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Abstract  
Urban reconstruction is an increasingly permanent condition in growing cities, yet limited 

attention has been given to how construction phases affect everyday mobility and social 

sustainability. This thesis examines construction-related mobility disturbances in the ongoing 

redevelopment of the Inner Harbour in Norrköping, Sweden. The study aims to investigate how 

mobility disturbances are experienced by users during reconstruction, how these disturbances 

are framed in planning practice, and what implications they have for social sustainability. The 

study uses a survey conducted at a local climbing hall located within the reconstruction area, 

observations, and policy analysis of municipal planning documents to answer its objectives, 

analysed by applying the principles of Social Impact Assessment (SIA) in combination with the 

“What’s the Problem Represented to Be?” (WPR) framework. The findings show that users 

experience both physical and non-physical mobility disturbances, with the former including 

road closures, redirected routes, disrupted pedestrian infrastructure and reduced parking, while 

the latter involves unclear signage, lack of information, and uncertainties. These disturbances 

affect accessibility, safety and everyday mobility, and in some cases they have generated stress, 

frustration and worry. The analysis further reveals a discrepancy between municipal 

representations and lived experiences, where the problem of construction work and its 

subsequent mobility disturbances are framed, assumed and silenced in different ways. The study 

concludes that construction-related mobility disturbances are socially significant and should be 

treated as an integral planning condition rather than a temporary disruption, and that more 

socially sustainable reconstruction practices require stronger integration of concerns as 

experienced by users.  

 

Keywords 

Construction-related mobility disturbances, reconstruction, social sustainability, urban 

development, mobility.  
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1 Introduction  
In recent decades, socially sustainable mobility has become an increasingly important topic 

within urban and social research. The connection between movement, accessibility and 

connectivity to everyday life has led mobility systems to be evaluated through new 

sustainability-oriented frames in urban planning (Sheller & Urry, 2006). However, despite this 

growing presence of social values, an imbalance remains in the perspectives brought forward 

in transport planning. While environmental and economic aspects of sustainability have 

received growing attention, the social dimension remains comparatively underdeveloped 

(Levin & Sola, 2021). Like the broader concept of social sustainability, the concepts of socially 

sustainable mobility and transport do not have clear, established definitions, but are essentially 

understood as placing people and their everyday needs at the centre of transport planning 

processes (Levin & Sola, 2021). Research shows that the social dimension is often weakly 

integrated in Swedish transport planning, with greatest emphasis placed on technical or 

economic perspectives, suggesting a need to further develop and refine the handling of social 

issues within spatial planning, particularly with regard to transport and mobility (Levin & Sola, 

2021).  

 

At the same time, cities are continuously developing and expanding as a result of urbanisation 

and growing populations. Infrastructure must therefore be reconstructed or built anew, making 

construction activities an inevitable part of urban environments (Fredriksson, et al. 2025). 

Traditionally, construction projects have been treated as temporary disturbances by planners, 

issues that will disappear once development is complete, however recent research shows that 

these activities can have negative impacts on urban environments and inhabitants (Gilchrist & 

Allouche, 2005). In rapidly growing cities where multiple projects occur simultaneously and 

sequentially, construction-related disturbances can become a permanent feature of urban life. 

Research therefore suggests that the period between a city’s current state and its future produces 

an important yet underexplored phase in urban planning, and that the knowledge base regarding 

how construction affect everyday mobility and social conditions in cities remains limited 

(Fredriksson, et al., 2025; Fredriksson, et al., 2022b). 

 

The research that does exist has identified that construction activities can generate a range of 

negative impacts for its surrounding environments during the construction phase, rather than 

only producing long-term benefits. These impacts include mobility disturbances, reduced 

accessibility, environmental disturbances, and effects on health and well-being (Gilchrist & 

Allouche, 2005; Fredriksson et al., 2022b). Related to mobility, disturbances such as detours, 

road closures, loss of parking, congestion and travel delays have been identified (Gilchrist & 

Allouche, 2005; Fredriksson et al., 2022b). In addition, these studies highlight that there are 

negative social affects which can be related to urban construction processes, such as uncertainty, 

stress, and concerns related to safety and accessibility (Fredriksson, et al., 2022b).  

Nevertheless, while such research point to growing recognition, it can be argued that there is a 

lack of empirical data grounded in actual experience and the view of the user. 

 



 9  

 

The evaluation of construction-related mobility disturbances becomes especially relevant in the 

context of large-scale urban development projects taking place in living environments. One 

such project is the ongoing reconstruction of the Inner Harbour in Norrköping. The area is being 

drastically redeveloped over an extended period, and functions as an active construction site 

and a living urban environment simultaneously. As a result, residents and visitors must navigate 

changing conditions for their daily movements. Consequently, Norrköping municipality has 

initiated a new initiative called “Life between the Construction Cranes” (LBC) to increase the 

area´s attractivity, with the aspiration to develop a model for increasing social values during 

urban construction projects (Norrköpings kommun, 2025b).  

 

Against this background there is a need to better understand how mobility disturbances during 

construction are experienced and how they affect social sustainability, as greater consideration 

of social costs is necessary to support a paradigm shift towards more sustainable oriented 

practices within construction (Gilchrist & Allouche, 2005). As the Inner Harbour 

redevelopment will continue over several decades while remaining a lived urban environment, 

it offers a unique opportunity to examine how mobility disturbances influence social 

sustainability. Therefore, this study draws on the Inner Harbour reconstruction and contributes 

to the LBC project’s development. By studying users of the area, consisting of visitors and 

employees at a local business, and contrasting the user view to municipal planning documents, 

the study examines how construction-related mobility disturbances are experienced and framed 

in the context of Norrköping Inner Harbour. The study will contribute to development of 

knowledge which can support more socially sustainable strategies to urban and transport 

planning during the Inner Harbour reconstruction, as well as future development projects.  

 

1.1 Aim and research questions 

Against this background it can be stated that insufficient knowledge exists regarding the effects 

of construction work on urban environments and mobility, as well as how these effects are 

perceived from a social sustainability perspective. The aim of this study is therefore to examine 

construction-related mobility disturbances through the ongoing reconstruction project in 

Norrköping Inner Harbour. The study examines how mobility disturbances are experienced by 

users, how these users perceive social sustainability in the area, and how the problem is 

currently represented in planning practice. The findings contribute to deeper understanding of 

construction-related mobility disturbances and social sustainability during urban 

reconstruction.   

 

Guided by this aim, the study seeks to answer the following questions: 

• What mobility disturbances are experienced by users during the Inner Harbour 

reconstruction? 

• How is the construction process and its subsequent mobility disturbances represented 

among planners and users? 

• What impacts on social sustainability are produced by the current representation and 

practice of urban reconstruction? 



 10  

 

• How can the findings of this study inform socially sustainable strategies for managing 

mobility disturbances during reconstruction?  

 

1.2 Disposition 

This thesis studies mobility disturbances and social sustainability during urban reconstruction 

throughout seven chapters.  

 

Chapter 1 has introduced the research problem by situating the study within the fields of socially 

sustainable mobility, urban reconstruction, and construction-related disturbances. The 

knowledge gap has been presented concerning how temporary construction phases affect 

everyday mobility and social conditions, and the study aim and research questions in relation 

to the inner Harbour redevelopment in Norrköping are formulated.  

 

Chapter 2 provides the background and conceptual foundation for the study. The case context 

the Life between the construction cranes project is introduced and the concepts of social 

sustainability, socially sustainable transport, urban development and construction-related 

mobility disturbances are reviewed. Additionally, the key analytical concepts accessibility, 

safety, fairness, equality and attractiveness which are applied in the study are presented.  

 

Chapter 3 presents the framework of social impact assessment (SIA) and introduces the “What’s 

the problem represented to be?” (WPR) methodology which functions as the study’s main 

analytical tools. The theoretical foundations and principles of SIA, as well as the relevance of 

SIA when analysing mobility disturbances during reconstruction are outlined. Lastly, the WPR 

framework is introduced and explained in regard to how it will be used in combination with 

SIA. 

 

Chapter 4 explains the methodological design of the study. In the chapter, the case study 

approach is justified, the survey-based data collection at Klätterhallen in the Inner Harbour in 

Norrköping is presented, and methodological aspects such as sampling strategy, thematic 

coding, descriptive statistics, field observations and policy analysis of municipal documents is 

described. Ethical considerations, reliability, and validity are also discussed in order to 

strengthen the methodological transparency of the thesis.  

 

Chapter 5 presents the empirical results from the case study. In this chapter, examination of how 

Norrköping municipality frames construction-related challenges and social values in planning 

documents is presented, as well as the observations executed at the case study site, and the 

survey findings concerning experienced physical and non-physical mobility disturbances, 

including behavioural adaptations, personal impacts, and users’ perceptions of social 

sustainability in the area before and during reconstruction.  

 

In chapter 6 the identified disturbances are analysed by using the guiding questions provided 

by the WPR framework. The different studied representations of construction and disturbance 

are analysed and discussed by exploring how silences, assumptions, responsibility distribution 
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and framing construct a concept, and how these representations shape social sustainability 

during the Inner Harbour reconstruction.  

 

Lastly, chapter 7 concludes the thesis by summarising its main findings and key messages. 
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2 Background 
2.1 The Life Between the Construction cranes project 

Norrköping is a mid-sized city in Sweden with an estimated population of around 145 000 

people (Norrköpings kommun, 2026). The city is located along the river Motala Ström, which 

runs through the city centre. In the heart of Norrköping, alongside the river, lies the Inner 

Harbour, an old area currently undergoing drastic reconstruction (Figure 1). During the planning 

process, the municipality has identified the area as a significant opportunity to create an urban 

environment that will contribute to the 

city’s sustainability and appeal 

(Norrköpings kommun, 2014). In 2014 the 

municipality published a programme to 

redevelop the Inner Harbour and achieve 

these goals (Norrköpings kommun, 2014). 

The area is currently being redeveloped in 

three phases (figure 2), with the first stage 

now complete and hosting its first residents 

(Norrköpings kommun, 2025a). Once 

completed the area will consist of around 

3000 homes, as well as workplaces, 

restaurants, and recreational facilities 

(Norrköpings kommun, 2025a).  

 

 

This large-scale development project is planned to extend over several decades (Norrköpings 

kommun, 2025b). As a result, the area functions both as a living environment and an active 

construction site. This has, according to the municipality, brought new challenges in securing 

social and spatial sustainability and appeal for the coming years (Norrköpings kommun, 2025b). 

The municipality has therefore initiated a project called “Livet mellan byggkranarna” (Life 

between the construction cranes, LBC), which is specifically aimed at addressing sustainability 

and social values during the ongoing reconstruction.  

 

The projects objectives are to create an attractive neighbourhood for all, work consciously, 

attract visitors, raise awareness, make the area a vibrant and integrated part of the city, and to 

learn more about sustainable and social values during reconstruction. The project is guided by 

the leading concepts of attractiveness, security, fairness, and equality (Norrköpings kommun, 

2025b). To achieve its set goals the project´s objectives have been framed to include 

implementing of temporary measures, measures to attract play and life close to the construction 

site, providing access to micromobility, facilitating events, and installing signage to develop 

local understanding and knowledge of the area (Norrköpings kommun, 2025b). Furthermore, 

the municipality intends for this initiative to serve as a model for future development projects 

in the city by developing a theory for how to create life between the construction cranes 

(Norrköpings kommun, 2025b).  

Figure 1: Norrköping and the Inner Harbour boundary. From 

Norrköpings kommun (n.d.a). 
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Figure 2: The Inner Harbour´s development phases. From Norrköpings kommun (2014). 

 

2.2 Construction in the urban space 

2.2.1 Urban development and construction in growing cities  

Literature on urban development and planning emphasises an ongoing trend of urbanisation. 

This phenomenon is presented as a potential solution to, as well as an obstacle for, a variety of 

issues (Berghauser Pont, et al. 2021). In construction research for example, authors have 

emphasised its negative effects on existing cities (Gilchrist & Allouche, 2005). Construction 

sites have been proven to cause disruption and disturbance, increase emissions, and affect its 

surrounding area (Gilchrist & Allouche, 2005; Fredriksson, et al. 2022b). However, the general 

view in planning is that these issues are temporary, meaning they are rarely being considered in 

planning processes (Eriksson & Fredriksson, 2025). Instead, these issues are treated as 

temporary disturbances and a problem that ends when an individual project is complete. This 

view is questioned by authors such as Eriksson and Fredriksson (2025). They argue that, while 

stakeholders and planners may claim that “it will be better when it´s finished”, the number of 

ongoing projects in a city at a given time, as well as the constant development of urban areas, 

means that construction-related disturbances are a permanent feature of cities, constantly 

evolving and moving within them. These disturbances can cause direct disruptions such as road 

and land closures, diversion of city traffic and changes in accessibility. They can also cause 

issues such as pollution, economic losses and social and health effects (Fredriksson, et al., 

2022b; Gilchrist & Allouche, 2005). Despite this, little interest has been shown to date in 

planning to control and manage these processes and mitigate their disturbances.   

