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Abstract

In the center of urbanized areas, a trend of rapid intensifying 
stimulation is causing issues for the mental well-being of urban 
users. The optimization, acceleration, and overstimulation 
in cities grow to be overwhelming and the necessity of 
an opposite type of space becomes essential. This study 
introduces new characteristics of spaces, being decelerating 
and slow, instead of accelerating and fast. The concept of 
deceleration is hypothesized as being a characteristic of less 
stimulative environments, compared to the urban spaces 
which are characterized by acceleration. A decelerating space 
is experienced as a destimulating and pleasant space in which 
perception does not lead to aftereffects of stress. The research 
towards the concept of deceleration, in both its spatial 
appearance and its perceptional effects, is directed towards 
strategic guides for designing and applying decelerated spaces 
into urban planning. Through an elaboration on environmental 
variables, which influence the perceived stress or stimulation in 
an environment, a collection of conclusions is organized into 
five main categories. The five categories of important variables 
regarding their stimulation rate are as follows: contextual 
factors, open space typologies, urban form, isovist field, and 
environmental factors. A dual location study continues the 
study towards the application of substantial deceleration 
in urban environments. First, the location of Leuvehaven 
is selected as a highly urban environment in the center of 
Rotterdam, characterized by dense building blocks, high rises, 
and the historic harbor. Opposite from that, the second 
location, a low urban location in the periphery of Rotterdam, 
is Blijdorpse Polder, which is characterized by natural open 
spaces, sports fields, and different types of business activities. 
The total study on developing these contrasting environments 
into decelerating designs is performed through analysis, 
research by design, experiments with the categorical variables, 
and evaluations on these methods. It is found that the 
categorical variables should not simply be applied to every type 
of environment, but rather function as extended guides for the 
improvement of design towards a more decelerating character. 
It can be concluded that every location holds its qualities, and 
the design of a decelerating space can best be started with 
an already present decelerating quality. Altogether, the local 
specific features of an environment are leading in spatial 
developments and a decelerating character can be achieved 
through the development of a strong decelerating variable and 
other relevant variables to the location. In the end, a space 
characterized by deceleration cannot be defined in a single 
word or spatial typology, decelerating space is not just a type, 
rather it is an encounter.
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Introduction

In a world where technological advancements are made, new 
technologies arise, lots of data is transferred, and everything 
becomes optimized, the city remains the center of life. As 
more and more people are living in cities today, the urbanized 
area becomes denser and denser. Where everyone needs to 
be everywhere in the smallest amount of time, a compact and 
densified urban tissue results. The pressure on urban spaces 
is increasing and will continue to be increasing, while its open 
channels are prioritized to the fast and efficient transportation 
of people and goods. The focus of the future is oriented on 
efficiency, optimization and rapid change, however, the focus of 
this graduation project is orientated on slowness, deceleration, 
and less stimulation.

The project on the aesthetics of deceleration was introduced 
within the overall studio on the intermediate size. The growing 
pressure on urban spaces acts as the background setting of this 
theme on the spaces of slowness. The scope of deceleration 
in the studio was introduced with the statements of George 
Simmel on the intensification of the nervous stimuli and a new 
conversation and discussion were started on this metropolitan 
issue. As the cities become overstimulated on every aspect 
that densifies and intensifies over time, this study introduces 
the concept of spatial deceleration between the intermediate 
size and intermediate time. Space and time perception are 
brought together and a new characterization of deceleration 
is introduced. The general research question of this studio 
therefore is: 

‘Are we able to create intermediate spaces which are characterized 
– instead of speed and acceleration – by deceleration and slowness?’

To find the answer to this question, the tools towards 
the creation of these space types must be found. And 
additionally, in order to achieve these tools, the concept of 
the characterization of deceleration must be understood. 
Therefore the base of this graduation project, within the 
overall studio, is to find substantial tools or strategies for 
designing intermediate spaces, characterized by deceleration 
and slowness. The research question of this graduation project 
therefore is: 

‘Are we able to find common variables that influence the perception 
of stimuli intensity, and compose a strategic plan to evolve the 
local variables of an environment towards an increase of perceived 

slowness?’
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To find the answers to these questions, the study dives into 
the discipline of environmental psychology. As the concept and 
characterization of deceleration are related to both physical, as 
well as visual, and mental perception, the underlying process of 
perception is being studied. As the surrounding environment 
of an observer is the input for perception, the outcome of 
perception could result in mental maps, inner emotions, and 
outer behavior. This study focuses on the results of perception 
in terms of stress, stimulation, and pleasure. From here, the 
search for environmental variables, that are of influence on 
these results in perception, is started. The most important 
variables, that could be used to influence the amount of 
stress caused by the perception of designs for urban spaces, 
are selected and organized. With this selection, a theoretical 
basis begins the start of forming a strategic plan on creating 
decelerating spaces.

For evolving, supplementing, and completing this strategic plan, 
the study continues with two case studies on locations that 
differ in their urban density. As the concept of deceleration 
invokes the first thought of open, more natural and lee spaces, 
the first location is a more rural or peripherical location. This 
location is expected to be less stimulative, while the other 
location is a highly stimulative urban location with a high building 
density. Through studying and designing on these two different 
locations, the concept of deceleration is not just approached 
from the starting point on overstimulation, but also the other 
side of the story.

The aim is to find out what the road, towards the creation 
of spaces that are characterized by deceleration, looks like. Is 
there a strict process for this creation or does it become a 
more complex plan? When is it certain that the characterization 
of deceleration is achieved or not? And what does this 
deceleration look like spatially, also regarding the two different 
types of environments? Do the different types of environments 
hold a similar truth on the creation of deceleration or are 
there contrasting or even conflicting definitions within this 
concept? Altogether, this total study towards the creation of 
decelerating spaces presents the total process towards, and 
the final answers to these questions.

This booklet is composed of four main chapters, namely the 
rise of deceleration, substantial deceleration, the evolution 
of applied deceleration, and a decelerating product. The 
first chapter elaborates on the introduction of the concept-
definition of slowness and deceleration. The relevance, as well 
as the state of the art around this concept, are presented, 
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together with a spatial search for the concept. This chapter also 
elaborates on the deep research into perception and its spatial 
variables of influence. The result of the first chapter, therefore, 
is a categorization of the important variables found up to that 
point. The second chapter elaborates on the following steps in 
the creation of deceleration, through introducing the location 
studies. After a brief analysis of the total city of Rotterdam, 
the locations of Leuvehaven and Blijdorpse Polder have been 
chosen. Leuvehaven is located in the center of the city in the 
maritime district of the historic harbor. The environment is 
characterized by high-density building blocks, high rises, intense 
infrastructure, and the harbor. Blijdorpse Polder is located in 
the periphery of the city between some major highways and 
train tracks. The environment is characterized by a very low 
building density, a lot of open and green spaces, sports fields, 
and the Blijdorpse Zoo. With these two locations clarified, the 
following third chapter zooms in on the evolution of applied 
deceleration. This chapter is a summary of the total process 
of analyzing, researching, designing, criticizing, again analyzing, 
designing, and so forth. The actual process in the project was 
not as structured as it is represented in this book, it rather was 
a struggling process to get to the application of deceleration. 
To present the important issues and discussions within this 
process, four steps have been elucidated. First the basic analysis 
on both locations, second a design based on this basic analysis 
on both locations, thirdly a deep analysis on the categorical 
variables on both locations, and last, an evaluation on the first 
design towards the final design of both locations. The chapter 
ends with a clear conclusion on the total process and wraps 
up the importance of variables, location-specific elements, and 
a general understanding of the creation of deceleration. The 
last chapter focuses on one of the designs to provide detailed 
and realistic impressions of what the decelerated spaces in 
the design could look like. With this visual presentation, the 
experience of deceleration brings the study back to where 
it started. The decelerating space does not remain a spatial 
concept on itself, but rather the experience of a happening 
characterization in the urban intermediate spaces.



A de Vroomen, 2017
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THE RISE OF DECELERATIOn



Henderson, 2019
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Definition of deceleration
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1.1 The beginning of slowness

The urban life has become dominated by movement and time 
efficiency, a continuous pressure to succeed and strive for 
new goals. A career, a family, and of course hobbies should 
all be a priority and if this does not work out, the urban user 
becomes a victim of society. The constant pressure to be 
efficient, time-wise, results in a new and fast oriented mindset. 
The development of devices is rising through tools that 
optimize travels, tools that exclude the need for travels, or 
other new inventions that promote the fastness of urban life. 
Urban spaces are formed to serve the urban users, serve their 
evolution towards an efficient and smart life-style. The focus 
of urban design in these decennia is to upgrade and develop 
the urban spaces more and more, until we have self-driving 
cars, vertical cities, and smart systems running our buildings, 
and even more. On the other hand, a new sound is being 
introduced as a counterpart to this intensifying overwhelming 
development of efficiency. The notion of Simmel [1] about 
the metropolitan man, becoming overwhelmed by the 
intensification of stimulation, emphasizes the need for this new 
sound to prevent the individual to become affected. Simmel 
explains how a protecting filter, the blasé attitude as he calls it, 
is developed to prevent all new stimuli and pressure to reach 
the person. The trend of new development that increases the 
stimulation and change, asks for another trend that softens the 
experience of this movement in order to protect the individual 
on a spatial level. The urban spaces are the background of 
urban life, or as Pallasmaa [2] calls it, the ingredients of our very 
existence, and therefore the foundation of urban experiences. 
Urban spaces do represent spaces of efficiency, fastness, and 
stimulation, but do urban spaces also represent spaces of 
calmness, slowness, and the opportunity to not be stimulated? 
Could it be said that the park movement in urban design was 
already a complete answer to this question, or is there more 
to seek within this topic? First, the search for slowness, or in 
other words, the meaning of deceleration within an urban and 
architectural context needs to be elucidated. If the concept of 
slowness could be defined in words, but also in spatial types, 
this could be the start of a new spatial typology. But if the 
concept of slowness cannot be defined with clear validations, 
are the qualities of slow spaces still something that could be 
implemented into urban design? Altogether, the journey 
towards the definition of spatial slowness has begun and will 
guide this study towards a new understanding of slowness in 
urban spaces.

1. Simmel, G. (1903).
The Metropolis and

Mental Life.

2. Pallasmaa, J. (2012).
The Eyes of the Skin:
Architecture and the
Senses (3rd edition).

Hoboken, US: Wiley.
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1.2 Slowness as problem solver

Following up on the prior opening about the growth of 
new urban developments, urbanization is one of these 
new transitions in society nowadays [3]. There is a strong 
trend towards urbanization in many countries, causing this 
experience of other developments to become densified and 
intensified. More and more people are going to live in urban 
areas, which causes cities to densify and grow. For example, 
Rotterdam its population tripled between the years of 1850 
and 1900 [4]. Urbanization and densification of cities are 
expected to continue in the future because it optimizes the 
balance between people and their utilities and according to Per 
et al. [5], it is also the most sustainable way to live together in 
dense cities. On the other hand, this rapid urbanization does 
not only create crowding problems but also conflicting spatial 
claims and chaos [4].

3. Bell, P.A., Fischer,
J.D., Loomis, R.J.

(1978). Environmental 
psychology. Philadelphia, 

US: W.B. Saunders
Company.

4. Berghauser Pont, M.
B., & Haupt, P. (2010).

Spacematrix: Space,
Density and Urban Form.

Rotterdam, NL: NAi
Uitgevers.

Next to the developments and transformations in urbanization, 
other aspects of human civilization have been changing at an 
accelerating rate too [6]. Population growth, climate change, 
technological advancements, traffic congestion are all 
examples of rapidly changing and intensifying transformations 
of society. Compared to the past, the amount of information 
and stimulation created every two days now is equal to the 
amount of information created from the dawn of civilization 
until 2003 [7]. Meaning that the information load, or stimulation, 
produced in urban spaces has been and will be increasing. The 
book ‘An approach to environmental psychology’ [6] states that the 
present-day environment is much more arousing than that of 
decades ago, with a focus on urban areas, where individuals are 
constantly exposed to a high concentration of varied physical 
and social stimuli. Cities, therefore, have become the central 

5. Per, A. F., Mozas, J.,
Ollero, A. S., & Deza,

A. (2015). Why Density? 
Debunking The Myth Of 
The Cubic Watermelon
(Spanish and English
edition). Spain: A+t

Architecture Publishers.

6. Mehrabian, A.,
Russell, J.A. (1974).

An approach to
environmental

psychology. Cambridge, 
UK: The MIT Press

8. Knöll, M., Li,
Y., Neuheuser, K.,
Rudolph-Cleff, A.

(2015). Using Space
Syntax to analyse stress
ratings of open public
spaces. International

Space Syntax Symposium,
10, London: SSS. https://

doi.org/10.13140/
RG.2.1.3917.3202/1

7. Jackson, T. W., &
Farzaneh, P. (2012).
Theory-based model
of factors affecting

information overload.
International Journal

of Information
Management, 32 (6), 
p. 523–532. https://
doi.org/10.1016/j.

ijinfomgt.2012.04.00
6

9. Knöll, M.,
Neuheuser, K., Cleff,
T., & Rudolph-Cleff,
A. (2017). A tool to

predict perceived urban
stress in open public
spaces. Environment 
and Planning B: Urban

Analytics and City 
Science, 45 (4), p. 

797–813. https://doi.
org/10.1177/02658135

16686971

Figure 01. Percentage of population living in urban areas (United Nations, 2018)
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accumulation of increasing, intensifying and accelerating 
changing information load. Cities have become places of 
overstimulation with all consequences included. For example, 
Knöll et al. state in multiple articles [8, 9] that 

“Current city living and upbringing in urban environments have been 
related to various manifestations of stress and a higher risk for 

mental health problems”

Overstimulation
Knöll et al. [9] explain the definition of stress as “the exceeding 
of resources and endangering a person’s wellbeing”, and as a 
relationship between the person and its environment. This 
exceeding of resources is seen as an information overload,  
or in other words: overstimulation. Overstimulation can be 
directly and indirectly influenced, for example when there is 
too much information to be used effectively overstimulation is 
influenced directly [7]. Another example is a high building density 
that overwhelms the sensory input of persons [3]. Another 
direct influence is the tipping point where too much-received 
information becomes more a hindrance than a help [7]. A last 
direct influence is more information received in a shorter time 
[7], accelerating stimuli, such as moving objects, obtain more 
information per time unit, and therefore are perceived as a 
higher information load [6]. Overstimulation can also indirectly 
be influenced, through more situation-specific characteristics, 
which are hard to influence. Some examples are the level 
of complexity, uncertainty, diversity, quality, the validity of 
information, and task performance and personal factors [6, 7].

In the second part of Knöll et al. [8, 9] their statement states 
that stress endangers a person its wellbeing. This statement 
is becoming more and more recognized today, through more 
attention for mental health problems. Society today is focused 
on results, image, and competition [10]. People strive for success 
and are constantly improving themselves, while in the end, it 
will never be good enough. The world is focused on status, as 
you are what you do and you are responsible for your own 
success [6, 10, 11]. This in combination with the rising individualism, 
enlarges the push for competition, even more, resulting in 
winners and losers. All of this ends with a social gap, with the 
disadvantaged left with feelings of exhaustion, worthlessness, 
loneliness, and serious mental health problem such as burn-
outs [1, 3, 6, 10]. As the first introduction of Simmel [1] stated, 
metropolitans develop a protecting filter, the blasé attitude, 
but even a filter that defends from stimulations and pressure 
has disadvantages. The metropolitan man becomes less 
emotional and social with a short, efficient, but indifferent type 
of communication. The norm of behavior and opinion becomes 
rational and instrumental, resulting in a modern society focused 

10. Jonkers, P. (2019,
August). Tijdsgeest.

NEM reveilweek.
Voorthuizen, NL.

11. MVRDV (2006).
FARMAX: Excursions on

Density. Rotterdam, NL:
010 Publishers

9. Cited from:
Knöll, M., Neuheuser,

K., Cleff, T., &
Rudolph-Cleff, A.
(2017). A tool to

predict perceived urban
stress in open public
spaces. Environment
and Planning B: Urban

Analytics and City 
Science, 45 (4), p.

797, 798. https://doi.
org/10.1177/02658135

16686971
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on quantitative, measurable values instead of qualitative. 
As Simmel [1] calls it the deepest problems of modern life, is 
how the individual tries to maintain its independent existence 
against the overwhelming powers of society. Altogether, the 
way society is developing, stirs up the issues of mental health 
problems, again resulting in other problems, such as more 
crime in urban areas, which again leads to more fear, and finally 
a loss of control [3].

Coming back to the spatial planning and designing of cities 
and what the overstimulation could mean for this profession, 
another problem seems to rise. Over many ages, cities have 
been transforming and planners had to get accustomed to 
the issues of that time period. This has not been a problem 
in itself, but with the pace that issues change and cities 
transform nowadays and in the future, planners are pushed to 
get accustomed and learn to deal with new issues in a shorter 
time [12]. Previously, planners would have more time to get 
accustomed to new issues, but now they are prevented to 
learn by experience and perfect their way of coping with these 
issues. Altogether, the speed of changes and upcoming new 
issues is disruptive in the coping process of planners [13].

Relevance of Slowness
The problem of overstimulation will only grow, regarding 
urbanization, new technological advancements, and speed 
with which we experience it all. To oppose the high, tense, and 
crowded city, in the past the park movement has already been 
established to find peace within cities and fight overstimulation 
from traffic and commercialism. As John Nolen [14] already 
stated: “Parks contribute to the pleasure and health of urban 
populations more than any other recreative feature, and furnish the 
most necessary and valuable antidote to the artificiality, confusion, 
and feverishness of life in cities”. And additionally, Frederick Law 
Olmsted [15] explained how natural sceneries exists “for the mind 
without fatigue and yet exercises it, tranquilizes it and yet enlivens it ”.

Next to these very strong ideals of the park movement, other 
recommendations have been made regarding overstimulation. 
A higher probability for overstimulation occurs through 
novel, rare, unexpected, and surprising spatial elements, 
which increase the information rate. On the other hand, 
symmetry, closure, good form that is more familiar and less 
novel decrease the information rate [6]. Additionally, according 
to [16] it is necessary to search for strong spatial sequences, 
which are interruptible as well as reversible because they are 
easier to conceive and organize. But most of all, the problem 
of increasing overstimulation and its effects on perception and 
aftereffects should be researched further and elaborated with 
practical tools.

12. Duygu, K. A. (2005).
Time perception in

relation to architectural
space

Proceedings of the 2nd
Scottish Conference for 

Postgraduate Researchers
of the Built and Natural
Environment (PRoBE), 
Glasgow Caledonian

University. http://www.
irbnet.de/daten/iconda/

CIB10609.pdf

13. Cullen, G.
(1971). The Concise

Townscape. London,
UK: Architectural Press

14. Cited from:
John Nolen (1916). 

City planning, a series of 
papers presenting the
essential elements of a

city plan. Chapter VIII, p.
162. New York, US: D.
Appleton and company

15. Cited from:
Fabos, J.G.Y., Milde,
G.T., & Weinmayr,

V.M. (1968). Frederick
Law Olmsted, Sr. (first 

edition), p. 13. Amherst,
US: University of 

Massachusetts Press

16. Lynch, K., & Joint
Center for Urban
Studies (1960). The 
Image of the City.
Cambridge, UK:

Harvard University
Press
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1.3 Experiencing slowness

To find the spatial appearance of slowness, a search was started 
towards actual experiences of slowness. The experience of 
slowness is hard to define in words, but from this point of view, 
it has been a search for not experiencing the everyday tension 
but finding a certain type of peace or joy through subjective 
senses. First, this type of slowness in memory brings back some 
different examples. The first example is a location that does 
not allow many choices (fig. 02), it takes away freedom, which 
at first frightens, but when habituated, the situation slows the 
person down by avoiding choice-making, and forcing to focus on 
the here and now. The second example is surprising elements 
in space, something unexpected that lures the person out of its 
usual routine, and in this case (fig. 03) produces joy. A last and 
most common example is experiencing nature or lee locations 
(fig. 04), and the most opposite of the built environment, is 
offering peacefulness through openness, grass, trees, and 
water. The lee space offers physical and mental freedom for 
individuals.

