneously perpetuate new ideas or strengthen previous norms (Ibid). But why 
does feminist geography take into consideration the historical aspect of cities when 
assessing the current status (Ibid)? It is because previous negative norms and values are 
perpetrated and enforced so much so that cities need to be deconstructed through feminist 
geography theory (Ibid; van den Berg, 2017, p.13). This is necessary in order to 
understand who might succeed in the built environment while determining who must 
overcome obstacles that have been built under antiquated norms and values (Ibid; van 
den Berg, 2017, p.13). 
 
Researchers within the feminist urban planning school of thought find merit through their 
appraisal of previous norms and practices in urban planning and the subsequent power 
dynamics (van den Berg, 2017, p.13). They determined that the types of power dynamics 
that existed in previous urban planning are ones with masculine tendencies (van den 
Berg, 2017, p.14). Men have dominated urban planning as a practice and the argument 
from such observation is that cities have been built for men by men (Roberts, 2013, pp.2). 
For example, in the 1970s, it was permissible for architecture schools within the United 
Kingdom to have a maximum amount of female students admitted into the program (Ibid, 
pp. 2). Due to the previous and calculated exclusion in the field, feminist scholars have 
had to pushback and decisively demonstrate why the lack of female and varied 
representation in urban planning is problematic (Ibid).  
 
Feminist urban planning began with a focus on housing because of initial social norms 
and patterns surrounding women and domesticity (Ibid). Such insight allowed for a more 
nuanced understanding of “the dichotomies of private-public, feminine-masculine, time-
space altogether” (van den Berg, 2017, p.14). This demonstrates the desire to deconstruct 
the established theory in order to determine its effectiveness or what degree of change 
needs to be implemented (Ibid). Furthermore, it identifies the privilege exercised by male 
planners through such dichotomies (Ibid). As the theory progressed it encompassed the 
divisions of space and in particular, how the built form impacts different user groups and 
subsequently addressing what user needs are (Roberts, 2013, pp.2).  
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Feminist urban planning in space 
 
Van den Berg (2017) recognizes the need for feminist geographical theory to be 
intersectional, stating as it was “originating in black feminist thought, intersectionality 
perspectives allow making visible complex and combined forms of domination” (p.9). 
Without placing intersectionality at the forefront, particularly as a guiding framework, 
there is a loss of opportunity to critically determine how certain social constructs and 
power dynamics function with one another (Ibid, p.10).  Furthermore, there is an 
opportunity lost to determine the appropriate tools and systems to dismantle any negative 
structures (Ibid, p.10). Social constructs consist of but are albeit not an exhaustive list: 
one’s social status, ethnicity, gender, religion, and mobility (Ibid, p.10).  
 
Feminist urban scholars call for the needs of marginalized user groups to be forefront in 
new planning paradigms because research demonstrates their needs of the city are 
different than how a city has been previously planned (Rømer Christensen, Poulsen, 
Hjorth Oldrup, Malthesen, Hvidt Breengaard, & Holmen, 2007, p.5). Women, for 
example, have the tendency to travel more locally and use public transportation as their 
main mode of transportation, whereas males tend to travel by vehicle (Ibid). The goal is 
not to elevate women to the same status as men in terms of vehicle userbase, but rather 
increase quality and quantity of streets for non-automotive purposes (Ibid, p.34). Women 
often do not complete point A to point B trips like their male counterparts, but rather 
have intermittent stops until they arrive at their final destination in part due to their 
gendered role as the main caretaker of children (Ibid, p.35). Therefore, the mindfulness of 
user groups for the redesign of streets and parks are imperative (Ibid, p.36). By dividing 
user groups into simply men and women, one misses the opportunity of intersectionality 
so to recognize that user groups are varied and have different needs (Ibid, p.47). Elderly 
women may have different needs of a pedestrian area than an individual who is disabled 
(Ibid).   
 
In a study completed in Vienna during 1996-1997, researchers determined that young 
girls withdraw from public parks or spaces earlier than boys (Irschik & Kail, 2013, 
pp.204). The consequence of such is the domination of open space by certain user groups, 
rather than opportunities for equal distribution of space (Ibid). Vienna solved such 
problem by firstly recognizing women and girls appropriate public space differently than 
their male counterparts, and secondly by simply asking young girls how they would like 
public spaces or a park to be designed (Ibid, pp.217). The results were recreating spaces 
that were subdivided to avoid space domination by a particular user group, safety being 
prioritized, and allowing for the space to be inviting than isolating (Ibid, pp.211).  

3.3.2 Gender mainstreaming  
 
In conjunction to feminist urban planning theory, gender mainstreaming is a subsequent 
methodological approach one may utilize in order to adopt feminism into urban planning  
(Jarvis, Kantor, & Cloke, 2009, p.221). The primary goal of gender mainstreaming is to 
take into account the needs of women and marginalized user groups, which can include 
and is not limited to children, the elderly, immigrants, and those with limited mobility, so 
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to reorganize any exclusionary policies (Ibid). As mainstream is the conventional ideas 
and norms, gender mainstreaming is the process of evaluating these conventional ideas 
and norms in order to create a new approach to achieve gender equity (Ibid; Bendl & 
Schmidt, 2013, p.371). This mainstreaming process desires to permeate into all facets of 
policy making in order to change cultural norms and ideas that previously denied equal 
participation and recognition of women and men (Ibid). The European Union (EU) has 
adopted gender mainstreaming since 1995 so to ensure that the member states would 
begin to apply the gender dimension to any policy plans that would be adopted (Roberts, 
2013, pp.9). Such requirements spawned the development of further requirements to 
ensure gender-mainstreaming policies would be enshrined in EU law as well as assisting 
in contributing to the funding of projects aimed at such (Ibid).  
 
A method of analysis utilised in gender mainstreaming is the 4R method (Damyanovic, 
2013, pp. 181). The 4R method originated in Sweden by researcher Gertrud Aström so to 
analyse urban planning projects from a gender perspective (Ibid). The 4R method asks 
the following questions: 
 

1. What is the representation of men and women in the planning projects? 
2. Is there an equal distribution of resources? Resources may include space, 

time and money.  
3. Is there an assessment of rights and legal framework?  
4. What are the realities in regards to social norms, values, and current 

planning models that assist or deconstruct the inequalities between men 
and women? (Ibid). 

 
The 4R method allows for a multi-dimensional analysis of practitioners, space, resource 
distribution, and societal norms that assists researchers in reducing a subjective 
conclusion (Ibid).  
 
The cooperation of Gender Mainstreaming and Feminist Urban Planning 
 
It is vital to explain that gender mainstreaming is not divided from feminist urban 
planning theory, rather it contributes to the field by placing applicable measures at the 
forefront (Roberts, 2013, pp.9). Gender mainstreaming allows for gender contracts, that 
which are typical masculine or feminine roles and norms, to be challenged and reshaped 
for the equality of genders (Ibid; Jarvis, Kantor, & Cloke, 2009, p.223). Gender 
mainstreaming acknowledges social norms and values have created gender roles and a 
consequence of these roles is inequality perpetuated in the built form (Roberts, 2013, 
pp.9). In order to address inequality between genders and other marginalised groups, one 
must acknowledge what has previously been mainstreamed amongst policies in order for 
reformation to take place (Ibid; Bendl & Schmidt, 2013, p.364). It is a linear approach 
which is aimed at permeating and changing every level associated with inequality (Bendl 
& Schmidt, 2013), Used in conjunction with feminist urban planning, it allows the theory 
to remain relevant and applicable to the changing needs of marginalized groups via the 
systems or policies that are in place that hinder equality opportunities (Jarvis, Kantor, & 
Cloke, 2009, p.222). By taking into account the potential consequences policies have for 
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men, women, and other user groups before they are enacted, the probability for achieving 
equality is higher (Whitzman, Andrew, & Viswanath, 2014, p.445; Bendl & Schmidt, 
2013, p.364).  
 
Beyond declaring gender mainstreaming as a tool to reduce inequality and reform 
previous policy or institutions, there are tangible ways for this to be accomplished within 
the field of urban planning in conjunction to feminist urban theory (Bendl & Schmidt, 
2013, p.366). Urban Development Vienna on behalf of the City of Vienna published a 
manual detailing why and how the city implements gender mainstreaming practices into 
their urban planning decisions (Damyanovic, Reinwald & University of Natural 
Resources and Life Sciences, 2013, p.13). They uphold the notion that various user 
groups will have different needs and as such, the objective is to create or recreate spaces 
that support these different needs (Ibid, p.15). Vienna has been viewed as a model for 
implementing gender mainstreaming practices as they have had the model since 1991 
(Irschik & Kail, 2013, p.193). 
 
Gender mainstreaming contributes to the field of planning by creating a linear structure 
that analyzes and determines the needs of user groups from the first stage, which is 
analysis, to the final stage, which is a final evaluation of the project (Damyanovic et al., 
2013, p. 17). At each stage of the linear structure, which are analysis, objectives, 
planning, implementation, and evaluation, gender mainstreaming must be the lens by 
which planners use to evaluate and determine: are the needs of user groups met? (Ibid; 
Irschik & Kail, 2013, p.193).  