 

Furthermore, Eriksson and Fredriksson (2025) argue that there is a lack of requirements for 

stakeholders to measure and mitigate these disturbances. Municipalities are criticised for 

focusing on the vision for the future and the ultimate goal rather than the process of achieving 

it. It is therefore suggested that the period between a city’s current structures and its future is a 

planning gap. Fredriksson, et al. (2025) criticise the limited measures taken to develop and 
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adapt mitigation measures, arguing that mitigation is necessary in order to maintain the 

attractiveness and sustainability of urban areas. They therefore argue that there is a need to 

develop an understanding of how to reduce and treat disturbances caused by construction.  

  

2.2.2 Construction related mobility disturbances  

Overall, disturbances caused by construction is a relatively unexplored concept that lacks clear 

definition. Fredriksson, et al. (2022b) and Gilchrist and Allouche (2005) adapts existing 

knowledge within a variety of fields in order to identify which issues urban construction work 

may cause. Within this field, these effects are defined in various ways. Fredriksson, et al. 

(2022b) write that previous studies refer to the identified issues as negative impacts, 

annoyances, social costs or adverse impacts, with the latter two terms being used by Gilchrist 

and Allouche (2005). Fredriksson, et al. (2022b) however, refer to these instances as 

disturbances, and define the term as “negative experiences caused by a construction project and 

its transport activities” (Fredriksson, et al. 2022b. p.2). Angelakis, et al. (2025) further develop 

this definition, stating that a disturbance is a negative impact from a source beyond the control 

of a person or organisation, arising from the impact of construction projects on their 

surroundings.  

 

Gilchrist and Allouche (2005) categorise their identified impacts and social costs of 

construction projects into four groups: traffic; economic activities; pollution; and ecological, 

social and health impacts. Here, traffic-related impacts are presented as the most developed 

category, as it was found to cause 9 out of the 26 identified impacts. These include prolonged 

road closure, detours and utility cuts, loss of parking space, additional fuel consumption, travel 

delays, an increased rate of traffic accidents, accelerated road deterioration, and road rage 

(Gilchrist & Allouche, 2005). Building on these findings Fredriksson, et al. (2022b) identified 

an additional 40 disturbances. Related to infrastructure and traffic, these include an increasing 

number of visitors, rearranged routes, increased wear on infrastructure, and an increased need 

for pedestrians and cyclists to use car roads.  

  

2.3 Social sustainability    

2.3.1 The social sustainability concept 

The concept of social sustainability in urban planning emerged in the early 1970s (Wheeler, 

2026, p. 25). This period saw a growing realisation that modern practices and development were 

leading to environmental and social crises (Wheeler, 2026). As a result, the concept of 

sustainable development came to represent alternative approaches to development that could 

continue into the future, by integrating environmental, economic and socially sustainable 

dimensions in practice (Wheeler, 2026). However, the concept of social sustainability lacks 

clear definition, both as a theoretical concept and in implementation, and has therefore been 

redefined over and over again (Levin & Solá, 2021; Wheeler, 2026). Some definitions, such as 

that made by the Brundtland Commission in 1987, focus on meeting the needs of future 

generations, while others focus on sustaining and improving existing systems (Wheeler, 2026).  
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Chan and Lee (2008), who study social sustainability within urban renewal projects, define 

sustainable urban design as “a process in which sustainability concepts are taken into account 

when deciding which urban design features should be incorporated into urban (re)development 

plans” (p. 244). The authors list six vital variables for sustainable urban design, which includes 

social infrastructure, job opportunities, accessibility, townscape design, local character, and 

psychological needs such as safety. The concept of social sustainability is furthermore 

developed within traffic-specific research. (Levin & Sola, 2021). Levin and Solá (2021), who 

study socially sustainable transport planning, write that the social dimension is specified by 

Swedish transport policy in the so-called functional objective. According to these authors, the 

design, function and use of the transport system should ensure basic accessibility of high 

standard, usability for everyone, and contribute to development. Socially sustainable transport 

should therefore be accessible to people of all genders, ages, physical abilities and socio-

economic backgrounds, and provide a service which is safe, efficient and satisfactory to 

everyday needs (Levin & Solá, 2021). 

 

2.3.2 Social sustainability in urban and mobility planning  

As the concept of social sustainability is broadly defined, it is often assessed through different 

perspectives within urban development research and practice. One previous study state that 

sustainable communities are places where residents can live and work with a high quality of 

life, in places which are safe, inclusive and well planned for example (Núñez, et al., 2022). On 

the comprehensive level, Norrköping municipality works with social sustainability through 

safety, health, integration, inclusiveness and accessibility for example (Norrköpings kommun, 

2025c). As stated previously, the LBC project however adapt a more constrained frame, 

consisting of the concepts safety, equality, fairness and attractiveness (Norrköpings kommun, 

2025b). The focus on these concepts aims to create a culture in which people want to live, visit 

and move through the area during the construction process (Norrköpings kommun, 2025b).  

 

The concepts derive from the municipality’s overall goals and vision for urban development. 

Goal 6 out of the municipality’s goals and targets for 2023-2026 aims to make the municipality 

safe and secure for all citizens (Norrköpings kommun, 2022c), while Norrköping official vision 

includes aspects such as security, community, protecting individuals and their unique abilities, 

justice, equality and attractiveness (Norrköpings kommun, n.d.b). Additionally, the city’s 

comprehensive development plan, which outlines the overall aim of physical planning, states 

that Norrköping should be an enjoyable and safe city for people to live in and visit (Norrköpings 

kommun, 2025c). Ensuring safety and security is presented as a focus within both 

comprehensive and mobility planning. In mobility planning, space-efficient modes of transport 

such as walking, cycling, and public transport are prioritised in order to increase accessibility, 

equality and fairness for all, regardless of age, gender, economic status or physical ability 

(Norrköpings kommun, 2025c). The comprehensive development plan further states that by 

creating more equal, integrated and socially inclusive environments traffic will become more 

accessible and sustainable (Norrköpings kommun, 2025c). 
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Throughout academic literature as well as within the municipal plans for development, the 

notion of accessibility is often used to evaluate the social sustainability of mobility. Gutting, et 

al. (2021) write that the principle of reasonable access to services for all population groups is 

one of the cornerstones of social sustainability. Here, accessibility is defined as the potential for 

spatial opportunities that can be reached with the help of a transport system. The concept is 

included in Norrköping municipalities comprehensive development plan by acknowledgement 

of growing opportunities from urban development (Norrköpings kommun, 2025c). Planning 

which focuses on sustainable physical mobility to increase accessibility will promote the social, 

economic and environmental dimension of sustainability in society (Norrköpings kommun, 

2025c).  

 

As previous research and practices do not provide clear guidelines regarding which concepts 

should be included in social sustainability evaluations, this paper applies the concepts presented 

above. It adopts the four key sustainability concepts presented in the LBC project, safety, 

equality, fairness and attractiveness, and additionally incorporates the concept of accessibility 

to examine mobility specific social sustainability during the Inner Harbour reconstruction.  
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3 Analytical frameworks 
3.1 Social impact assessment 

3.1.1 International principles for SIA 

A social impact assessment or analysis (SIA) is a tool used to identify the social impacts of 

projects or policies, a process for managing the social challenges of development work, or a 

way to analyse and evaluate the social impacts that a particular project or policy may have 

(Stjernborg & Svensson, 2023). Within literature this framework is defined as both an 

assessment and analysis tool, gathered under the abbreviation SIA. In 2003 Frank Vanclay 

published the International Principles for Social Impact Assessment at the request of the 

International Association for Impact Assessment (Vanclay, 2003). This document is a statement 

of the core values of the SIA community and is meant to provide a set of principles to guide 

practice. The author defines SIA as the process of analysing, monitoring and managing the 

intended and unintended social impacts of interventions, such as policies, plans or projects, and 

any social change process invoked by said intervention (2003). Within this framework, social 

impacts are defined as all issues that affect people, either directly or indirectly. A social impact 

is conceptualised as a change to one or more of the following: people´s way of life (how they 

live, work, play and interact), culture, community, political system, environment, health, 

wellbeing, rights, or fears (Vanclay 2002; Vanclay, 2003).  

 

These principles however remain relatively broad in their analytical guidance. The SIA 

community of practice emphasises social sustainability-oriented principles, including respect 

for human rights, equity, the value of diversity, and just, fair and transparent decision-making. 

It further underscores the importance of including affected communities in decisions and 

prioritising positive social outcomes (Vanclay, 2003). Limited tools are however offered for 

examining how certain issues come to be recognised as social impacts. Vanclay (2003) specifies 

that SIA practice addresses social sustainable development by considering equity, predicting 

social impacts, designing interventions to minimise harm, integrating assessments into the 

development process, strengthening social and human capital, applying comprehensive 

mitigation strategies, and incorporating local knowledge to ensure context-sensitive and lasting 

benefits (Vanclay, 2003). The author does not however provide guidance for practical 

application of the framework. In Swedish municipal application this has resulted in tools being 

developed in line with policy documents and goals (Examples: Göteborgs stad, 2016; Malmö 

stad, 2020; Trollhättans stad, n.d.). However, due to invented SIA tools lacking clear guidance 

from the original framework, they arguably miss the critical lens to policy practice.  

 

3.1.2 Swedish application of SIA 

While conducting SIAs the objective is to maximise benefits and minimise costs for all social 

effects, which, in short, are everything that affects people (Vanclay, 2003; Stjernborg & 

Svensson, 2023). These analyses or assessments can be undertaken at different stages of 

development or intervention, with benefits ranging from identifying negative development 

outcomes and affected groups, and avoiding adverse impacts, to enhancing positive impacts 

and reducing costs, or building trust (Mathur, 2016). Literature however shows that SIAs rarely 

have been included in Swedish transport infrastructure planning and that, when they have been, 
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tend to be less developed than environmental assessments and economic analyses (Levin & 

Sola, 2021). A potential reason is that the mechanisms which produce social impacts are more 

complex and thus more difficult to assess (Vanclay, 2002). According to Levin & Sola (2021), 

anything that affects or may affect people’s lives, environments, or daily routines can be 

considered relevant to an SIA (Levin & Sola, 2021). They therefore argue that SIAs are 

particularly relevant in the field of transport planning and urban development. Transport 

systems play an important role in shaping everyday life, as people’s safety, health and well-

being are closely connected to the availability or lack of transport options (Levin & Sola, 2021). 

Changes in transport systems can therefore influence people’s opportunities, rights and 

possibilities in everyday life, making the assessment of social impacts especially important in 

transport-related planning processes. Furthermore, Levin and Sola (2021) state that planners 

and government officials themselves recognise the absence of clear guidelines for analysing 

social consequences in this area. There appears to be a need for more developed methods and 

improved coordination in order to integrate the three dimensions of sustainability into the 

planning process (Levin & Sola, 2021). As a result, the policy analysis methodology “what’s 

the problem represented to be?” will be applied in this study to operationalise the assessment 

of social impacts caused by urban reconstruction processes.  

 

3.2 What’s the problem represented to be? 

In order to analyse how construction-related mobility disturbances are understood and 

addressed, this study draws on an the “What’s the problem represented to be” (WPR) method 

developed by Carol Bacchi (2009). According to Bacchi (2009) there is an underlying 

assumption that policy is something good which fixes things, however the notion of fixing 

carries with it an understanding that there is a problem which needs to be fixed. Hence, there 

are implied problems presented in policy. Bacchi (2009) makes the case that it therefore is 

important to make the problems implicit and to scrutinise them. According to her, public 

policies affect everyday lives and how reality is lived. With this she highlights the importance 

of problem representation in documents, stating that the language of problems representation 

translates directly into real lived experience. She argues that the representation of policy 

problems has influence on how people encounter and navigate social realities in practice, as 

these are shaped by policy.  

 

The WPR approach aims to explore the shape of problems through a form of framing analysis 

(Bacchi, 2009). The approach draws on the assumption that policies and practices do not simply 

respond to problems, but actively construct and frame them through particular representations 

(Bacchi, 2009). To illustrate this, Bacchi (2009) argues that policy proposals can be read 

backwards to reveal how problems are constructed. Initiatives may for example be directed at 

a specific group, suggesting that the group is in need of change rather than the structural 

conditions, causing the policy problem. One such example which she presents is that of female 

oriented initiatives. A training course offered solely to women as part of a policy to increase 

representation in better paid occupations or in positions of influence represents the problem as 

women’s lack of training (Bacchi, 2009, p. x). Problems are thus according to Bacchi (2009) 

created within the policy making process rather than pre-existing the policy. The WPR approach 
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consequently questions what the problem is represented to be through a framing process. The 

approach analyses what assumptions and implications follow from the representations, who is 

responsible for the problem, and what is left unsaid in texts (Biacchi, 2009).  

 

3.3 Study adaptation of analytical frameworks 

As Levin & Sola (2021) emphasise that SIAs should be carried out in accordance with project 

specific circumstances and put focus on participation practices, this study focuses on 

similarities and differences between planning practice and lived experiences of construction. 