Figure 02. Hezekiah’s Tunnel, Jerusalem

Figure 03. Surprising art appears when wet (Magical Daydream, 2017)

Figure 04. Natural environment of a park in Rotterdam
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Figure 05. Clip sequence of entering a hill with an unexpected, but impressive view

Figure 06. Clip sequence of entering a monumental crossing with a voyeur perspective

Figure 07. Surprising contrast of high speed traffic construction against a park settinn isolated

Figure 08. U-shaped residential typology, framing visuals towards one clear orientation
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Continuing from memories, a present-day search for slowness 
has brought some sequences of places where slowness can be 
experienced as well. Exploring different places and experiencing 
slowness on many specific points, has brought up some 
similarities of themes between places. For example, it became 
clear that when something big or impressive is being revealed, 
this decelerates the person mentally, but also physically. Next 
to this theme of unexpectedness and revelations, the theme 
of perspective also steps forward. The experiences of different 
perspectives differ a lot in slowness, for example being part of 
the crowd, a flaneur, or looking down on the crowd, a voyeur, 
which is slower than the first one [17]. Lastly in searching for 
slowness, an important theme of framing was found, how 
buildings or other objects frame a space or do not frame a 
space, is important for orientation and through that the 
experience of slowness or not. Altogether, different themes 
are somehow connected to the experience of slowness. The 
point of view influences the type of perspective on a space, 
where the voyeur perspective is experienced as decelerating, 
as the observer is not focused on its location, but more with 
what is happening elsewhere. This theme results in distraction 
as a tool for slowness. The revelation, or appearance of 
something impressive, not just visual, but also audible or 

17. Certeau, M. (1984).
Walking in the city. The 
Practice of Everyday Life,
p. 91-110. University of 
California Press, US:

Berkeley
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noticeable through other senses, awakens a certain form of 
unexpectedness and awe in the observer. This theme results 
in surprise as a tool for slowness. Framing spaces and hereby 
manipulating orientation or scenography directs the observer 
its movement and therefore the pace of experience. This theme 
results in spatial types as a tool for slowness. This last theme 
is still vague and therefore a model study has been executed 
towards the experience of linear space types. This model 
study focuses on the different results for physical, visual, and 
mental framing and limitations of the experience. As physical 
space is the objective source of visual space, a psychophysical 
judgment of the observer, which is perceived subjectively and 
is the source for mental space, the internal representation of 
the world [18]. Concluding, physical framing guides, pushes and 
forces movement direction, while visual frames guide the focus 
of attention and orientation, but not movement direction as 
physical frames. Mental framing is more complex, as this is 
influenced by light-ing, sound, ambiance, and more subjective 
experienceable factors.

18. Wagner, M. (2006).
The geometries of visual

space. Mahwah, US:
Lawrence Erlbaum

Associates Publishers

Figure 10. Model study towards the perceiving different types of linear spaces with changing components
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1.4 Concluding the defintion

The experience of slowness in cities appears to be a possible 
countermovement against overstimulation in constantly 
changing society and environments. To strategically use 
slowness, it is important to specifically know its definition. The 
search for this definition has resulted in clear spatial themes, 
along with difficult and vague spatial themes. First of all, open 
spaces and lee locations strongly decelerate urban users, but 
this differs in the contrast of openness towards its background. 
As later will be explained, there is an important difference in 
experienced slowness between high dense city centers and low-
density areas. Secondly, an important theme that comes up is 
surprise and distraction from the everyday routine to foster 
spontaneous and unexpected emotions or feelings. Lastly, 
route and framing is an important theme, as manipulating 
visuals and orientation affect the experience of spaces. As these 
themes do not completely represent slowness, because this is 
a limited subjective experience study, and they do not form a 
definition, a literature study will continue into the perception 
of space and stress influencing variables.

Figure 11. Shifting perception (Büyüktas, 2018)
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Perception literature study



28

2.1 Perceiving slowness

For understanding the internal process of deceleration in 
a person, more understanding is necessary towards the 
perception of the environment on an individual level. As 
mentioned earlier, Wagner [18] explained how a person 
perceives the physical space, the real world, and translates this 
visual image into its mental representation of the world. This 
sub-chapter will elaborate on the process of environmental 
perception from its source, the spatial environment, to the 
result, cognitive maps and behavior, and which variables are 
important within the scope of deceleration.

Perception, in a nutshell, is the relation between our 
surrounding environment and our emotions or responses to 
that environment. Psychology in large parts deals with the 
relationship between stimulus and response [6]. Therefore, 
environmental psychology is the best discipline to search for 
the process of perception within this urban space study. Bell 
et al. [3] have explained the theoretical process of perception, 
starting with the observer and its surrounding stimuli. The 
observer notices the stimuli through the ‘receptor nerve 
cells’. These cells are sensitive to specific forms of energy such 
as light, sound, smell, or other energy sources. Perception 
happens through all five senses: see, hear, feel, smell, and 
even taste. Although, the visual sense is the most influencing 
of all according to Wagner [18]. When sufficiently strong, an 
energy source will successfully stimulate the cells and create a 
process of sensation, existing of many sensations. This process 
of sensation is put together by mediational processes in the 
higher structures of the nervous system, or brain. And this is 
where the observer becomes able to recognize and organize 
the energy sources into a pattern.

In urban settings this means that the surrounding space and 
dimensions are these stimuli, and they become the ingredients 
of our perception, meaning that architecture could be such a 
relation between the environment and the observer.

Figure 12. Scheme of physical world, visual perception, and the mental interpretation

Real world Visual world Mental world
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Influencers of perception
Stimuli, the events in the environment that are external to 
an observer, are the main influencers of perception, and with 
perception, stimuli influence individuals’ behavior [3, 19]. Stimuli 
influence perception through their appearance, as well as their 
intensity and other variables. Movement or change are strong 
variables of stimuli that influence perception. Additionally, slow 
change is harder to notice and is thus perceived differently 
than rapid change. The perception of slow change or no 
change is called ‘habituation’, a state where a person becomes 
desensitized to the stimulus and adapts or gets used to the 
stimulus. [3]

Stimuli can appear as sense-stimulating elements in the 
environment, such as color, sound or noise, temperature, 
texture, the intensity of crowding, air pollution, and the number 
of green spaces. These variables do influence our perception, 
but not all can be manipulated to influence perception, as 
these variables can be very dependent on time, location, and 
climate. [6, 8]

Stimuli are energy sources

Receptor nerve cells are sensitive
to specific types of energy sources

Process of sensation happens when
energy sources are sufficiently
strong to stimulate the receptor
nerve cells

Mediational process consists 
of putting together a number of 
sensations in the higher structures
of the nervous system

Perceived pattern is the result of 
this process, through recognizing
and organizing the perceived stimuli

Figure 13. Scheme of theoretical perception
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Next to stimuli that surround a person and influence its 
perception, the observer’s point of view is a major factor 
in influencing perception. The background or origins of an 
observer’s life, for example being rural or urban, influences 
the way the observer perceives its surroundings [4]. Also, the 
attitude of the observer towards its surroundings influences the 
way the person perceives its surroundings. For example, taking 
the standpoint of a flaneur, who is both a man of the crowd as 
well as a distanced observer, versus the standpoint of a voyeur, 
who looks down on the city from a spectator view [17, 20, 21]. 
Thirdly, the activity of the observer also influences perception 
and its consequences for the following emotions and behavior. 
For example, being on your way to work or doing something 
recreative has a completely different purpose and act. Even 
within recreation itself, there are different types of activities, 
such as passive enjoyment of the scenery, active forms of 
physical recreation, and the pleasures of meeting friends [15]. 
Nevertheless, this factor of the observers’ perspective cannot 
be manipulated through urban design.

Therefore, within the scope of this study towards the 
relationship between the spatial environment and the 
experience of deceleration, the focus will be on the first form 
of influencers of perception: environmental stimuli.

Result of perception
Two separate results of perception are being discussed in 
response to the knowledge of stimuli causing certain perception 
and leading to inner and outer results in persons. First of all, the 
last step of the theoretical perception leads to recognizing and 
organizing the sensations into a pattern, the cognitive map. 
Secondly, perception can lead to a certain type of reaction of 
the person towards its perceived environment. Two types of 
reactions will be discussed, the internal reaction of emotions, 
and the external reaction of behavior.

Cognitive maps
Introducing the first type of result from perception, are the 
cognitive maps, or in different words, an environmental image, 
a mental map, or the internal representation of the perceived 
real world [18]. As explained through the theoretical process 
of perception, through visuals and other energy sources, an 
observer will interpret, organize, and direct attention according 
to the observers personal focus and endow the perceived 
image with subjective meaning [16]. The original and base 
purpose of the cognitive map is to navigate, wayfinding, and 
apply meaningful orientation and movement [3]. The concept 
of a cognitive map is strongly related to orientation, as the 
cognitive map provide emotional security through orientation 
and navigation and preventing the feeling of being lost. For 

21. Coverley, M.
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International.
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example, in a labyrinth a person can get lost, allowing fear and 
anxiety. Although, the game of a labyrinth is to try to get out, 
with the insurance of no danger and most of the time no risk 
of losing the basic form of orientation, which makes it fun and 
exciting instead of frightening. It is also important to keep in 
mind that cognitive maps are subjective, as each individual 
creates a personal image. Although, there can be similarities 
in cognitive maps between different persons, which leads to a 
collective memory where different member of the same group 
have an agreement on the perceived environment. [16]

Figure 14. Different cognitive maps for different people (Stevenson, 1976)

When visiting a new environment, the process of building 
a cognitive map has several steps or levels. These steps are 
characterized by an sequence of actions when entering a new 
space, while the cognitive map evolves through each action and 
levels up by learning more and more about the space. The first 
step is very basic and does not hold much relevant content, as 
this is the action of looking, without really being aware of the 
environment [16, 18]. This basis of the cognitive map consists of 
the first noticed objects or spaces, without any connections or 
relations to other objects or spaces. The cognitive map starts 
with anchor points, which are core locations around which 
the cognitive map will develop further on, which are now still 
free elements without any structure. This first step therefore 
also becomes the most inaccurate, as the visual system is still 
unconsciously experiencing the space. While in the second 
step, the action of seeing is introduced, enabling an observer 
to see and learn about paths and the importance of certain 
anchor points, now called landmarks [16, 18]. The cognitive map 
is expanded with paths, also called channels of movement, 
between the anchor points, and enables the observer to be 
able to functionally orientate with points of reference, or 
landmarks. The visual system now consciously experiences 
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the spaces and objects, but is still inaccurate as the observer 
is unable to perceive depths and distances. The third step, 
when the observer starts interacting with its surroundings, 
new details are learnt [16, 18]. The visual system now allows the 
observer to accurately see the world. Through learning details, 
the observer also learns more about edges, which are linear 
elements that do not per se suggest a path, but for example a 
boundary. And additionally, the observer interprets important 
and strategic anchor points as nodes of the cognitive map. The 
cognitive map therefore is extended with more relations and 
connections between points and different types of nodes that 
hold meaning and importance relative to each other. This third 
step is very close to the next step, moving through the space. 
Through movement, the observer sees new perspectives and 
learns to understand the space as a three dimensional space 
instead of a two dimensional image [16, 18]. Walking through the 
environment helps to spatially organize and understand about 
the different volumes and structures connected [17]. The observer 
learns about districts, which are medium to large pieces of area 
segregated in some sort of way of other spaces, and the links 
in between districts. The cognitive map evolves into a multi-
dimensional model with flexible structures and relations and 
sequences of spaces or objects. Finally, the last step is returning 
to the space and learning to understand the environment in 
different conditions, such as time of the day, time of the year, 
or the weather. Through this last step, the observer learns 
even more to understand the environment and becomes able 
to understand how to manipulate or organize the spaces. The 
cognitive map at this moment becomes quite complete with 
multiplied connections and the easy connection of new points, 
allowing the observer to experience the space without many 
new stimuli. The observer can freely move through the space, 
ensured with a clear and complete cognitive map. 

So in short, the process starts with basically looking without 
really saving any images or memories, the second step is seeing 
and storing the first important memories of the space, the third 
step broadens the mental data on a space through interaction, 
the fourth step enlarges the cognitive map through moving, 
and the last step is based on experiencing the space in different 
conditions and beginning to be able to understand and reason 
about the space.

Emotions and behavior
The second type of result from perception is behavioral 
responses of the person perceiving an environment, which 
can both be internal with emotions or external with behavior. 
This is the most important result of perception as this affects 
the environment through reflecting its impact and therefore 
starting a conversation. That is why the direct impact of 
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stimuli in the environment on emotions, and the effect of 
stimuli on a variety of behaviors are the two basic concerns of 
environmental psychology [6].

There are different ways in which an environment causes an 
emotional reaction. Cullen [13] explains how he sees the city 
as a dramatic event in the environment. According to him, 
there are three ways through which emotional reactions are 
produced. Through motion, concerning optics, as the visual 
impressions or images of an environment are forming a series 
of revelations or scenes. And through the position in space, the 
place of a person its body in the environment, as this impacts 
the type of observer that the person becomes. And finally 
through the content of objects and materials of spaces, as the 
fabric, or color, or texture, or character, or else, does impact 
the total ambiance and impression of senses. Strong examples 
of emotions caused by an environment are stressfulness, 
pleasantness, and arousal [6, 8]. An environment with lots of 
noise of motorized traffic is able to provoke stressfulness. 

Figure 15. Formation of cognitive maps (look, see, interact, move, return)
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While an environment with decreased loudness of noise can 
be experienced as pleasant. Within this same example, the 
loudness of noise can also be perceived as arousal, for example 
on festivals where louder music is perceived as pleasant. There 
are more factors in the environment that influence emotions, 
but this will be explained later while collecting all sorts of 
variables for influencing perception. These emotions can also 
be linked to behavior towards the environment, which is 
perceived by a person. For example, pleasure can be expressed 
through facial expressions and other behavioral indicators such 
as relaxedness. The expression of arousal can vary from a simple 
verbal report to frantic excitement. But there are more types 
of behavior, which cannot all be explained, but some examples 
can be given. The behavior of approaching an environment can 
act out in exploring, working, and having a desire to stay. While 
the behavior of avoidance, mostly combined with an emotion 
of unpleasantness, acts out in the desire to affiliate. [6]

In the end, there is way more to explore in environmental 
psychology and the results in emotions and behavior. In the 
book of Bell et al. [3], a very clear model (fig. 16) is set out about 
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the perception of the environment. It starts with two types of 
sources, the objective physical conditions of the environment 
and the individual, situational, and social differences. Both of 
these sources are input for the perception of the environment 
and give the output of perception within or outside of the 
optimal range of stimulation. This reflects on the introduction 
of Simmel into overstimulation and the blasé attitude [1]. 
Perception, within the optimal range of stimulation, results in 
a balanced perception type without negative consequences. 
Perception, outside of the optimal range of stimulation, results 
in stress due to overstimulation and activates a coping system, 
the blasé attitude. If the coping works out and the blasé attitude 
defends a person successfully, adaptation or habituation 
happens. There are possible aftereffects or cumulative effects 
to the blasé attitude as already explained before, but for a short 
term perspective, this outcome of perception is pleasant. On 
the other hand, there is the possibility that the coping system 
is unsuccessful and stress continues to influence a person. This 
results in probable aftereffects and cumulative effects, such as 
mental disorders, helplessness, and performance deficits.

Figure 16. Model of perception and behavior (Bell et al., 1978)
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2.2 Collecting tools

Environmental psychology studies in the past have proven to 
be difficult due to the absence of information, clear concepts, 
measures, and therefore a steady basis for analyzing and 
describing elements within a study [6]. So developing and 
testing hypotheses within environmental psychology is even 
harder, which is the case in this study towards deceleration. 
However, on the other side, there is a clear need for tools and 
objective methods that are capable of producing data that can 
be analyzed and tested within this field of study [19]. As Knöll et 
al. [9] state: 

“More empiric data would allow planners and decision makers to 
prioritize and orchestrate design interventions with respect to mental 

health and stress”

A collection of existing conclusions and hypotheses - on 
influencing human perception and reactions through changing 
urban environments with a focus on stimulation and stress 
– have been searched in literature and selected. First, two 
types of data will be elaborated: quantitive parameters, e.g. 
climate issues and density measurements, versus qualitative 
parameters, e.g. attractiveness and comfort.

Simmel [1] introduced different environmental types through 
the metropolitan man and compared this type of person 
with someone from a more rural area. He stated that 
people in a metropolis become rational instead of emotional, 
instrumental, and follow an intellectual style of life. This results 
in a preference for quantitative data, which is focused on 
intellectual, objective, efficient, and measurable data for the 
money economy. Simmel notices the determination to turn 
everything into a mathematical problem that can be solved 
with a formula [1]. Quantification of urban developments is 
done through scientific surveys and mathematic reasoning, as 
well as density studies on the physical and spatial aspects of the 
built environment [4]. For example, Berghauser Pont and Haupt 
[23] suggest that 

“a design and planning instrument based on a combination of density 
concepts can help planners and designers to understand the capacity 
of space and assist in designing appropriate conditions for largely 

unpredictable developments”

But the statement of Simmel [1] about the determination 
to turn everything into quantitive data, indicates a forced 
movement that lacks in qualitative values. Multiple literature 
pieces emphasize the shortcomings of quantitative methods 
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in environmental sciences. Spatial practices cannot always be 
made of or planned through calculated forces [17]. Architecture 
and urban design are too complex to just be described 
objectively through metric tools alone, this does not meet 
realistic situations [19]. Berghauser Pont and Haupt [4] notice a 
shift from this quantitatively based position towards grasping 
qualitative aspects of city development in terms of urban form, 
identity, and urbanity. For example, within the concept of 
density, there is a difference between physical built density and 
individual perceived density [23]. Physical density is a quantitative 
value that can be measured and calculated, but perceived 
density cannot be measured and expressed in figures and ratios 
[5, 22]. Meanwhile, perceived density is an equally or even more 
important parameter that could determine the quality of life, 
for example in densely built environments, because perceived 
density can grasp the impact on people [19]. Lastly, qualitative 
data is on the rise, also because it enables us to measure or 
study subjective environmental quality, a more user-centered 
approach within urban design [24].

Quantitative tools
There are many quantitative tools for designing volumes and 
spaces based on density factors [4, 5, 23]. The ratio of population 
and dwelling density, built space density, floor space density, 
open space density, tare space density, and network density 
are all tools to use and compare spatial situations, designs, 
and the psychological effects of them. Some very known tools 
are the Floor Space Index, or FSI, the Ground Space Index, 
or GSI, and the Open Space Ratio, or OSR. These tools or a 
combination of these tools help to pin down building typologies 
and compare the different experiences of them. An example 

Figure 17. Land development typologies (Berghauser Pont and Haupt, 2005)

A. Low-rise spacious strip develoments blocks 
B. Low-rise compact strip developments blocks
C. Mid-rise open building blocks
D. Mid-rise spacious building blocks

E. Mid-rise compact building
F. Mid-rise closed building
G. Mid-rise super blocks
H. High-rise developements
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of such a combination is executed by Berghauser Pont and 
Haupt [23], by creating the Spacemate Diagram: a tool based on 
knowledge of the relation between physical density and urban 
form. This tool can help for example to clarify how performance 
issues could be related to density, or find out a development 
program related to spatial objectives.

The Space Box tool, of Penn and Dalton in 1997 is also an 
important quantitative tool that Fisher-Gewirtzman and 
Wagner [19] mention in their piece about spatial openness as a 
metric for evaluation of environments. This computer program 
provides a platform for analyzing architectural plans and it 
automatically develops the total space syntax.

Another quantitative tool is of Batty in 2001, which is also put 
forward by Fisher-Gewirtzman and Wagner [19]. The tool grasps 
perception of movement within spaces, through a statistical 
measure that detects explicable and meaningful variations in 
spatial morphologies.

A last, but very important quantitative tool is through the 
isovist field, which is all the visible space and points from one 
single point in space. This tool is the closest quantitative tool 
to spatial perception as it is similar to single human perception 
and it holds many variables. For example the isovist area, 
perimeter of the total outline of the area, the roundness of the 
relation between the area and perimeter, the vertices number 
and density, and the openness ratio together with visibility. [19]

The tool of the Spatial Openness Index, SOI, is both quantitative 
and qualitative. SOI is about the space volume that is within 
an isovist area, the index is correlated to perceived density 
and evaluated by people who responded to different spatial 
alternations. Because of this subjective addition in the ratio, 
this tool starts quantitative and transforms into a qualitative 
tool. [9, 19]

Qualitative tools
A qualitative tool closely related to the first-mentioned 
quantitative tool type is perceived density and the qualities 
of this perception. Qualities of perceived density are divided 
into two categories by Per et al. [5], namely the hard and soft 
performances. Hard performances are physical design elements 
and variables such as typology and functions, examples 
of performances are insertion into the contextual grid, 
circulation, exterior spaces, type of dwellings, and orientation. 
For example, a study towards absolute orientation, through 
seeing the destination such as a landmark, versus relative 
orientation, where it is about wayfinding and the route instead 
of the destination. Soft performances are more subjective and 

Figure 18. Spatial openness index is defined

as the volume of the part of a surrounding

sphere which is visible from a given point of 

view (Fisher-Gewirtzman and Wagner, 2005)
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non-physical elements such as privacy and safety, examples of 
performances are the perception of the city, perception of the 
building or space, usability, and relationships or connections. 
For example, a study could be done towards the difference in 
the perception of a building from inside the building and from 
outside the building.