3.3.3 Future Research  
 
Throughout the reports conducted by the city of Oslo, Sweco, and other architect firms, 
there is recognition to include the opinions of marginalised user groups on the city centre 
and the five pilot projects. However, none of the previous studies delve deeper and ask 
how the redesigned space is redesigned for the needs of such groups. Furthermore, while 
the focus on the environmental aspect, there is an opportunity to further the link between 
feminist urban planning and environmentalism. After all, it is the marginalised user 
groups that use more public transportation or are shut out of public space (Rømer 
Christensen et al., 2007, p.5; Irschik & Kail, 2013, pp.204). So while the previous has 
collected some vital information that points to the needs of marginalised user groups, it is 
difficult to see through such literature that practitioners, policy, and the actual redesign of 
the space has taken their needs into consideration. Therefore, further research would be 
beneficial to specifically test if practitioner’s have direct knowledge of feminist urban 
planning and gender mainstreaming, if such is evident in published documents, and if it is 
visible in the physical redesign of spaces.  
 
 
 
 
 
 
 



25	
	

4 Ethics 
	
There are several ethical considerations that are imperative for the research undertaken in 
order to test the hypotheses posed at the beginning of this thesis. I believe that the first 
and foremost aspect of ethics that I need to take into consideration for my research is the 
idea of shared information. The Swedish Research Council (2011) discusses this concept 
as the norm of communalism (p.13). A third of my research involves interviews and 
questionnaires with stakeholders in the Car Free City Life project, and as such with the 
norm of communalism those interviewed have a right to know the results of my research 
(Ibid). What I learn through testing my hypotheses should not be kept hidden but rather 
shared in case it offers new insight into both the greater field of feminist urban planning 
as well as the case study of Oslo itself. 
 
As such, an important thing to consider during qualitative studies is the ethical 
consideration of informed consent (Hammersley & Traianou, 2012, p.75). Informed 
consent is of particular importance if one is in contact with individuals for their research 
(Ibid). Prior to becoming participants for the research, a researcher must inform the 
potential participants what their research is about, how the participants would be included 
in such, and offer the potential participants the ability to view, retract, or reword their 
contribution at any stage of the contribution (Ibid, p.75-76). Hammersley and Traianou 
(2012) state that in order for research to be ethical one must value an individual’s 
autonomy as well as the mindset a researcher is conducting research with individuals 
rather than on them (Ibid). 
 
Furthermore, and building upon the backs of the norm of communalism and informed 
consent, is the ethics of privacy and confidentiality (Ibid, p. 99). Privacy and 
confidentiality is important when conducting research that involves people because those 
involved have the right to remain anonymous and still contribute to research (Ibid). 
Another scenario where privacy and confidentiality are vital is if during research a 
participant requests the research to be paused so to provide information that is off the 
record. The researcher is ethically bound to omit any information provided in such a 
scenario, regardless of its potential assistance in the research (Ibid, p.100). This 
intertwines informed consent and the right to privacy, ensuring that the researcher is 
ethically bound to only record and publish what its participant deems permissible (Ibid). 
The right and ethical binding of privacy for the participant aims to ensure no harm shall 
come of them during the research as well as once the research is made public (The 
Swedish Research Council, 2011, p. 7). Harm can be physical, mental, or with personal 
or professional repercussions (Ibid). It is the researchers duty to ensure that does not take 
place (Ibid).  
 
The relevance of these three ethical considerations in regards to the research that I 
undertake in this thesis, as mentioned previously, is the fact that one third of my research 
involves interviews and questionnaires with people. Therefore, I must careful consider 
and utilise these ethics when conducting my research. My second hypothesis poses the 
following: The lack of gender mainstreaming policy from stakeholders impacts the five 
pilot projects negatively. The stakeholders that agree to participate in my research have 
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the right to know my intended goals and aims with the research, and I am ethically bound 
to inform them of their rights to privacy because while they are individuals, they also 
represent the firms or organisations they are employed by.   
 
My choice of theories, feminist urban geography and gender mainstreaming, omits other 
theoretical methods within the geography field. It is my own personal bias in which I 
have deduced that these two theories are the most well rounded to use in conjunction with 
my research goals and aims in the study. My omission of other theories and reliance on 
the two bring about partiality for the research. This is because the two chosen theories 
reflect my own personal values and as such my ability to remain impartial throughout the 
research is compromised. Acknowledging the ethical considerations of my choice of 
theories is important to have checks and balances of my own personal bias whilst 
conducting research. Should a participant request that we stop recording, then I must 
oblige so to ensure ethically I as the research participate in active informed consent. If the 
participant is a representative of a larger firm who has contributed to the Project Car Free 
City Life, have I asked and received permission from the individual as well as the firm? 
This must be clear otherwise I must distinguish between the participants and their place 
of employment because I would not ethically have received permission from the 
employer as well.  
 
Ethical Considerations in Research 
 
Another aspect that must be taken into consideration is the norm of organized scepticism 
(The Swedish Research Council, 2011, p. 13). The norm of organized scepticism informs 
that as a researcher, one must refrain from any conclusions until all the evidence is 
collected so to provide an informed opinion (Ibid). This is an ethical standpoint to 
consider as my research may be staggered in its collection. It means that because I 
completed my observational fieldwork prior to conducting interviews and receiving 
questionnaires with various stakeholders, I must be consciously aware of how my 
observational methodology may shape my other data collection. Therefore it is important 
to retain that I have not concluded my research and received understanding as to why 
some choices were made so I cannot make any informed conclusions.  
 
An ethical consideration to employ in the research undertaken in this thesis is to not use 
the work of others without appropriate reference (The Swedish Research Council, 2011, 
p. 10). The Swedish Research Council (2011) outlines this as an “ethical norm and value” 
to be required when conducting research (p.10). The problem that I may encounter 
throughout my research is the fact that the five pilot project areas are a new development 
for the city of Oslo, and as such, there may be a lack of expansive literature on the 
subject. There are two methodologies that I employ, observation and content analysis, as 
well as the completed literature, in which any previous studies must be appropriately 
referenced in order to avoid plagiarism. The observational method that I undertake and its 
subsequent findings are that completed by myself as the researcher. Due to the existence 
of previous reports conducted by the city of Oslo and firms, if I use anything from such 
then I must give reference to the findings in collaboration to my own observational 
method. 
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Furthermore, it must be noted that my observational method is studying the five pilot 
project areas and two previous studies conducted by the engineering firm Sweco by 
contract of the city of Oslo have also done observation of the areas. Ethically speaking, I 
must distinguish between my study and those completed by Sweco so to differentiate or 
to acknowledge any similarities, intentional or unintentional. The observations that I 
make are of my own doing, according to a framework I have established in my 
methodology so to attempt to answer my first hypothesis that states the car free centre 
will not improve the quality of life for marginalized user groups. Due to the fact that I 
reviewed the reports as part of my literature review and my third methodology of 
secondary analysis, I must acknowledge the possibility of data crossover or similarity due 
to the fact that Sweco and I study the same pilot project areas. If it is necessary for 
measurement purposes to include findings from the Sweco report in my observational 
data, then ethically I am bound to state such findings were from Sweco and not my own. 
However, I reiterate the fact that my research aims are different that the two Sweco 
studies, despite the fact that we both research the same subject, that which is the five pilot 
project areas. 
 
Finally, the last thing to consider whilst researching is the idea of the interpretation of 
results. Data should not be used to attempt to align with a certain hypothesis or desired 
outcome if it points to another, less desired direction (The Swedish Research Council, 
2011, p.39). Instead, the data collected should be presented as is so that it is not over 
analysed or skewed for the betterment of my research (Ibid). In my research I aim to 
answer two hypotheses and despite an aim to be impartial, I hold a natural bias as to what 
I believe the outcome of the hypotheses prior to the research being conducted because I 
live in Oslo and view the project sites on a daily basis.  
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5 Data 
In this section the collected data from all three methodologies is presented. In the first 
section, the interviews and questionnaires that have been gathered from the four 
stakeholders are presented. In the second section, the collected observational data is 
presented. In the third section, the data from the secondary analysis is presented. The 
purpose in presenting the collected data is to provide the opportunity to answer the two 
posed research questions at the beginning of this thesis. The hypothesis states that the car 
free centre will not improve the quality of life for marginalized user groups. The primary 
data that will be used to answer this hypothesis is the observational data that has been 
collected. The remaining two methodologies act as supplementary assistance. The second 
hypothesis states that the lack of gender mainstreaming policy from stakeholders impacts 
the five pilot projects negatively. The primary data utilised are the stakeholder interviews 
and questionnaires, however the secondary analysis of the reports is also heavily utilised.  
 

5.1 Interviews and Questionnaires  
 
The data collected for this methodology is grouped together firstly as the interviews 
conducted and secondly as the questionnaires. Kenneth Dahlgren and Sara Polle 
participated in interviews whereas Terje Elvsaas and Thea Mehl participated in 
questionnaires.  
	