SIA is used as a tool for interpretation of social values related to mobility disturbances during 

the Inner Harbour redevelopment. The SIA principles are used to shape the study design, the 

selection of key social sustainability concepts, and the interpretation of empirical findings in 

terms of their social consequences. However, as social impacts are complex, and the SIA 

framework lacks clear guidelines for analysis, this study examines how disturbances are 

understood and addressed by operationalising the problem-representation approach presented 

by Bacchi (2009). In contrast to Bacchi’s (2009) original methodology which solely puts focus 

on policy, this study will however adapt the approach on two different sets of material: planning 

documents (both text and images) and user experiences through a survey. The method provides 

a basis for critical examination of similarities and differences between planning perspectives 

and lived experiences, and will focus on aspects emanating from the SIA framework in order to 

analyse social sustainability. The approach will make it possible to examine what is prioritised, 

marginalised, and assumed, and allow for examination of how responsibility is distributed 

within the different materials, enabling piloting of Bacchi’s (2009) method as a tool for 

assessing social implications of construction practice and consequential mobility disturbances.  
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4 Material and methods  
4.1 Research design  

This study is designed as a case study, an approach that allows urban construction processes to 

be examined in their real-life context (Yin, 2018). Rather than isolating mobility disturbances 

as abstract phenomena, the design allows them to be analysed in more detail. The study is 

designed as a single-case study of a common case, where the Inner Harbour in Norrköping 

represents a typical example of ongoing urban reconstruction. According to Yin (2018), such 

cases are valuable for understanding everyday conditions. The study seeks to identify case 

specific mobility disturbances during urban redevelopment as viewed from users through a 

survey, and to perform a comparative analysis against municipal planning documents.  

 

The case study is geographically limited to Norrköping municipality. The study focuses on the 

Inner Harbour area which is currently undergoing a large-scale development process. As the 

area simultaneously functions as an active construction site and living neighbourhood, 

disruption will be an everyday occurrence for the foreseeable future (Norrköpings kommun, 

2025b). In this context, the local climbing hall (Klätterhallen i Norrköping) has been selected 

as the primary site for data collection, a selection made with the help of the LBC project group 

who identified it as a key site within the area. It is a currently active destination in the area 

which generates continuous mobility flows during the ongoing reconstruction. It provides 

access to users who regularly navigate the evolving infrastructure and can therefore reflect on 

their experience of mobility conditions.  

 

4.2 Data collection of user experiences 

4.2.1 Survey design 

The study uses a survey to collect data due to the ability to generalise the experiences of a 

population (Rea & Parker, 2014). The method allows for identification of disturbances as 

experienced by users, providing real-life context-specific data which can be applied to the LBC 

project and future tools for sustainable reconstruction.  

  

The survey (see Appendix A) aims to answer the objectives of this study through three themes 

of questions. First, background information was collected through close-ended questions. This 

theme covered information regarding age, gender and area of residence, as well as respondents’ 

usage and mobility patterns within the area. The second theme addressed disturbances and 

barriers by asking respondents about the difficulties they experienced and their perceptions of 

mobility within the Inner Harbour during construction. Open-ended questions were asked about 

physical and non-physical disturbances, changes in mobility and personal impacts. These 

questions were based on literature concerning construction-related disturbances, which 

suggests that mobility disturbances may be physical, non-physical or sociological (Fredriksson, 

et al., 2022b; Gilchrist & Allouche, 2005). Mobility-related disturbances identified in these 

works were used as examples in the survey to give respondents a clearer idea of potential issues. 

Lastly, social perceptions of the area were questioned through a series of social sustainability 

concepts, where respondents were asked to evaluate the concepts previously discussed in 



 21  

 

section 2.3.2, safety, equality, fairness, attractiveness and accessibility, both prior to the 

reconstruction starting and during the current conditions. 

 

4.2.2 Sampling and limitations 

In this study, cluster sampling through on-site recruitment has been used to gather information. 

Cluster sampling entails selecting a sample from a naturally occurring or known grouping 

(Cowles & Nelson, 2015). This method enables targeting of the specific area of the case study, 

limiting respondents to individuals who use the area (Cowles & Nelson, 2015). In this study the 

selected group comprises visitors to the areas local climbing hall.  

 

The climbing hall receives an average of around 590 visitors each week. These visitors range 

in age from 7 to 70. Of these, children and youth groups (ages 7 to 17) account for an estimated 

17% of total weekly visits, with visitors aged 18-70 making up the rest (data received from 

Klätterhallen). The targeted demographic for this study is visitors to the climbing hall aged 15 

years and older. This selection has been limited due to ethical considerations (see chapter 4.2.5). 

In total 37 visitors answered the survey under a three-week period.  

 

The study´s limitations include the exclusion of children under 15 and individuals with limited 

physical ability. In addition, the elderly population is included in the study but in limited scale 

compared to younger participants. These exclusions restrict the generalisability of the results to 

the broader population (Rea & Parker, 2014). However, the selected site represents one of the 

few locations within Inre hamnen where substantial everyday movement currently takes place 

amidst ongoing construction work. Consequently, the conclusions drawn from this study will 

be interpreted in the context of this specific case study and its constraints. Recommendations 

will also be made for further study of this phenomenon outside of these limitations. 

 

4.2.3 Survey administration  

The survey was distributed on-site through an information sheet (see Appendix B). The sheet 

encouraged people to answer the survey and provided information about both the project and 

how to respond to the survey. The survey itself was distributed through QR codes, leading 

people to answer the survey digitally on their mobile devices. Additionally, the sheet informed 

visitors that a physical copy of the survey could be collected from the reception. The survey 

was distributed between the 27th of February and the 20th of March 2026.   

 

4.2.4 Data analysis  

The survey responses collected were compiled using the Sunet Survey and Report programme 

and analysed in Excel. The close-ended questions in section one of the survey, regarding 

respondent’s backgrounds and mobility habits, were summarised using descriptive statistics 

through percentage-based summarises (Cooksey, 2020).  

 

Responses to open-ended questions in section two of the survey, regarding which mobility 

disturbances and issues have been experienced were summarised by theming the data. The 

process involved an initial reading of all responses, followed by the identification and coding 
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of recurring themes, in accordance with the method of theming data by Saldaña (2014). 

Particular attention was given to identifying recurrent types of disturbances, such as 

accessibility limitations, detours, perceived safety concerns and changes in travel behaviour. 

However, all responses within section two of the survey were thematically summarised. These 

summarised responses were then analysed though the WPR guided framing approach 

(presented in section 4.5).  

 

Additionally, in order to examine perceptions of social sustainability in the area and how these 

have developed during the reconstruction period, respondents were asked to evaluate the 

concepts accessibility, safety, attractiveness, equality and fairness. These evaluations were 

made by giving a value of 1 to 10 for each concept prior to the redevelopment starting as well 

as during the current conditions. These evaluations were statistically summarised using Excel. 

Using the programme, the mean, median and standard deviation values were calculated, as well 

as the statistical significance of changed perceptions through t-tests (McKillup, 2011). The tests 

performed were two-sample t-tests assuming unequal variances due to the difference response 

rate between mandatory and non-mandatory questions (McKillup, 2011).  

 

4.2.5 Ethical considerations 

Prior to the survey being administered consent from participants was needed. In order to acquire 

this consent, the introduction to the survey was formulated based on the recommendations of 

Rea and Parker (2014). According to these authors, the introduction to a survey should inform 

potential respondents about the study and how ethical issues are addressed. Respondents were 

informed about anonymity, personal data collection, how the results would be presented, that 

participation was voluntary and that they could stop the survey at any time. They were also 

informed that by completing the survey, they were consenting to their answers being used 

anonymously for research purposes (Rea & Parker, 2014). This requirement for consent affected 

the limitations of the study, as it excluded children under 15 years old. In accordance with Act 

2003:406, §18 on the ethical review of research involving humans, people aged of 15-18 can 

give their own consent to participate in research if they understand what the research entails 

(Lag 2003:460 om etikprövning av forskning som avser människor, 2003). As a result, this 

group was included in the study to include the perspective of youths.  

 

Further, data collection and management needed to be considered. The survey has been created 

and distributed in the programme Sunet Survey and Report administered by Linköping 

University in order to safely store and manage the collected data. As personal information about 

the respondents was not essential for the study´s objectives, it has not been collected. 

Information about to the respondents has been limited to age ranges and the area of Norrköping 

in which they live. As this information is insufficient for identifying the respondents, it is not 

considered personal data (Linköping University, 2019).  

 

The study also includes images sourced from municipal documents in order to illustrate and 

contextualise the analysed material. Permission to use these images has been obtained from 

Norrköping municipality. The images are used solely for academic purposes and are presented 
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In accordance with ethical considerations regarding transparency, attribution, and responsible 

use of publicly produced material.  

 

4.2.6 Reliability and Validity  

Reliability refers to the extent to which a measurement provides consistent results when 

repeated while validity concerns whether the research actually measures what it intends (Drost, 

2011). Both are important aspects of survey-based research as the quality of conclusions 

depends on the collected data.  

 

According to Drost (2011), reliability reflects the degree to which measurements are repeatable 

and free from random measurement error. Errors can occur either systematically or randomly 

and be prevented through careful design of data-gathering tools (Drost, 2011). In this study, 

several measures were taken to support the reliability of the survey. First, the survey questions 

were structured into thematic sections with the aim to maximise clarity and consequently 

maintain consistency. Second, the survey used mostly close-ended questions and scaled 

responses in order to reduce variation in interpretation and support consistent responses. Finally, 

questions were designed based on previous research concerning urban construction-related 

mobility disturbances and social sustainability (Gilchrist & Allouche, 2005; Fredriksson, et al. 

2022b), which helped ensure that gathered data corresponded to established concepts in 

literature as well as provided better understanding to respondents. It should however be 

acknowledged that many of these questions are broad and somewhat abstract, as they address 

complex and context-dependent issues. This inherent vagueness reflects the exploratory nature 

of the study and the challenge of operationalising social sustainability concepts in a specific 

context.  

 

Validity addresses the extent to which a research instrument measures the concept it is intended 

to measure (Drost, 2011). Drost (2011) identifies several types of validity that are relevant to 

behavioural and social research, including internal validity, construct validity and external 

validity. Construct validity refers to how well the research translates a concept into an operating 

reality (Drost, 2011). It for example involves ensuring that the questions included in the survey 

reflect the intended concepts of the study. However, validity can be challenging in studies 

dealing with abstract and contested concepts such as social sustainability where there is no 

single agreed-upon definition in the literature. In this study, survey questions have been 

supported by existing literature to support the validity of the data to socially sustainable urban 

development research. the operationalisation used here however reflects one interpretation 

among several possible approaches in the field, rather than a universally established definition 

of the concepts.  

 

Content validity refers to how well the relevant aspects of the concept being studied are covered 

(Drost, 2011). In this study, the survey questions were designed to capture several dimensions 

of mobility disturbances, including physical barriers, perceived accessibility challenges and 

changes in mobility behaviour. By addressing these multiple aspects of experiences, the survey 

attempts to capture broader representation of the phenomenon under investigation.  
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However, as discussed in section 4.2.2 the study has certain limitations which affect the study’s 

validity. Because the survey sample consists of visitors to a specific place, the findings primarily 

reflect the experiences of this particular user group. As a result, the external validity of the study 

is limited, and findings cannot necessarily be generalised to all users in the area. Nevertheless, 

the approach allows for an in-depth understanding of the experiences of this specific group. The 

redevelopment will continue for years to come, and as the climbing hall poses as a source of 

constant movement it contributes valuable insight into which mobility-related disturbances are 

experienced in the area.  

 

4.3 Observations  

Observations can be defined as the systematic description of events, behaviours and physical 

environments in a social setting, producing a detailed account of existing conditions (Kawulich, 

2005). In this study, such observations were used as a qualitative method. Short-term site visits 

were conducted, focusing on documenting the physical environment, where I took an observer-

oriented stance with the primary aim to collect data in the area´s natural setting (Kawulich, 

2005). Data collection consisted of photographic documentation of relevant locations, carried 

out at two points in time three weeks apart. These observations serve to provide contextual 

understanding of the case site and complement the other data sources used in the case study.   

 

4.4 Selection of planning documents 

In order to contrast user experiences to municipal action, this study examines seven documents. 

The documents consist of plans, strategies, programmes and research related to urban 

development and the Inner Harbour redevelopment. These vary from municipal level to 

research projects specific to the LBC project. The selection of documents was carried out 

through a targeted search within the municipality’s documents, focusing on materials relevant 

to the Inner Harbour area. Documents were included based on their relevance to urban 

development in this specific context. In addition, the project specification for the LBC project 

was included, as it provides key framing of how the municipality is currently working with the 

construction issue. To further contextualise this, a research initiative included in the LBC 

project was also included, as it contributes to understanding how the issue currently is 

understood and addressed. 

 

Table 1: Selection of planning documents 

Document  Level  Year  Reference 

Municipal comprehensive 

development plan 

Municipal  2025 Norrköpings kommun 

(2025c) 

Strategy for the central city Local  2022 Norrköpings kommun 

(2022b) 

Programme for the Inner 

Harbour 

Local 2014 Norrköpings kommun 

(2014) 

Detailed development plan: 

Krommagasinet 1 

Detailed 2018 Norrköpings kommun 

(2018) 
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Detailed development plan: 

Svanen 6 

Detailed 2022 Norrköpings kommun 

(2022a) 

Project specification: Life 

Between the Construction 

Cranes   

LBC project  2025 Norrköpings kommun 

(2025b) 

Disturbance-Free City: Final 

report  

LBC project  2021 Fredriksson, et al. (2022a) 

 

4.5 Framing analysis  

This study uses Bacchi’s (2009) WPR methodology to analyse how construction-related 

disturbances are framed in the case of the Inner Harbour redevelopment. As stated previously 

the approach will be adapted as to include analysis of how the problem is presented both in 

municipal policy documents and in the experiences presented by users of the area. Rather than 

studying possible solutions to the issues being presented, the approach allows for in-depth 

analysis of how construction-related mobility disturbances are framed in current policy, as well 

as experienced and lived in real life. This specific methodology of analysis entails examination 

of how disturbances are described, what is identified as the problem in need of intervention, 

what kinds of changes are proposed, who is responsible and what is left unsaid. It also involves 

analysing how urban reconstruction and development in general is presented in planning. The 

WPR methodology suggest that shifting the perspective from solutions to the way in which 

problems are represented constitutes a claim to participations and management of the problem 

(Bacchi, 2009). In contrast to the original method however, this application extends analysis 

beyond documents to include empirical material, allowing municipal problem representations 

to be examined in contrast to those emerging from everyday experiences.  