Another qualitative tool is the City Prosperity Index tool, CPI, 
that uses the concept of the wheel of prosperity. This is an 
objective quality assessment based on the five dimensions of 
productivity, infrastructure, quality of life, social equity, and 
environmental sustainability. [24]

The Perceived Residential Environment Quality Indicators tool, 
PREQIs, is a user-centered tool in the form of a questionnaire 
that reviews the perception of an environment on four quality 
aspects. The first aspect is architectural and urban aspects, with 
factors such as building density, aesthetics, volume, internal 
practicability, external connections, and green areas. The 
second aspect is socio-relational, with factors such as security 
and tolerance, discretion and civility, sociability and cordiality. 
The third aspect is functional features, with factors such as 
different types of services, and socio-cultural activities. The 
last aspect is contextual, with factors such as relaxing versus 
distressing, stimulation versus boring, environmental health, 
and the upkeep and care of spaces. [24]

Another user review-based, and therefore a qualitative tool, 
is able to predict the users’ rating of urban green space with 
relation to a tranquil experience. Based on interviews, tranquil 
is being defined as a quiet, peaceful, and restorative place. 
This tool is focused specifically on green spaces as these are 
designed for tranquility, but this does bring this study back to 
the experience of deceleration in spaces and how this can be 
defined. [9]

Altogether, there are quite some tools and types of research 
that try to capture the perception of spatial environments. 
Quantitative tools do practically work, but lack in their human 
aspects, where qualitative tools to cover the complete issue, 
but are difficult to pin down or grasp a total truth. Therefore, 
these examples of tools and other readings, about the effects 
of spatial environmental elements on perception, will be 
formulated in the next pages trough their important variables. 
The variables will be explained with a focus on the effects on 
the perception of stimulation and stressfulness. Aiming to find 
strategic variables that could be able to guide a developer of 
the spatial environment to consciously apply them.
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2.3 Decelerating variables

Starting with the general topic tools focused on density, a 
general preconception is that high dense spaces are more 
stressful and unpleasant compared to low dense spaces. 
A general remark notes how high density, by itself, is not 
automatically a place of unhealthy or unpleasant spaces. But in 
combination with factors of overstimulation, a loss of personal 
control, or violation of personal space, high density can result 
in an unpleasant experience for example through crowding [11]. 
Continuing into the variables, concerning density, important 
physical density variables have been specified earlier. FSI, GSI, 
and OSR in their collaborative diagram of the Spacemate [23]. 
These variables are useful on a macro level for analyzing or 
planning generic and specific urban forms. Through these three 
base variables, other variables arise such as network density, 
a comparison of public versus private volume, and tare space, 
consisting of infrastructure [4]. Next to these physical density 
variables, there are also functional, social and emotional, and 
perceived density variables that affect perception. Functional 
variables are about the program that uses and utilizes spaces, 
such as shops in a plinth, the connections between functions, or 
stacked functions, and how these factors influence perception 
functionally [11, 24]. Social variables encompass themes such as 
crowding, safety, and liveliness. For example, overcrowding 
can be experienced as unpleasant, while under crowding 
could affect the feeling of safety and security [9, 24]. Perceived 
density variables matter more to a micro-level and can best be 
researched through both hard and soft performances of Per 
et al. [5].

Figure 20. Overcrowding
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Opposite from the focus on density variables, variables 
concerning open spaces are also important in perception. First 
of all, physical variables on opens spaces are the different isovist 
properties that are related to stress ratings. The isovist area 
is the amount of space visible, unobstructed by any objects 
or volumes, from a single point of view on eye level and it is 
measured in square meters. The variable of the isovist area is 
negatively associated with stressfulness, which means that the 
decrease in the total volume of the isovist area would increase 
the perceived stress. This indicates that increased visibility leads 
to a lower perception of stress. Next, the isovist perimeter 
is the total outline of the isovist area and it is measured in 
meters. This variable is positively associated with stressfulness. 
The isovist roundness is the relation between the previous two 
isovist properties and set in square. This property has also been 
related to interestingness and could be used as an indicator of 
the visual complexity of an environment. The vertices number 
is the total of vertices of the isovist perimeter, and the vertices 
density is the index of the vertices number divided by the total 
isovist area. The variable of the vertices number, as well as 
high values of vertices density, are positively associated with 
stressfulness. Lastly, the isovist openness ratio is the balance of 
closed and open edges of the isovist field and has been related 
to interestingness, as this can be used as an indicator for visual 
stimulation. High values of the openness ration are positively 
associated with stressfulness. [8, 9]

Additional to the isovist properties, open space variables can 
also be formulated in a range of different types of open spaces. 
Within urban environments, there are open space typologies 
such as squares, parks, courtyards, pedestrian zones, and 
traffic streets. Natural open spaces, such as parks and spaces 
with water, are dominated by vegetation and other types of 
green spaces and increase the level of pleasantness. In a study 
of Knöll et al. [9], it is found that of all open space typologies, 
which are generally more pleasant compared to dense spaces, 
the parks, courtyards, pedestrian zones, and medium intense 
traffic streets are negatively associated with stressfulness. 
While heavy streets and squares are both positively related 
to stressfulness. Of all the grey space types, are the traffic 
streets the most unpleasant. Traffic streets, with medium and 
high intensity, are exposed to motorized traffic with noises 
and smell, but also hubs, street segments, and intersections, 
increasing total stimulation. [8, 9]
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From the noise and smell of traffic, the variables continue 
to environmental aspects of variables that stimulate the 
senses. In short, this is about the variables of light, color, 
sound, temperature, environmental health, and maintenance, 
variables which can be very hard to influence. The variable of 
light intensity is associated with pleasantness, but the increase 
of light discontinuities found to be unpleasant. For the variable 
of color, more brightness and saturation increase pleasantness 
and the range of hues descends in pleasantness in the order of 
blue, green, purple, red, and yellow. The variable of sound is 
associated with pleasantness when loudness is decreased, while 
on the other hand, increasing the loudness of sound leads to 
more arousal. Lastly, the variable of the temperature outside 
in public spaces cannot be manipulated, but a temperature 
between 16-20 °C is perceived as pleasant. [6]

Continuing to other variable types that are more based on urban 
form, there are variables on the connectivity and integration of 
spaces. Contextually, there are three levels of spatial integration 
variables: global, citywide, and local. Global integration is the 
depth of integration on a regional level, for example with traffic 
hubs and inner-city routing. High values of global integration 
are positively related to stressfulness. Citywide integration, are 
the street segments in a citywide network, with a range of 
3000 meters, for motorized traffic, concluding that high values 

Figure 20. Choices versus route

Figure 21. Diversity versus unity

Figure 22. Random versus pattern

Figure 23. Contrast versus similar
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of citywide integration are positively related to stressfulness. 
Local integration is the street segments on a neighborhood 
level, within a range of 1200 meters, focused on slow traffic, 
for example on walkability. Levels of liveliness and safety are 
positively related to local integration, which means that high 
values of local integration are negatively associated with 
stressfulness. Lastly, the variable of connectivity on a location 
is based on the number of street segments directly connected 
to the given street segment. A high value of connectivity is 
related to an increase in stressfulness. [8, 9]

Additional to the urban form type variables, the study of 
Mehrabian and Russell [6] elaborates the found contrasting 
concepts by Berlyne in 1967, that explain the effects of a high 
or low information rate, meaning the intensity of stimulation, 
and resulting in stressfulness. These concepts can be used to 
analyze spaces or find inspiration for designs in urban form 
concepts. Starting with the contrast of choices versus a route 
(fig. 20), where movement patterns become more stressful 
when more there are more choices to be made, for example 
in a maze. On the other hand, following a route becomes 
less stressful as there is no doubt about the right choice, for 
example in a labyrinth. Next, is the contrast between diversity 
and unity (fig. 21), where diversity results in more stressfulness 
as there are more heterogeneous forms with their own 

Figure 25. Nearby versus far-away

Figure 24. Inermittent versus continuous

Figure 27. Relative versus absolute orientation

Figure 26. Fast objects versus slow objects



44

appearances. On the other hand, more homogeneous forms, 
a unity, does not introduce unique forms and spatially speaks 
quietly. Similar to this is the contrast between random 
structures versus patterned structures (fig. 22), where the 
randomness in the same way as diversity is more stressful than 
patterned structures. Continuing, the contrast of dissonant 
versus consonant forms (fig. 23) represents more stressfulness 
through dissonant or contrasting forms. As a consonant or 
similar form again remains a certain organization that spatially 
gives a balanced and peaceful atmosphere, which is less 
stressful. Another contrast is between intermittent forms and 
continuous forms (fig. 24), where intermittent forms, just like 
light discontinuities are more stressful. While continuous forms 
relate to a whole, or in other words, unity, is less stressful. 
Lastly, the contrast between objects that are nearby versus 
far away (fig. 25), where near objects are more stressful, as 
more details are visible and recognizable. On the other hand, 
objects that are far away, remain vague and do not impress or 
stimulate as much and are therefore less stressful. 

Additionally to Berlyne’s list of concept contrasts, other 
contrasts that were already discussed before have been added 
too. The contrast between fast and slow visible moving objects 
(fig. 26), where fast-moving objects stimulate more in visuals, 
sound, and smell and therefore are more stressful than slow-
moving objects, which remain predictable and silent. Also, the 
contrast between relative and absolute orientation (fig. 27) is 
important, as relative orientation is more stimulating through 
different steps in the route. While absolute orientation is 
less stressful because it allows a person to focus on its visible 
destination and not get stimulated on the way to it. [6]

Altogether these are quite some variables that all somehow 
help to define the whole concept of less stimulative spaces, 
as spaces of deceleration. Because of the multiplicity of all 
these different variables, Knöll et al. [8, 9] have tested some 
variables in their weight of influence on perception. A rating of 
stressfulness per variable, defined is the perceived urban stress, 
was collected through questionnaires. They concluded on the 
variable type of open space typologies as the most influential 
variable that most strongly influenced the perceived urban 
stress. Other also very influential variables within their study 
were the building coverage ratio or GSI factor, the linear isovist 
perimeter, the isovist vertices number, and local integration.
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2.4 Concluding on variables

The previous pages have elaborated on the different variables 
that influence environmental perception concerning stimulation 
and stressfulness. The purpose of finding these variables and 
their way of influencing perception is to find out substantial 
rules for developing less stimulative spaces. Or as Pallasmaa [25] 

explains it, to slow down the experience of designed spaces. 
To master the art of creating decelerating spaces, a careful 
and thoughtful design method is needed. Such a place should 
lure a person out of its boring routine, it should tranquilize the 
mind and yet enliven and exercise it without fatigue. The found 
variables could be used as instrumental tools for creating such a 
place. For example, a path through an environment with a high 
information load, in other words, loads of stimuli, is perceived 
as more stressful. However, too many simplifications in spatial 
layout could also create a new problem of under-stimulation, 
which reflects on the topic of habituation. The art is to find the 
balance between overstimulation and a boring environment, 
which is a relative concept bound to local characteristics. [18]

As these variables are quite a lot and a broad focus, they are not 
user-friendly to apply for designers and planners. The following 
sub-chapter will elaborate on a categorization of the variables. 
The creation of these categories was established through 
studying, analyzing, selecting, filtering, and summarizing the 
variables. The final categorization resulted in five categories: 
contextual factors, open space typologies, urban form, isovist 
field, and environmental factors.

25. Pallasmaa, J. (2005).
The Eyes of the Skin:
Architecture and the

Senses. Hoboken, US:
Wiley



Riley, 2017
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A3
Interpreting the categories
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As all variables have some similarities, but also contrasting 
elements compared to each other, an organization of this 
collection of variables provides a usable overview of the data 
collection. The variables are organized into five different 
categories. The first category encompasses variables focused 
on contextual factors, including both the spatial context 
and all dynamic objects in the environment. The second 
category is open space typologies, with a focus on different 
types of open spaces and green spaces. The third category is 
all variables concerned with urban form, among others with 
routing, continuity, unity, and recognizable landmarks. The 
fourth category is the isovist field variables, with a focus on 
the visual limitations and the edge types of these limitations. 
The last category concerns all environmental factors, such as 
light, shadows, and noises. Each category will be elaborated 
separately with their parameters, which are adaptable by 
planners or designers, concerning less stimulation towards a 
more decelerated perception. The categories are the result of 
a literary study towards the experience of, and the realization 
or development towards, urban deceleration.

Figure 28. Contextual factors

the external effects of the contectual the typological effects of open spaces and

Figure 29. Open space typologies

urban grid, external moving objects, and their ratio of built volumes versus natural

visual space extensions elements
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the spatial effects of form contrasts the visual effects of a total visual range

the sensible effects of environmental

Figure 30. Urban form Figure 31. Isovist field

Figure 32. Environmental factors

between dissonant and consonant urban and the interruption or shifts of its limiting

factors such as light, shadows, colors,

forms edges

and sound
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3.1 Contextual Factors

The first category holds variables such as contextual integration, 
values of liveliness, accessibility, and the impact of surrounding 
dynamics. Spatial insertion and integration into the contextual 
grid influence the visual connections and dynamic pervasiveness 
of an observer. Improved spatial insertion results in the intended 
perception of a location with intended visual sightlines and 
spatial relationships that can manipulate a persons’ thinking 
and acting, which returns to the concept of cognitive mapping. 
Also, improved integration of a space or building increases 
the pedestrian pervasiveness, which improves a continuous 
route, which leads to less stress. Another variable, liveliness, 
is stated to be less stressful when increased. Higher values of 
liveliness increase the feeling of safety, and could, for example, 
be reached through higher values of usability of functionality. 
An improvement of visually visible spaces increases the visibility 
variable which again leads to the increase of safety. Therefore, 
a decrease in invisible spots or dark places would increase the 

Figure 33. Integration into the contextual urban grid (Upmanis, 2019)
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feeling of safety and decrease the feeling of stressfulness. On 
the other hand, it is important to find a balanced liveliness, 
as, for example, crowding or an invasion of privacy increase 
stress. The last variable in this category is about the contextual 
dynamics in the environment, such as traffic, people, animals, 
and other moving objects in space. The speed of these objects’ 
movements is what influences perception the most. The view 
on objects with fast movement is conceived as more stressful 
than objects with slower movement. These are the variables 
within the category of contextual factors that influence 
perception, concerning their level of stimulation.

Figure 34. Liveliness and movement (Ragsdale, 2018)

Figure 35. Visual accessibility (Vorel, 2017)
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3.2 Open Space Typologies 

The second category holds all variables concerning open 
space typologies and green spaces. Open spaces support the 
experience of freedom and spaciousness, and in general decrease 
the level of stress. Open spaces include improved visibility, it 
enlarges the distance to objects, it ensures the safety and offers 
more space per person. Returning to the contrasting concepts 
for spaces, open spaces encourage absolute space orientation 
instead of relative orientation. Within the category of open 
spaces, a variable of open space typologies, which orderly 
rank different on stressfulness, is presented. Ordered from 
most not stressful, to least not stressful: a park, a courtyard, 
medium size traffic streets, pedestrian zones, heavy intensity 
traffic streets, and squares. Additional to these six typologies, 
found in others’ studies, the three typologies of water covered 
spaces, areas for sports, and parking spaces have been added, 
as a result of environmental experiences. Within the category 
of open spaces, another variable, which is more focused on the 

Figure 36. Open space typology: park (Szmolnik, 2018)
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contrast of openness, has the opportunity to recreate open 
spaces. The variable of the ground space index, GSI, could be 
used to reduce the covered ground space, resulting in more 
open spaces, and finally less stressfulness. It should be noted 
though, that creating new open spaces is quite a radical and 
affecting step, which is not used very often. An example of 
this application is in dense classical European cities. Next to 
the typological variables for open spaces, the use of natural 
elements also decreases stressfulness. Natural elements, such 
as trees, bushes, grass, and water, offer new scenic spaces with 
a soft character that eases the mind. Natural elements also 
hold a more transparent character as they are not completely 
closed and change with the season. Concluding, these variables 
on open spaces and green spaces represent the category of 
open space typologies.

Figure 37. Open space typology: water (Skarstein, 2018)

Figure 38. Open space typology: traffic street

Figure 39. Open space typology: square (Miller, 2018)

(Abarca, 2017)
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3.3 Urban Form

The third category holds all variables that concern a contrast 
within the urban form, that can present a difference between 
a situation that is more stressful than another situation. 
The first contrast is between a routing network with many 
choices or a route without choices. When a person needs 
to make more choice themselves, the perception becomes 
more stressful. While following a predestined route, without 
doubt, becomes less stressful. The second contrast is between 
façades, or objects, that are dissonant or consonant. A 
dissonant façade contains contrasting elements, while a 
consonant façade contains more similar elements. Therefore, 
dissonant features are more stressful than consonant features 
in spaces or architectural objects. The third contrast is between 
intermittent and continuous volumes. An intermittent volume 
contains gaps or irregular breaks, while a continuous volume 
remains regular and a whole. An intermittent volume therefore 
causes more stressfulness than a continuous volume. The 
fourth contrast is between heterogeneous and homogeneous 
ensembles. Where heterogenous ensembles represent an 

Figure 40. Contrasting façades (Bellando-Mitjans, 2019)
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environment of diversity, while homogeneous ensembles 
represent an environment of unity. Unity is less stressful as 
diversity, making a heterogeneous ensemble more stressful 
than a homogeneous ensemble. The fifth contrast is between 
objects that are nearby or far away. Objects that are nearby, 
allow the opportunity to see details, which makes the object 
more stimulating. While a far-away object stimulates less with 
less details, making it less stressful. The last, sixth contrast 
is between randomness or chaos and patterned forms. An 
environment that is more chaotic in its layout, or random in 
its materiality, can be experienced as more stressful. While an 
environment that is structured and patterned, will be less, or 
not experienced as stressful. Concluding, these variables are 
different contrasts of urban forms, that could guide and help to 
understand how stimulating urban forms can be. 
A side-note, the most radical forms of these contrasts could 
result in perceiving too much structure and as human beings 
are not robots, but contain a certain form of subjectivity, this 
would not always work out as decelerating environment.

Figure 41. Space of choices (Rattles, 2018)

Figure 42. Unity and patterned (Loven, 2014)

Figure 43. Diversity and chaos (Mossholder, 2019)
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3.4 Isovist Field

The fourth category holds all variables that define the isovist 
field, such as the isovist area, perimeter, and the vertices 
number. The two most important variables have been chosen 
to represent this category with the general aim of reducing the 
visual field of a person to prevent perceived stressfulness. The 
first variable of the isovist field is the isovist perimeter, the total 
outline of the isovist field in meters. A decrease in this total 
outline also decreases the perceived stressfulness. The second 
variable of the isovist field is the variable of the isovist vertices 
number, which are the total amount of vertices of the isovist 
outline. Again, a decrease in the vertices number results in a 
decrease in perceived stressfulness. Additionally, the variable of 
the vertices number is positively related to arousal. Concluding, 
these variables of the isovist field can reduce stressfulness by 
generally reducing the visual field.

Figure 44. A very large isovist field due to the water (Santiago, 2014)
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 A side-note, this category contrasts with the third category, 
open space typologies. The third category aims to reduce 
built space to provide open spaces, while this fourth category 
aims to limit the visual field, which mostly occurs through built 
spaces or other objects. Only green borders are usable for both 
categories. This points out a paradox in between the different 
categories, questioning if all categories can be implemented in 
one project, or that there needs to be a hierarchy in importance 
based on location-specific elements.

Figure 45. Isovist field limited by parallel buildings

Figure 46. Isovist field limited by near and far buildings

(Xu, 2019)

(van den Berg, 2020)
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3.5 Environmental Factors

The fifth category includes all variables concerning environmental 
and sensorial elements in a perceived environment, such 
as light, shadow, colors, and sound. The first environmental 
variable is light, which can differ in both its intensity as well as 
its continuity. Increased intensity of light is perceived as more 
pleasant and related to arousal, therefore darkness in the form 
of shadows causes stressfulness. The light continuity is also 
perceived as more pleasant, where light discontinuities, for 
example through irregular openings in buildings or objects, cause 
more stressfulness. Another environmental variable is color, 
which can differ in both its brightness and saturation, as well 
as hues and color warmth. Increased brightness and saturation 
of colors, in materials, for example, lead to a more pleasant 
experience. The hues of colors increase in pleasantness through 
the following range of colors, starting with the most pleasant 
color: blue, green, purple, red, and yellow. Additionally, color 
warmth is related to arousal rates. The third environmental 

Figure 47. Environmental factor of light and shadow (Moeses, 2018)
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variable is sound, which can differ in both its intensity as well 
as the type of sound. The loudness of, generally perceived, 
noise, for example, traffic noise, is perceived as stressful when 
its loudness increases. While the loudness of other types of 
sound, for example, music, can be experienced as arousing and 
pleasant, but this can be very subjective. 
Noting this subjective factor, every variable within this 
category has a certain portion of subjectivity. This is also why 
the environmental variable of temperature or weather is not 
noted in this category, as it cannot be influenced by planners 
or designers.

Figure 48. Environmental factor of color (Chatel, 2017)

Figure 49. Environmental factor of noise

Figure 50. Environmental factor of weather

(van Rooy, 2018)

(Kinsella, 2017)
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substantial deceleration
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B1
How to design deceleration
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1.1 Questions revolving around deceleration

Based on the theoretical foundation of the first chapter, the 
next step is to try and give the concept of deceleration a 
solid form. This next chapter introduces the goals set for this 
graduation project and how these goals will be developed and 
produced.