Interviews 
 
Kenneth Dahlgren and his firm, Rodeo Architects, contributed to a consultation via the 
City of Oslo by collaborating with fellow architect firm LaLa Tøyen to create the report 
Handlingsprogram for økt byliv i Oslo sentrum (Action Program for Increased City Life 
in Oslo City Centre). Therefore, my goal with Kenneth’s interviews is to determine how 
the long-term goals in the Action Program might influence or reflect the goals of the five 
pilot project areas. There were five main people that worked on the Action Plan at Rodeo 
in which four participants were men and one was a woman. Kenneth noted in the 
interview that there are more women than men in the office since their participation on 
the Action Plan.  
 
Kenneth’s professional and educational background is sociology and as such when asked 
about his knowledge on gender mainstreaming, he responded that he had a greater 
understanding of feminist theory. As such, he provided his view on how Oslo has been 
previously built, stating that: 
 
“So our city structures mirror our male, history of male planning, not women and 
marginalized groups. Stuff like that. So we have ended up with kind of city that focuses on 
efficiency and hard rational surfaces.” 
 
A key part of the Car Free City Centre and the five pilot project areas from the city of 
Oslo was to increase urban life. In his interview, Kenneth explained a primary goal of the 
Action Program was to increase urban life but such a concept was left undefined and as 
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such, required a definition in order to create a tangible and achievable goal. Relating to 
the reframing of the norms and values that previously held urban planning to one that is 
of inclusivity, Rodeo…  
 
“…felt that when we came into the project it was this superficial image of, as you say 
happy white people drinking café lattes in the sun and we tried to tell, be explicit that city 
life is diverse, and not always as positive as we would like it to be. City life is also about 
prostitution, and drug dealing, and poor kids, and single moms trying to get their trollies 
into the tram.” 
 
Kenneth was also asked if the city of Oslo gave explicit instruction to have a gender 
mainstreaming or gender urban planning focus but he explained they were asked to focus 
on the weak groups in society.  
 
 “So we were to focus on poverty issues, cultural issues, social issues, on all levels 
that touch, that are included in that feminist theory paradigm.” 
 
Kenneth also noted that Rodeo’s goal was to provide good public spaces and develop 
community amongst various users by… 
 
“…introducing people to each other, different cultures and different social groups”  
 
Furthermore, it was the belief of those who participated on the project that architecture 
was a means of assistance to realise social needs. 
 
Comparatively, Sara Polle from Sweco was the second interviewee in which a phone 
interview was the interview method opposed to in person. Sara was the group leader 
providing oversight to the project while her colleague Helge Gidske Naper was the 
project leader and Signe Moland assisted throughout the project. Therefore there were 
three women participating in and creating the analysis of the pilot project areas.  
 
When enquired about the group’s knowledge on gender mainstreaming, Sara responded 
that she had some knowledge of the theory and practice and that they wanted to receive 
feedback from as many different user groups as possible. The initial commission from the 
city of Oslo for Sweco included a call to include specific user groups and different types 
of people so to have a broad range of responses and feedback about the project. 
 
“Children haven’t been included in those focus groups, they have been included in the 
same way and we wanted to include elderly and disabled a little bit extra but we have 
had trouble achieving those goals.” 
  
Sara stated that Oslo wanted several kinds of user groups to be the utilised and focused in 
Sweco’s observation and evaluation of the pilot projects in order to determine how the 
redesign impacted these groups and what their feedback was on the areas. However, 
when asked if the city of Oslo specifically mentioned gender mainstreaming or feminist 
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urban planning, Sara responded that the city only asked for different kinds of people to be 
included in the evaluation. 
 
Questionnaires 
 
Like the interviews conducted, the participants of the questionnaires were also asked 
which colleagues worked on the project so to establish what the gender balance of 
participating stakeholders. In his questionnaire, Terje did not answer the question directly 
in regards to which colleagues worked on the project with him. Instead he referenced that 
there were several departments and groups that are working in conjunction on the project 
until 2019. 
 
Terje noted that throughout the process in building the pilot projects as well as the Car 
Free City Life project as a whole, residents were actively invited to participate and bring 
forth their opinion on the project. Terje stated that: 
 
“There has been high attention to cooperating with various groups of users, such as the 
weak-sighted, disabled, seniors, representatives of children and adolescents.”  
 
The city removed three hundred parking spots so far, with a plan of 400 more. Terje notes 
various user groups have been consulted to learn what they could use instead of parking 
spots. Terje responded that there were several priorities for the entirety of the City Car 
Free Life project, but in relation to the pilot projects there are the goals of reducing car 
traffic and improving inclusivity for the city, primarily for the elderly, disabled, and 
children. In his response to the question on his knowledge of gender mainstreaming Terje 
responded:  
 
“But I think this has been more as a natural complicity from key user groups in the 
center of Oslo.” 
 
Adding to the comprehension of what are the needs of key user groups, Terje stressed 
that:  
 
“It is important that those who need to drive a car to the city centre will still be able to 
do so (such as people with disabilities, deliveries, carpenters etc). Our main goal is to 
reprogram how public space in the city centre is used: for people, not cars. We are 
continuously evaluating the project and its consequences and adjusting how we work as 
we go along.” 
 
At the end of his questionnaire Terje was asked if there was anything not implemented, 
however he responded that two of the key priorities for 2018 are to create a children’s 
city and are more inclusive city for the elderly and parking for disabled persons.  
 
The final questionnaire respondent was Thea Mehl who works with the DOGA award for 
Design and Architecture. Her questionnaire had a break of continuity amongst the other 
interview and questionnaire questions because Thea was part of a jury that gave an award 
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for two of the designed pilot projects. So it was determined her scope of knowledge was 
limited, albeit regardless beneficial, to the two pilot areas.  
 
Similar to Terje’s response when asked who were her colleagues associated with the 
award, Thea informed that she was a part of a jury that consisted of forty professionals. 
Thea responded in her questionnaire that the criteria established by the committee centred 
on determining a project that was able to contribute and improve the quality of life for 
those who would use or interact with the project. More specifically, Thea stressed the 
need for: 
 
 “The project must meet functional requirements and focus on user needs” 
 
A criterion that was mandatory for the awarding of the prize was a social value of the 
project. Thea explained:  
 
“The project must provide value in the form of improved quality of life, such as through a 
building, environment, product or service. The project must facilitate ethical production 
and a fair distribution of resources.”  
 
Like the others who were interviewed or provided questionnaires, Thea was also asked 
about her knowledge of gender mainstreaming and feminist urban planning. She 
responded in her questionnaire that she was unfamiliar with the term.  
 

5.2 Observation 
 
The secondary part of data collection was the observation method of the five pilot project 
areas in the car free centre. The framework that was developed was as follows and 
observational data can be found in Appendix A. Due to the large quantity of data 
collected from the framework, key observational points will be presented in order to keep 
the data presentation systematic and uncluttered for each of the five pilot projects. 
Furthermore, photographs of each pilot project are presented in Appendix C. As 
mentioned previously, the five pilot project areas are:  
 

1. Øvre Slottsgate 
2. Fridtjof Nansens plass, Roald Amundsens gate og Kjeld Stubs gate 
3. Møllergata sør 
4. Kongens gate – South and North 
5. Tordenskiolds gate og Rosenkrantz gate 

 
The presentation of the data will follow the framework that was developed and utilised in 
the observation in order to maintain a coherent structure. The observational research was 
a tool to attempt to answer the first hypothesis that postulated the car free centre will not 
improve the quality of life for marginalized user groups. The observational data is 
presented per pilot project area observed for simplicity in reading the data.  
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5.3.1 Øvre Slottgate 
 
The Øvre Slottsgate pilot project is located immediately north of Christiania Torv square 
and consists of two structures. The first is located adjacent to the square and is a large 
seating structure as depicted in Figure 3 in Appendix C. The artistic structure allows for 
non-commercial sitting space in the square, as there are a number of restaurants in the 
square that people would otherwise have to pay for seating. The structure could be used 
by a number of people of ages, however it seems limited for a wheelchair user or 
someone else with limited mobility. The street has reduced car access, as it is not a 
through road. It allows for vehicles to enter into the one-way street, but it is significantly 
traffic calmed. There is no cycle parking for Christiania bikes. Vehicles are not removed 
from the space, but it presents an opportunity for safety for pedestrians and cyclists 
because it is not a connecting road.  
 
The secondary structure is a long workspace table that is partially covered by a solar 
panel roof that provides electricity to the structure. Users are able to connect to public 
wifi for up to an hour so to provide an outdoor working space. This structure was one of 
two created by a team of student architects from the Architecture and Design University 
in Oslo on behalf of Bymiljøeteaten in Oslo and it is called Langbordet (Long table). A 
smaller replica of the structure is also found in another pilot area at Kjeld Stubs gate. 
 