 

Bacchi (2009) encourages the researcher to ask six questions during analysis, aimed at 

identifying what the problem is represented to be in a given policy and what the representation 

brings about. The questions inquire about rationales for the proposal, presumptions, possible 

silences, responsibility and the effects that are likely to accompany the particular understanding 

of a problem (Bacchi, 2009). In this approach, the term “problem” refers simply to the kind of 

change implied in a particular policy. As stated by Bacchi (2009) not all questions included in 

the approach are required for an analysis of a policy, the framework can instead be adapted to 

the specific work being undertaken. In this study, the method has been adapted to analyse how 

problem representation in policy differs from the lived experiences and problem representations 

of users. Four out of the six questions asked in the method has been applied to analyse problem 

representation of construction-related mobility disturbances in policy and experience. The 

questions which have been applied asks (1) what the problem is represented to be, (2) what 

presuppositions or assumptions underlie these representations, (4) what is left unproblematic or 

silenced in the representations, and (5) what effects are produced by these representations of 

the problem, through changes, benefits, harm and responsibility (Bacchi, 2009).  

 

The analysis of the different materials was conducted using a framing approach which follow 

these questions. The questions were used as analytical lenses to examine how construction-
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related mobility disturbances were represented in the different materials. Table 2 provides an 

overview of how the guiding WPR questions were restructured into analytical lenses.  

 

Table 2: Analytical application of the WPR framework  

Guiding WPR question  Analytical lens 

(1) What’s the problem represented to be? Identification of implied problems; 

issues represented as requiring 

resolution.  

(2) What assumptions underlie this representation? Underlying values, norms, and 

beliefs shaping the problem 

representation  

(4) What is left unproblematic?  Issues or perspectives that are 

absent or marginalised 

(5) What effects are produced by this representation? 

 

Sub-questions:  

- What is likely to change/stay the same with this 

representation? 

- Who is likely to benefit/be harmed by this 

representation? 

- Who is responsible for the problem? 

Current priorities and trajectories; 

proposed changes and 

interventions; intended 

beneficiaries; distribution of 

responsibility 
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5 Results 
5.1 Municipal policies 

5.1.1 Comprehensive plans: The city, city centre and Inner Harbour 

The municipality of Norrköping works with urban development on different geographical 

levels. As is required for all municipalities in Sweden, Norrköping’s general development goals 

and aims are framed in a comprehensive development plan which covers the entire municipality. 

This plan is a political document of objectives which guides how the built environment is to be 

used, developed and preserved (Boverket, 2024). In addition, Norrköping has chosen to frame 

a strategy for the inner city, as well as to develop different programmes for development of 

specific neighbourhoods such as the Inner Harbour. Within these three planning documents, the 

municipality frames how the city should develop and puts focus on growth, densification and 

renewal.  

 

One task framed within the municipalities comprehensive development plan is to grow into a 

major regional city (Norrköpings kommun, 2025c). This is framed in the plan as one of four 

“challenges” for urban development (Norrköpings kommun, 2025c, p. 17). Here, they state that 

“the challenges may require greater efforts, but they also involve opportunities that the 

municipality needs to take advantage of and further develop (Norrköpings kommun, 2025c, p. 

17). Within this “challenge” the municipality connects attractiveness with growth, new 

development initiatives and their positive effects on the city. Similarly to how construction 

disturbance literature argues for the consistent existence of construction in cities, the 

municipality brings forth the same arguments here as to why the city has to grow. The 

municipality writes that “as the population of Norrköping increases, so does the need for 

housing, workplaces, services, green spaces, and transport infrastructure” (Norrköpings 

kommun, 2025c, p. 32). In the central city strategy, the municipality further develops on how 

these expansions entails what they call a “system shift” for the existing city centre. They 

recognise mobility changes as a part of the urban space as the city centre develops, stating that 

“routes and movement patterns will change” (Norrköpings kommun, 2022b). They further write 

that there will be new large concentrations of population and workplaces in certain districts, the 

Inner Harbour among them (Norrköpings kommun, 2022b). It is thus brought forward that the 

planned development projects will cause existing routes and districts to be affected in different 

ways and to varying degrees, however it is not noted in what capacity or form.  

 

In the programme for the Inner Harbour the municipality notes that Norrköping will undergo 

major changes in coming decades and the importance of sustainable urban development 

(Norrköpings kommun, 2014). Here the municipality does mention the importance of planning 

for longer periods of development. The redevelopment of the Inner Harbour has therefore been 

planned to be executed in several stages over an extended period as to not disrupt the entire 

district for the full duration of redevelopment (Norrköpings kommun, 2014). They write “that 

it is not only the final goal that matters”, but that “at every stage and point in time, there must 

be qualities and attractions in the area that make it appealing to both be a pioneer in the first 

neighbourhoods and to move along the waterfront” (Norrköpings kommun, 2014, p. 24). 

Consequently, the municipality highlights the importance of the development stages by stating 
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that the journey will present many, sometimes difficult, challenges, but that the intermediate 

stages should be at least as striking and valuable as the final destination (Norrköpings kommun, 

2014). The proposed “final destination” is illustrated in the programme through different areas 

such as the Bränneri-park (Figure 3) and småbåtshamnen (Figure 4). These illustrations depict 

the redeveloped Inner Harbour as an attractive, coherent and vibrant area where people move 

through open spaces filled with life, presenting a visual for what the municipality hopes to 

achieve with the initiative.  

 

 
Figure 3: Vision of Bränneri-park. From Norrköpings kommun (2014). 

 

 
Figure 4: Vision of småbåtshamnen. From Norrköpings kommun (2014). 
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5.1.2 Detailed development plans 

The municipalities regulate land use and infrastructure through detailed development plans 

(Boverket, 2025). These plans must be accompanied by a description of how the plan should 

be understood and implemented through a plan description (planbeskrivning) (Boverket, 2026). 

These documents are however regulated and require descriptions of certain conditions. Due to 

those constraints, it is not usually possible to expand on issues outside of the legal requirements, 

such as the impact of construction work. The plans do however include a social consequence 

evaluation, which identifies how the intended development is evaluated to impact social values 

in the area. In the two plan descriptions, the Inner Harbour redevelopment is evaluated to 

exclusively provide positive social impacts for the city, based on attractive meeting places, 

accessible housing, public places, accessibility and recreation (Norrköpings kommun, 2018; 

Norrköpings kommun, 2022a). It is stated that “the changed structure within the planning area 

and the new connections entails that the area integrates with the existing city which is important 

for creating flows of people and enabling residents to easily access the area and its attractive 

meeting places” for example (Norrköpings kommun, 2022a, p. 86). In addition to these social 

consequence evaluations the development plans include evaluations of “consequences for the 

cities attractivity (Norrköpings kommun, 2018; Norrköpings kommun, 2022a). These once 

again include positive intended effects of the final development projects, stating that the 

planning areas will provide significant addition of attractive housing and new traffic “solutions” 

(Norrköpings kommun, 2022a, p. 87). 

 

5.1.3 A new direction  

Despite the lack of information on construction related impacts in the municipalities planning 

and development documents, the LBC project could point in a new direction. The project 

specification argues that the municipality is thorough in planning for a fully developed 

neighbourhood, but that they with this project aim to answer the question of how an attractive 

neighbourhood is created during an active construction project which will last for decades 

(Norrköpings kommun, 2025b). The municipality writes that there is need for “direct physical 

interventions in the public environment to increase the areas attractiveness for residents, 

visitors, and businesses in the district during development” (Norrköpings kommun, 2025b, p. 

3). They further state that these new initiatives are needed in order to develop tools which can 

be applied in following construction projects (Norrköpings kommun, 2025b). The assignment 

is consequently to implement temporary and semi-permanent measures that create attractivity 

and a sense of safety in the district during the period when construction is ongoing, for both 

residents and visitors (Norrköpings kommun, 2025b).  

 

The municipality has additionally stated that the LBC project should investigate and if possible 

be included in academic research, more specifically the project Uninterrupted city which 

studies traffic related to construction (Norrköpings kommun, 2025b). Similarly to literature on 

construction related disturbances, the researchers of the Uninterrupted city project state that 

urban development generally handles construction as a time limited issue which will disappear 

but goes on to argue that this is not the case (Fredriksson, et al. 2022a). As municipalities have 

expressed need for further knowledge mobility construction, the UC project has developed a 
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tool to support collaborative planning of construction traffic and urban planning (Fredriksson, 

et al. 2022a). The tool can be used to test different scenarios for reducing the disturbances 

caused by construction transport and based on the results manage the disturbances that arise 

(Fredriksson, et al. 2022a). This tool is however more aimed at construction transport rather 

than mobility of individuals such as visitors and users during the construction process. It 

therefore does not frame the issue of construction-related transport as a mobility issue for users, 

but rather an issue of construction logistics. The report states that transport to construction 

projects corresponds to increased emissions and carried weight in traffic systems for example. 

These projects are not part of Norrköping Municipality’s current urban development 

programmes. They do indicate that there is growing recognition of mobility issues caused by 

the planning gap of construction, but do not dive into how construction-related mobility issues 

affect the people of the city.  

 

5.1.4 Summarised problem representations in municipal policies  

Across the planning material, the dominant problem representation concerns how future 

development can be achieved and how attractiveness can be maintained. Construction-related 

mobility disturbances are largely absent or framed as secondary concerns. The underlying 

assumption is that development is necessary and that temporary disruptions are acceptable in 

relation to future benefits. Table 3 provides a brief summary of these results as viewed though 

the WPR lenses.  

 

Table 3. Problem representations in municipal policies  

Document 

/policy 

Problem 

representation  

Assumptions  Silences Effects/ 

responsibility 

Comprehensive 

plan 

Need for growth 

and attractiveness  

Development is 

necessary and 

beneficial  

Construction 

impacts and 

user 

experiences 

Lack of 

responsibility 

distribution 

Inner city 

strategy  

Adapting the city 

to future growth  

Mobility patters 

will adjust and 

benefit  

Construction 

impacts and 

user 

experiences  

Lack of 

responsibility 

distribution 

Inner Harbour 

programme 

Need for an 

attractive 

waterfront district  

Development is 

necessary, long-

term values will 

be beneficial  
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Disturbance-

free city 

Need to manage 

construction 

logistics  

Disturbance from 

construction 

traffic can be 

managed  

User 

mobility 

experiences  

Responsibility 

on planners and 

coordination  

 

 

5.2 Observations 

The observations in the Inner Harbour showed that the close surrounding area of the climbing 

hall is strongly characterised by the 

construction work. The work could be seen 

both on the way to as well as directly adjoining 

to the site. The North promenade, the main 

path following the Inner Harbours northern 

boundary, was marked by signage on the 

pedestrian and cycle paths and included 

construction warnings and road directions 

(figure 5). The on-site parking for vehicles was 

clearly marked and enclosed by a fence during 

both visits (figure 6). Bicycle racks could be 

found in close connections to the entrance; 

however, these were moved when the 

construction work moved (figures 7, 8 and 10.).  

 

 
Figure 6: Parking lot. Picture taken by author February 26, 2026. 

 

 

Figure 5: Access road viewed from the North promenade. 

Picture taken by author February 26, 2026. 
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The area surrounding the climbing hall changed drastically between the two visits in February 

and March. Figure 7 shows the entryway and figure 8 the surrounding area at the first visit. 

During this visit, closed off construction work was ongoing a few meters away from the 

climbing hall’s entrance and construction vehicles moved actively in the area surrounding the 

climbing hall, between the Northern promenade and the enclosed construction site. During the 

second visit this work had expanded to include the area directly in front of the climbing hall, 

leading visitors to enter the hall by walking along the closed off area (figures 9 and 10).  

    
Figure 7: Entryway. Picture taken by author February 26,          Figure 8: Surrounding area. Picture taken by author  

2026.                  February 26, 2026. 
 

    
Figure 9: Entryway visit 2. Picture taken by author March         Figure 10: Entryway and surrounding area visit 2. Picture 

21, 2026.                                                                                       taken by author Match 21, 2026. 



 33  

 

5.3 User experiences  

5.3.1 Respondents and visitation patterns  

The conducted survey was answered by 37 respondents. The respondents ranged in age from 

15 to 65 years and above. Among them, the largest age group was 18-24 years, accounting for 

38% of the sample. The smallest group consisted of respondents aged 65 and above, with only 

one respondent representing this age group. The remaining groups were relatively evenly 

distributed, each accounting for 10-13% of respondents.  

 
Figure 11: Age distribution of survey respondents. 