Returning to the introduction of this book, the first step into 
the concept of deceleration started with the research question 
of the graduation studio of ‘the intermediate size’:

‘Are we able to create intermediate spaces which are characterized 
- instead of speed and acceleration - by deceleration and slowness?’

This question can simply be answered with a yes, or a no, but 
as simple as this fifty-fifty answer choice can be, as hard as it 
is to answer this question. First of all, the intermediate spaces 
within this question can be defined as the in-between spaces. 
In between the street and a building, in between the water 
and the street, in between a building and another building, and 
so on. The intermediate space functions as the link between 
different parts, such as the connection or composition between 
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architectural objects and spatial structures, and in this study, it 
focuses on public urban spaces. [1]

Secondly, the question first points out the characterization 
of speed and acceleration before asking for the supposedly 
opposite version of deceleration and slowness. This is a subtle 
mark of a certain type of aversion towards the concept of 
acceleration, the question hints for a desire for something 
that could counterweight this acceleration, coming to the 
suggestion of deceleration.

A collaborative study towards the meaning and definition of 
deceleration resulted in a quite vague and broad definition 
of the concept. The research resulted in different important 
themes, such as the sequence of space, transition of space, 
repetition of space, framing of space, and isolation of space. 
Additionally, a lot of concepts were found which are all 
somehow related to the concept of deceleration. In the end, 
the conclusion on deceleration is that the concept is both 
related to physical and mental elements and aspects, but there 
would not be a clear definition of slowness in literature. The 
attempt to clearly define the concept would leave too many 
relevant elements out, which do have a certain relation with the 
concept. Deceleration or slowness is a subjective and relative 
experience, which is not per se the anti-definition of fastness 
as slowness is not only associated with speed-related aspects.

Throughout the study in the previous chapter, it is clear that 
a search continued towards a more substantial definition of 
deceleration. Through an understanding of perception related 
to spatial environments, new insights came about that did 
already appear in the concept collection of this collaborative 
study. For example, the general concept of spatial experience 
and stimuli, but also concepts within the categorical variables 
such as perspectives, light and shadow, order, orientation, and 
continuity. Through this deeper study from the viewpoint of 
perception, a hypothetical definition of deceleration came 
about. The hypothetical definition, with which this study will 
continue, follows: 

‘A decelerating space is a space that is less stimulative compared to 
the everyday urban spaces characterized by acceleration, and it is 

experienced as a less stressful and more pleasant space.’

This definition does not literally explain what a decelerating 
space should look like, and it does by far not cover every 
element that could be connected to the concept. But it does 
cover a substantial start, from a user-centered point of view, as 
perception becomes the basis for this hypothesis.

1. Groenland, J., &
Bijlsma, L. (2006). The 

Intermediate Size: A
Handbook For Collective

Dwellings. Nijmegen, 
NL: Sun.
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This is where the hypothesized definition of decelerating spaces 
comes to the result of the previous chapter, the categorical 
variables. These variables are the influencers that make or 
break the success of a decelerating space. The variables could 
be used as guides in analysis and design, as these are substantial 
translators of spatial elements towards perceived stimulation 
and stressfulness.

And when speaking of translating, the aim is to connect and 
implement this knowledge and theory to real environments, 
which brings this journey to a new question. Does the type of 
environment have an impact on the use of these variables and 
if so, what does a type of environment mean for these variables 
and through them for the experience of deceleration? There 
are a lot of different environmental types, for example, there is 
the town, but also arcadia, parks, industry, and the wild [2]. But 
all taken together, according to Bell et al. [3], the comparison 
of urban versus rural environments is still one of the best 
opportunities to research how the surrounding environment 
affects ones behavior. Therefore, from the viewpoint of 
perception, resulting in behavior, to get a complete view on 
different types of environments, this study will continue its 
search for substantial guides for decelerating spaces through 
two different types of environments. 

The two different types of environments are spaces with high 
urban characteristics and spaces with low urban characteristics. 
High urban spaces are characterized by masses that are 
cut through by voids, while a low urban space is rather an 
endless floating void with masses in it. High urban spaces are 
locations where a large concentration of people and activities 
come together in a given area, to provide the dimensions of 
human life. Spatially, these are high density areas, filled with 
infrastructure, where movement and speed is prioritized 
over place to stay and not move. While low urban spaces 
are characterized with larger distances, a smaller density, 
and a slower pace of changes, for example rural areas and 
natural settings. High urban spaces represent an environment 
where there is intensifying stimulation, with rapid changes, 
unexpectedness, chaos, small distances, and an intellectual and 
efficient focus on life. While environments of low urban space 
are more focused on the personal, emotional and social level, 
where everyone knows everyone and a feeling of community 
becomes stronger. [3, 4, 5, 6]

Concluding and combining these questions leads to a general 
search towards a way to embed deceleration into real 
environments. This search, and all of these questions lead to 
the main research question of this study.

2. Cullen, G. (1971).
The Concise Townscape.

London, UK:
Architectural Press

3. Bell, P.A., Fischer,
J.D., Loomis, R.J.

(1978). Environmental
psychology. Philadelphia,

US: W.B. Saunders
Company.

4. Mehrabian, A.,
Russell, J.A. (1974).

An approach to
environmental

psychology. Cambridge,
UK: The MIT Press

5. MVRDV (2006).
FARMAX: Excursions on

Density. Rotterdam, NL:
010 Publishers

6. Simmel, G. (1903).
The Metropolis and

Mental Life.
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1.2 Research question

The research question is the basis for the following research, 
which is connecting the theoretical standpoint on deceleration 
to real locations. Different questions are explored and combined 
to process the total research question, which focuses on the 
main exploration into substantial deceleration:

‘Are we able to find common variables that influence the 
perception of stimuli intensity, and compose a strategic plan to 

evolve the local variables of an environment towards an increase of 
perceived slowness?’

This question, again, can be answered with a yes or a no. 
And as this study has already shown, the first segment of 
the question can already be answered with a yes. There are 
common variables, which can be defined in spatial elements, 
that influence the perception of stimuli. The next step of this 
knowledge is to embed it into the real world. The purpose 
of this research question is to create a substantial theory, 
strategy, or guidelines towards designing decelerating spaces 
so that designers and planners can use this knowledge and 
implement it into designs. The usability of such a theory is very 
important as it is dealing with the development of concrete 
and physical spaces.

Figure 52. Two types of environments: low urban and high urban



68

With the main research question, arises a lot of new sub-
questions. How to design deceleration and how to apply the 
gathered knowledge on deceleration, while keeping an eye 
on the specifics of an environment? And what design attitude 
is needed towards different types of environments? Are we 
able to create slow spaces in different types of areas, the same 
way, or differently? And to what extent are the variables of the 
categories applicable in real environments, and what are the 
disadvantages and where do these variables lack in reality? Does 
design in the end provoke the feeling of slowness, and how is this 
experienced? Does deceleration become a noticeable element 
in space, or does it remain a concept that can, but also cannot 
be experienced? And of course, finally, what will deceleration 
look like, compared to the space without deceleration. What 
does this mean spatially, experiential, atmospherically, and 
functionally? All these questions form the basis for the following 
chapters, and the working method combined with a process 
setup is explained in the following paragraph.
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1.3 Methodology

The search towards deceleration as the main topic has already 
started with a combination of two methods, namely an 
experience-based search for the perception of slowness, and 
a literature study about slowness, perception of stimuli, and 
decelerating variables. The following process will use methods 
that are suitable for location bound studies, such as mapping, 
analyzing specific spatial and functional aspects, designing, and 
comparing. First, two locations within Rotterdam, as this is the 
graduation studio case-study area, with a different environmental 
type of high and low urban spaces will be chosen. These locations 
will be thoroughly analyzed through basic analysis towards 
contextual, spatial, functional and programmatic research, 
without a focus on the categorical variables. The analyses will 
elaborate on the strengths and weaknesses of each location and 
formulate the important challenges of these areas. This forms 
the basis for a design concept. Thereafter, research regarding 
the categorical variables found in chapter A will continue. Both 
locations will be researched for all categorical variables, as well 
as their design concepts, which will be evaluated through the 
categorical variables. Research by design process evolves the 
knowledge about the success and limits of the categorical 
variables and results in a design for both locations. The designs 
and the design process are the basis for the conclusion on a 
comparison between two different types of environments. 
For a deeper understanding of the experience of deceleration 
in design, the design for the high urban space will be used to 
elaborate on this experience-based study. This because of the 
limited timeframe of this graduation study, and because the 
high urban space represents the urban space scope more than 
a low urban space, as a low urban space design revolves more 
around landscaping tools, compared to urban space designs.

In the end, the following chapters will result in different products, 
such as a solid comparison between two locations, including 
a basic analysis, a deep analysis of their categorical variables 
of perception regarding stimulation. Next to the analyses, the 
products of two design maps for the two locations, as well as a 
detailed elaboration on one location will be the final result on 
which a concluding decelerating word can be based. The aim is 
to find more answers to the previous questions on deceleration 
and its practical and substantial meaning, its elaboration, and 
validation.



Henderson, 2019
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B2
Where to design deceleration
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Figure 54. Rotterdam before the Second World War in

Figure 55. Rotterdam after the Second World War in

Figure 56. Rotterdam in 2020 (Google, 2020)

1935 (Gemeentearchief Rotterdam, 2008)

1947 (SERC, 2016)
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2.1 Rotterdam

Rotterdam is a growing city, in its population, its facilities, its 
culture, and other aspects. The urbanizing city develops more 
and more with its iconic modern architecture and high rises. 
Rotterdam is a hard-working city, which is well known for its 
harbor and trade connections from the 13th century on. The 
city flourishes and develops fast with its strong harbor, which 
is seen as the gate into Europe. The city and its employment 
opportunities are growing fast, and new suburbs arise as 
Rotterdam itself cannot house all residents. Figure 54 shows 
the inner city of Rotterdam in 1935, a lively and dense city with 
at that time buildings with a maximum height of 70 meters. [7]

The years of development and wealth are brutally interrupted 
when in the second world war, in 1942, the inner city of 
Rotterdam is bombed. Almost the total ‘Stadsdriehoek’, 
translated as inner-city triangle, is wiped away, except for a few 
buildings standing in a suddenly open void (fig. 55). It leaves the 
city literally in ashes, as everything has burned away. The inner 
city of Rotterdam, with a destroyed urban fabric, and with all 
its residents that lost their houses, it had to be reorganized and 
rebuilt. Rotterdam became a place with new urban standards, 
and of modern architecture, a place for new styles, and a place 
for every style. This results nowadays in a mix of fast built 
housing to provide living spaces after the bombing, combined 
with iconic architecture (fig. 56). A new shopping area was 
developed and is still developing, the historic harbor was not 
functional anymore and changed into a residential area, and 
while re-organizing, the water system and the train elevated 
ways were redeveloped as well. [8]

With modern architecture, also came new establishments in 
building heights. For the future, there are still new high rises 
planned, as the city lacks in space, resulting in densification. 
More people and accommodations on a plot, with no more 
space on the ground level, the only way to go, is up. Resulting 
in a rapidly densifying and intensifying city, where every space 
becomes more valuable, but also more societal pressure arises 
on these spaces. The figures 61 up to 70 manifest an overview 
of some of the planned high-rises in the inner city of Rotterdam 
in the coming years, with towers ranging from 70 meters to 
212 meters high. [9]

Figure 57. Rotterdam in 1875

Figure 58. Rotterdam in 1910

Figure 59. Rotterdam in 1950

Figure 60. Rotterdam in 2020

7. Isgeschiedenis. (2020, January 9). Rotterdam: van kleine handelsstad tot grootste 
haven ter wereld. Retrieved March 1, 2020, from https://isgeschiedenis.nl/nieuws/
rotterdam-van-kleine-handelsstad-tot-grootste-haven-ter-wereld

8. Jager, I. (2015). Evert en Herman Kraaijvanger, Architectonische noblesse. Rotterdam, 
NL: Nai010 uitgevers.

9. Top010. (2019, December 26). Hoogste gebouwen Rotterdam. Retrieved March 
1, 2020, from https://nieuws.top010.nl/hoogste-gebouwen-rotterdam
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Figure 61-70. Planned developments of high-rise in the inner city of Rotterdam
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2.2 Mapping Rotterdam

Rotterdam, nowadays, is a highly urban city, nonetheless, it 
does have places that can be characterized as decelerating. 
These spaces are mostly locations with a high amount of natural 
elements, such as greenery and water. Throughout the city, 
there are multiple small parks and a network of ‘Singels’, which 
penetrate the city with natural trails of green and water. As the 
city has developed around the historic harbor, it holds much 
openness through these spaces with water. Furthermore, with 
the densification of the city, there are allotment gardens outside 
of the inner city, as residents in the inner city do not have the 
privilege of a garden. As well as these recreative gardens, there 
are sports areas for active recreation that also create openness 
and a green landscape. These spaces are mostly located in the 
periphery of the city. Lastly, the open spaces within the dense 
city have a strong contribution to the characterization of 
deceleration as it contrasts with the surrounding dense norm.

Figure 71. Decelerating spaces in Rotterdam

Legend:

Natural locations and parks
Singels
Water
Squares
Docks along the harbor
Allotment gardens



77

Figure 72a. Parks and green spaces Figure 73a. Harbor, canals, and other types of water systems

Figure 72b. The Westersingel (part of Singel network)

Figure 74a. Sport areas (dark-green) and allotment gardens (ligh-green)

Figure 74b. Impression of the allotment gardens in Blijdorp

Figure 73b. Nieuwe Maas with the Erasmusbrug

Figure 75a. Spaces of openness

Figure 75b. Open space approaching the Central Station
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Against these locations of deceleration, Rotterdam is more 
characterized by dynamic spaces with fast-moving traffic. These 
spaces form the veins of the urban life that transport people, 
goods, and facilities, keeping the city alive. As already pointed 
out, this network revolves around functionality, efficiency, 
fastness, and accessibility. First, there is a hierarchy of different 
types of traffic roads, which range from the high-way in the 
north-west of the map in figure 77a, to important and less 
important roads in the city itself. There are different types of 
traffic coming together in the city, for example, motorized 
traffic such as cars, motors, and trucks, but also public transport, 
bicycles, and pedestrians. Speaking of pedestrians, there are 
some spaces reserved for pedestrians only, the shopping and 
more commercial areas, which become locations of crowding 
and many impulses through advertisements and shop windows. 
Public transport, on the other hand, has a mix of underground 
systems of train and metro, ground-level systems of the tram, 
and elevated systems of train and metro. The tram is mixed 
with the normal traffic, but differences in its look being grey 
through asphalt or green through the grass.

Figure 76. Network of mobility in Rotterdam

Legend:

Highway
Primary traffic road
Secundary traffic road
Train
Metro (underground)
Tram
Commercial spaces
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Figure 77a. Major traffic roads Figure 78a. Commercial spaces and shopping areas

Figure 77b. Mix of different traffic types at the Schiedamsedijk

Figure 79a. Public transport network

Figure 79b. Train in the inner city, network crossing

Figure 78b. Shopping area of the Lijnbaan

Figure 80a. Tram system of grey and green tram lines

Figure 80b. A green tram line at the Heer Bokelweg
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Figure 81. Places of experienced deceleration

Figure 82. Environmental types

Figure 83. Given locations to study in graduation studio

Legend:

Legend:

Natural locations and parks
Singels
Water
Squares
Docks along the harbor
Allotment gardens

High urban inner city
Urban inner city
Residential area
Mixed area
Non-residential area
Industrial area
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Figure 85. Contrast of two environmental types

2.3 Chosen locations

Through a concise analysis of Rotterdam its urban systems of 
places that represent non-deceleration or places that can be 
experienced as decelerating, two locations have been chosen. 
As the two locations should be different environmental types, 
a map in figure 82 shows the different types of areas in the 
city. From the inner city and surrounding high urban spaces 
to primarily residential neighborhoods to non-residential areas 
with businesses, activities, and other types of spaces, to the 
industrial zones of Rotterdam and their harboring activities. 
Lastly, the input of the graduation studio is the focus on a 
selection of four areas. Altogether, the centrally located 
Leuvehaven has been chosen as the high urban location, and 
the more peripherical location of the Blijdorpse Polder has been 
chosen as the low urban location. The areas contrast in their 
density, functions, and type of space, but are similar in having 
openness through water, a common element in Rotterdam, 
and the presence of major traffic roads.

Figure 84. Chosen locations: Leuvehaven (right) and Blijdorpse Polder (left)



Stichting Communicatie ‘70 Rotterdam, 1970
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B3
Introducing the two locations
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Figure 86. Leuvehaven 1923, before the war (Sluijter, 2009)

Figure 87. Leuvehaven after the bombing (Collectie Nederlands Instituut voor Militaire Historie, 1940)

Figure 88. Leuvehaven after the war in 1946 (Collectie Nederlands Instituut voor Militaire Historie, 1946)
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3.1 Leuvehaven

Where Rotterdam enters the Nieuwe Maas, is the historic 
harbor of Leuvehaven located. The development of Rotterdam 
started here, there where its harboring connections and 
trade opportunities originate. Leuvehaven was known to be a 
very active and lively place with lots of job opportunities and 
activities throughout the day. With the train connection to 
Utrecht, which opened in 1877, the city expands south of the 
Nieuwe Maas, and Leuvehaven became the beating heart of 
Rotterdam. But in the second world war, in 1942, the city was 
bombed, and Leuvehaven was almost completely destroyed. 
The city planners faced a new challenge of rebuilding the 
city, and in the process, they decided to use the opportunity 
of reorganizing the urban plan of the city. This resulted in 
removing the water in the Schiedamse Singel and the northern 
part of Leuvehaven, as well as changing the Wijnhaven island 
and adding the Bierhaven and the Rederijhaven. But also 
the traffic road along the Leuvehaven, the Schiedamsedijk 
was replanned, and with this, the total urban tissue was 
reorganized, as everything already had to be rebuilt. Later on 
round 2000 also the water of the Zalmhaven was removed, 
leaving the Leuvehaven as only original harboring water in the 
center of Rotterdam north of the Nieuwe Maas. After the war, 
construction of the new city center developed quickly, new 
housing arose, and the Leuvehaven became a historical valuable 
place. With the Maritiem Museum of the head of the harbor 
and all historic ships in the harbor, Leuvehaven is assigned as 
a historic harbor with designated places for only historical 
ships. Through the reconstruction of the city came high rises 
and iconic architecture, for example, the Erasmusbrug. [10, 11]

Figure 90. Leuvehaven in 1940 Figure 91. Leuvehaven in 1945 Figure 92. Leuvehaven in 1975 Figure 93. Leuvehaven in 2020

Figure 89. Leuvehaven location in Rotterdam
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Now, Leuvehaven is a harbor with a historic atmosphere, 
against the background of a city with modern architecture and 
emerging high-rises. North of Leuvehaven, is the other part of 
the city center towards the central train station, with lots of 
shops and business activities. To the east and west, the area 
is surrounded by mostly residential areas, and to the south-
west, the enormous harbor continues. To the south, the area is 
enclosed by the Nieuwe Maas with the Noordereiland, mostly 
residential area, and the Kop van Zuid, a popular hotspot, on 
the other side of the water. The urban spaces in Leuvehaven are 
limited through several border types. For example, the huge 
open spaces caused by the water, the primary traffic roads, 
the height differences caused by dikes, and green structures 
like the Singels. Functionally the area houses in the west mostly 
residential buildings, with an eventual shop or business on the 
ground level. Furthermore, there are buildings with businesses, 
companies, and offices, as well as buildings for educational 
purposes. Also, more specific functions such as religious 
buildings, as well as a hospital are located in Leuvehaven.