Wheelchair users or those with limited mobility have limitations as to where they can sit 
themselves because the thick pieces of wood for benches only offers so much space in 
between benches and the table. There are informational signs in Norwegian and English 
explaining how to use the workspace. Cyclists need parking racks, in particular for 
Christiania bikes.   
 
Regarding the impact on various user groups, it appears the space is positive for cyclists, 
pedestrians, women, parents, and children. It is negative for vehicles, elderly, and the 
disabled. It reduces the space for vehicles so it is negative for those users; the elderly and 
disabled do not have enough access points on the structures. 
 

5.3.2 Fridtjof Nansens plass 
 
The second pilot project area consists of two streets and one plaza: Fridtjof Nansens 
plass, Roald Amundsens gate and Kjeld Stubs gate. Fridtjof Nansens plass in Figure 4 of 
Appendix C is located in front of the Oslo City Hall. It consists of shops and restaurants 
on the U shaped outer portion and it allows for vehicles to drive through and park albeit 
to restricted places. Roald Amundsens gate acts as a street entrance into Fridtjof Nansens 
plass and as such it is a vehicle accessible road that is in consistent use. The street has a 
partial bicycle lane that is on grade with the rest of the road, prioritizing vehicles. There 
are no street furniture but bicycle racks for cyclists to park and lock their bikes.  
 
Fridtjof Nansens plass is accessible for varying ages and abilities, however the space is 
still a split between vehicle users and pedestrians as the modes of transport prioritized. 
Vehicles still have restricted access to the space despite safety measures of reduced speed 
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and areas allocated for driving and parking. There are no cycle paths in Fridtjof Nansens 
plass, nor are there a substantial amount of bicycle racks. The street furniture provides 
users of many ages and physical abilities the ability with sitting areas or tables. There is 
no information or guidance on the space.  
 
Kjeld Stubs gate is the last of the three spaces for this pilot project and it consists of the 
second structure demonstrated in Figure 5 Appendix C that is identical to the structure at 
Øvre Slottsgate but it is smaller than the original. It holds all the similar traits and 
critiques that were associated with the Øvre Slottsgate structure. However the street has 
vehicles prioritized, particularly tourist buses therefore the needs of pedestrians and 
cyclists are an increase of safety.  
 
The impact on user groups after the observation does seem to vary per section of the 
entire pilot project. Pedestrians, women, parents, children, cyclists, and the disabled all 
are positively impacted by the change in Fridtjof Nansens plass. While there are no 
bicycle lanes there, traffic calming does assist cyclists. Vehicles have a reduction in 
space. In Kjeld Stubs gate and Roald Amundsens gate, pedestrains, parents, women, 
elderly, children, and the disabled have a negative impact in the pilot project, as the space 
is neither wholly positive nor negative. Traffic is calmed and there are sidewalks, but 
none of the groups are well catered to whereas vehicles are well serviced still.  

5.3.3 Møllergate Sør 
 
The Møllergate sør parklet is located on a busy street for a bus route as well as one block 
from a tram interchange and has been mixed with a city bicycle station. This is seen in 
Figure 6 in Appendix C. The street has been divided with half of it retained for vehicles 
and the other half for the parklet. Vehicles are the mode of transportation that is 
prioritized because the main bus route is located adjacent to the pilot project. The space is 
designed for people using the adjacent transportation stops, the shops, or the city bike 
Bysykkel station.   
 
Two of the seating areas have reclined back rests which would be beneficial for people 
needing support, however as the chairs are created like a lounge chair it may be slightly 
difficult for those with limited mobility. None of the benches, both near the table and the 
e-benches, have backrests or armrests so to assist users with limited mobility. The 
interactive map is a defining feature at the parklet, providing suggestive walking routes 
and demonstrating a pedestrian route around the city. The parklet has provided an 
opportunity for visitors and non-Norwegian speakers via the interactive map. It also 
benefits with the symbols indicating wifi and a charging station. The map-table has space 
on either end so wheelchair users have access and the charging stations are placed low so 
users with limited mobility have opportunity to access as well. 
 
There is ample space for bicycles to be parked and it does appear there would be enough 
space for Christiania bike to be stored. In total, there are 8 racks where bikes can be 
locked on either side and they are protected by planter barriers from vehicles on the 
street. As mentioned previously, the street is heavily used by a bus route and the street it 
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strictly one-way. There is no separated or integrated bicycle lane installed, nor is there an 
increase in the pedestrian zone.  
 
It is difficult to establish a clear conclusion on the impact for user groups. Cyclists, 
pedestrians, and women have an increased space and division of the parklet but the street 
is busy so safety is questioned. The elderly, children, and disabled have had a negative 
impact because their needs are not explicitly catered too, particularly in terms of street 
safety with vehicles and equal access to the pilot amenities.  

5.3.4 Kongens gate nord and sør 
 
The Kongens gate nord and sør has been respectively divided into two separate pilot 
projects by the city of Oslo, but for the purposes of my research I have combined the two. 
The Kongens gate sør installation is depicted in Figure 7 in Appendix C. The pilot project 
consists of ten multi-coloured and dimensional shaped benches on the side of an overlaid 
and brightly coloured sidewalk mural that artist Marisa Ferreira created. There is a small 
speaker box in which users can connect via Wifi to play their music wirelessly and the 
instructions are in both English and Norwegian. The redesign of the street also features a 
painted bicycle lane that runs the length of the street to the intersection. However, the 
bicycle lane is not separated from the vehicle lanes nor is one painted in the opposite 
direction. The installation would not be beneficial for disabled or elderly users. Vehicles 
are still prioritized despite the addition of a bicycle lane.  
 
The second section of the Kongens gate pilot project is the northern section, which is 
only the redesign of the street to include a better-labelled cycle lane. There is a separated 
and signed cycle parking section available. As seen in Figure 8 in Appendix C, a painted 
red cycle lane extends on one half of the street for a full block. It does not connect with 
the cycle lane featured in the southern section of Kongens gate. This cycle lane also has a 
cycle light stop at the intersection of Rådhusgata and the lane extends north for one more 
block but stops in the following block due to construction on a building. The intersection 
street at Kongens gate nord, Rådhusgata, has a separated cycle lane on either side of the 
street. During my second day of observation there were two cyclists cycling in the 
opposite direction. But because bidirectional cycle lanes do not exist on this street they 
were required to share the road with any vehicles. This is the extent of the pilot project.  
 
Cyclists have a partially positive impact in the pilot project, however there is a degree of 
negativity because the cycle lanes created are shared with vehicles still. The southern 
section is positive for children and parents, but it does not cater to the needs of the elderly 
or disabled.  

5.3.5 Tordenskiolds gate and Rosenkrantz gate 
 
The Tordenskiolds gate and Rosenkrantz pilot project is located adjacent to 
Kontraskjæret tram stop and approximately 180 metres from Rådhuset bus stop, which is 
a major intersection for public transportation in the city. This can be seen in Figure 9 in 
Appendix C. 
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The parklet consists of five different sections that can be used by varying age groups with 
varying abilities. Various benches or chairs have backrests or arm rests for those who 
need such assistance. The street adjacent caters heavily to vehicles and there was no 
evidence of traffic calming measures. As such, vehicles are the mode of transport 
prioritized. One section of the pilot project is dedicated to bicycles with a combination of 
a fixing station as well as bicycle racks where a Christiania bike could be locked. The 
space is designed for pedestrians and cyclists who have been near the adjacent harbour 
due to all of the places one can sit down.  
 
There is some level of information and guidance in the form of pictures indicating what 
each subsection of space in the pilot project is allocated for. It is well separated per 
section to allow for different user groups to use the space. It allows for multiple benches 
with backrests or arm rests, indicating an easy use for those with limited mobility. The 
parklet is also attached to the sidewalk via a small ramp, no wider than several 
centimetres, which would allow for wheelchair users to have move onto the structure. 
Both the first and last section of the parklet has a safety rail attached to their sections to 
prevent people from entering at the street.  
 
There is a positive impact for all user groups including vehicles in this pilot project. 
Vehicles still benefit from the pilot project because there is no traffic calming measures 
introduces and there is ample space allocated for vehicles. Safety is in question for the 
remaining user groups, however the pilot project has a strong level of division and 
catering to the needs of multiple users.  
 

5.4 Document Analysis of Reports 
 
The purpose of the third methodology of secondary analysis is to assist primarily in 
answering the second hypothesis. It states the lack of gender mainstreaming policy from 
stakeholders impacts the five pilot projects negatively. The four reports analysed in the 
secondary analysis methodology had the parameters of marginalised user groups and 
stakeholders. The data is presented is firstly the two Sweco reports, the Action Plan 
developed by Oslo, and finally the European Green Capital application.  
 
Interim Survey 2017 – Sweco 
 
The first report analysed for the inclusion of gender mainstreaming is the 
Mellomundersøkelse 2017 – Oppsummering av observasjonsstudier (Interim Survey 
2017) (Sweco, 2017a). Sweco conducted a study on behalf of the city of Oslo in order to 
evaluate the pilot project spaces as to whether or not they have achieved their goal of 
increasing urban life (Ibid). The firm utilised participatory observation in order to 
conduct their research (Ibid).  
 