 

The gender distribution of respondents showed that the majority identified as male, accounting 

for 57% of the sample. Female respondents represented 38%, while 5% (two respondents) chose 

not to specify their gender. No respondents identified with the category “other”.  

 

Table 4: Gender distribution of survey respondents.  

Gender n Percentage  

Female 14 38% 

Male 21 57% 

Other 0 0% 

Do not wish to specify  2 5% 
 

Of the 37 respondents, 28, or 76%, reported that they reside in outer Norrköping or nearby 

towns. The remaining 24% reside in nine of the city’s urban areas; Lagerlunda, Brånnestad, 

Lindö, Björkalund, Klockaretorpet, Ljura, Berget, Östantill, and Gamla staden., each 

represented by a single respondent.  
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Figure 12: Survey respondents’ area of residence. 

The usual visitation frequency showed that the majority of respondents visit the climbing hall 

weekly, with 43% of respondents visiting the climbing hall several times a week, and 38% about 

once a week. Of the remaining respondents, 14% reported that they visit on a monthly basis, 

while 5% (2 respondents) less often than that. No respondents reported the visit to be their first.  

 

Table 5: Visitation frequency of survey respondents.  

Frequency  Count Percentage  

Several times a week 16 43% 

About once a week 14 38% 

Once a month  5 14% 

Less often  2 5% 

This is my first visit  0 0% 

 

When reporting on visitation patterns, respondents could select multiple time periods, meaning 

that the results show the times at which respondents were most commonly present at the site 

during the week. The most frequently reported time was weekends between 10:00 and 14:00, 

with 63% of the respondents indicating that they usually visited during this period. This was 

followed by weekdays between 16:00 and 18:00, which was reported by 49% of respondents. 

Evening time slots on both weekdays and weekends showed similar visitation levels, with each 

accounting for around 40% of respondents. The least common visitation period was weekdays 

between 12:00 and 15:00, with 32% of respondents reporting visits during this time.  
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Figure 13: Visitation patterns of survey respondents. 

5.3.2 Respondents mobility patterns   

The usage and access of transportation among the respondents shows some clear trends. Of the 

37 participants, 73% reported having daily access to a car, with 70% of these reporting that they 

use it to get to and from the climbing hall. This shows clear utilisation of the car. In contrast the 

remaining four modes of transport, walking, bicycles or electric scooters, buses and trams, 

showed clear underutilization, i.e. these options were not used to their full potential. Walking 

or cycling to the climbing hall was available for 59% of respondents, but only 19% and 22% 

respectively reported using this option. However, the greatest underutilization was of public 

busses, where 68% reported that they have daily access to travel by bus, yet only 16% did so. 

As the tram is limited to urban areas, only 30% reported daily access, with only 5% (2 

respondents) using it. In addition to these modes, two respondents reported using the train and 

moped.   

 

Most respondents under the age of 18 reported using public transport in the form of bus, tram 

and train. However, one respondent reported walking as their main mode of transport, while 

another reported being driven by friends and family to and from the location.  
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Figure 14: Survey respondents use of and access to five main modes of transport. 

 

5.3.3 Disturbances 

Construction-related disturbances were identified through five lines of questioning, two on 

physical and non-physical mobility disturbances, and three on disturbances on daily routines 

and life. Physical disturbances were the former identified issue, with 33% of respondents 

reporting some kind of physical issue when traveling to and from the climbing hall. In contrast, 

non-physical disturbances were only identified by 8% (three respondents).  

 

Regarding daily routines and life, the question which received most feedback was one on 

personal impacts and whether the reconstruction work had affected respondents’ personal 

wellbeing. 16% reported such an issue. Following, 8% (3 respondents) reported that the 

construction work has affected their choice of transport to and from the climbing hall. Lastly, 

6% (two respondents) reported that the construction work had affected their daily routines in 

any way.  

 

Table 6: Compilation of disturbances reported by survey respondents.   

 Physical  Non-

physical 

Choice of 

transport 

Daily routine  Personal 

impact 

Yes 33% 8% 8% 6% 16% 

No 62% 84% 89% 91% 78% 

Don’t 

know 

5% 8% 3% 3% 6% 

 

Among the reported physical mobility disturbances, issues related to vehicle roads and parking 

were the most prominent. Parking-related disturbances were reported by six respondents and 

included changing parking availability, the loss of parking spaces, and recurring redirection to 

alternative parking locations. These issues primarily affected respondents travelling by car but 

were also mentioned by users arriving by bicycle or electric scooter, and moped.  
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Disturbances connected to vehicle roads were the most frequently identified overall, with nine 

respondents reporting issues. Of these, seven respondents reported problems related to closed 

roads, difficulty reaching destinations, and route redirection. Additional road-related issues 

included limited accessibility due to narrow roads and congestion, both reported by car users.  

 

Pedestrian path disturbances were also reported, though less frequent. Two respondents 

described excavation work and the presence of construction vehicles on pedestrian paths as 

obstacles, affecting those arriving on foot and by public transport. A further three respondents 

reported difficulties related to walking conditions, including a lack of clearly designated 

pedestrian paths, which affected respondents travelling by foot, bicycle or electric scooter, and 

bus.  

 

Table 7: Physical disturbances reported by survey respondents.  

Theme Disturbance  Number of 

respondents  

Mode of transport 

used by respondents  

Parking Changing parking 

availability, loss of parking 

spaces, recurring 

redirection to parking 

6 Bicycle/electric 

scooter, car, moped   

Vehicle roads Closed roads, difficulty to 

reach destinations, 

redirection  

7 Bicycle/electric 

scooter, car 

Limited accessibility, 

narrow roads  

1 Car  

Congestion  1 Car 

Pedestrian paths Excavation work on paths, 

construction vehicles on 

pedestrian paths 

2 Walking, tram 

Difficulty walking, lack of 

designated pedestrian 

paths 

3 Walking, 

bicycle/electric 

scooter, bus  

 

Non-physical mobility disturbances were reported less frequently than physical ones, with two 

main types of issues identified. The most commonly reported disturbance concerned a lack of 

signage and information, mentioned by four users. These issues affected respondents traveling 

by walking, bicycle or electric scooter, and car, suggesting that unclear information and 

insufficient signage influenced several transport modes. Delays in public transport were also 

brought up by one respondent who used both bus and car as transportation.  

 

Table 8: Non-physical disturbances reported by survey respondents.  

Disturbance Number of 

respondents  

Mode of transport used by 

respondents  

Delayed public transport  1 Car, bus  

Lack of signage and information  4 Walking, bicycle/electric scooter, car 

 



 38  

 

Three respondents reported that the ongoing reconstruction had affected their chosen mode of 

transportation to and from the site. Of these, two reported that parking availability had caused 

them to switch from the car to alternative modes such as walking and bicycle or electric scooter. 

These respondents are however still reporting partial usage of the car. One respondent reported 

that the redirection of roads has caused them to switch from the car as a main mode of transport, 

however this respondent does not indicate which mode of transport they used in the car’s stead.  

 

Table 9: Reported changes in transport use due to construction.  

Cause of change Number of 

respondents  

Mode of transport used by 

respondents 

Parking availability  2 Walking, bicycle/electric scooter, car 

Redirection of roads  1 Car 

 

Two respondents reported that the ongoing reconstruction affected their daily routines when 

visiting the climbing hall. Of these, one reported that the added travel time of congestion and 

redirected roads caused them to have to leave home earlier than usual, while the other reported 

to be car-pooling with a friend due to the lack of parking on site.  

 

Table 10: Reported changes to daily routines due to construction.  

Change  Number of 

respondents  

Mode of transport used by 

respondents  

Added travel time, leaving home 

earlier  

1 Walking, bicycle/electric scooter, 

bus, car 

Car-pooling due to lack of parking  1 Car  

 

Regarding personal impacts, three types of effects were identified: confusion, worry and stress. 

Confusion and stress were mentioned by two respondents. Confusion was experienced across a 

wide range of transport modes, including walking, bicycle or electric scooter, car, moped, and 

tram, indicating that uncertainty related to the reconstruction environment could affected 

different user groups. Stress was reported exclusively by respondents traveling by car, 

suggesting that disturbances related to car access, parking or congestion may have contributed 

to increased strain for this group. In addition, one respondent expressed worry about the future 

of the climbing hall.  

 

Table 11: Construction-related personal impacts reported by survey respondents.  

Impact  Number of 

respondents 

Mode of transport used by 

respondents  

Confusion 2 Walking, bicycle/electric scooter, car, 

moped, tram 

Worry (partly for the climbing 

halls future)  

1 Walking, bicycle/electric scooter, car, 

moped 

Stress 2 Car 
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5.3.4 Perception of social sustainability 

To assess perceived social sustainability during the reconstruction phase, respondents were 

asked to evaluate five dimensions: accessibility safety, fairness, equality, and attractiveness. 

The following section presents the results for each concept separately in order to highlight how 

respondents experience the social qualities of the area during the ongoing construction and how 

this perception has changed since the redevelopment started.  

 

The perceived accessibility of the area showed very similar levels before and during the 

reconstruction phase. The mean value increased slightly from 6.12 before reconstruction to 6.27 

during reconstruction, while the median remained unchanged at 6 in both periods. The standard 

deviation decreased marginally which indicate that the perception of accessibility was slightly 

more consistent between respondents during the reconstruction phase than prior to the 

construction starting. The results of the t-test indicate that this difference is not statistically 

significant, suggesting that despite the small increase in mean values, there is no meaningful 

change in perceived accessibility between the two periods.  

 

Table 12: Change in perceived accessibility before and during reconstruction.  

Accessibility  

Descriptive statistics Inferential statistics  

Statistic Before 

reconstruction  

During 

reconstruction 

Output  Value  

Sample  26 37 Mean (Before/after) 6.12/6.27 

Mean 6.12 6.27 T-statistic -0.14 

Median 6 6 Degrees of freedom  49 

Standard 

deviation  

2.18 1.98 P-value (two-tail) 0.89 

Min/max  1/10 2/10 Interpretation of p-value Not 

significant  

 

The perceived safety of the area also showed similar values with a slight increase during the 

reconstruction phase. The mean value increased from 6.7 before reconstruction to 7.01 during 

reconstruction, however the median remained unchanged at 7 in both periods. Here, the 

standard deviation decreased from 2.02 to 1.89, again indicating a slightly more consistent 

perception among respondents. The results of the t-test however indicate that this difference is 

not statistically significant despite the larger increase in mean values.  

 

Table 13: Change in perceived safety before and during reconstruction.  

Safety 

Descriptive statistics Inferential statistics  

Statistic Before 

reconstruction  

During 

reconstruction 

Output  Value  

Sample  26 37 Mean (Before/after) 6.7/7.01 

Mean 6.7 7.01 T-statistic -0.57 

Median 7 7 Degrees of freedom  50 

Standard 

deviation  

2.02 1.89 P-value (two-tail) 0.57 
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Min/max  3/10 2/10 Interpretation of p-value Not 

significant  

 

The perceived fairness of the area showed a more significant difference in values before and 

during the reconstruction that the previous dimensions. The man value increased from 5.88 

before the reconstruction to 6.78 during, and the median increased from 5 to 7. Here, the 

standard deviation showed very little change from 1.83 to 1.84, indicating that the perception 

among participants was consistent between the periods. The result of the t-test indicate that the 

difference is not statistically significant despite the large increase in mean value.  

 

Table 14: Change in perceived fairness before and during reconstruction.  

Fairness 

Descriptive statistics Inferential statistics  

Statistic Before 

reconstruction  

During 

reconstruction 

Output  Value  

Sample  25 37 Mean (Before/after) 5.88/6.78 

Mean 5.88 6.78 T-statistic -1.81 

Median 5 7 Degrees of freedom  52 

Standard 

deviation  

1.83 1.84 P-value (two-tail) 0.07 

Min/max  1/10 3/10 Interpretation of p-value Not 

significant  

 

The perceived equality of the area showed very similar levels before and during the 

reconstruction phase. The mean value increased form 6.4 before the reconstruction to 6.5 during 

the reconstruction, while the median remained unchanged at 6 during both periods. The 

standard deviation decreased from 1.96 to 1.79, indicating a more consistent perception among 

respondents. The results of the t-test indicate that the difference is not statistically significant.  

 

Table 15: Change in perceived equality before and during reconstruction.  

Equality 

Descriptive statistics Inferential statistics  

Statistic Before 

reconstruction  

During 

reconstruction 

Output  Value  

Sample  25 37 Mean (Before/after) 6.4/6.5 

Mean 6.4 6.5 T-statistic -0.2 

Median 6 6 Degrees of freedom  49 

Standard 

deviation  

1.96 1.79 P-value (two-tail) 0.84 

Min/max  3/10 4/10 Interpretation of p-value Not 

significant  

 

The perceived attractiveness of the area showed the greatest increase out of the five dimensions. 

The mean value increased from 4.62 before reconstruction to 6.19 during the reconstruction, 

while the median increased from 4 to 7. The standard deviation however increased slightly from 

2.19 to 2.26, indicating that the perception of attractiveness among respondents was less 
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consistent. In this dimension the t-test indicates that the difference is statistically significant, 

indicating that the change is meaningful.  

 

Table 16: Change in perceived attractiveness before and during reconstruction.  