Figure 94. Leuvehaven nowadays (Google, 2020)
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Figure 95. Map Leuvehaven

Figure 96. Map border types

Figure 97. Map functional types

Legend:
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Water
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Figure 98. Sawmill company of Abraham van Stolk (Engelfriet, 2015)

Figure 100. Blijdorpse Polder 2020, Delfshavense Schie

Figure 99. Blijdorpse Polder 1985, Delfshavense Schie (Sellenraad, 1985)
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3.2 Blijdorpse Polder

In the periphery of Rotterdam, right in the middle of important 
highways, the train and canal network is the Blijdorpse Polder. 
This used to be a simple polder with only agricultural functions 
until the area was dry milled at the end of the 18th century. 
The canal of the Delfshavensche Schie was opened in 1389 and 
the second canal Schie-Schiekanaal was built in 1933 to connect 
the Delfshavensche Schie to the Rotterdamse Schie, which is 
now the Noorderkanaal. The railroad connecting from the east 
to the west was built in 1847, and the railroad to the north 
was built in 1899. Round 1940 the Blijdorpse Polder developed 
with allotment gardens and a wood sawmill company of 
Abraham van Stolk, whose name currently marks the main 
road through the area. Next, the area slowly complemented 
with new additions of companies, and a recreational harbor, 
the Fokhaven, in 1960. The infrastructure also becomes more 
present through the connection of the A13 towards The Hague 
in 1960, which was first an national road opened in 1933, and the 
highway A20, connecting Maasdijk to Gouda in 1972. Blijdorpse 
Polder keeps developing together with logistic opportunities, 
industry, and businesses that cumulate in the Blijdorpse Polder 
and the Spaanse Polder. Round the year 2000, the wood 
sawmill ended, but new companies and businesses came in 
its place. In the same year the zoo, located east of the train 
tracks, expanded into the Blijdorpse Polder to create new 
terrain for the zoo, a new entrance and a large parking lot. The 
area was complemented with companies, a jail, sports areas 
for baseball and hockey, and a small segmented park, the Roel 
Langerakpark.  [12, 13, 14, 15, 16]

Figure 102. Blijdorpse Polder in 1930

Figure 103. Blijdorpse Polder in 1950

Figure 104. Blijdorpse Polder in 1975

Figure 105. Blijdorpse Polder in 2020Figure 101. Blijdorpse Polder location in Rotterdam
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Now the Blijdorpse Polder is a separated area, apart from 
its context, and it holds a diverse range of functions, but no 
residential functions. Around the area is the suburb Overschie 
on the north-east and to the north the allotment gardens, 
camping, and sports area. On the east is the zoo and towards 
the south are more residential neighborhoods. To the west is 
the Spaanse Polder with industrial areas. The Blijdorpse Polder 
is locked in between strong border types like highways, canals, 
and railroads. The two highways, the A13 and A20, close the 
area on the north and north-west. The railroads come together 
in a node, south-east of the area, and therewith close the area 
on the south and east. The canal of the Delfshavensche Schie 
closes the area on the south-west side. The area holds a variety 
of functions that do not interact with each other and making it 
impossible to describe the area with a single function type. As it 
only holds functions of companies, wholesales, recreation, and 
sports, it has become an area that is awake at day, but empty 
and quiet at night.

Figure 106. Blijdorpse Polder nowadays (Google, 2020)
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Figure 107. Map Blijdorpse Polder

Figure 108. Map border types

Figure 109. Map functional types
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3.3 Comparison Leuvehaven versus Blijdorpse Polder

The two locations have been chosen on their differences in 
the environmental type of a high urban space in Leuvehaven 
and a low urban space at Blijdorpse Polder. Therefore the 
main difference between these two locations is in the building 
density, as Leuvehaven has a GSI of 0.28 and an FSI of 1.56, 
whereas Blijdorpse Polder has a GSI of 0.13 and an FSI of 0.18. 
Where Leuvehaven is dominated by the mass, Blijdorpse Polder 
is dominated by the void. As the open space ratio of both 
locations emphasizes the difference in the domination of open 
space in Blijdorpse Polder with a ratio of 4.90 and Leuvehaven a 
submissive ratio of 0.46. Concluding, the main difference shows 
through the contrast of urban volumes against landscaping. 
Additional to this difference, the difference in dominating 
materials is in line with the contrast. Namely through stone and 
grey colors in Leuvehaven and natural colors of greenery and 
wood in Blijdorpse Polder. Lastly, another difference between 
the areas is shown through its use and dynamics. Leuvehaven is 
an always dynamic area with a continuous flow of traffic. While 
the dynamics of Blijdorpse Polder are strongly dependent on its 

Figure 110. High urban environment in Leuvehaven

Figure 111. Chosen focus area Leuvehaven
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Figure 113. Chosen focus area Blijdorpse Polder

Figure 112. Low urban environment in Blijdorpse Polder

activities, peaking on specific times of the day or even season.
On the other hand, the two areas also have similarities. Both 
locations are affected by the presence of primary traffic roads 
increasing the focus on acceleration and dynamics. Furthermore, 
another similarity is the presence of openness, although very 
different in total volume, both locations obtain openness 
through the same source of water. Another similarity is in a 
strong movement direction, in Leuvehaven this is one parallel 
focus from the north to the south or the other way around. 
In Blijdorpse Polder this main parallel focus is from the south-
south-west to the north-north-east or the other way around. 
Lastly, a strong similarity in both locations is this directional 
zone with over the total length of two parallel zones. On the 
one side a zone, characterized by acceleration and stimulation, 
and on the other side a zone, characterized by, or opportunity 
to deceleration and less stimulation compared to the other 
zone. And with these zones, the following focus area of the 
chosen locations has been elucidated and the following analyses 
and designs will be applied to these zones of the locations.
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3.4 Challenges Leuvehaven

Urbanization in Rotterdam is in full swing with all developments 
of new residential high rises and extra office spaces. Still, the 
municipality of Rotterdam notes the lack of residential space, 
therefore more housing is a challenge too in Leuvehaven [17]. 
With more housing also comes a need for more facilities like 
shops and recreation, which is focused on passive and social 
recreation in this center of the city. Another challenge of 
Leuvehaven is the mix of public space with semi-private space 
of the Maritiem Museum, as the museum has an outdoor 
section, publicly accessible on the dock of the Leuvehaven. The 
museum has a private floating pier, granting access to historical 
ships in the Leuvehaven. And lastly, the museum has plans of 
expanding, meaning another challenge in more space for the 
museum has joined. Another challenge are the intimate, but 
uninviting or even inaccessible spaces in between the lower 
housing east of the Leuvehaven, in the Bierhaven and the 
Rederijhaven. Lastly, the main challenge is to find a way to 
create a decelerating space for both the residents of this area, 
as well as employees, and tourists. Residents should be able 
to slow down after a busy day, employees should be able to 
slow down in their break, and tourists should slow down after 
a constant experience of too much new impressions.

Figure 114. Axonometry Leuvehaven current situation
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3.5 Challenges Blijdorpse Polder

As Rotterdam will continue to grow, the pressure of 
urbanization could also extent to the periphery and suburbs of 
the city. However, with the separation of the Blijdorpse Polder, 
this area will remain separated and form a functional heart 
where the urbanization could not be accessed, and the area 
could become the outcast within an over urbanized context. 
The challenge for Blijdorpse Polder is to develop a non-
residential area with an improved organization of functions. As 
the area now is empty most of the time, because of inefficient 
planning of time, day, and season bound functions. Because 
this is no residential area, people only get here by destinations, 
therefore the destinations form the base of the organization 
of this area. The functions form the destinations, and with the 
functions, the type of user is defined. The challenge is to re-
organize the existing functions into a multi-use landscape with 
more connection between the different single-use spaces. The 
focus is on active recreation of sports, and passive recreation 
for in the park. An additional challenge is the already existing 
problem of a shortage of parking spaces in the peaking dynamics 
of the area. As the area is used for the zoo, for small sports 
competitions, but also international baseball competitions in 
the stadium, and festivals in the summer.

Figure 115. Axonometry Blijdorpse Polder current situation
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EVOLUTION OF 
APPLIED DECELERATION
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Intoduction chapter C

For the design of a decelerating space for both locations of 
Leuvehaven and Blijdorpse Polder, a design and research process 
has taken place with an evolution of this applied deceleration 
as a result. Through different steps of analysis, research by 
design, evaluations, criticism, and discussion, the final design, 
in the form of a masterplan, is found for both locations. The 
sub-chapters of this chapter explain and summarize some 
of the more important elements of this process. Starting 
with introducing the focus areas of the locations through 
an analysis, independent of the theme of deceleration. This 
analysis elaborates on the experience of the spaces in the 
location, as well as basic mappings to understand the location. 
The second sub-chapter involves a first design concept for both 
locations, based on a program of requirements, which again 
is based on the analysis. Thereafter, the third sub-chapter is 
a step back into location analysis, but this time focused on 
the theme of deceleration through the categorized variables. 
This analyses the environmental spaces of the two locations 
on the five different levels of decelerating spatial variables. A 
conclusion on this second analysis gives more insight into the 
applicable use of these variables. This is again the base for the 
last sub-chapter, where the first and independent designs will 
be evaluated through the decelerating categorical variables, 
resulting in critical new points for an improved design. This 
improved design is thereby also the final masterplan and with 
this final design, a new conclusion will follow on the evolution 
of the practice of designing deceleration. Altogether, the sub-
chapters will one by one explain some parts of the process of 
coming to a conclusion on applied deceleration but note that 
these sections do not represent the literal process. The actual 
process has been chaotic and an entertaining struggle towards 
translating the feeling-based concept of deceleration into 
applied deceleration. The different steps have followed each 
other continuously, but in the process, it also occurred to take 
steps back, or look ahead, and wandering off. But this chapter 
tries to grab the most important portions of this process and it 
presents these portions in a more structured way.



de Vriend, 2019



101

C1
Basic (independent) analysis
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1.1 Experiencing Leuvehaven

Walking through Leuvehaven, the harbor with its historic theme 
attracts attention with its spaciousness and impressive objects. 
The location is always approached from a higher level, which 
creates the first impression from a few meters higher than the 
dock itself, let alone the objects on the water. The water owns 
a certain type of calmness in its peacefully rippling water. With 
this soft characteristic base of the water, the historic ships 
get all attention in their size and matchless appearance. The 
special vibe of this space is strengthened by the contrast to its 
context, the high urban center of Rotterdam. Elements such as 
dense buildings, high traffic intensity, modern high rises, many 
dynamics, all different noises, all form the lively or even hectic 
city experience. The rhythm of the city is reflected through 
these elements and all dynamics while intensifying through 
the ages. On the other side, this urban space also conserves 
some contrasting locations which are more characterized 
by peacefulness, calmness, and a small scale atmosphere. 
Elements of such locations are more green elements, an 
intimate and hidden space, lower building blocks, courtyards, 
and more historic and characteristic building styles. Altogether, 
this contrast and the central quality of the water are the first 
impressions expressed by Leuvehaven.

Figure 116. Leuvehaven, historic water theme with low and high rise as background
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Figure 117. Characteristic historic harbor dock

Figure 118. Characteristic historic harbor water

Figure 119. Characteristic historic ships
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Figure 120. Pedestrian path with dynamic city life

Figure 121. Intersection of high traffic roads

Figure 122. Modern buildings and high rises
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Figure 123. Intimate building blocks with green

Figure 124. Public courtyard within the building blocks

Figure 125. View from courtyard on the inner watter parts of the island





Leuvehaven

Mensen lopen voorbij,
onder mij kabbelt het water,

geluid van verkeer nabij,
een sirene even later.

De geluiden van de stad,
volgen het leven van de stad,

vormen het ritme van de stad,
wat nooit eerder zulke inhoud bezat.

Steeds meer en meer,
intensiteit van factoren,
heen, weer, op, en neer,

variërende actoren.

Hier staan twee stadsgezichten,
recht tegenover elkaar,

twee contrasterende berichten,
bereiken elkaar daar.

Het intieme woonblok,
de hoog opspringende gebouwen,

ze creëren een schok,
wanneer we dit aanschouwen.

Geen negatieve ervaring,
maar een nieuwe aanvaring,

van een onverwachte combinatie,
in deze contrasterende situatie.

Oud en nieuw naast elkaar,
niet ongebruikelijk in Rotterdam,

alleen is het hier onbereikbaar,
daar waar de haven haar plaats innam.

Het water geeft ruimte en lucht,
een kalmte in de hectiek,

ze bied ieder een toevlucht,
van deze urbane problematiek.

Alleen kunnen we er niet van nemen,
van die voorgeschotelde vertraging,

alleen afstandelijk waarnemen,
en dromen van die uitdaging.

Een contrast zonder grens,
een contrast zonder overloop,

bereikbaar voor de mens,
zonder ongevraagde doop.
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1.2 Analysis Leuvehaven

The first mentioned and noted aspect of a visit to Leuvehaven 
is the height difference in the urban landscape, as the roads of 
the Schiedamsedijk, Vasteland, and Boompjes are places upon 
a dike. This dike is three meters high, leaving the docks as a slim 
surface against a mental wall of the dikes. The height difference 
causes an edge or border in the area and separates the 
infrastructure from the public space for the Maritiem Museum 
on the dock. Next to this static height difference, a dynamic 
height difference is also present in the level of the water surface. 
This level differs throughout the seasons, as in the winter the 
level is two meters higher than the summer. This means that 
the connection to the water in the summer is quite distanced, 
but in the winter this surface is closer and easier to experience. 
Furthermore, the primary infrastructural element in the focus 
area of Leuvehaven is the Schiedamsedijk, a connection from 
the north, with the inner city, to the south, over the Nieuwe 
Maas towards the southern part of Rotterdam.

Figure 126. Leuvehaven map [scale 1:7500]
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summer
winter

water level:

Figure 127. Height difference of 3 or more meters [scale 1:10000] Figure 128. Infrastructure [scale 1:10000]

Figure 129. Section Schiedamsedijk

Figure 130. Section Terwenakker Figure 131. Height difference example Schiedamsedijk
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Continuing with the freedom of movement through 
Leuvehaven, this movement is mentally limited by semi-public 
spaces. As the museum displays different objects of their 
collection over the whole dock of the Schiedamsedijk, this 
dock feels like an outdoor part of the museum, but actually 
is public space. However, the entrances to the floating piers 
and historic ships of the museum, which is private space, are 
clearly limited through gates that can be closed. Furthermore, 
locations such as the island, the Terwenakker, and the east of 
the Inntel Hotel are spaces that are public, but not used as 
public spaces because these locations are most of the time 
a dead end of the pedestrian routing. Which, in the case of 
the island, is quite unfortunate, as this is the greenest location 
of the area. All other green elements in Leuvehaven exist of 
continuous structured trees along roads. The water, however, 
dominates the area as a natural element within the urban 
spaces. Although, this natural element is still structured as a 
new dynamic urban landscape for ships, with a central channel 
for movement and a network of floating piers for settlement.

Figure 133. Pedestrian routes [scale 1:10000]

Figure 134. Gate to private pier
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Figure 135. Blue and green structures [scale 1:10000] Figure 136. Harbor lay-out of ships [scale 1:10000]

Figure 137. Green cluster on island

Figure 138. Trees along Schiedamsedijk

Figure 139. Historic ships Figure 140. Types of floating piers and bridges
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Figure 141. Building types of unity versus diversity [scale 1:10000]

Figure 142. Façade of unity on island

Figure 143. Façade of unity of museum pavilion

Lastly, around the Leuvehaven different types of building 
volumes are present with a mix of continuous and unite 
ensembles, as well as very unique and outstanding building 
types. Along the west side of the Schiedamsedijk, residential 
blocks from a very unity wall, separating the busy road from 
the introverted residential neighborhood. The unity of such a 
block is achieved by a very structured façade with repeating 
elements. The ground floor of the building is dedicated to public 
functions and therefore has its own horizontal organization. 
This ground floor is highlighted through a forwards gesture 
of the shop windows. Vertically, this ground floor aligns the 
upper residential floors with the central staircases leading to 
the apartments. The last floor is again highlighted through a 
new horizontal alignment with a backward gesture. Altogether, 
as this residential block, also other volumes of unity are present 
in Leuvehaven, such as the museum pavilion and the residential 
ensemble on the island. On the other hand, unique objects 
are drawing attention in the Leuvehaven and could be seen as 
landmarks for example. Examples of these building volumes are 
the residential Coopvaert tower east of the museum, as well as 
the Inntel hotel tower and other building volumes.

Legend:
Unity
Diversityy



113

Figure 144. Location of façade detail Schiedamsedijk Figure 145. Façade detail Schiedamsedijk

Figure 146. Structure of façade detail Schiedamsedijk

Figure s 147-150. Diverse building all unique in appearance (Coopvaert, Inntel Hotels, Ernst en Young, Inntel Hotels)
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1.3 Experiencing Blijdorpse Polder

Walking through Blijdorpse Polder, openness, spaciousness, 
and distances softly embrace the perceiver. The inner area 
of this environment is featured through grass, bushes, trees, 
and a reflecting surface of the water. The experience of 
natural materials on the ground, and an immense overhead 
sky, caused by the spatial openness, is even intensified by the 
reflecting water. This central quality of a spacious environment, 
dominated by natural elements, is bordered along an area of 
sport field. A wide and central path guides in between these 
two different space typologies. Where both of these spaces are 
open and transparent, the sports area also contrasts the park, 
as it is fenced and bound to structural rules. The park naturally 
follows its lines and volumes of water or dense green, and 
thereby attracts attention. Continuing through a funnel where 
the parking area touches the sports area, the two become one 
in the revelation of a public running track, which is used as a 
public spot to individually sport, to recreate, or to sit down. 
But before all of this can be experienced, the first impression 
of Blijdorpse Polder will always, from every access point, be 
through a large grey parking space. The space is as open as 
the other spaces, but dominated by asphalt and vehicles, and 
experienced as a dull and wearisome space.

Figure 160. Blijdorpse Polder, a green oasis within the hectic urban structures



115

Figure 161. Characteristic peaceful lake in park

Figure 162. Characteristic central path through park

Figure 163. Characteristic spaciousness through openness in park
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Figure 164. Baseball stadium and field

Figure 165. Private sport fields

Figure 166. Public running track along railroad
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Figure 167. Parking space at the zoo

Figure 168. Parking space at the hotel

Figure 169. Parking space at the fitness





Blijdorpse Polder

Volop stilte en rust,
alleen de vogels en wind,

geluid van ver wordt gesust,
daar waar ik me bevind.

Een enkele voorbijganger,
verbreekt het statisch geheel,

hun beweging wordt langer,
en de tijd staat weer stil.

Een stil landschap,
natuur tegenover structuur,
met slechts één enkele stap,

en een draai aan het stuur.

Enerzijds een open park,
bekleed met gras,

ommuurd door bomen,
doorbroken door het water.

Anderzijds sportvelden,
bekleed met gras,

ommuurd door hekken,
doorbroken door een tribune.

Zij die de grens breken,
vliegen over en weer,

niet bewust van oversteken,
strijken ze aan beide zijden neer.

De vogels zijn vrij,
in hun gaan en staan,

maar wie zijn wij,
en hoe kijken wij hier tegenaan?

We bewegen ons zoals bedacht,
functioneel naar onze bestemming,

we gaan vooral niet onverwacht,
iets anders doen zonder remming.

Deze plaats dient nu als schilderij,
voor zij die dit pad begaan,

zij die voor hun hond stilstaan,
en zij die de sport doorstaan.

Hoe zetten we die stap,
hoe draaien we het stuur,

beleven en doorleven we deze plek,
niet als schilderij aan de muur?
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1.4 Analysis Blijdorpse Polder

The inner area or the focus area of Blijdorpse Polder is situated 
on a lower ground level than the rest of the contextual areas. 
With a height difference of two-meter, the central traffic road, 
Abraham van Stolkweg, limits most of this higher ground level. 
Only the running track in the south is situated higher, but all 
sports fields, the zoo with its entrance and parking space, and 
the park are situated on a lower ground level. Some parts of 
this lower area are even situated lower, causing these locations 
to become flood risks. The parking space south of the fitness 
club and the southern part of the park together with the 
eastern allotment gardens are spaces that not just situated 
two meters below the higher ground level, but three meters 
or even more. Furthermore, two linear higher objects border 
the north and the south of the Blijdorpse Polder, namely the 
elevated highway A13 in the north, and the elevated railroad in 
the south.

Figure 170. Blijdorpse Polder map [scale 1:7500]



121

Figure 171. Height difference of 2 or more meters [scale 1:10000] Figure 172. Infrastructure [scale 1:10000]

Figure 173. Sketches of sections (elevated highway A13, Abraham van Stolkweg, elevated railroad) Figure 174. Two impressions under highway and railroad

Legend:
Car trafficaffic
Primary roadmary roP ary road

Legend:
- 2m- 2m
+2m 
> +3m3m



122

Continuing to the organization of the area, the only real public 
space, is the Roel Langerakpark with its central part and it’s 
southern part with the running track. Although the area is 
very open in experience, in practice most of the area is fenced. 
However, these gated spaces are opened most of the time, such 
as the road between the sports fields, the Roel Langerakweg. It 
contains a total number of three gates which can be closed to 
separate the area for the baseball club and the hockey club. The 
pedestrian pervasiveness is therefore limited on this side of the 
area, while the park offers many different routes and freedom 
of movement over the grass. Continuing herewith to the green 
network of mostly grass fields, but also a pond, dense green 
volumes of bushes and trees, and sports fields. Very specific 
for this location is this clustering of sports functions, with an 
indoor fitness, but mostly outdoor spaces for hockey, softball, 
baseball, basketball or soccer, and running. All of these sports 
functions are private spaces, except for the running track with 
its basketball and soccer court. But because this running track 
is situated in such a strong area of sports functions, the object 
is experienced as a non-public object when first encountered.