In the Møllergata pilot project, Sweco observed that a majority of its users ranged from 
young adults to adults and that there was high traffic to and from the bicycle racks (Ibid, 
p.4). Comparatively, the Fridtjof Nansens Plass pilot project has given greater space for 
pedestrians and cyclists that are more confident in their use of the entire space, however 
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there is still a heavy amount of vehicular traffic (Ibid, p.5). Adjacent to Fridtjof Nansens 
Plass is Kjeld Stubbs gate, the secondary portion of the pilot project in which Sweco 
concluded it was an incorrectly sectioned pilot project that does not contribute to an 
increase in urban life as for pedestrians it is not a welcoming space (Ibid, p. 8). The Øvre 
Slottsgate gate pilot project has been recognised for its transformation to a play area and 
safe space for children (Ibid, p. 10). This is a repeated observation for this particular pilot 
project (Ibid). The implementation of a cycle lane for the Kongens gate pilot project is 
beneficial for cyclists, however in both observational days for Sweco, there was very 
little cycle traffic (Ibid, p. 12). The participant observational analysis concluded there 
were significant benefits as a whole from the project implementation for pedestrians and 
cyclists (Ibid, p.14).   
 
Status Report 2017 – Sweco 
 
Comparatively, the second report conducted by Sweco is titled: Statusrapport 2017 – før 
tiltak er igangsatt (Status Report 2017) (Sweco, 2017b) is far more analytical in nature 
and discusses various data collected on the five pilot projects prior to the change (Sweco, 
2017b, p.6). Regarding the parameter marginalised user groups; Sweco conducted a 
representative sample survey to receive feedback on the perspective of the city centre 
(Ibid, p. 20). 1000 people responded to a web survey Sweco sent out in which the goal 
was to understand how residents used the city centre and their perceptions of the space as 
well (Ibid, p. 20). The survey concluded public transportation and accessibility for 
pedestrians that were rated the two highest positive impressions by the public (Ibid). 
 
In a question that asked how often in the summer do you travel to the city centre and by 
which mode of transportation, the vast majority responded via public transit with 111 
days per year (Ibid, p.24). Comparatively, there were substantially less car users and that 
user group averaged 19 days per year (Ibid). 
 
One survey in the report was regarding the differentiation of opinions between the elderly 
users of the space and the youth (Ibid, p. 33). Youth were far more receptive to the Car 
Free City Life project than their elderly counterparts, with 41% believing that it will 
bring more life to the centre whereas the 26% of the elderly believed the same (Ibid, 
p.33). However, it is still the elderly that were surveyed that enjoy being on the streets the 
best out of any age group surveyed (Ibid, p. 33).  
 
Additionally, Sweco conducted surveys aimed at the businesses impacted by the Car Free 
City Project in which 346 companies participated in a phone or email survey (Ibid, p. 34). 
One survey question asked businesses to name several specific implementations of the 
Car Free City Life project, and the top three responses were parking, car traffic, and 
cycling (Ibid, p.39). Business were also surveyed on the quality of information they 
received regarding the entire Car Free City Life project and 60% of respondents were 
dissatisfied (Ibid, p. 42). However, businesses are still the most pleased with the 
accessibility the project has for pedestrians (Ibid, p. 42). 
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Sweco conducted a survey with 808 participants in the city centre in order to understand 
how people use the city centre (Ibid, p.43). Participants were most pleased with the ease 
and accessibility for pedestrians and secondly safety in the city centre (Ibid, p. 44). 
However, it was still 70% of participants stating they come to the centre by public 
transportation, whereas only 12% come as pedestrians, 8% as cyclists, and 8% in a 
private vehicle (Ibid, p. 45). 
 
In the final portion of the report, Sweco conducted focus group interviews with three 
separate interest groups, however it was the user group of Oslo city centre in which there 
had a high association with the parameters of the secondary analysis (Ibid, p. 47). The 
focus group had nine participants total, in which four were women and five were men. 
Furthermore, Sweco broke the participants down by age group as well (Ibid). It was as 
follows: 

Ages 30-40: 2 
Ages 40-50: 1 
Ages 50-60: 3 
Ages 60-70: 2 
Ages 70+: 1 (Ibid) 

 
Regarding the parameter of stakeholders, there is an emphasis towards the latter portion 
of the report that explains the impact analysis of a Car Free City Life (Ibid).  Historically 
there has been a change in transport planning from a focus on vehicles to sustainability 
changed the comprehension of land use planning (Ibid, p. 49). It requires that policy 
makers to be aware of trends be forward thinking particularly in environmental terms 
(Ibid). The themes relevant to understand the environment are urban environment, travel, 
consumption, and transportation (Ibid, p. 50). These themes are relevant for stakeholders 
because it is posed the addition of new buildings in or around the city centre will increase 
traffic flows and thus stakeholders need to anticipate potential needs or changes (Ibid). 
 
If the city centre is to go car free and there is an increase in building in or around that 
area, then user groups will expect an increase of amenities and so stakeholders need to 
learn to anticipate those needs (Ibid). Furthermore, research indicates in June 2017 there 
was an increase of 19% in tourists and particularly a younger generation seeking a green 
and environmentally friendly city, with the example of using city bikes (Ibid, p.52).  
 
Correlating to the tourist’s desire for a green city and utilising the city bike share program 
is the report in 2016 of 10.000 trips per day for the city bike program in Oslo and public 
transportation being 50% of all transportation journeys in the city (Ibid, p. 55). With the 
Car Free City Life removing parking spots, it provides more space for city bikes and 
more cycle infrastructure (Ibid, p. 55).  
 
Oslo Kommune Reports 
 
The Handlingsprogram for økt byliv i Oslo sentrum (Action Program for Increased City 
Life in Oslo Centre) (Oslo Kommune, 2017b) acts as a follow up long term guide from 
2018-2030 that continued and improved upon measures for urban life that were in a 
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previous report titled Apartment City Life Oslo Centre (Ibid, p.3). The Action Plan 
outlines that the city of Oslo has taken on a long-range plan in order to increase urban life 
in 13 identified districts because it was their belief that the city centre has been 
underutilised and therefore ought to be easily accessible, be varied, and be responsive to 
different peoples needs (Ibid). In doing so, Oslo can create “[a] city centre where people 
can be together regardless of background, age, level of functioning, finances and 
interests” (Ibid).  
 
The Action Program defines city life as a concept that is influenced by several factors 
such as architecture, nature, people, and mobility (Ibid, p. 17). These several factors work 
in conjunction with one another in order to contribute to urban life and as such some 
primary goals of the report centre around pedestrians, parks, and safety (Oslo Kommune, 
2017b, p. 7-8). Under the overarching guidelines of the Action Program, the Car Free 
City life will “prioritise pedestrians, children, families, and seniors” instead of private 
vehicle users so to have the city streets filled with new opportunities for city life (Ibid, 
p.8). The report notes that the two programs operate in a distinct synchronism as some 
goals and measures from the Action Plan will be completed under the budget of the Car 
Free City Life Program (Ibid). In doing so, the legal framework required updating to 
accommodate the new structure of urban design in the centre (Ibid). 
 
In the Summary of Consultation Statements, the report gathered 62 different statements 
from various stakeholders that may have an associated with the urban core of the city and 
three key themes emergent from the statements are regarding increasing universal access 
for those with limited mobility, the facilitation of free and open spaces for youth and 
children, and equal prioritisation of the elderly (Ibid, p. 10).  
 
A predated document to the Action Plan was a survey conducted by Gehl Architects from 
2012-2014 that influenced the Action Plan because of its study on how people interact 
with the Oslo city centre (Ibid, p. 25). Gehl Architects utilised “pedestrian counts, stay 
registrations, age and gender registration, surveys, [and] qualitative assessment tools for 
urban spaces…” (Ibid, p.25). From the research collected it determined that children and 
the elderly who use the city centre have not been prioritised user groups (Ibid). It also 
concluded that there is a varying quality of pedestrian streets and that cycling 
infrastructure does not have a high quality (Ibid, p. 26).  
 
A survey was conducted in January 2017 for the Action Plan in which 2000 respondents 
participated in an online survey done from random sampling with the goal of collecting 
feedback of the current situation of Oslo’s centre from residents’ perspective (Ibid, p. 28). 
Respondents had a varied background and were between the ages 15 to 67 and above, 
included professionals, parents with children, and a distribution of genders (Ibid). There 
were more female respondents than male, however no specific number is presented 
(Ibid). The online survey also asked if people believed Oslo to be an open and inclusive 
city for all and 52% of respondents believe it to be inclusive (Ibid, p. 28). 
 
The remaining portion of the document discusses the 13 distracts of the city and an 
analysis, strategy and any measurements that will be established throughout the Action 



39	
	

Plan for these districts (Ibid, p. 45). As it is outside of the set parameters for the 
secondary analysis of this research, it was reviewed but not analysed.  
 