Attractiveness 

Descriptive statistics Inferential statistics  

Statistic Before 

reconstruction  

During 

reconstruction 

Output  Value  

Sample  26 37 Mean (Before/after) 4.62/6.19 

Mean 4.62 6.19 T-statistic -2.8 

Median 4 7 Degrees of freedom  55 

Standard 

deviation  

2.19 2.26 P-value (two-tail) 0.007 

Min/max  1/10 1/10 Interpretation of p-value Significant  

 

The values indicate that there is little change in perceived social sustainability despite the 

ongoing construction work, with only one of the five dimensions showing statistically 

significant changes in a t-test. All dimensions however showed a marginal change in mean value 

before versus during the reconstruction. This indicates that despite the disturbances and issues 

identified, respondents perceive the areas social values as marginally better since the 

reconstruction began.  

 

5.3.5 User-given advice  

6 out of the 37 respondents left comments for the parties responsible for the redevelopment. Of 

these, two were aimed at signage and information, two at parking, one on the future of the 

climbing hall, and one on the interests driving the redevelopment.  

 

Comments on signage and information emphasises the importance of clarity for the mobility 

within a changing area, stating that signage should be made clearer and be adapted to all. 

Related to parking, respondents brought up the consistent pattern of changing access points and 

available space, as well as a lack of parking. It was commented here that there is great 

availability for parking in the area, but that access is difficult due to the distribution of 

authorised spaces.  

 

One respondent wrote of concern for the climbing halls future and worrying of the 

establishment being forced to close due to the changes being made. Finally, another commented 

that the area ought to be developed with the people in mind, stating that the development should 

be adapted to the interests of the people using the area and its future residents.  

 

5.3.6 Survey reflections 

The survey results indicate several important limitations. A notable finding was that a portion 

of respondents experienced difficulty answering the third section of the survey, which focused 

on the social sustainability dimensions. This difficulty was primarily linked to the fact that some 

participants had not visited the Inner Harbour before the redevelopment of section 2, where the 

climbing hall is located, began in the fall of 2023 (Norrköpings kommun, 2023). As a result, 
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these respondents were unable to answer the questions related to perception of the area prior to 

the reconstruction. However, this limitation was anticipated in the survey design as these 

questions were not mandatory. The responses nonetheless highlight that clearer instructions 

regarding the intended target group for these questions could have improved response accuracy.  

 

In addition, responses from participants who completed the survey in paper format indicate that 

certain questions in section three were perceived as difficult to interpret. This suggest some 

degree of variation in how questions were understood, which may have influenced responses 

consistency. At the same time, this outcome reflects the complexity of capturing experiences 

related to social sustainability concepts, while some reformations towards more direct, 

experience-based questions may have improved clarity, the existing structure allowed 

respondents a broader interpretive scope, which can be valuable when exploring nuanced 

perceptions of place.  

 

5.3.7 Summarised problem representations in survey responses  

The survey material identified a problem representation centred on mobility disturbances 

experienced during the reconstruction process. Recurring themes included difficulties 

navigating the area, unclear routes, reduced accessibility, lack of information, uncertainty, and 

concerns related to safety. Respondents describe mobility as being affected by physical barriers 

and changing infrastructure conditions. The material also showed that respondents attribute 

responsibility for addressing these issues to the municipality, while adaptation to changing 

conditions was described as necessary. Table 17 provides a brief summary of these results as 

viewed though the WPR lenses.  

 

Table 17. Problem representations in survey responses  

WPR lens  Main findings  

Problem representation Disturbances, uncertainty, barriers to movement, reduced 

accessibility, stress, safety concerns.  

Assumptions Mobility should be predictable, easy, safe and well-guided.  

Silenced Development goals and necessity of reconstruction.  

Effects/responsibility  Users adapting their behaviour, responsibility attributed to the 

municipality.  
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6 Analytical discussion 
This chapter analyses the empirical findings in relation to the studies aim of understanding how 

construction-related mobility disturbances are experienced, represented, and how they affect 

social sustainability in the Inner Harbour. Building on the results represented in chapter 5, the 

chapter brings together experiences, observations, and municipal planning documents to 

examine both the lived reality of mobility during reconstruction and the ways in which these 

conditions are framed in planning and practice. The analysis is guided by the studies research 

questions, examining how construction-related mobility disturbances are experienced and 

represented, which social effects are produced, and how similarities and differences can inform 

more socially sustainable strategies to reconstruction.  

 

The chapter additionally answers the analytical questions posed by Bacchi’s (2009) WPR 

framework to examine how construction-related mobility disturbances are constructed as a 

problem. The approach allows for critical examination of what is emphasised, assumed, 

unaddressed, and implied in the different materials. At the same time, SIA has been applied to 

interpreting the broader social implications of identified disturbances. Through this lens, 

disturbances are not only understood as practical inconveniences but as factors that can affects 

everyday life, access to opportunities, and overall well-being (Levin & Sola, 2021). Combining 

these frameworks makes it possible to examine both the impacts of disturbances and how these 

are shaped.  

 

6.1 Problem representation in planning documents  

6.1.1 What is the municipality representing the problem to be? 

Applying Bacchi’s first WPR question, what’s the problem represented to be?, reveals that 

construction and construction-related mobility disturbances are absent in municipal planning 

documents. The goal is consistently framed at a broader, strategic level, where urban growth, 

attractiveness, and long-term development needs are prioritised. At the municipal level, 

including the comprehensive development plan, the central city strategy, and the programme 

for the Inner Harbour, the main goal revolves around the need for urban growth and 

transformation. The municipality frames increasing population, demand for housing, and the 

need for expanded infrastructure as a pathway toward a more attractive and sustainable city 

(Norrköpings kommun, 2025c). The underlying problems therefore seems to be that the current 

urban space is lacking, possibly through lack of growth, attractiveness or size. The municipality 

is therefore argued to need reconstruction, and disturbances are accepted in order to reach the 

bigger goal.  

 

Similarly, mobility is acknowledged through the goals set for the future. Statements that routes 

and movement patterns will change indicate awareness of shifting mobility conditions 

(Norrköpings kommun, 2022b), yet these changes are not framed as problematic in themselves. 

Instead, they are embedded within a narrative of progress, where disruption is not explicitly 

problematised. Within detailed development plans, this representation stays consistent. Here, 

the problem is framed in terms of how to optimise the final built environment, with social 
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consequences evaluated in terms of anticipated long-term benefits (Norrköpings kommun, 

2018; Norrköpings kommun, 2022a).  

 

A shift can however be observed in the project-specific material of the LBC initiative. Here, the 

municipality begins to reframe the problem; not as a lack of urban growth, but how to maintain 

attractiveness, safety, and social values during prolonged construction processes (Norrköpings 

kommun, 2025b). This indicates a recognition of the construction phase as a distinct condition, 

in contrast to research which states that the phase previously has been treated merely as a 

transition (Fredriksson, et al., 2025). In WPR terms, the problem is reticulated from needing 

growth and development to acknowledging and managing the experience of development. 

Rather than positioning disruptions solely as an unavoidable consequence of urban growth, the 

municipality implicitly acknowledges a responsibility to manage how construction processes 

affect every day urban life. The project does not explicitly take responsibility for mobility 

disturbances, however broader concepts such as attractiveness, safety, and the willingness to 

move through the area are framed, indicating a recognition in the problem formulation.  

 

In the related Uninterrupted city research on mobility, construction-related issues are framed in 

terms of logistics and transport efficiency rather than everyday experiences (Fredriksson, 

2022a). Here, the responsibility distribution becomes clearer, as this framing positions technical 

and infrastructural actors as responsible for maintaining efficient mobility systems. The 

problem is however presented as the disturbance which construction traffic has on the city rather 

than how construction activities affect people’s movement.  

 

6.1.2 Underlying assumptions to the municipalities problem representation  

Analysing the problem representation in planning documents reveals several possible 

underlying presuppositions and assumptions which shape how mobility and reconstruction are 

understood in municipal planning documents. These assumptions are not explicitly stated, yet 

they structure what is considered relevant, and consequently, what is left unaddressed. A central 

assumption in the studied plans is that urban development is inherently positive and necessary.  

Growth, densification, and redevelopment are treated as obvious goals, framed as inevitable 

and desirable (Norrköpings kommun, 2025c). Development is thus positioned as the solution 

to manifold urban challenges, highlighted by future benefits. In line with previous research, this 

reflects a dominant planning logic where development is legitimised through anticipated 

improvements, which reduces the need to critically engage with negative impacts during 

implementation (Fredriksson, et al. 2025).   

 

Closely related to this is the assumption that construction-related disturbances are temporary 

and therefore of limited relevance, which follows the general municipal view of construction 

processes (Eriksson & Fredriksson, 2025). In Norrköpings planning documents, even when 

long development timeframes are acknowledged, the construction phase is framed as a 

transitional state rather than a condition with its own social and spatial consequences 

(Norrköpings kommun, 2014). It is in general practice, as Fredriksson, et al (2025) stated, 

brushed off by arguing that “it will better when finished”. This assumption plays a critical role 
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in the problem representation, explaining why mobility disturbances are not constructed as a 

problem in the first place. If disturbances are understood as short-lived and unavoidable, they 

do not require systematic consideration. However, as highlighted in research, such disturbances 

can persist over extended periods and significantly affect everyday life (Fredriksson, et al., 

2022b; Fredriksson, et al., 2025).  

 

Another key assumption concerns how mobility is conceptualised. Mobility is understood as a 

technical and spatial outcome of urban design and lacks the recognition that mobility is a lived 

and socially embedded practice. The assumption seem to be that once infrastructure is in place; 

mobility will function as intended. What’s absent is a theoretical understanding of mobility as 

a lived, socially embedded practice shaped by everyday life and perceptions (Sheller & Urry, 

2006). Additionally, there seem to be an assumption that social sustainability can be ensured 

through physical structures and spatial qualities. Accessibility, attractiveness and integration are 

linked to the design of the built environment which implies that social outcomes will follow 

automatically (Norrköpings kommun, 2025c; Norrköpings kommun, 2022a). This assumption 

however overlooks how these values may be challenged or undermined during reconstruction, 

when the intended spatial qualities are not yet realised.  

 

The LBC project material is however grounded in a different set of assumptions. Here, greater 

attention is given to the construction phase as a socially significant period, particularly through 

the focus on maintaining attractiveness and activation of the area. This suggests an implicit 

recognition that reconstruction can negatively affect urban life. The proposed response is 

grounded in the assumption that negative effects can be mitigated through temporary 

interventions and place-making strategies (Norrköpings kommun, 2025b), which does indicate 

an understanding that social impacts of construction are not only technical but also connected 

to experience and use of the area. While this represents a recognition of the construction phase 

as socially significant, the material primarily focuses on improving the experience and 

perception of the area rather than directly addressing disruptions (Norrköpings kommun, 

2025b). In this sense, the municipal problem representation differs from previous research, 

which highlights how construction impacts are often persistent, unevenly distributed, and 

closely connected to everyday lived experienced of mobility and accessibility (Fredriksson, et 

al. 2022b; Gilchrist & Allouche, 2005). This new direction does however suggest that certain 

dimensions of construction-related disturbances are becoming more visible in policy and the 

municipalities underlying assumptions.  

 

6.1.3 Silences in municipal representations 

In the municipal planning documents, the most central silence concerns the absence of 

construction-related mobility disturbances. While development, growth, and future 

accessibility are strongly emphasised, the fundamental process is largely unaddressed. Related 

to this, there is an absence of everyday mobility experiences. Mobility is mainly framed in terms 

of planned flows and accessibility improvements. What remains unproblematised is how 

mobility actually functions in practice during redevelopment. It can however be stated once 

more that the LBC project material indicates a partial shift in this representation by 
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acknowledging the construction phase as socially significant and by introducing measures 

aimed at maintaining attractiveness, safety and activity in the area.  

 

Taken together, the policies not only shape the problem through what is articulated, but also 

through what is omitted. The material suggests that awareness of construction impacts is 

increasing, although certain mobility-related experiences and challenges remain less explicitly 

conceptualised within current planning practice, aligning with studies highlighting the 

significance of the planning gap (Fredriksson, et al. 2025).  

 

6.2 Representations of the Inner Harbour: vision illustrations versus reality  

In addition to the municipal planning documents, the municipality´s vision illustrations can be 

compared to the conducted on-site observations to further examine how the problem is 

represented, assumed and unproblematised. The vision images in the Inner Harbour programme 

(Norrköpings kommun, 2014) depict a completed area as an attractive, coherent, and vibrant 

urban environment, where people move seamlessly through open waterfront spaces 

characterised by social interaction and aesthetic order (figures 3 & 4). Within this visual 

representation, the potential problems appear already resolved, the former area being 

successfully transformed into a socially sustainable and attractive neighbourhood. The 

illustrations therefore strengthen the framing of urban development as a linear process focused 

on the end-state.  

 

In contrast, the field observations from the Inner Harbour reveal a significantly different reality. 

The area is strongly characterised by ongoing construction activities, including fenced-off 

zones, redirected pathways, signage for detours, and the presence of construction traffic (figures 

5-10). Mobility through the area is fragmented, highly contrasting to the “well ordered” 

movement shown in the illustrations.  