Figure 175. Private and semi-public spaces [scale 1:10000] Figure 176. Pedestrian routes [scale 1:10000]

Figure 177. Fenced sport fields
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Figure 178. Blue and green structures [scale 1:10000] Figure 179. Functions of sports [scale 1:10000]

Figure 180. Open space in sports area (Jelsma, 2020)

Figure 181. Enclosed path with dense green volumes

Figure 182. Public running track

Figure 183. Logo of baseball and softball club Neptunus (Neptunus, 2019)

Figure 184. Logo of hockeyclub Delfshaven (Rotterdam Sport, 2020)

Figure 185. Logo of fitness club David Lloyd (David Lloyd, 2019)
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Lastly, an analysis of the volumes or masses in the area is put 
against the analysis of the voids created by parking spaces. 
As already mentioned, the area contains high dense green 
volumes of bushes and trees. These green volumes act like non-
transparent volumes and are therefore included in the analysis 
map of volumes. There are continuous volumes, characterized 
as unite elements and ensembles, for example, the green 
volumes, but also the elevated structures of the highway and 
the railroad. The more unique and specific volumes in this area 
are almost all of the buildings, as these buildings stand as a mass 
in the extensive void. These buildings act like landmarks and 
are the exception on the spaciousness and open space of the 
Blijdorpse Polder. Examples of such landmarks are the Van Der 
Valk Hotel building and the baseball stadium. Furthermore, the 
voids of Blijdorpse Polder are next to extensive green spaces, 
the grey parking spaces, which cover a lot of areas. The parking 
spaces are meant for the zoo, the hotel, but also the sport 
functions and the allotment gardens. The amount of parking 
spaces is needed, although when unused, there remains an 
empty grey landscape of asphalt.

Figure 186. Volume and building types [scale 1:10000] Figure 187. Parking spaces [scale 1:10000]

Figure 188. Unique building of Van Der Valk Hotel
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Figure 189. Closing volume of green

Figure 190. Border element of elevated railroad

Figure 191. Parking space of the zoo, with the unique landmark of the entrance of the zoo

Figure 192. Parking space of the zoo
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1.5 Strengths and weaknesses

The location of Leuvehaven its most dominating quality is the 
spatial openness caused by the water of the harbor. The water 
holds a wide and open view, but also offers a lot of light and a 
voyeur experience. Another strength of the location is the iconic 
historical image of all historic ships and harbor features that are 
displayed by the museum. Because of this image, the Leuvehaven 
becomes a themed space standing out and is therefore easily 
remembered, recognized, and referred to. Another strength of 
the location is the specific atmosphere on the west-side of the 
Wijnhaven island. The strong, but introverted, intimate, and 
the characteristic atmosphere is a rare phenomenon within the 
inner city of Rotterdam. Contrasting with this quality, a weak 
point is the location of Leuvehaven in the dynamic city, with 
the dominating busy road of the Schiedamsedijk leading up to 
the Erasmusbrug. Another weak or problematic point is the 
width of the dock between the Schiedamsedijk and the water, 
with a pavilion of 8 meters wide and an 8 meters wide dock. 
Together with this spatial difficulty, the functional problem of 
the public and private spaces interweaving also forms a difficult 
situation in Leuvehaven. A last weak point is the backside-
image of the Terwenakker, which is the functional access to 
the parking garage. But merely a lack of functional connections 

Figure 193. Axonometry current situation Leuvehaven



127

Figure 194. Axonometry current situation Blijdorpse Polder

and an overabundance of shadows from the towers along the 
Boompjes dock, cause the dock to become dark and empty.

The location of Blijdorpse Polder its most dominating quality 
is the image of a green oasis where the dynamic city is almost 
unnoticeable. The strong environment of the park with its 
peaceful, quiet, and natural characteristics, is caused by its 
contrasting contextual elements of speed and business. With 
the spatial strength of this green oasis, another strength of 
the area is its focus on recreational spaces, with a diversity of 
active and passive recreation. It provides the area with diverse 
flows of movement and activities. This also reflects towards 
the less strong, or even weak points of Blijdorpse Polder, such 
as the single-use spaces which now cannot be used for other 
functions when unused. The diversity of activities, dependent 
on time, causes the problem of periods of emptiness, as well as 
periods of too many activities. This could cause the experience 
of a boring space, as well as the problem of too little parking 
spaces and overcrowded spaces. The general weak point here, 
therefore, is the private and single-use spaces, which are not in 
use continuously. The problem of these types of spaces, also 
causes other spaces to be unconnected and weakened as well.



Aleksey, 2019
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2.1 Program of requirements for Leuvehaven

Based on a broad analysis on Leuvehaven, both functional, 
structural, and experiential, a program of requirements 
is assembled. The program for Leuvehaven exists of four 
components, namely the water area, the island, the 
Schiedamsedijk dock, and the Terwenakker dock.

The program for the water is to use its strong quality of 
openness and transform this now unaccesible space into a blue 
park, with pervasive paths allowing to cross and experience this 
space up close. The blue park will be assembled through the use 
of floating piers, based on the piers of the Maritiem Museum, 
as well as clustered ensembles of green space, and passive and 
social recreational space. The blue park should be characterized 
by the historic harbor theme with the historic ships, which are 
destinated to be put in the Leuvehaven. The program according 
to the municipality of Rotterdam, is as follows [1]: 

• A destinated area for different types of historic ships for 
the Maritiem Museum

• Seven educational ships for STC (Scheepvaart en Transport 
College) in the Scheepmakershaven

• Minimum of 20 historical ships with a maximum length of 
25 meter in the Rederijhaven

• Minimum of 10 historical ships with a maximum length of 
40 meter in the Bierhaven

• Minimum of 8 modern ships with a maximum length of 40 
meter, only in the Scheepmakershaven

The program for the island is mostly to connect the docks 
and interact with the bridged water, through the elements of 
the blue park, towards the Schiedamsedijk dock. The intimate 
quality of the island in the Bierhaven and Rederijhaven should 
be used for the blue park, as this quality provides a more 
withdrawn space of the park, against the more public and 
exposed part of the park. The island may need extensions to 
create this connection or to create space for recreation.

The program for the Schiedamsedijk dock revolves mostly 
around the addition of new volumes. These buildings should 
provide residential spaces, public functions, and space for the 
Maritiem Museum. First, the maritime museum is expanding 
with a new pavilion on the location of the older three pavilions. 
This pavilion should reuse, part of, construction of these old 
pavilions, which is a narrow structure of eight meters wide. The 
height of the pavilion cannot be higher than ten meters above 

Figure 195. Right page: concept map Leuvehaven [scale 1:5000]

1. Erfgoedhavens
Rotterdam. (2016).

Erfgoedhavens
Rotterdam:

Ligplaastenplan
Binnenstadshavens

Rotterdam - voorjaar 
2016. Retrieved

from https://www.
erfgoedhavensrot

terdam.nl/wp-content/
uploads/2017/04/

Concept-ligplaatsen
plan-28042016-2.pdf
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the level of the road, Schiedamsedijk. Furthermore, the pavilion 
should have round 1300 square meters, with 750-1500 m2 for a 
workspace, 250 m2 for exposition, 200 m2 for horeca, and 75 m2 
for an office [1]. Second, a linear and narrow volume, between the 
road of the Schiedamsedijk and the water of the Leuvehaven, 
should provide the residential spaces and public functions. The 
volume should function as a separating element between the 
road and the water, and it could become a landmark that is 
associated with the blue park. In the north, the volume should 
start and the high lightened point in figure 195, with a minimal 
height of 15 meters from the dike level. The volume will block 
the sightline towards other iconic architecture of Rotterdam, 
among others, the Erasmusbrug and the Rotterdam, aiming 
to focus the passengers on the blue park first before revealing 
the other icons. The east and west side of the volume should 
house public functions on the ground level, and with a height 
difference of three meters, this means that minimal two levels 
over the whole volume should house public functions [2]. The 
form of the volume should be built up from a lower block, 
blending in with the surrounding residential block heights, and 
one or multiple towers as highlighters of the landmark status. 
The volume should provide around 80 to 100 apartments of 
minimal 50 square meters for a one or two person household, 
focused on starters and elderly. For the public functions, the 
volume should provide about 10 to 15 plots with a minimum of 
160 squared meter per plot. Lastly, in the south the pedestrian 
route on the dock should continue on the same level, possibly 
through a tunnel, towards the Willemsplein [1].

The program for the Terwenakker dock mainly focuses on 
changing the character of a dark and dull back side dock, into a 
lively and active front side dock. The building volume should be 
extended horizonally, instead of only vertically, to create new 
front facades and connect to the dock. This extension should 
also reach the water, to make a connection to the island and 
the route of the blue park. The road on the dock, only accessing 
the underground parking garage, together with the pedestrian 
staircases popping up out of the ground, should be hidden or 
become less evident. Next, as the Terwenakker is home to 
some educational ships, a pavilion for education and storage 
should be added, with a minimum of 600 square meters, on 
the north-eastern part of the dock, also as an closing element 
to define the open space. Lastly, again in the south-west, the 
pedestrian route on the dock should continue on the same 
level, possibly through a tunnel towards the Leuvehoofd [1].

Figure 196. Right page: current map Leuvehaven [scale 1:5000]

2. Gemeente
Rotterdam. (2019).

Hoogbouwvisie
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2.2 First design Leuvehaven

The design for Leuvehaven consists out of four elements, namely 
a network of floating piers forming a blue park, the extensions of 
the island, two added building volumes on the Schiedamsedijk 
dock, and extended buildings on the Terwenakker together 
with a square on the water. First, the new network on the 
water exists out of two separate parts, a private pier network 
for the Maritiem Museum, and a public network. The public 
network connects all different docks that border to the water 
in different directions, the network offers the opportunity 
to walk on the water in different route combinations. The 
network exists of floating piers and bridges, keeping in mind 
the needed space for ships to turn and settle. The extensions 
of the island are at five different spots, all on the western sides 
of the island. These spaces create new recreational spaces 
that can be used as a green cluster or for social recreation 
with terraces. On the Schiedamsedijk, two building volumes, 
existing of a lower block and a tower north of this block, are 
added. The volumes offer spaces for public functions in the first 
two levels, and residential spaces above these levels, except for 
the most north tower. The first few floors of this tower offer 
the Maritiem Museum space for its extension plans, and the 
location of this tower is adapted to the location of the middle 
pier entrance for the museum. Lastly, the lower pavilions on 
the Terwenakker dock are extended horizontally over the 
total dock, with the function of socially communicating with 
space. The pavilions should house a restaurant or café, with 
the option of a terrace on the roof or even on the water. As 
the dock is extended through a square of the water, which 
again is connected to the network of floating piers of the blue 
park. Altogether, the central element of the design is the blue 
park network, as it is connecting all loose elements of the 
Leuvehaven and emphasizing their strengths and responding 
to their weaknesses.

Figure 198. Right page: first design for Leuvehaven [scale 1:5000]Figure 197. Collection of sketches towards design
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2.3 Program of requirements for Blijdorpse Polder

Based on a broad analysis of Blijdorpse Polder, both functional, 
structural, and experience-based, a program of requirements is 
assembled. The program for Blijdorpse Polder exists of multiple 
components and elements, namely a general structural 
reorganization of spaces, next to the completion of the built 
core of the area, the addition of sports facilities, the number 
of parking spaces, and the measurements needed for water 
storage.

First, the reorganization of spaces is mostly about the outdoor 
sports fields, parking spaces, and overall green spaces. The 
general problem of this area is the single function spaces that 
are used at very specific times, leaving these spaces most of the 
time unused. Therefore, the program for this reorganization 
requires the more efficient use of multi-functional spaces 
that can be connected but also separated when needed. 
General cooperation between the different spaces towards 
multi-usability and shared spaces should provide an improved 
organization of spaces. Additionally, instead of a space where 
one clear path cuts the space, a more interwoven area with 
scattered functions, and a network of multiple paths should 
provoke more pervasive dynamics throughout the whole area.

The program concerning the central core of the area is based 
on the two existing buildings, the Van der Valk Hotel and the 
Fitness club David Lloyd. As these two buildings form part of a 
circle on their backsides, another third building could finish this 
circle and create an inner square as the central heart of the 
area. Therefore a new building should be designed that on the 
one side completes the public space as a central core, and on 
the other side is limited by the pond of the park. The function 
of this new building adds to the representing active recreation 
of the area with a swimming pool. This place is both functional 
in the winter with indoor swimming, and in the summer, with 
the only natural outdoor swimming option in Rotterdam.

The requirements on other additions of sports functions are 
mostly connected to what the area already offers or lacks. As 
the previous paragraph explained with the swimming pool for 
example, as the pond of the park already provides a natural 
area to swim, the function of swimming results. In the area is 
already a hockey and a baseball club with outdoor training and 
competition fields. But their training in the winter takes place in 

Figure 199. Right page: concept map Blijdorpse Polder [scale 1:5000]
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gymnasiums outside Blijdorpse Polder, therefore the program 
also requires a new building complex with two gymnasiums and 
additional space for a sports café and meeting spaces for the 
sports clubs.

The program concerning the parking spaces is based on the 
problem of too few parking spaces at events that only occur 
ones in a while, meaning a total new parking space for these 
functions would not work as it would be empty most of the 
time. Therefore the program asks for a smart solution of multi-
usable parking spaces for different functions. The current use 
or lack of parking spaces noted by different organizations leads 
to a demand for parking spaces per permanent function:

• The zoo needs about 1200 up to 1500 parking spaces
• The baseball club needs, at times of competitions in the 

stadium, 600 up to 900 parking spaces
• The hockey club needs, at times of competitions, 50 up to 

100 parking spaces
• The fitness club, David Loyd, needs about 120 parking 

spaces
• The hotel, Van Der Valk, needs about 40 parking spaces
• The animal hospital needs about 30 parking spaces 

Next to these permanent functions, temporal events, such as 
festivals, may require even more parking spaces.

The last point of Blijdorpse Polder its program is about water 
storage. As climate resilience develops to be an important 
measurement in urban design, the municipality of Rotterdam 
also decided that areas need to be able to store water to 
prevent flooding [2]. Within the Blijdorpse Polder, there are 
already cases of flooding at the parking space of the fitness club 
and on the fields of grass in the park, as these are the lowest 
surfaces of the area. Therefore, there should be a 3000 cubic 
meter of extra storage space for water to prevent flooding.

Figure 200. Right page: current map Blijdorpse Polder [scale 1:5000]
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2.4 First design Blijdorpse Polder

The design for Blijdorpse Polder consists of several elements, 
namely the reordered spatial structure, additions of different 
buildings, and a suggestion for parking space and water storage 
space. First, the spatial plan of sports fields, parking spaces, 
and green spaces has been reordered. The baseball fields have 
been shifted to the south, against the railroad, and the running 
track has been relocated north of the baseball fields, next to 
the park. As the running track is a public space, which can be 
used for sports clubs as well as recreation, the connection to 
the park increases its multi-usability, for example for festivals. 
Instead of fenced sports fields that functionally divide the space. 
Furthermore, the hockey fields have been pushed towards the 
western edge of the area to create some green extra space in 
between all functions. The animal hospital has been replaced 
in the north of the area, where previously parking spaces were 
located. Together with all this spatial reorganization, and 
replacements of outdoor spaces as well as buildings, two new 
buildings are added. First, the swimming pool in the core of 
the area is completing the inner circle and provides next to a 
swimming pool inside, and a natural swimming area outside, 
also a gymnasium. The building takes up part of the previous 
park, but with the relocation of the running track, the park did 
not lose its spaciousness. Also, a pavilion for multifunctional 
uses and a café is placed in the south-eastern corner of the park, 
as this space was not part of the overall functional network 
before. With the scattering of different possible destinations, 
this pavilion was added to cover the total area. Next in the 
design, are the more quantitative elements of parking spaces 
and water storage. Parking lots have been reduced through 
a parking garage in the north of the area, which fixes part of 
the parking problem and functions as a separating element 
between the area and the high-intensity traffic roads north 
of it. The parking garage solves about half of the parking 
spaces needed for the zoo. The parking spaces for the animal 
hospital, the hotel, the fitness club, and the swimming pool 
have been replaced south of the parking lot of the zoo. The 
parking spaces for the sports clubs of hockey and baseball have 
been centered between the sports fields of these two clubs, 
near the baseball stadium. Lastly, the water storage plan has 
been designed through lower situated spaces, which will be 
less used in times of rain. For example, the running track is 
placed lower, as well as the parking spaces between the two 
sports clubs. Altogether, the main concept of the design is the 
reorganization of outdoor spaces, supplemented with new 
functions to complete the concept and optimize its quality.

Figure 202. Right page: first design for Blijdorpse Polder [scale 1:5000]Figure 201. Collection of sketches towards design
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van den Bos, 2019
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C3
In-depth categorical analysis
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A secondary analysis of both locations is explained in this 
sub-chapter about the focus analysis of the categories. This 
analysis is specifically focused on the variables found in chapter 
A, which most influ-ence the perception of overstimulation 
or stressfulness. The current situation of both locations is 
evaluated through the spatial variables, organized into the 
five categorical themes which have been displayed before in 
chapter A. The locations of Leuvehaven and Blijdorpse Polder 
will be analyzed, crit-icized, and concluded on for each category 
and their meaning for the specific locations. A conclusion will 
be drawn on the categorical variables and their contribution 
in the search for designing and apply-ing deceleration into real 
locations.

Figure 203. Right page: overview of the five categories

(Upmanis, 2019; Szolnik, 2018; Bellando-Mitjans, 2019; Santiago, 2014; Moeses, 2018)
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Open space typologies

urban form

isovist field

Environmental factors
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3.1 Contextual factors

In Leuvehaven, the contextual factors concerning spatial 
integration, safety aspects, and the dynamic context, are found 
to not be stimulating or stressful, but also not completely 
unstressful. The spatial insertion into the contextual grid in 
Leuvehaven is quite strong, as the area strongly follows the 
direction of the Schiedamsedijk. Although, it is visible how this 
direction was implemented as a new direction, ignoring the 
pre-war directions on the east, the radial structure of the island, 
and the west, the direction of the Westersingel. Where the 
western difference is solved in the building blocks, the eastern 
clash of urban structures is interrupted through a large open 
water space of the harbor. Next, the safety factor depends 
on the liveliness and visibility of spaces. As explained, the 
Schiedamsedijk is a very strong, but rigid direction, and leading 
element in the pedestrian flow. Therefore, the pedestrian flow 
is quite rigid too, except for the western area. This results in 
specific and clear locations of liveliness, for example, the dock 

Figure 204. Visual sightline over the Leuvehaven towards the Nieuwe Maas, and the Erasmusbrug

Figure 205. Visual sightline over the Wijnhaven towards the Wijnhaeve tower and beyond
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along with the museum. On the other hand, because of this 
rigidity, there also are locations of non-liveliness, for example, 
the spaces behind buildings on the Schiedamsedijk along the 
water, as well as the dock of the Terwenakker. This is also 
related to the other safety aspect of visibility, as these locations 
appear to be less visible from other places that do obtain 
liveliness. The qualitative water allows large and wide sightlines 
but also causes unintended difficulty of accessibility and visibility 
of other spaces. Altogether, the Leuvehaven is on average 
quite lively, but with some large deviations of different micro-
scale locations. Lastly, the dynamic context in Leuvehaven, 
mostly existing out of traffic, possesses a high intensity of 
fast-moving objects. The traffic on the Schiedamsedijk is most 
dominant with many types of traffic, intersections, and public 
transport. Altogether, the spatial integration results in medium 
stimulation, the safety aspects result in low stimulation, and 
the dynamic context results in high stimulation.

Figure 207. Unaccesible place on dock along Bierhaven

Figure 208. Place of non-liveliness on heading  of island

Figure 209. Analysis map of contextual factors Leuvehaven

Legend:

Contextual grid
Places of liveliness
Non-places of liveliness
Visual lines
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In Blijdorpse Polder, the contextual factors concerning spatial 
integration, safety aspects, and the dynamic context, are found 
to not be stimulating or stressful, but quite unstressful. First, 
the spatial insertion into the contextual grid is not strong or 
weak, as the Blijdorpse Polder is framed by strong borders. The 
dominant direction for the urban structure in this area is defined 
by the Abraham van Stolkweg. The area west of the road does 
not follow this direction, but instead, it connects perpendicular 
to the Schie-Schiekanaal, but the area east of this road is parallel 
or perpendicular to it. Next, the safety factor in Blijdorpse 
Polder depends on the liveliness and visibility of spaces. With 
the strong direction of the Abraham van Stolkweg, another 
parallel path for slow traffic is the main channel through the 
eastern area. With these two channels, through the area, the 
area becomes cut into pieces, as these channels do not go to 
the area, but through. The functions in the area, such as sport, 
recreation, and the park, are very dependent on the weather, 

Figure 210. Visual sightline over centralized pedestrian path

Figure 211. Visual linear sightline over Abraham van Stolkweg
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as well as the time of the day, day of the week, and even the 
season of the year. Leading to an average of low liveliness as 
the area is empty most of the time and the dynamics that 
do appear, pass by in a constant and stable pace, as there is 
no reason to stop and habituation occurs. The second safety 
aspect, visibility, is very high, as there are very large, wide, and 
panoramic sightlines and views. There are not many non-visual 
spaces, except for the paths through high green spaces. Only 
the visibility of the Abraham van Stolkweg is narrow, but this 
road is for fast traffic, as there are even no pedestrian paths 
along with it. Lastly, the dynamic context exists of fast traffic 
centered on the Abraham van Stolkweg, and slow traffic in 
the eastern area of this road. As this eastern area is the focus 
of this study, the dynamic context can be interpreted as very 
slow. Altogether, the spatial integration results in medium 
stimulation, the safety aspects result in a medium stimulation, 
and the dynamic context results in very low stimulation.