European Green Capital Application 
 
In the city of Oslo’s European Green Capital Application, the application stresses the 
desire and goal for the city to switch its priorities from vehicles to people (City of Oslo, 
2017, p. 5). Such mitigates the effects of climate change and in the same years the Car 
Free City Life project is being implemented, Oslo has a goal of reducing vehicle traffic 
by 20% through an increase in public transit, walking, and cycling by 2019 (Ibid, p.30). 
The city has allocated 19 million Euros for cycle lanes to assist this goal and to maintain 
the use of cycle lanes in the winter snow-clearing is prioritised in cycle lanes prior to 
roads (Ibid; Ibid p.40). To further prioritise pedestrians and cyclists in the city and to 
increase safety, Oslo reduced the speed limit to 30km/h in the centre core of the city 
(Ibid, p. 43). The city government has a goal of creating 60km worth of new car free 
streets and cycle lanes by 2019, the same year the Project Car Free City Life comes to 
completion (Ibid, p.219).  
 
The local government believes that the implementation of the Car Free City Life project 
will increase space for children to play, a process which they believes involves input by 
all stakeholders involved (Ibid, p.221). Oslo invited stakeholders ranging from businesses 
to users of the spaces in order to create a collaborative redesign (Ibid). A 2015 study 
determined that daily trips under 3km were 22% conducted by car and 46% conducted by 
foot (Ibid, p. 37). Comparatively, daily trips under 5km were 28% conducted by car and 
35% conducted by foot (Ibid). The research collected indicates a strong preference for 
walking in Oslo, a demand stakeholders must address (Ibid). In another longitudinal 
study conducted by the city of Oslo from 2005-2015, research demonstrated there is a 
decrease in car modal share (Ibid, p. 42). In 2005 the modal share for vehicles was 45% 
whereas in 2015 it was 34% (Ibid). Comparatively, walking increased from 26% to 28% 
and cycling increased from 5% to 7% (Ibid). A further reduction in car traffic will be 
assisted via the Car Free City Life project implementations therefore creating better 
access to the city for other modes of transportation (Ibid, p. 46).  
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6 Discussion of Results and Analysis  
	
The results of this study indicate that there is no clear evidence of gender mainstreaming 
or feminist urban planning policy regarding in the data collected on the pilot projects of 
the Car Free City Life Project. What the findings do indicate however, is a desire for 
change and to have residents of different backgrounds provide their input to spatial 
redesign of the car free centre.  
 
At the beginning of this study, two hypotheses were established in order to test the three 
methodologies that were utilised. The first hypothesis stated the car free centre would not 
improve the quality of life for marginalized user groups. This shall be discussed from the 
observational data collected. The second hypothesis stated that the lack of gender 
mainstreaming policy from stakeholders impacts the five pilot projects negatively. This 
shall be discussed from the secondary analysis as well as the interviews and 
questionnaires. Throughout this section the data collected will be analysed in order to 
answer the two hypotheses. The analysis of the data will be done as a whole in 
accordance to the two hypotheses presented instead of per data methodology so to remain 
succinct in its presentation. 
	

Hypothesis 1: Improving the quality of life for marginalised user groups 
 
The first hypothesis is that the car free centre would not improve the quality of life for 
marginalised user groups. Throughout the observational analysis of the five pilot projects, 
there is a mixture of positive and negative implementations for improving the quality of 
life for marginalised user groups. In all five of the pilot projects the paid parking that 
previously existed had been removed so there had been a distribution of resources to 
prioritize non-revenue generating space. The change of space to a pilot project incapable 
of generating revenue for the city shifts the distribution of financial resources from the 
city to pedestrianism. With the value of pedestrians placed above vehicles, this is a 
positive example of gender mainstreaming.  
 
A goal of the Car Free City Life program was to improve the quality of life for 
pedestrians and as such, there is an increase in a positive sense for the distribution of 
resources. While the budget for the project is small at 6,5 million euros, the program 
recognized that there are loses financially from the 700 parking meters it has removed 
City of Oslo, 2017a, p. 14). This is the main example of the five pilot projects 
redistributing space from vehicles to pedestrians with the creation of the parklets. 
Pedestrians have different needs than vehicles and require vastly different safety 
measures. In a Viennese study done in 2006, Vienna’s city government found that 
women took 56 percent of all pedestrian related trips whereas men were responsible for 
58 percent of trips done by car (Irschik & Kail, 2013, pp.211). While no data of the sort 
has been collected by Oslo, if there are similar traits found in Oslo then can pedestrian 
areas be prioritized for increased safety and usability.  
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The previous planning norms and values for the space were clearly aligned with creating 
and upholding spaces that generate income for the city. A social norm that was upheld in 
previous planning decisions for the space is that idle and parked vehicles are more 
important in a space than creating a vibrant and safe street. Other studies demonstrate 
men are primary vehicle users and therefore the city created a closed system structure that 
previously catered to men’s needs and became the financial beneficiaries from men as 
well (Rømer Christensen et al., 2007, p.5).. In the redesign of the space the opportunities 
of a closed loop structure regarding the payment of vehicles and city profits has been 
dismantled.  
 
In the Øvre Slottsgate parklet, the space benefits from the shut down of vehicles to 
accessing Christiania Torv in which cyclists and pedestrians are prioritized above 
vehicles because it blocks access for vehicles to enter Christiania Torv. However, the 
structure itself is problematic because its access or use depends on ones mobility. For 
example, a wheelchair user would only be able to use the lowered side as a table and they 
are unable to get on the structure. Comparatively, the Fridtjof Nansens plass pilot project 
is one of the most positive examples for improving the quality of life for marginalised 
user groups. In the redesign, pedestrians become the focal point to ensure greater safety 
as well as access to non-commercialized space. This indicated a shift in planning values 
from paid space to public and free space (Damyanovic, 2013, pp. 181). The redistribution 
of space and the user groups in mind are as follows: pedestrians, vehicles, and cyclists. 
Pedestrians have had a significant amount of resources and finances directed at their 
infrastructure needs. This is evidenced through the expansion of the pedestrian zone in 
Fridtjof Nansens plass with the addition of games, furniture, and the reduced areas 
vehicles can enter. The furniture, unlike in the Øvre Slottsgate pilot project, is accessible 
for users of varying physical abilities and proved to be a positive example of gender 
mainstreaming implementations.  
 
The Møllergate Sør and the Tordenskiolds gate and Rosenkrantz gate are two positive 
examples of gender mainstreaming in regards to their division of space. In previous 
literature, feminist urban studies have determined space needs to be divided in order to 
reduce a single user group from dominating the space (Irschik & Kail, 2013, pp.204). 
Recalling the study that was discussed in the literature review on open spaces in Vienna, 
young girls withdrew from parks that were undivided and therefore an emphasis on 
listening to the needs of women for parks, or even parklets, is vital (Ibid). The two pilot 
projects are examples of dividing the space into seating sections and the bicycle parking, 
as well as the reduction of space allocated to vehicles.  
 
The Tordenskiolds gate and Rosenkrantz gate pilot project also had seating that was a 
positive example of gender mainstreaming as many of the seating areas have armrests or 
backrests that allow for users who need assistance to be able to get up and down at a 
greater ease. Additionally, the parklet connects to the sidewalk at grade so those with 
limited mobility are not excluded from the space. There are metal guards along specific 
sections of the parklet where there is no seating to create a barrier from the street and 
traffic, inciting recognition of safety. This is particularly important for children as 
vehicles still heavily use the street itself. In this parklet, the needs of families, cyclists, 
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pedestrians, the elderly, and the disabled have been taken into consideration. Their needs 
for spaces that are equally distributed have been valued (Roberts, 2013, p.10). 
 
An example of both negative and positive aspects of improving the quality of life for 
marginalised user groups is the Møllergate Sør pilot project. The site was still positive for 
vehicles, as it was a highly trafficked area without speed bumps to reduce vehicular speed 
to bring about safety in the surroundings. Nonetheless, there was a redistribution of space 
to favour pedestrians, cyclists, public transport and then finally private vehicles. It caters 
to the needs of cyclists and in particular, children and parents, by providing enough space 
in the cycle parking for Christiania bikes. Van den Berg (2017) argues that because 
Christiania bikes can transport children easily, providing bicycle parking for them is an 
indicator of a child friendly city (p.68).  
 
A negative example of spatial redistribution in the pilot projects is Kongens gate nord and 
sør. The primary feature is the cycle lane, however there are several problems related to 
safety. The cycle lane is at grade with the rest of the street and therefore cyclists must 
share the street with vehicles. There is no curb or structure providing safety for cyclists 
from vehicles, which is concerning for any user who may not feel comfortable sharing 
the road with vehicles. This may particularly resonate with children or the elderly. This is 
an example of perpetuating the previous norms and values of not valuing cyclists before 
motorists because the installation of a cycle lane has not provided a high level of user 
safety.  Feminist urban planning research has shown women are more likely to not be 
vehicle users and as such, in a spatial restructuring under feminist values, a greater level 
of safety should be adhered to for planned cycle lanes or pedestrian footpaths (Rømer 
Christensen, Poulsen, Hjorth Oldrup, Malthesen, Hvidt Breengaard, & Holmen, 2007, 
p.5). 
 