 

The visual representation rests on several underlying assumption in line with the ones made in 

text. Firstly, it assumes a stable and completed future as the primary reference point for 

development. Secondly, it assumes that the pathway towards this future is unproblematic, 

despite existing knowledge regarding construction-related issues (Gilchrist & Allouche, 2005; 

Fredriksson, et al. 2022b). The images thus reproduce the same logic identified in the planning 

documents. Finally, the visual material reveals the same significant silence. The images used 

depict a completed, harmonious urban environment characterised by smooth movement, social 

interaction and aesthetic coherence, with no signs of disturbances, barriers or temporary 

conditions.  

 

6.3 Problem representation among users  

This section of the analysis focuses on users open-ended responses regarding mobility 

disturbances and examines how problem representations are articulated and reproduced in 

descriptions of their experiences. Rather than analysing formal policy document, the WPR 

approach is applied here to explore the assumptions, norms, and understandings that emerge 
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through users’ own formulations. The focus is therefore on how problems are constructed within 

the responses.  

 

The quantitative scale-based questions related to social perceptions are not analysed within this 

section. Instead, they are addressed in section 6.4 on effects, where they are used to examine 

social sustainability.  

 

6.3.1 What are the users representing the problem to be? 

Applying the first question of the WPR framework, what the problem is represented to be, to 

the survey results reveals a different problem construction compared to municipal planning 

documents. Among the respondents, problems regard the ways in which construction disrupts 

the ability to move, orient, and function in the area. One general issue emerging from the survey 

is that of reduced accessibility caused by detours, closed roads, changing infrastructure and lack 

of designated space for movement. Here, the Inner Harbour is experienced as a space where 

movement is less efficient, predictable and more time-consuming than preferred. The problem 

therefore seem to be constructed as a loss of efficiency, continuity and predictability in everyday 

mobility.  

 

Beyond physical disturbances, the problem is also represented in terms of uncertainty and lack 

of information. Four respondents point to issues regarding insufficient signage and difficulties 

understanding how to move through the area, therefore, the problem is represented not only as 

a physical disturbance but also the absence of clear guidance. As a result, movement may 

become something that must be actively navigated rather than something that functions 

seamlessly. 

 

A third dimension which emerges concerns perceived safety and comfort. One respondent 

describes a situation where they are forced to share space with construction traffic and navigate 

un-defined pedestrian paths, suggesting that there is occurrence of a disturbance that may affect 

the user’s sense of security and willingness to move through the area.  

 

Taken together, these survey results demonstrate that users experience construction-related 

mobility disturbances as embedded in everyday life. The problem is not expressed as the 

existence of construction activities, but as the ways in which these activities reshape 

accessibility, create uncertainty, and introduce safety concerns in the navigation of the area.  

 

6.3.2 Underlying assumptions to the users´ problem representation  

The survey results additionally reveal assumptions and expectations of mobility, primarily 

concerning continuity, predictability and ease of navigation. Identified issues such as detours, 

unclear routes, and changing infrastructure suggest that users expect a certain level of stability 

in the built environment. When this stability is disrupted, it is perceived as a deviation from 

how mobility is expected to function. Accessibility seem to be understood in broader terms than 

physical reachability as movement should be efficient and unproblematic. Additionally, some 

responses suggest an assumption that mobility should not require significant behavioural 
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adjustments. The need to change routes or spend additional time navigating the space is framed 

as an issue, implying that everyday mobility is expected to function with minimal effort.  

 

In addition, there seem to be an assumption that the urban environment should provide sufficient 

guidance for movement in a construction area, putting responsibility on the municipality and 

other involved parties such as construction companies. Four respondents bring up unclear 

signage and lack of information, indicating that mobility can be easier than currently. As a 

result, managing physical access alone could be insufficient in reaching user expectations. 

Lastly, the survey results show one occurrence of higher expectation of safety within the 

construction area. One user reports having to share space with construction traffic and navigate 

undefined pedestrian paths, which may suggest that safe and clear movement is another 

expectation.  

 

6.3.3 Silences in user representations  

Silences occurring in the survey results are closely connected to the methodological design of 

the study. The survey was mainly oriented towards capturing lived experiences of mobility 

during the construction phase, which naturally foregrounds certain concerns. For example, 

applying Bacchi’s (2009) question of silences highlights that respondents do not frame 

construction itself as a necessary or structural condition of urban development. Focus is placed 

on immediate disturbances and their effects on everyday mobility. These silences can be 

explained by the survey questions being aimed at identifying specifically disturbances, but also 

by the selection of users included in the study. The results may have been different if a different 

selection of people had been questioned, such as future residents of the area or the cities 

population as a whole rather than just the Inner Harbour, resulting in a fundamental silence 

framed by the study itself. In addition, two respondents gave comments on the reconstruction 

concerning preservation of the climbing hall and the interests driving the redevelopment, 

suggesting that users may not prioritise the overall objectives of the redevelopment if it 

compromises their own interests.   

 

6.4 Effects of problem representations 

Applying Bacchi’s (2009) fifth question to the different materials allows for an examination of 

how different ways of framing mobility disturbances shape outcomes in practice. In this study, 

affects are analysed in relation to SIA, focusing on the five aspects of socially sustainable 

mobility used throughout the study; accessibility, safety, equality, fairness, and attractiveness. 

The chapter considers the sub-questions to question 5 as presented by Bacchi (2009); what is 

likely to change or remain unchanged, who benefits or is disadvantaged, and how responsibility 

is distributed across the different materials, and consequently what social effects are produced 

by the different structures of problem representation.  

 

6.4.1 Expected changes and continuities  

Across planning documents, where the problem is represented as lack of growth, development 

and insufficient infrastructure, initiatives are directed toward long-term spatial improvements. 

Planned interventions aim to increase accessibility, attractiveness, and integration, which would 
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generate improved social conditions (Norrköpings kommun,2014; Norrköpings kommun. 

2022a). The LBC initiative however aims at improving attractiveness and social values 

specifically during construction processes. The suggested interventions are targeting more 

positive perceptions of the area and a greater attractivity for Norrköpings inhabitants 

(Norrköpings kommun, 2025b), suggesting that social conditions in terms of attractive spaces 

and integration will change for the better. However, as the project does not directly address 

structural mobility disturbances at the moment, issues related to accessibility and ease of 

movement may stay the same or improve at a slower rate.  

 

6.4.2 Who benefits and who doesn’t? 

Applying Bacchi’s (2009) full framework further allows for critical examination of benefits and 

disadvantages of the current framing. Within the municipal planning documents, the 

beneficiaries of the Inner Harbour redevelopment are constructed as a broad group. With 

development, the municipality aims to create an attractive neighbourhood for future residents, 

passers-by, and the city as a whole (Norrköpings kommun, 2014; Norrköpings kommun, 

2025c). In this representation, benefits are however projected into the future, through improved 

infrastructure, increased housing supply, and enhanced urban quality.  

 

At the same time, the analysis shows that those who benefit and those who do not are divided 

through temporality rather than space. The current phase of reconstruction is associated with 

reduced accessibility, uncertainties, and the occurrence of safety concerns as presented by 

survey respondents. Present users are therefore situated to absorb the costs of disruptions when 

it is users set in the future who are the beneficiaries. It cannot however be assumed that those 

who are currently affected will also be those who benefit in the future. For example, one 

respondent shows concern about the long-term presence of the climbing hall. Arguably, this 

concern can be supported by a municipal statement suggesting that some current businesses 

may be relocated as part of the redevelopment process (Norrköpings kommun, 2014). 

Therefore, it is not guaranteed that the group that is currently disadvantaged is the same as the 

future beneficiary group.  

 

6.4.3 Responsibility distribution and its social effects  

Another central part of the problem representation concerns how responsibility is distributed, 

in this case for mobility disturbances. In municipal planning documents responsibility for 

managing the negative impacts of construction remains largely unarticulated. The silence in the 

documents may hint at a responsibility distribution where the users of the area are responsible 

for adaptation and acceptance. When responsibility is not clearly assigned, the burden of 

managing disturbances is effectively shifted onto users. Survey responses indicate that 

individuals do adapt, for example by changing routes, navigating new environments, and 

tolerating reduced accessibility, which suggests that users become responsible for coping with 

conditions that are structurally produced by planning and construction processes. The project-

specific material however introduces a shift by acknowledging the need to maintain 

attractiveness and social value during construction. Despite responsibility primarily being 

framed in terms of creating positive experiences, the municipality takes responsibility for 
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improving the area during the ongoing reconstruction. Similarly, user representations implicitly 

attribute responsibility to planners by highlighting deficiencies in infrastructure and signage for 

example, indicating that adaptation and acceptance by users should not be the expectation.  

 

6.4.4 Implications for social sustainability 

Finally, applying Bacchi’s (2009) WPR framework to examine the effects of the identified 

problem representations make it possible to critically analyse how they shape social 

sustainability outcomes in the Inner Harbour. The findings suggest that these effects are not 

uniformly negative but rather subtly positive when examined through the five evaluated 

dimensions; accessibility, safety, fairness, equality, and attractiveness.  

 

Across four of the five dimensions, accessibility, safety, fairness, and equality, user evaluations 

changed marginally during the reconstruction phase, with small increases in mean values and 

no statistically significant changes. Accessibility shows almost identical perceived levels before 

and during reconstruction (mean 6.12 to 6.27), while safety increased slightly more (6.7 to 

7.01). These increases in evaluations may suggest that, despite the disturbances identified, the 

current environment is still perceived as functioning regarding accessibility and safety, even if 

not optimally. This could possibly be understood as an effect of the dominant planning framing, 

where construction-related disturbances are understood as acceptable (Eriksson & Fredriksson, 

2025). Rather than leading to a perceived decline in social sustainability, disturbances are 

possibly absorbed into user expectations and practice. If this were the case, users possibly adjust 

to conditions that deviate from ideal mobility standards without re-evaluating how the areas 

social values are perceived.  

 

The increase in fairness (mean 5.88 to 6.78, with a median shift from 5 to 7), additionally 

suggests that users may perceive the area and redevelopment process as generally just or 

acceptable, even if it produces temporary inconveniences. Similarly, the stable perception of 

equality (mean 6.4 to 6.5) indicates that the respondents to this specific study do not strongly 

perceive the reconstruction as creating unequal access conditions, despite evidence from 

qualitative responses that mobility requires adaptation.  

 

In contrast, attractiveness stands out as the only dimension with a statistically significant 

change, increasing from a mean of 4.62 before reconstruction to 6.19 during. This change 

complicates the assumption that construction inherently reduces the perceived quality of urban 

space. Instead, the results indicate that the ongoing transformation, or early visible outcomes of 

development, may enhance how the area is being perceived. This does align with the 

municipality's strong emphasis on attractiveness as a central goal, suggesting that this aspect of 

the planning representation has a tangible impact on user perceptions, even before completion.  

 

While earlier analysis highlights concrete disturbances to mobility, the qualitative evaluations 

suggest that these do not translate into a clear decline in perceived social sustainability. The 

identification of disturbances, concerning accessibility, ease of movement, worry, safety and 
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uncertainty for example, however highlight that there are occurring issues and room for 

improvement area despite social evaluations not decreasing.  

 

6.4.5 Rethinking the problem 

Taken together, the analysis has shown differences and similarities between how mobility 

disturbances are represented in municipal planning and how they are experienced by users. In 

addition to exploring how the issue is viewed and framed differently, the material can be used 

as a foundation for rethinking mobility disturbances and the reconstruction process as a whole. 

A key staring point it to shift from viewing construction as a temporary disruption to treating it 

as a distinct planning condition with its own social sustainability requirements. Initiating the 

LBC project represents a move in this direction by acknowledging the importance of 

maintaining attractiveness and urban life during reconstruction. To further this, the findings of 

this study suggest that this approach can be developed by more explicitly integrating mobility-

related concerns into its framework.  

 

The Inner Harbour could for example develop through strategies aimed at accessibility. While 

users evaluations show relatively stable perceptions of the concept, qualitative responses 

highlight challenges. Therefore, it can be argued that accessibility is not fully realised. 

Accessibility in the area could be strengthened by targeting the issues identified by users, for 

example through defined routes for all modes of transportation, minimising confusion, and 

improving spatial accessibility. Related to this responses indicate some concern regarding 

legibility and information which could be related to how accessible and manageable the area 

feels. Other initiatives could therefore aim at integrated wayfinding initiatives, which would 

directly address the lack of signage and information.  

 

Additionally, the area could benefit from additional strategies aimed at safety during the 

reconstruction. Users identify situations where they are exposed to construction traffic on 

pedestrian paths and lack clear spatial barriers. Although overall safety evaluations remain 

relatively high, these experiences indicate that there are occurring vulnerabilities. Directly 

addressing these issues could therefore limit the occurrence of negative experiences, which for 

example could be done through clearer separation between pedestrian and construction zones 

and more consistent temporary infrastructure.  

 

The dimensions of fairness and equality however point to very minimised social implications 

as seen by the studied users. The survey results suggest that these users to not perceive strong 

inequalities in everyday movement, and numerical values indicate that there even is a slight 

increase in perception of these dimensions. Finally, the significant increase in perceived 

attractiveness before and during reconstruction suggests that the municipalities focus on 

creating an appealing environment is already taking effect, which can be interpreted as current 

initiatives already improving the area despite the disturbance.  

 

Taken together, these insights suggest that aligning planning with experiences does not require 

abandoning long-term development goals but rather expanding the scope of what is considered 
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socially sustainable through inclusion of the underrepresented negative effects of construction. 