Figure 215. Analysis map of contextual factors Blijdorpse Polder

Figure 212. Place of non-liveliness on parking space of the zoo

Figure 213. Place of (non-)liveliness and (non-)accesiblity on sports fields

Figure 214. Place of  (non)-liveliness in the park

Legend:

Contextual grid
Places of liveliness
Non-places of liveliness
Visual lines
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3.2 Open space typologies

In Leuvehaven, the second category concerning open space, 
typologies, and green spaces, is found to be mediumly stressful. 
The opposite factor of open space in Leuvehaven, the GSI ratio 
of 0.28, is quite high with Leuvehaven its mid-rise compact 
buildings. Although the building density is quite high, the view 
of large open spaces offers a qualitative contrast to balance 
the perceived density. The building density does cause urban 
users to navigate through relative orientation. As visibility is 
limited most of the time, except for the open spaces. In the 
open spaces, the visibility is improved and with a larger distance 
to objects these spaces are less stressful. The dominant open 
space types in the total of Leuvehaven are open spaces caused 
by water, heavy traffic, or pedestrian zones and squares. In 
the focus area of Leuvehaven, the harbor itself with the large 
open water is the strongest open space, with the major traffic 
street of the Schiedamsedijk as the second strongest open 
space. The historic harbor opens up the, already wide and 

Figure 216. Built spaces for the GSI factor

Figure 217. Unbuilt spaces for the open space ratio
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open, street of 40 meters wide to an opening of 150, or even 
more, meters wide. The water allows wide views and sightlines 
in the directions of the canals. Metaphorically speaking, the 
open space of the Leuvehaven penetrates the dense inner city 
of Rotterdam. The last factor in open space typologies, the 
green space ratio, is not very high in Leuvehaven. As the urban 
area is mostly materialized through construction, asphalt, and 
stone, the only actual natural element is the water itself, some 
structured trees, and a few clustered and limited green spots. 
Concluding, the second category for Leuvehaven results in a 
medium to semi-low stimulation according to open space ratio 
and typology, and the green space ratio is found to be very low 
and therefore a high stimulation.

Figure 221. Analysis map of open space typologies Leuvehaven

Figure 218. Trees along the Schiedamsedijk

Figure 219. Green space within the courtyards on the island

Figure 220. Small park on the headings of the island

Legend:

Green open space
Grey open space
Blue open space
Traffic open space
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In Blijdorpse Polder, the second category concerning open 
space, typologies, and green spaces, is found to be not stressful. 
The opposite factor of open space in Blijdorpse Polder, the GSI 
of 0.13, is low through the fact that there are not many built 
volumes. Nonetheless, as there are not many built volumes, 
there is a high amount of dense green volumes affecting the 
perceived density to not be like an endless void. There is a 
lot of open space, but the spaces do remain to be framed 
through the built or natural mass. The dominance of open 
spaces does increase the visibility and enlarge the distance to 
objects, resulting in a very strong absolute orientation. The 
most dominant open space types in the total of Blijdorpse 
Polder are open spaces of parks, as well as sports areas, and 
parking lots. The less dominant open space types are open 
spaces through water and heavy traffic streets. However, the 
typology of park and sports areas is the most dominant in the 
focus area of the Blijdorpse Polder. The central area is one big 

Figure 222. Built spaces for the GSI factor

Figure 223. Unbuilt spaces for the open space ratio
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open space covered in grass and surrounded by trees, which 
is not expected within a two-kilometer range of the central 
station of Rotterdam. This total green area with sports fields 
and a recreational park even has a total width of about 350 
meters. Metaphorically speaking, this park, named the Roel 
Langerakpark, is a green oasis within the hectic developments 
of a densifying city. Lastly, as already mentioned, the area is 
dominated by green elements, therefore the green space ratio 
is found to be very high in Blijdorpse Polder. With an urban 
carpet of grass, structured through small and large trees, and 
walls of dense ensembles of trees, the area is most definitely 
very green. Concluding, the second category for Blijdorpse 
Polder results in a low stimulation according to open space 
ratio and typology, and the green space ratio is found to be 
very high and therefore also a low stimulation.

Figure 227. Analysis map of open space typologies Blijdorpse Polder

Figure 224. Open and natural landscape in the park

Figure 225. Lake surrounded by green in the park

Figure 226. High density green with trees, bushes, and water in the park

Legend:

Green open space
Grey open space
Blue open space
Traffic open space
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3.3 Urban form

In Leuvehaven, the spatial elements that represent the urban 
form with its contrasting factors, are found to have a medium 
to a low value of stressfulness. First, the urban form is strongly 
related to a route, instead of a multidirectional space of 
choices. The linear route, which can just be followed, is based 
on the dominant direction of the Schiedamsedijk. Secondly, 
the urban form in objects and façades is not dissonant, but 
also not a strong consonant form. The façades along the 
Schiedamsedijk, have a strong similar form, while other more 
unique volumes are contrasting with these linear blocks, such 
as all high rises. Third, the urban form of volumes is quite 
continuous with many constant linear volumes forming clear 
edges of spaces. For example the current pavilions and the 
residential blocks along the Schiedamsedijk. Only the building 
forms on the island are perceived as more intermittent from 
the viewpoint of the Schiedamsedijk. Furthermore, the fourth 
urban form in this location is not heterogeneous, but also not 

Figure 228. Diversity between low-rise and high-rise

Figure 229. Recognisible landmark in the Leuvehaven of the Graanelevator
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a strong homogenous form. The ensemble of the towers on 
the Terwenakker, for example, is a strong homogenous form 
experienced as a unity. While more diverse ensembles in the 
urban form are clusters like the three different types of towers 
around the intersection towards the Erasmusbrug. The fifth 
urban form in Leuvehaven is not represented through objects 
that are far away, but also not completely through objects that 
are nearby. There is a diversity of visual distances, but while 
the total area of Leuvehaven is dominated by near distances, 
the focus area is dominated by large distances. Lastly, the 
sixth urban form is mostly dominated by patterns, as the area 
has developed in a period where urban planning got more 
important, and most materialization is through man-made 
elements. Altogether, the urban form of Leuvehaven results 
in low stimulation through routing, continuous forms, and 
patterned forms, but also in medium to semi-high stimulation 
through contrasting, diverse forms and nearby objects.

Figure 233. Analysis map of urban form Leuvehaven

Figure 230. Homogeneous form of Terwenakker towers

Figure 231. Unity in low-rise residential buildings on island

Figure 232. Repetition and continuous façades on the Schiedamsedijk

Legend:

Landmarks
Unity
Place of choices
Distance between volumes
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In Blijdorpse Polder, the spatial elements that represent the 
urban form with its contrasting factors, are found to have a 
medium value of stressfulness. First, the urban form is more 
related to a multidirectional space of choices, than a single route. 
Although there is one clear main continuous path, the park 
offers many options of choices for secondary paths. Secondly, 
the urban form in objects and façades is not consonant, but very 
dissonant. All buildings have contrasting forms in general, and 
the most obvious contrast is the rate of built volumes against 
the rate of natural volumes of dense green spaces. Third, the 
urban form of volumes is quite continuous as the edges of 
the area are constantly formed by natural volumes. Also, the 
built volumes do not form a continuous whole in any kind of 
way, which causes them also not to provoke intermittency. 
Furthermore, the fourth urban form in this location is not 
homogeneous, but also not a strong heterogeneous form. 
For example, all buildings are strongly heterogeneous forms, 

Figure 234. Unique landmark of the Van Der Valk Hotel

Figure 235. Unique landmark of the entrance of the Zoo
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but the total base of the area, the natural volumes, are more 
homogeneous. Therefore these both extremes level out on an 
average urban form in this contrast. The fifth urban form in 
Leuvehaven is mostly represented through objects that are far 
away, rather than nearby objects. With the large sports fields 
and the park, the visual sightlines reach very far, although, the 
buildings in the core of the area do break the total visual field of 
360 degrees. Lastly, the sixth urban form is most represented 
by random forms, although not exclusively. The natural 
elements of the Blijdorpse Polder decrease the experience of 
structure and patterns, although when looking from above, the 
area is structured and patterned, and in visual perception, it 
does not become that clear. Altogether, the urban form of the 
Blijdorpse Polder results in low stimulation through continuous 
forms, and far away objects, but also in medium stimulation 
through diverse, and randomness forms, and lastly a high 
stimulation through route choices, and contrasting forms.

Figure 239. Analysis map of urban form Blijdorpse Polder

Figure 236. Continuous and homogeneous green ‘walls’

Figure 237. Patterned central path

Figure 238. Continuous and homogeneous railroad

Legend:

Landmarks
Unity
Place of choices
Distance between volumes
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3.4 Isovist field

In Leuvehaven, the isovist field concerning the variables of 
the isovist perimeter and the vertices number is found to 
be quite stressful. The average isovist field in the total area 
of Leuvehaven is not this stressful, as the visual field in the 
inner city of Rotterdam is mostly limited by high dense built 
environments. But on the other hand, the focus area of the 
harbor has a larger visual field compared to the contextual 
environment, as this location is characterized by large open 
spaces. The isovist perimeter of Leuvehaven, from a central 
point of view on the Schiedamsedijk dock, is about 6963 
meters long. This high isovist field outline is caused through 
the merging of two types of open spaces on this focused 
location, namely the wide street of the Schiedamsedijk, and 
the water covered space. Both open space typologies allow 
visual sightlines and views to result in a large isovist field. For 
example, the isovist location gives a very long sightline into 
the Wijnhaven, and the same happens over the water of the 

Figure 240. Calculation document of isovist field
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Leuvehaven with a sightline to the Erasmusbrug. Additional 
to this large isovist perimeter, a high vertices number of 266 
also results from this isovist field. As the isovist field, its edges 
and nodes shift many times through the different volumes on 
different distances from the isovist center. For example, the 
near pavilion of the museum limits the number of nodes, while 
the open space in the direction of the Wijnhaven opens up a 
lot of new nodes. Concluding, the isovist field of Leuvehaven 
results in a high stimulation according to the isovist perimeter 
and vertices number.

Figure 244. Analysis map of isovist field Leuvehaven

Figure 241. Isovist field limited through Maritiem Museum

Figure 242. Extended isovist field over dock, limitation by museum pavilion

Figure 243. Limitation isovist field by bulding block Schiedamsedijk

Legend:

Isovist central point
Isovist field
Isovist perimeter vertices
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In Blijdorpse Polder, the isovist field concerning the variables 
of the isovist perimeter and the vertices number, are found 
to be evenly stressful as unstressful. In this location, the whole 
area joins an average high value of the isovist field. The focused 
isovist field, in the center of the location, is quite large but 
limited through the two central buildings and green walls. 
The two central buildings prevent the potential isovist field of 
a total 360 degrees visual over a distance of 150 meters and 
are the causes of a decrease of the current isovist field. The 
total isovist perimeter of Blijdorpse Polder, centrally in the Roel 
Langerakpark, is about 2791 meters long. The isovist outline is 
quite extended because of the general large open space, and 
two outliers caused by the main slow traffic path through the 
area. This path opens up to the north until the highway, and 
into the south until the railroad. Furthermore, the isovist field 
is limited by continuous green walls. Continuing from here, the 
isovist vertices number is relatively low compared to the isovist 

Figure 245. Calculation document of isovist field
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perimeter. The vertices number is about 90 and the relatively 
low proportion of this number is caused by the continuous 
green walls. Without intermittent gaps or openings, the isovist 
field remains secluded and although the field can be quite 
large, the number of vertices will not automatically rise with 
the total surface of an isovist field. Concluding the isovist field 
of Blijdorpse Polder results in a high stimulation according to 
the isovist perimeter, but a lower stimulation according to the 
isovist vertices number.

Figure 249. Analysis map of isovist field Blijdorpse Polder

Figure 246. Extensive isovist field limited by central buildings

Figure 247. Extensive isovist field limited by green ‘wall’

Figure 248. Extensive isovist field over sport fields

Legend:

Isovist central point
Isovist field
Isovist perimeter vertices



162

3.5 Environmental factors

In Leuvehaven, the environmental factors concerning light, 
color, and sound, are found to have a little bit more than a 
medium value of stressfulness. First, the variable of light is 
based on the factors of light intensity and light discontinuities. 
As the light intensity changes through the day and differences 
very much per season, a small light study in figures 250 and 251 
shows the difference of shadows in the winter and the summer. 
On the focused area, shadows in the winter mostly cover the 
Wijnhaven, Bierhaven, Rederijhaven, Scheepsmakershaven with 
the Terwenakker, and the north of the museum. While the 
shadows in the summer mostly over the Scheepsmakershaven 
with the Terwenakker, Glashaven, and the east and west sides 
of the Inntel Hotel. Overall, in the total area of Leuvehaven, 
the light intensity is quite low because of the densely built 
environment, however, the focus area is different through 
its spatial openness. Additionally, the light discontinuities are 
higher because of the building intermittency of the building 

Figure 250. Shadows every hour on the first of januari

Figure 251. Shadows every hour on the first of juli



163

blocks and all slim and separated towers. Secondly, the variable 
of color in Leuvehaven is dependent on the factor of brightness 
and saturation, as well as the factor of hue and color warmth. 
With the current materials, the area is dominated through 
grey and white tones and therefore results in a low saturation 
level. The hue and color warmth, however, is not so much 
influenced, except for some rare objects with red and yellow 
colors. The last environmental factor is the variable of sound, 
with a focus on the intensity or loudness of the noise. With 
the Schiedamsedijk and the Boompjes, two traffic roads with 
many types of traffic such as cars and trams, the noise loudness 
is above average. However, the range of the noise is limited 
because of the height difference of the dikes and the buildings 
that block the sound. Altogether, the environmental factor 
of light results in a semi-high stimulation, the factor of color 
results in a medium stimulation, and the factor of sound results 
in a medium stimulation.

Figure 253. Analysis map of environmental factors Leuvehaven

Figure 252. Collage of colors and materials

Legend:

Shadow summer
Shadow winter
Range of noise
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In Blijdorpse Polder, the environmental factors concerning 
light, color, and sound, are found to be quite unstressful. First, 
the variable of light is based on the factors of light intensity and 
light discontinuities. As the light intensity changes through the 
day and differences very much per season, a small light study 
in figures 254 and 255 shows the difference of shadows in the 
winter and the summer. Overall, the area has a very high value 
of light intensity because of its openness and not many buildings. 
But the shadows in the winter mostly cover the northern side 
of the Hotel, the northern side of the Zoo buildings, as well 
as the street in between the western companies, and the few 
shadows in the summer mostly cover these streets as well, 
together with the east and west side of the Hotel. Next to this 
high value of light, there are not any light discontinuities. The 
second variable of color, in the Blijdorpse Polder, is strongly 
dominated by the color green and other natural colors. 
Therefore, the saturation and hue values are high, as well as the 

Figure 254. Shadows every hour on the first of januari

Figure 255. Shadows every hour on the first of juli
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brightness of the colors as they are combined with a high light 
intensity. Furthermore, there are some colors of grey, red, and 
orange objects, and even some blue colors. The red and orange 
colors return multiple times, and as these colors score less high 
through the hue variable, this turns down the color factor for 
a little. The last environmental factor is the variable of sound, 
with a focus on the intensity or loudness of the noise. The 
sources of noise are very clear in Blijdorpse Polder, as there are 
the two intersecting highways in the north, the A13 and A20, 
and the two joining rail roads in the eastwest of the area. The 
intensity of this noise is quite high within the range of the noise, 
while the noise is less intense on a more far distance. However, 
the light notion of the noise is noticeable in the total area of 
the Blijdorpse Polder. Altogether, the environmental factor of 
light results in a low stimulation, the factor of color results in 
a semi-low stimulation, and the factor of sound results in a 
medium stimulation.

Figure 256. Collage of colors and materials

Legend:

Shadow summer
Shadow winter
Range of noise
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3.6 Concluding on categorical analysis

The variables, organized in these five categories, help to 
indicate the specific state of each variable on a given location. 
The analysis per variable denotes the weaknesses in an area 
concerning the perceived stimulation of observers, which could 
spatially be changed through urban design. Therefore, for both 
locations, a conclusion is composed of the weakest categories 
of variables of the location. These weaker variables could get 
more attention in plans for developing the areas and decrease 
the overall perceived stressfulness while stimulating the feeling 
of deceleration. In the end, the variables may even be used 
as tools or guiding standards for developing such decelerating 
areas.

Before giving the conclusions on the importance of variable 
categories per location, a remark should be noted about two 
categories. This concerns the second and the fourth category, 
namely open space typologies and the isovist field. As the 
variables of open space typologies score a low stimulation 
when more open spaces and less built space is used, the 
variables of the isovist field score a low stimulation when the 
opposite happens, namely more built space and clear closure. 
The contrapositions of these two categories point out that 
it cannot always be possible to score a low stimulation for 
every category in one location. The conclusion here is that for 
one location, not all categories of variables obtain the same 
importance per se. Specific location bound elements define the 
weight of a category compared to other categories, and to find 
this, a broad analysis of the location combined with an analysis 
of the categories of the location should provide knowledge to 
wisely define the categories of focus.

Figure 258. Five categorical analysis maps Leuvehaven
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Concluding on the location of Leuvehaven, the most stimulating 
category is the isovist field, followed by environmental factors, 
open space typologies, urban form, and finally the contextual 
factors. But considering the general analysis, the strongest 
quality in the area is the water. As this is an open space typology, 
and the categorical analysis indicates that this category is 
weak, the open space typology becomes more important 
for development. With the main focus on developing the 
quality, of the open space, the variables concerning open space 
typologies are most important. This devalues the importance 
of the isovist field, as it opposes the open space typologies, and 
therefore is not seen as a strong tool to stimulate deceleration. 
Furthermore, the other three categories remain important in 
the sequence given at the start of this conclusion paragraph.

Concluding on the location of Blijdorpse Polder, the most 
stimulating category is urban form, followed by the isovist 
field, contextual factors together with environmental factors, 
and lastly open space typologies. As the categories already 
show, but also confirmed through the general analysis, the 
strongest quality of Blijdorpse Polder is the green open space 
of the park and sports areas. The open space typology is the 
basic quality and conceptual foundation for this area, regarding 
the stimulation of deceleration. Implying that the variables 
of the opposite isovist field category are devalued, as the 
improvement of these variables would weaken the strong 
quality of this area. Therefore the important categories in this 
location are urban form, followed by contextual factors and 
environmental factors, but all developments should preserve 
the value of the open space typologies most.

Figure 259. Five categorical analysis maps Blijdorpse Polder



Hutsch, 2018
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C4
Evaluated design to improved design
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After analyzing the two locations in their current situation on 
the different variables of all five categories, this sub-chapter 
analyses the first designs of the locations on the variables of 
the categories. As in the process of searching for applicable 
deceleration tools, the methods of design and analysis kind 
of mashed together. Different methods were applied such 
as designing based on one specific category of variables or 
combining these variables, but in the end, these methods 
found to be very limited in truly reacting to the location-
specific elements. Therefore, the first design, which is only 
based on the general analysis of the location, is now evaluated 
and improved through the categorical variables. Meaning that 
the basic concept for developing the area is independent of 
the aim to produce a decelerating space. This basic concept, 
however, is tuned up by the categorical variables through 
analyzing, criticizing, weighing, and improving the design 
towards a decelerating design.

Figure 260. Right page: process of current situation, first categorically independent design,

final categorically dependent design
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4.1 Categorical evaluation: first design for Leuvehaven

The category of the contextual factors is most important for its 
variables on the pedestrian pervasiveness and the visibility rate 
of places in the location of Leuvehaven. In the first design, the 
contextual integration has been improved through interweaving 
the different contextual connections in the network over the 
water. Furthermore, this network over the water also increases 
the pedestrian flow through the area of Leuvehaven, from 
the Schiedamsedijk to the island and the Terwenakker, and 
therefore improves the pedestrian pervasiveness. As an effect 
of the network on the water and the iconic concept of a blue 
park, the liveliness is assumed to increase as a new typological 
hotspot and space to stay and recreate. Also, from the 
perspective of the usability of these newly available spaces, the 
water functions as a flexible urban tissue, where the different 
occupiers will alternate continuously. The water becomes 
more accessible for businesses like restaurants, cafés, and 
other functions on the water, again increasing the liveliness of 
the space, next to the basic concept of wandering through the 
blue park. And finally, with the park, also the visibility, together 
with related safety and security, of spaces is improved as these 
spaces were mostly invisible because of the inaccessibility of 
the water.