The lack of a separated cycle lane in Kongens gate, Tordenskiolds gate, and Møllergate 
Sør and the allowance of the street to have a high traffic volume questions whether or not 
the value of pedestrians and non-automotive forms of traffic have been prioritized. Safety 
on the street is highly questionable. There was a clear need for improved safety for 
cyclists, children, and women. The sidewalk in each project is wide enough to 
accommodate both cyclists and pedestrians; however, even with to the redistribution of 
space on the street for the parklet there is still an underutilised amount of space that could 
be allocated for a cycle lane. As noted in the literature review, a successful parklet should 
provide cyclists with safe access to the adjacent street that unfortunately, is not the case at 
Rosenkrantz gate (Littke, 2016, p. 173). 
 
Based on the observational data of the five pilot projects collected and analysed the car 
free centre has both positively and negatively impacted the quality of life for 
marginalized user groups. There are clear reflections of aspects of gender mainstreaming 
as seen through the distribution of space and tending to the needs of various marginalised 
user groups; however in the observational data collected there are several concerns 
regarding safety that negatively impact the space. 
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Hypothesis 2: The lack of gender mainstreaming policy from stakeholders 
	
The second hypothesis states that the lack of gender mainstreaming policy from 
stakeholders impacts the five pilot projects negatively. The secondary analysis of all the 
reports firmly deduced that there is no concrete policy of gender mainstreaming or 
feminist urban planning throughout any report that was analysed. Stakeholders ranged 
from having zero to some level of knowledge on the subject based on the data collected 
through interviews or questionnaires. However, what the secondary analysis and the 
interviews or questionnaires with the stakeholders did yield was that a lack of gender 
mainstreaming policy does not necessarily have a negative impact on the pilot projects. 
This is because the stakeholders and the reports analysed expressed and created measures 
to have the Car Free City Life project to improve the quality of life for residents.  
 
Each participating stakeholder had varying comprehension levels or gender 
mainstreaming or feminist urban planning. Thea Mehl was unfamiliar with the terms 
gender mainstreaming or feminist urban planning but she stressed throughout her 
response user needs were a requirement in order for a submitted piece of architecture to 
receive the award give by DOGA. In comparison, Sara Polle from Sweco responded in 
her interview that she had some knowledge on gender mainstreaming and feminist urban 
planning, but did not elaborate further, Sara pointed to one of the goals of Sweco’s 
project that was to receive feedback from as many different user groups as possible and 
in the collected results Sweco had focus groups with the elderly and disabled. Terje 
Elvsaas echoed this same sentiment. He had explained gender mainstreaming was not a 
specific topic in the Car Free City Life but key marginalised user groups were consulted 
in the creation of the project.  
 
Kenneth Dahlgren was the only participant who had some knowledge of the field but he 
recognised that he had a greater understanding of feminist theory. He expanded on his 
knowledge by explaining that Oslo has been built to focus on efficiency and that its 
structures are not reflective of women or any marginalised group. His knowledge of 
feminism and how it interacts with urban planning in Oslo specifically directly connect to 
what feminist urban planning espouse regarding previous norms and practices, that which 
are cities are built by men for men (Roberts, 2013, pp.2). The four participants that were 
involved in the interviews or questionnaires also reflect what has been deduced in the 
reports analysed; a lack of gender mainstreaming policy is evident, however stakeholders 
desired to help marginalised groups. 
 
In the secondary analysis of the Status Report 2017, (Sweco, 2017b) conducted by Sweco 
there is no explicit mentioning of gender mainstreaming throughout the entire report. 
However, the report touched on the needs of youth, children, and the elderly in the five 
pilot project areas (Sweco, 2017b, p. 33). Sweco often surveyed the elderly and youth in 
their data collection (Ibid). This was corroborated throughout Sara Polle’s interview in 
which she explained Sweco’s desire to have focus groups on the elderly and disabled, 
two groups that are considered marginalised user groups in feminist urban planning and 
gender mainstreaming (Jarvis, Kantor, & Cloke, 2009, p.221).  
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The collection of data on the two marginalised user groups was supported by Terje 
Elvsaas’ questionnaire in which he explained the pilot projects wanted to cooperate with 
seniors and adolescents. He also explained the city of Oslo’s desire to cooperate with the 
weak-sighted and disabled, which are considered a marginalised user group. As a 
comparison from the discussion in the literature review, Vienna has enshrined in law 
gender mainstreaming practices for all of its urban planning projects (Irschik & Kail, 
2013, pp.217). As such, every minute detail is considered so that the best possible 
conclusion through the consultation of all potential user groups is made. If user groups 
are not inquired, then their needs cannot be appropriately met and thus continues the 
theory implied by feminist urban planning that previous masculine norms and power 
dynamics dominate urban planning (Rømer Christensen et al., 2007, p.5).  
 
Comparatively, the Status Report 2017 and Action Program were more reflective of 
gender mainstreaming and feminist urban planning values and norms than the other two 
reports that were analysed. While gender mainstreaming or feminist urban geography has 
not been explicitly mentioned in the sections of the Action Plan that were analysed, there 
were several key portions that alluded to values. The Action Plan mentioned its reliance 
on a previous study conducted by Gehl Architects, in which gender respondents to a 
survey were counted as well as determining the needs of children, youth, and the elderly 
(Oslo Kommune, 2017b, p.28). The overall goal of the Action Plan was to improve urban 
life in the city centre and to “prioritise pedestrians, children, families, and seniors” (Ibid, 
p.8). Both of these are examples of gender mainstreaming values and restructuring of the 
value of marginalised user groups (Jarvis, Kantor, & Cloke, 2009, p.221). 
 
In a study that was conducted for the Action Program, researchers received feedback on 
the perception of inclusivity in the city and found 52% of respondents found Oslo to be 
an inclusive city (Oslo Kommune, 2017b, p.28). This negative realisation contributes to 
the Action Plan’s call for increasing urban life and accessibility for all (Ibid, p.8). 
Feminist urban planning requires the needs of marginalized user groups to be forefront in 
new planning paradigms and this is an example of such because it lays bare the 
perception of the city and calls on practitioners to re-evaluate previous values and norms 
exhibited building practices (Rømer Christensen et al., 2007, p.5). The Action Program 
received feedback from its stakeholders involved in their research in which the disabled 
and elderly were viewed as priority user groups (Oslo Kommune, 2017b, p.10). This 
corroborates the earlier discussion of a lack of gender mainstreaming policy does not 
necessarily negate a negative impact on marginalised user groups.  
 
The secondary analysis of the European Green Capital Application also did not have 
gender mainstreaming policy but it demonstrated insight into a desire to cater the pilot 
projects to marginalised user groups. The data analysed read a clear focus on 
environmental implementations that double as safety practices. Pedestrians and cyclist 
safety are prioritised through the implementation of speed limits of 30km/h in the centre 
core of the city (City of Oslo, 2017, p. 43). Again, while there is no explicit policy 
mentioned, the application explained that changes in Car Free City Life project come 
about by inviting various user stakeholders to provide their input (Ibid). 
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The concern raised in previous literature at the beginning of this thesis is if user groups 
are not inquired, then their needs cannot be appropriately met. As such, it would allow for 
previous masculine norms and power dynamics to continue to dominate urban planning 
decisions (Rømer Christensen et al., 2007, p.5). The second research question stated the 
lack of gender mainstreaming policy from stakeholders impacts the five pilot projects 
negatively. Throughout the data presented, there is a lack of gender mainstreaming policy 
from stakeholders. However, despite the lack of policy from stakeholders there is still 
concrete evidence of research being completed in Oslo about some marginalised user 
groups as well as interest by stakeholders to meet the needs of those groups. Therefore, 
the lack of gender mainstreaming policy from stakeholders has not negatively impacted 
the five pilot projects.  
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7 Limitations, Recommendations, and Contribution to Human 
Geography 

7.1 Limitations 
 
There are several limitations associated with this study that would provide an opportunity 
to undertake a longitudinal research study on the project, a point that has been previously 
discussed in this thesis. As the Car Free City Life project will not be complete until 2019, 
a longitudinal study would assist in addressing the limitations presented with the study 
that has been completed.  
 
The observational method in this research produced certain difficulties along the way that 
were. The first observation took place in March when weather caused difficulties in the 
evaluation process of each pilot project. Additionally, the five pilot project areas are 
subject to change at any given time by the city of Oslo that in turn created a problem of 
consistency with the collection of observational data. For example, I was able to note 
some of these changes from the time I did my first observation day in March compared to 
the second day in April, where I noted that there was a significant change in outdoor 
furniture in Fridtjof Nansens plass. This would be solved in a longitudinal study because 
the frequency of changes would provide better consistency in the observation. Changes 
observed in the current study could be adjusted again and such observation would not be 
known.  
 