The LBC project provides a promising platform for this shift and could further incorporate 

everyday mobility as a complement to the current focus on activation and attractiveness. This 

could be done by considering mobility in the four key dimensions of social sustainability 

already presented in the project and additionally incorporating the concept of accessibility as a 

fifth key dimension. Additionally, the results from this study provides a basis for management 

by identifying concrete, case-specific disturbances experienced by users in the Inner Harbour 

during reconstruction. By explicitly addressing the disturbances highlighted in the survey, the 

municipality has the opportunity to develop more targeted strategies for improving accessibility 

and everyday mobility conditions. Rather than relying on general assumptions about 

constriction impacts, these findings make it possible to respond directly to how disturbances 

are experienced in practice. 
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7 Conclusions 
This thesis has examined how construction-related mobility disturbances are experienced and 

represented in the context of the Inner Harbour redevelopment in Norrköping, with the aim of 

understanding their implications for social sustainability. When user experiences are analysed 

in relation to municipal planning documents using the WPR framework, a discrepancy emerges 

between how reconstruction is represented by planners and how it is experienced by users. 

Within planning documents, redevelopment is framed as a necessary and positive process linked 

to growth and attractiveness in the future. Mobility changes are acknowledged but largely 

absent, minimised or treated as temporary. The representation seem to rest on the assumption 

that the benefits of development outweigh the costs of the construction phase, that the phase is 

only temporary, and that users will adapt.  

 

The study however shows that construction-related disturbances are embedded in everyday life 

and closely connected to how the respondents access, move through, and perceive urban space. 

The survey results demonstrate that users experience a range of physical and non-physical 

disturbances during the construction phase. Physical disturbances, such as road closures, 

redirected routes, reduced parking availability, and unclear or disrupted pedestrian 

infrastructure, were the most prominent and directly affected accessibility and mobility 

patterns. At the same time, non-physical disturbances, particularly lack of signage, insufficient 

information, and general uncertainty, contributed to confusion and difficulty navigating the 

area. In addition, the presence of stress, frustration and concern indicates that these disturbances 

extend beyond mobility into the social domain. These findings highlight that even when 

disturbances are perceived as manageable, they still require users to adapt their behaviour which 

in turn reflects a distribution of responsibility on individuals.  

 

Within this context, the LBC project (initiated in 2025) represents an important shift in 

municipal framing and practice. The project is set to explicitly recognise the construction phase 

as a critical period that requires active interventions from the municipality to maintain social 

values. By focusing on key aspects concepts, and by aiming to create an active and inclusive 

environment during ongoing construction, the project challenges the assumption that value can 

only be delivered in the final built environment. In the current stages, the project is however 

largely focused on temporary measures, attractiveness, and activation of space, and does not 

explicitly address the structural disturbances to mobility. As such, it partially bridges the gap 

between planning and lived experience but does not fully resolve mobility issues. The project 

nevertheless plays a key role in municipal framing, as it signals growing awareness of social 

challenges during construction phases.  

 

The findings of the study further highlight how social values are perceived and have changed 

during the ongoing construction-phase. The study shows that current representations and 

practices produce uneven outcomes across key social sustainability concepts. Accessibility is 

directly affected by physical barriers and unclear infrastructure, while safety and perceived 

security are influenced by changing environments and uncertainty. In contrast, fairness and 



 54  

 

equality were not raised to the same extent by the respondents, suggesting that these aspects 

were less prominently experienced during the construction phase.  

 

At the same time, the survey results shows that perceived social sustainability has not declined 

during the reconstruction phase, and in some cases have marginally improved. Across all five 

dimensions, mean values increased during construction, although these changes were not 

statistically significant for accessibility, safety, fairness, or equality. The only statistically 

significant change was observed in attractiveness, which increased notably during the 

reconstruction phase. This may indicate that ongoing development, visible transformation, and 

temporary interventions contribute positively to how the area is perceived, despite the presence 

of disturbances. The results suggests that while users experience disturbances in their everyday 

mobility, these do not necessarily translate into a strong negative overall perception of the areas 

social qualities. However, it is noteworthy that reported values across all dimensions remain 

well below the maximum score of 10 which would indicate optimal social sustainability. It can 

therefore be additionally summarised that even though perceptions are relatively stable or 

improved, there is still considerable room for improvement in achieving fully sustainable urban 

conditions during the Inner Harbour reconstruction.  

 

Taken together, the findings demonstrate that construction-related mobility disturbances are 

diverse and socially significant, that they are represented differently by planners and users, and 

that current representations contribute to gaps in social sustainability during urban 

reconstruction. They also show that these disturbances, and the differences in how they are 

understood, provide important insights for improving planning practices. To move towards 

more socially sustainable strategies, the construction phase would benefit from being 

understood as an integral phase of urban development rather than a temporary disruption, and 

social impact considerations could be systematically incorporated into planning of the phase. 

In the case of the Inner Harbour this could include improving communication and signage, 

ensuring continuous and accessible mobility infrastructure, addressing structural barriers, and 

more clearly defining where responsibility lies for managing impacts. The LBC project 

provides a valuable starting point for this regard but could further address the full range of 

issues identified in this study.  

 

Lastly, these conclusions should be interpreted in light of several methodological 

considerations. The study examines complex concepts that are multidimensional and open to 

different interpretations. Consequently, the findings do not capture their full complexity but 

rather reflect specific dimensions and understandings of them as operationalised within the 

study. The methodological design has also shaped the findings. By focusing on the Inner 

Harbour redevelopment and drawing on survey responses from users during a particular stage 

of the reconstruction process, the study captures experiences and perceptions situated within a 

specific context and point in time. Additionally, the WPR analysis is inherently interpretive, 

meaning that alternative readings of the planning documents and their representations are 

possible. Taken together, these methodological considerations highlight both the complexity of 

studying construction-related mobility disturbances and the need to further develop 
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understanding of their social implications. The study thus points to the need for further research 

to expand and deepen understanding of these issues. Future studies could include broader range 

of user groups such as future residents in order to better capture how the construction phase is 

experienced. Additionally, evaluations following development over time would provide insight 

into how disturbances and perceptions evolve, while comparative studies across multiple sites 

could help identify general patterns and transferable strategies. The findings also indicate a need 

to further develop practical strategies for integrating SIA into construction and mobility 

planning, partially through easier identification or mobility-related social impacts, greater 

inclusion of user experiences during reconstruction phases, and more continuous evaluation of 

how temporary planning affect everyday life. The study demonstrates that critical frameworks 

such as WPR can contribute to more reflective planning practices by making underlying 

meanings, assumptions, silences and responsibility distribution within urban development 

processes more visible. 
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Appendix A – Survey (In English) 

Mobility disturbances and social sustainability during reconstruction 

 

Hi,  

 

My name is Joanna and I am studying the master’s program Science for Sustainable Development at Linköping 

University. This survey is part of my thesis on mobility disturbances and social consequences during 

construction processes. The work is being carried out in collaboration with Norrköping Municipality and the 

project ‘Life between the construction cranes’, which aims to create a safe and vibrant environment within the 

Inner Harbour during the ongoing redevelopment. 

 

The purpose of the survey is to create an understanding of the disruptions and obstacles that arise during 

construction processes and how these affect people. This knowledge can be used to manage disturbances and 

negative effects so that areas such as Inre hamnen can be developed in a more socially sustainable way. 

 

The survey is aimed at those who are at least 15 years old and visitors to Norrköpings climbing hall 

(Klätterhallen). Your answers are completely anonymous and will be treated confidentially. No personal data will 

be collected, and the results will only be reported in the form of overall statistics in the study. Participation is 

voluntary, and you can stop the survey at any time. There are no right or wrong answers – I am only interested in 

your personal experiences.  

 

By completing the survey, you consent to your answers being used anonymously for research purposes.  

 

I am very grateful for your participation. Your answers are valuable and will help to identify areas for 

improvement. 

 

Thank you for your time! 

(Questions marked with a red star () are mandatory to answer.) 

 

Background 
  

1. How old are you?  

 15–17 years old 

 18–24 years old 

 25–34 years old 

 35–44 years old 

 45–54 years old 

 55–64 years old 

 65 years old or older 

  

2. Which gender do you identify with?  

 Female 

 Male  

 Other  

 Do not wish to specify 

 

 

3. In which area do you live?  

 Brånnestad  

 Butängen  

 Björkalund 

 Central Norrköping: 

Berget 

 Central Norrköping: 

Gamla staden 
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 Central Norrköping: 

Östantill 

 Central Norrköping: 

Nordantill  

 Ektorp  

 Enebymo 

 Fiskeby 

 Haga 

 Hageby 

 Herstadberg 

 Himmelstalund  

 Händelö 

 Ingelsta 

 Klingsberg  

 Kneippen 

 Klockaretorpet  

 Lagerlunda  

 Lindö  

 Ljura  

 Marielund  

 Navestad  

 Oxelbergen 

 Pryssgården  

 Rambodal  

 Risängen  

 Saltängen  

 Skarphagen  

 Slottshagen  

 Smedby  

 Sylten  

 Såpkullen 

 Söderstaden 

 Vilbergen  

 Vrinnevi 

 Outer Norrköping/ 

nearby towns  

 

4. How often do you visit Klätterhallen?  

 Several times a week  

 About once a week 

 Once a month  

 Less often  

 This is my first visit  

 

5. What time of day do you usually visit Klätterhallen?  

(Multiple answers possible) 

 Weekdays 12-15 

 Weekdays 16-18  

 Weekdays 19-22 

 Weekends 10-14 

 Weekends 15-18 

 

6. Which mode of transportation do you usually use to get to Klätterhallen?  

 Walking  

 Bicycle/electric scooter  

 Bus  

 Tram  

 Car  

 Other: ________________________ 

 

7. Which of the following modes of transportation do you have access to in your everyday life?  

(Multiple answers possible) 

 Walking  

 Bicycle/electric scooter  

 Bus  

 Tram  

 Car 

 

Disturbances and barriers  
 

8. Have you experienced any physical obstacles or disruptions on your way to or from the climbing hall 

due to the construction work in the Inner Harbour? (e.g. construction sites, closed roads, lack of parking or 

public transport)  

 Yes  

 No  
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 Don't know  

If yes, what?  

_______________________________________________________________________________________

_______________________________________________________________________________________ 

 

9. Has the construction work in the Inner Harbour disrupted your mobility in any other way than 

physically? (e.g. cancelled or delayed public transport, lack of information, increased costs)  

 Yes  

 No  

 Don't know  

If yes, in what way? 

_______________________________________________________________________________________

_______________________________________________________________________________ 

 

10. Has the construction work affected your choice of transport to or from Klätterhallen? (e.g. limited 

access to public transport, cycle paths or parking)  

 Yes 

 No  

 Don't know  

If yes, in what way?  

_______________________________________________________________________________________

_______________________________________________________________________________ 

 

11. Have you had to adapt your daily routine due to the reconstruction? (e.g. leave home earlier due to 

longer travel times)  

 Yes  

 No  

 Don't know  

If yes, how? 

_______________________________________________________________________________________

_______________________________________________________________________________ 

 

12. Has the construction work affected you personally in any other way? (e.g. stress, confusion, irritation, 

anxiety/fear)  

 Yes  

 No  

 Don't know  

If yes, in what way?  

_______________________________________________________________________________________

_______________________________________________________________________________ 

 

Perception of the area  
 

How do you perceive the Inner Harbour area based on the following concepts? 

Give a value from 1 to 10, where 1 = very low and 10 = very high.  

 

Accessibility: how easy it is to get to, get around and use places in the area.  

 

13. How accessible did you find the Inner Harbour before the redevelopment began? 

1     2      3     4     5     6     7     8     9     10  
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14. How accessible do you find the Inner Harbour today (during redevelopment)?  

1     2      3     4     5     6     7     8     9     10  

 

Safety: how safe and secure it feels to be in and move around the area.   

 

15. How safe did you find the Inner Harbour before the redevelopment began? 

1     2      3     4     5     6     7     8     9     10  

 

16. How safe do you find the Inner Harbour today (during redevelopment)?  

1     2      3     4     5     6     7     8     9     10  

 

Fairness: how accessible and usable the area feels in terms of resources and opportunities.  

 

17. How fair did you find the Inner Harbour before the redevelopment began? 

1     2      3     4     5     6     7     8     9     10  

 

18. How fair do you find the Inner Harbour today (during redevelopment)?  

1     2      3     4     5     6     7     8     9     10  

 

Equality: how accessible and usable the area feels in terms of age, gender and background.  

 

19. How equal did you find the Inner Harbour before the redevelopment began? 

1     2      3     4     5     6     7     8     9     10  

 

20. How equal do you find the Inner Harbour today (during redevelopment)?  

1     2      3     4     5     6     7     8     9     10  

 

Attractiveness: how pleasant and inviting the area feels, and whether you want to spend time there.   

 

21. How attractive did you find the Inner Harbour before the redevelopment began? 

1     2      3     4     5     6     7     8     9     10  

 

22. How attractive do you find the Inner Harbour today (during redevelopment)?  

1     2      3     4     5     6     7     8     9     10  

 

 

23. Do you have any tips or advice for the people responsible for the redevelopment based on your 

experience as a user of the area? 

___________________________________________________________________________

___________________________________________________________________________

___________________________________________________________________________ 

  

 

 

Thank you for your participation!  
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Appendix B – Information sheet 

 
 