A longitudinal study would also assist in the possibility of receiving a larger pool of 
interview or questionnaire participants. As I began to contact people whom I determined 
as stakeholders in the project, I initially received very little response. Initially I counted 
this as a scheduling and wording problem as I contacted identified stakeholders close to 
Easter and asked only about scheduling an interview. However, once holidays were over 
I sent a supplementary email inquiring about answering a questionnaire that I had devised 
in order to still receive information from the identified stakeholders. The inclusion of 
questionnaires alongside interviews as a methodology was to provide stakeholders an 
opportunity to participate at their leisure. Politicians associated with the Car Free City 
Life project were contacted, however due to the time frame allotted for this study those 
contacted did not have the time to participate. 
 
Regarding the secondary analysis methodology utilised in this study, another benefit that 
I speculate would come from a longitudinal study is the inclusion of more published 
documents. Sara Polle discussed Sweco will conduct one final study for the city of Oslo 
once the project is completed. Any additional publications on the Car Free City Life 
project and the five pilot projects could be added literature for the secondary analysis. As 
I have reviewed throughout the secondary analysis that there is a limit to the number of 
marginalised user groups that have been researched, a longitudinal study would provide 
ample time to survey more marginalised user groups of the pilot project area to 
understand their views on the space.	
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7.2 Recommendations  
 
The recommendations for the Project Car Free City Life and the five pilot projects are 
kept within the scope of the research questions. First and foremost, the city of Oslo could 
implement gender mainstreaming as a strategy for urban planning projects because if it is 
not enshrined, then it cannot be fully realised in projects. The city ought to be explicit in 
why the needs of the marginalised are important. The city of Vienna, as mentioned 
throughout the literature, saw great results in their urban planning projects by enshrining 
gender mainstreaming policy into practice and it subsequently strengthens the position of 
feminist urban planning as a valid theory. User groups are appropriately consulted instead 
of some stakeholders having some knowledge on the matter and why it is important and 
others being unsure as to what it means. From this implementation, stakeholders who 
participate on urban planning projects could be trained on gender mainstreaming and 
feminist urban planning policies to become educated on the subject. Their education 
would ideally be visible in urban planning projects.  
  
Throughout the secondary analysis it became evident that there was a low level of 
research conducted on marginalised user groups. A further recommendation would be to 
conduct in depth and focused studies on marginalised user groups so to better address 
their needs prior to the pilot projects becoming finalised in 2019. Safety for all user 
groups became a recurring theme during the observational analysis portion of my 
methodology, something that is echoed throughout the reports analysed as the spaces are 
still in car zones. As such, ensuring the pilot projects are safe for all user groups would be 
beneficial and create a tangible goal once more research on multiple user groups would 
be completed.   
 

7.3 Contributions to Human Geography and Urban Planning 
 
Gender mainstreaming and feminist urban planning literature postulate the need for cities 
to rethink how and why they were built in order to forge a new urban landscape that is 
inclusionary. The contribution of this thesis to the field of gender mainstreaming and 
feminist urban planning research is that it provides a cautionary tale case study in which 
partial recognition of two attribute positive and negative aspects. Ideally, when gender 
mainstreaming and feminist urban planning measures are implemented, all user groups 
benefit because there has been a more equal redistribution of resources. Marginalised 
user groups have different needs in a city and urban redesign offers an opportunity to 
meet those needs (Rømer Christensen et al., 2007, p.5). 
 
The study of the five pilot projects demonstrates the need for cities to fully implement 
gender mainstreaming policy because without it there is only a partial understanding of 
the needs of marginalised user groups. The study is contributory to the field because it 
provides evidence to the field that partial understanding of gender mainstreaming and 
feminist urban planning by stakeholders, as evidenced in both the interviews and the 
secondary analysis of previous literature, will only yield partial results in the physical 
redesign. Therefore there is a need in urban planning to fully learn and adhere to the 
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theory and methodology prior to redesigning urban space for the betterment of 
marginalised user groups.  
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8 Conclusion 
 
The first hypothesis posed at the beginning of this research was that the car free centre 
would not improve the quality of life for marginalized user groups. Based on the data 
collected, the quality of life for marginalised user groups has partially improved and there 
is evidence of both positive and negative implementations. The pilot projects have put the 
car free centre in the right direction but have not fully catered to the needs of 
marginalised user groups. Previous research conducted that was reviewed in the 
secondary analysis has included some marginalised user groups. As such, there is 
tangible evidence in the pilot projects of a catering to the needs of the elderly or disabled, 
but nonetheless safety concerns were also discovered during the observation periods.  
 
The second hypothesis stated that the lack of gender mainstreaming policy from 
stakeholders impacts the five pilot projects negatively. In the research conducted in the 
secondary analysis and with the participating stakeholders, there was no evidence of 
gender mainstreaming policy for the Car Free City Life project. However, each 
stakeholder involved in the project and the documents analysed expressed interest in 
meeting the needs of some marginalised user groups. Therefore, I cannot conclude that a 
lack of gender mainstreaming policy impacts the five pilot projects negatively.  
 
Nonetheless, educating practitioners on gender mainstreaming policy before they create 
new spaces would be valuable. This allows for practitioners or stakeholders to understand 
why including the voices of marginalised groups is of utmost importance achieve a 
holistic approach to redesign. In order to successfully rebuild cities, practitioners must 
undergo critical reflection that includes harnessing the perspective of the various sub-
populations they serve. It is then that these spaces, such as the five pilot projects in the 
city of Oslo’s Project Car Free City Life, can fully cater to the needs of marginalized user 
groups and create a positive urban redesign.  
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Appendices 
 
Appendix A: Observational Framework  
 
Area Characteristics 
Accessible for varying age 
groups/abilities? 

 

How is the street divided?  
What mode of transport is 
prioritized? 

 

Is the cycle parking for 
Christiania bikes? 

 

Where is the space situated?  
Who might the space be 
designed for? 

 

Is the space safe from cars?  
What are the needs of 
pedestrians? 

 

What are the needs of 
cyclists? 

 

Is the street furniture 
inclusive? 

 

Is there any 
information/guidance? 

 

 
 
Establishing Impact on user groups: 
 
Potential user groups  Positive Negative 
Cyclists   
Pedestrians   
Vehicle Users/Vehicles   
Parents   
Women   
Elderly   
Children   
Disabled   
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Appendix B: Alternative questionnaires used for stakeholders 
 
Questionnaire for Terje Elvsaas: 
 
1. Can you please introduce yourself, your department, and if you worked in conjunction 
with any colleagues and who they are for the Oslo Bilfritt byliv project? 
 
2. What role did your firm take in the planning of the Bilfritt byliv? Who commissioned 
your involvement in the project? 
 
3. Did you get in contact with any particular user groups (i.e. elderly, etc) of the Bilfritt 
byliv area and what was their participation like if so? 
 
4. What is your knowledge about Gender Mainstreaming? Was it considered during your 
participation in the project? 
 
5. Did those who commissioned the project to you discuss at all gender mainstreaming or 
including various potential user groups in the thought process    
 
5. In your evaluation process, what where the determined needs of the city centre and 
those who would use it and how did your firm directly address those needs? 
 
6. Why where the 5 pilot areas where chosen? What were the goals to make it more 
liveable for the users of the new spaces? 
 
7. Was there anything that due to budget constraints or any other unforeseen 
circumstances, you were unable to recommend or implement for your portion of the 
project? 
 
8. Is there anything planned prior to the project being completed in the following year, 
that has not yet been implemented in the 5 pilot areas? 
 
Questionnaire for Thea Mehl: 
 
1. Can you please introduce yourself, your firm, and if you worked in conjunction with 
any colleagues and who they are for the awarding of the DOGA prize to the Langbordet 
architects? 
 
2. What is the DOGA prize? 
 
3. We discussed on the phone the evolution of last years theme and how it has changed 
from what is normally seen in architecture competitions to the one which gave the award 
to the Langbordet design for Oslo's car free centre. Can you explain what the theme was 
previously in comparison to what it encompasses now? 
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4. What is your knowledge about Gender Mainstreaming? If any, was it considered 
during the theme and award for the DOGA prize? 
 
5. What role did Bymiljøetaten play in the award prize or was there any collaboration 
with you and DOGA?  
 
6. Any additional comments are welcomed. 
 
 
Appendix C: Photographs 
 
Figure 3: 

 
Figure 3. Photo by: Luke Garrod 
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Figure 4: 

 
Figure 4. Photo by: Luke Garrod 
 
Figure 5: 

 
Figure 5. Photo by: Luke Garrod 
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Figure 6: 

 
Figure 6. Photo by: Luke Garrod 
 
 
Figure 7: 

 
Figure 7. Photo by: Luke Garrod 
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Figure 8: 

 
Figure 8. Photo by: Luke Garrod 
 
 
Figure 9: 

 
Figure 9. Photo by: Luke Garrod 
 