Improvements on the first design, within the scope of the 
contextual factors, could be to use the residential towers on 
the Schiedamsedijk as contextual recognizable points and to 
plan the extended headings of the island as places for liveliness 

Figure 261. Current situation Leuvehaven [scale 1:10000]
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in the network over the water. The towers could function as 
a landmark and recognizing point that is related and mentally 
connected to the blue park. The blue park itself could function 
as a wandering space with paths over the water, designed for 
movement, the ships on the water as possible destinations, and 
the headings of the island as clustered locations of liveliness 
where people can sit down and stay.

The category of open space typologies is very important, as 
the development of the blue park is about the main open space 
of Leuvehaven, namely on the water. But the variables within 
this category are not usable as a tool to increase deceleration, 
but the open space is merely the art of deceleration itself in 
this design. In this first design, the open space typology has 
been improved through an increase of green elements on 
the docks, as well as the headings of the island. Furthermore, 
the two different open space types of the high traffic street 
and the water have been split by the building volumes on the 
Schiedamsedijk. Creating a linear open space of the wide street 
with continuous volumes on both sides, and aerial open space 
of the water for the blue park. The blue park is now more 
accessible and furnished than it was before, without affecting 
the spaciousness of this place, only the infinite distances of the 
water are cut by floating paths and furnished with ships.
 
An improvement on the first design, within the scope of the 
category of open space typologies, could be to supplement the 

Figure 262. First design Leuvehaven [scale 1:10000]
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blue park with even more green. The headings of the islands 
could function as green clustered ensembles within the open 
blue landscape of water. Additionally, maybe even the addition 
of clusters of floating trees could complete the blue park in its 
natural looks.

The category of urban form is most important for the 
development of structural and spatial elements such as the 
new water network in the first design. This design for the blue 
park implements a new structure of pedestrian paths through 
floating piers and bridges, which network is interconnected 
with a sailing network for ships and their settling opportunities. 
With the addition of this new network, some variables have 
decreased in their stressfulness. For example, the network is 
very structured and patterned to its contextual pedestrian 
flows, and with the focus on pedestrians, the focus is 
automatically on flow movement instead of fast movement. 
But with this new network, a contrast is formed with the 
surrounding networks, leading to more dissonant experience. 
Additionally, this new network opens up many spots of choices 
for different options of the route, and with the contrast 
aspects, this leads to increased stress. Next to the water 
network, the building volumes on the Schiedamsedijk also offer 
more choices of routing through the break in the middle, and 
with this break also the continuousness is broken into a more 
intermittent form. The extended volumes on the Terwenakker 
cause this same effect as well, both leading to more stimulation 
and perceived stressfulness.
 
Improvements on the first design, within the scope of urban 
form, could be to create one singular route through the blue 
park and to change the building volumes on the Schiedamsedijk 
and the Terwenakker into continuous elements. By creating 
one singular route over the water, choice-making is banned 
and more peaceful and clear routing results. The volumes of 
the Schiedamsedijk, however, needs some more development 
as this becomes a sensitive and difficult location, where a 
continuous volume should divide the two sides, but still work 
as a connecting factor. The dock of the Terwenakker, on the 
other hand, does need more unity through developing a public 
space where the extended pavilions are more integrated with 
the space around it and the connection to the water.

The category of the isovist field in the first design is most 
important in its variable of limiting the outer edges of the visual 
field. The addition of the building volumes of the Schiedamsedijk 
decreases the isovist field in both the experience of the 
street on the west and the open space on the water in the 
east. Although, this mostly affects the isovist field on the 
Schiedamsedijk. Furthermore, the category of the isovist field 
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is not very effective in the design, as it is irrational to fill every 
inch of space with buildings or other dense objects. Mainly 
because the main quality and base of the design are about the 
open space of the water, which gives this space more priority 
over the variables of the isovist field.
 
Therefore, improvements based on the isovist field are not 
very important, as the focus of improvement and development 
is more on the opposite category of open space typologies. 
Nevertheless, if the isovist field variables would be more 
important, improvements could be made adding new volumes 
of buildings or dense volumes to increase the continuous 
framing of the isovist field.

The category of the environmental factors is most important 
for its variables on noise-canceling and natural colors. The 
building volumes on the Schiedamsedijk block the noise of 
the busy road towards the open space of the blue park, the 
same way as the original buildings do on the Terwenakker. 
Furthermore, the openness of the water remains intact and 
still provides much light into the spaces. The darkness on the 
Terwenakker, however, remains as the buildings will remain too. 
The color pallet in the design has changed from the main focus 
on grey and white tones, more towards a focus with more 
natural colors included. These colors could be used through 
trees, and other green objects, but also through the water and 
natural materials such as wood.
 
Improvements on the first design, within the scope of the 
environmental factors, could be through improving lightness, 
color hue, and noise canceling. For example, another structure 
for the building volumes on the Schiedamsedijk and more use of 
white materials could provide more lightness. Additionally, the 
color hue can be improved not only through white materials, 
but also more natural elements. Finally, a continuation of the 
building volumes on the Schiedamsedijk up to the museum 
could block the noise of the busy road completely. But this last 
improvement would also affect many other variables from the 
contextual factors and the urban form negatively.

Concluding, from the first design for Leuvehaven improvements 
in the categorical variables are needed to design a decelerating 
space. The open space of the blue park is the basic feature, 
which is framed by the elements of the building volume of the 
Schiedamsedijk, the low-rise residential block on the island, 
and the dock of the Terwenakker. All of these elements need 
improvement in upgrading the open space typology, as well as 
structural changes in volume and forms.
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4.2 Improved and final design for Leuvehaven

The final design for Leuvehaven still revolves around the 
framing of the centralized blue park on the water. This open 
space is used as a strong spatial quality of the area and can be 
strengthened through framing on the three sides. These three 
sides are the docks of the Wijnhaven island, the dock of the 
Schiedamsedijk, and the dock of the Terwenakker. For this final 
design, the exact spatial form of all of these design fragments is 
being perfected. The water network in the blue park is changed 
into a singular route over the water with some branches towards 
facilities. The docks of the Wijnhaven island did not change 
compared to the first design. The Schiedamsedijk its design 
for the building volume of residential and public functions, as 
well as the museum pavilion, have been redeveloped towards 
more integrated volumes where the buildings and public 
spaces merge on a slim piece of land. Lastly, the design for the 
Terwenakker has developed in its connection to the water with 
an extra extended lower dock and an improved water square, 
and additionally, an elevated landscape on dike level is added 
and its transition to ground level is improved.

Figure 264. Right page: Masterplan final design Leuvehaven [scale 1:5000]

Figure 263. Axonometry final design Leuvehaven
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The central element of the design, the rise of the blue 
park, is a total network of floating piers and bridges, which 
serve as paths for the pedestrian and as settlement for the 
historic ships. The network is connecting the different types 
of public spaces of the exposition space of the museum, to 
the intimate courtyards of water in between the residential 
buildings of the island. It provides access to these qualitative 
spaces for pedestrians, resulting in improved visibility of spaces 
and therefore an increased feeling of safety. Pedestrians are 
taken through the blue park by a single and clear route of 
approximately one kilometer, with different options of side 
paths towards a visible facility or public space. The total set 
of floating piers and four different types of floating bridges 
create a uniform system for the water network. The network 
consists out of a set of public piers, and a set of private piers for 
the museum collection. These two sets both form their own 
singular route parallel to each other. With the paths forming 
the blue park, the openness and visual distances remain the 
same, although, in terms of usability, extra volume is added in 
the urban space as this water area was not accessible at first.

The docks on the island have been expanded to provide 
accessible and usable space to experience the intimate and 

Figure 265. Concept fragments [scale 1:7500] Figure 266. Pedestrian routes [scale 1:7500]
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delicate atmosphere within the blue courtyards of the island. 
The docks have become parts of the route through the blue 
park, making these docks of the island becoming a part of the 
park itself. The residential buildings on the island, however, 
remain semi-private, as their entrances and public space is 
separated from the dock through an elevated inner courtyard. 
The new public space of the blue park, on the docks of the 
island, borders these residential buildings without affecting 
the private space of these buildings. The inner dock in the blue 
courtyard of the island, parallel to the street of the Glashaven, 
is currently already used as a terrace of two meters wide. With 
the expansion of this dock, there opens up more space for 
small scale terraces suitable for the intimate location. The linear 
docks are furnished with a slow downwards movement towards 
or even into the water, with some places of sloped grass. These 
linear docks thereby turn the attention towards the water with 
its floating path and historical ships. The headings of the island, 
however, turn the attention inwards to itself as a clustered and 
elevated green park ensemble within the landscape of the blue 
park. These green ensembles influence the sightlines in the blue 
park to preserve the intimate quality of the blue courtyards 
of the island and therewith create spatial closure to guide 
movements and visual focus.

Figure 267. Private and public space [scale 1:7500] Figure 268. Ship plan [scale 1:7500]
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The building volumes, as well as the public space of the 
Schiedamsedijk, have been a design struggle through its 
difficulty on a slim plot with a height difference. The most 
important requirement for this volume is being a continuous 
dividing element between the road and the blue park. It shapes 
the linear visual orientation on the Schiedamsedijk but reveals 
the entrance of the blue park at the museum. Arriving from 
the north, the volume does allow this visual on the blue park 
but blocks the sightline towards the next iconic architecture 
of the Erasmusbrug. The west-side of the Schiedamsedijk is 
framed by a six-level high residential block with public functions 
on the ground floor. The designed volume on the east side of 
this road should reflect the clear, continuous, and consonant 
façade, as well as the public functions on the ground floor to 
provide a less stimulative space. On the other hand, the east 
side of the dividing volume ensures peace and quietness for the 
blue park as it blocks stimulations of the road. The structure 
of the volume consists of a lower volume, three towers, and 
a continuation of the museum pavilion. The lower building 
volume is strongly integrated with the urban landscape, as 
the height difference creates the opportunity to interweave 
the building with the public space. The roof is a sloped grass 
plot and becomes part of the public space. Multiple options 
of access through parallel routes on multiple levels, on both 
sides of the volume, are created. With the public space on the 
dock being leveled and sloped, the perception of this space 
seems to be wider and the dock becomes part of the park. The 
three towers of the volume, continuously grow towards the 
north, for more lightness. This number of towers is chosen as 
this triplicate of repeating elements is specific for this location, 
referring to the island form and the Terwenakker towers. The 
towers function as recognizable landmarks throughout the 
wider region. The pavilion of the museum is a continuous part 
of the dividing volume on the lower dock level. On the higher 
dike level, the museum becomes a detached pavilion, giving 
attention to the specific expositions of the Maritiem Museum. Figure 270. Design sketches of the dividing volume
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The pavilion partly reuses the eight-meter wide construction of 
the previous pavilions. Exact design choices on these volumes 
will be elaborated further in chapter D. Lastly, the route of 
the blue park over the dock of the Schiedamsedijk branches 
towards a tunnel underneath the Boompjes to the dock of the 
Willemsplein along the Nieuwe Maas.

Lastly, the design for the Terwenakker dock revolves around 
creating a new urban landscape focused on the connection 
with the buildings towards the Boompjes dock, as well as the 
connection over the Scheepmakershaven towards the blue park. 
The new landscape is elevated, to connect with the buildings and 
to hide the road of the Terwenakker for the accessibility of the 
parking garage. The elevated landscape thereby also hides the 
entrances for both the cars and pedestrian staircases into the 
parking garage. Resulting in an undistorted landscape, without 
irregular small volumes, and a strong unite public space oriented 
towards the blue park. The landscape forms one huge stair into 
the depth of the water through a secondary lower dock and a 
square on the water to bridge the height differences. The total 
form is quite extraverted and thereby spatially communicative 
over the large distance of the water towards the blue park. 
The floating square not only physically connects to the blue 
park, but it also restores the historic connection towards the 
island and provides an urban open space on the water. With 
this square on the water level, this becomes a special spot in 
the blue park where people can sit down and enjoy the water 
up close. Furthermore, the extended pavilions bridge the large 
space of the new landscape and connect the space horizontally 
with the added functions towards the dike. The pavilions cut 
the total landscape into a sequence of smaller spaces that 
are more mentally sheltering. Lastly, the east and west side 
of the new landscape gradually phase out and are stopped 
with a pavilion of other functions, while the pedestrian routing 
continues through the tunnel under the Boompjes towards the 
Leuvehoofd along the Nieuwe Maas.

Figure 271. Terwenakker new landschape design Figure 272. Design sketches for Terwenakker
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4.3 Categorical evaluation: first design for Blijdorpse Polder

The category of the contextual factors is not very important in 
the location of Blijdorpse Polder, as the location is disconnected 
from its context. In the first design, the variable of integration 
into the surrounding environment does not score high as 
the Blijdorpse Polder is a place on its own, except for the 
infrastructural connection of the Abraham van Stolkweg. The 
direction of this road also remains the most import guide 
for other spatial organizations. The central pedestrian path, 
which in the original situation was parallel to the Abraham van 
Stolkweg, is changed into a network of multiple meandering 
paths, causing the pedestrian flow to be less straight forward 
and more into slow wandering. Furthermore, the liveliness is 
expected to increase with the newly added functions and more 
flexible and multi-usable spaces for all seasons. For example, 
outdoor sport and the park are fit for the summer, while the 
indoor sports and the park pavilion are fit for the winter. Lastly, 
the variable of visibility does not change, as the swimming pool 
decreases it, but the new openness in the south with the base-
ball fields increases it again.

Improvements on the first design, within the scope of the 
contextual factors, could be to force a connection for 
contextual integration or add new types of functions for 
liveliness. The forced movement towards a context would have 

Figure 273. Current situation Blijdorpse Polder [scale 1:10000]
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to be a very grand gesture, as this means the bridging of an 
elevated highway or railroad. Of both options, the connection 
to the southern side of the elevated railroad would be most 
easy, as there is no other infrastructural element to deal with. 
Furthermore, another function in the area would supplement 
the rhythm of movement into and through the area. For 
example, an indoor educational function such as a music school 
would add movement in the day-time for the whole year.

The second category of open space typologies is again not so 
much fit as a tool, as this category is more like the basis or 
foundation of this location. And as the current state is already 
one big open space typology, the first design does not change 
this. However, the category remains very important as it strongly 
poses a decelerating basis for the Blijdorpse Polder, like an oasis 
in the city of Rotterdam. The design remains very spacious, and 
even centralizes all open spaces to create one coherent open 
space, with only a built central heart. The dominant open space 
types remain the park, sports area, water, and parking spaces. 
The parking spaces have been divided differently, but are still 
a huge contribution to the open spaces. And lastly, the green 
ratio remains very high, as was already in the current state of 
the Blijdorpse Polder.

Figure 274. First design Blijdorpse Polder [scale 1:10000]
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Improvements on the first design, within the scope of the open 
space typologies, could be to even add more green elements. 
For example, the parking spaces could be transitioned into 
green parking spaces where a semi-paved material is used to 
drain water and allow grass to grow between the pavement.

The category of urban form is very important for the first 
design of Blijdorpse Polder, as a huge part of the design concept 
revolves around restructuring the spaces. Through the design, 
some of the variables of this category have been improved 
concerning the stimulation rate. The design of the park and 
sports area have become more homogeneous, consonant, 
and continuous, as both areas are flowing into each other 
and structured in the same style and according to the same 
standards. Furthermore, the meandering structure of paths 
through the area provokes slow movement instead of fast 
movement. Only the variable of choice-making has increased in 
its stimulation, through the many paths and crossings of these 
paths, whereas there is not one ultimate route. However, 
the main central path to the heart of the area is marked as 
the most important route through its width and repetition of 
trees. This means that functionally, as most functions of the 
area are planned destination of its visitors, there remains one 
clear route, while the total network of paths is for recreational 
use. Variables that do not change through this first design 
are the type of orientation, the distance to objects, and the 
patterns in the area. 

Improvements on the first design, within the scope of the open 
space typologies, could be to increase the absolute orientation 
through a clear entry into the area, and also apply the approach 
of one unite style into the details of the design. The central heart 
of buildings is right now the focus for orientation, but the newly 
composed area lacks a clear entry. There are two locations 
where cars enter the area, of which one is an important and 
already burdened entry to the zoo. The other entry to the 
sports area and the park would be most logical to develop 
further. The unite style in spatial details is about elements that 
have not been decided on, for example, the urban furniture, 
choice of materials, and pavements throughout the area.

The category of the isovist field in this location is not important 
as it conflicts with the opposing category of open space 
typologies. The isovist field in total has mostly been optimized 
through the design. It remains a very large total isovist field, 
but the isovist vertices number has decreased a little bit by 
using more volumes that intentionally limit visual fields. With 
that, the isovist perimeter has decreased a little too as the 
outer edges of the visual field have been limited through fewer 
vertices and interruptions of continuous volumes. 
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Improvements on the first design, within the scope of the 
isovist field, could be to add more buildings or green volumes 
to decrease the visual field. However, it has already been stated 
that this category is not important in the Blijdorpse Polder as it 
counteracts against the most important and foundation based 
category of open space typology.

The last category of environmental factors is most important 
in its variables on the canceling of noise. As the open area in 
the Blijdorpse Polder already provides lots of light, locations 
of darkness through shadows are hard to find. Also, the 
reflections of lighter visuals create the experience of shadow 
not a negative experience per se. Furthermore, with the natural 
setting, the color range of green and blue colors is very strong. 
The buildings in the focus area are mostly within these color 
tones, which altogether also results in a very pleasant color 
experience in the area. The most important environmental 
factor is the variable of sound, or in this case, the noise of 
traffic on the highways and the railroad with its trains. The 
noises of these infrastructures, however, are not very loud, 
but their noises do reach far into the area. The noise of the 
northern highway, the A13, has mostly been blocked through 
the volume of the parking garage for the zoo.

Improvements in the first design, within the scope of the 
environmental factors, could be to also block the noise of the 
railroad in the south and to keep using natural colors for the 
architectural design of the new buildings. The noise-canceling 
of the railroad in the south could be done through a natural 
blockage of high trees, which would also nicely embrace the 
sports fields of the baseball club. The designs for new buildings, 
such as the parking garage and the swimming pool, could be 
with the materiality of wood or other natural materials.

Concluding, from the first design for Blijdorpse Polder 
improvements in the categorical variables are needed to design 
an optimized decelerating space. The open space of the park 
and the sports fields are the conceptual foundation around 
which all other aspects are arranged. The whole arrangement 
is related to optimizing this open space experience into an 
even more unstimulating space to recreate the feeling of 
deceleration. Of all mentioned improvement opportunities, 
the improvements in urban form or the most important, as 
this is the main tool for the development of this open space 
type without affecting its quality.
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4.4 Improved and final design for Blijdorpse Polder

The concept for the design of Blijdorpse Polder remains the 
same, with as main focus the reorganization of the total 
area. The different types of open spaces are rearranged to 
highlight the spacious and natural qualities in the area. With 
the reorganization as the starting point for the design, other 
urban elements of additional completing buildings, functional 
elements such as parking, and a climate-resilient element such 
as water storage, follow in the transition as well. Compared to 
the first design, the only big addition is one volume to emphasize 
the new entrance into the sport-park. With this new addition, 
also other small elements of the architectural and landscape 
design change. The total design for this area is focused on the 
integration of the sports fields with the park, whereas the park 
plays a central role and the sports field are connected to it but 
also have their clear plot. The organizational puzzle results in an 
interwoven area, where the park flows through the sports area, 
and the sports area is embraced by the park. The decelerating 
qualities are brought back to a balance and an attractive area 
for different types of people results.

Figure 276. Right page: Masterplan final design Blijdorpse Polder [scale 1:5000]

Figure 275. Axonometry final design Blijdorpse Polder
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As already pointed out, the reorganization of the area is 
most important in the design of Blijdorpse Polder, to develop 
more efficient use of spaces. It provides a clearer division of 
spaces and creates new connections between spaces that offer 
options for multi-use. The total area of openness becomes one 
continuous and unite space, where sport transitions into park 
and park transitions into dense green woods. With these open 
landscapes, a few volumes break the openness or function as a 
closing element of the area. An example of such a break is the 
central core of multiple buildings, and an example of a closing 
element is the parking garage which blocks visuals as well as 
noises. The area is focused on slow movement and the pedestrian 
path is the leading element in the interweaving of the different 
spaces. The park is stretched out over the total area, with its 
different segments of playing, sporting, wandering, exploring, 
and escaping, that offer a sequence of visuals and experiences. 
The area is designed for slow dynamics and cars are almost 
completely banned. The new pedestrian routing goes along all 
segments and different combinations of routes are possible, 
leading to new opportunities of experiences in the area. The 
sports areas are private, but the open green areas provide a 

Figure 277. Concept fragments [scale 1:7500] Figure 278. Pedestrian routes [scale 1:7500]
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nice base for the pedestrian route between the sports spaces. 
Centrally on the crossing of the baseball field, the hockey fields, 
and the running track is a small hill which provides panoramic 
views over the sports areas as well as the park. The playground 
for children is located near the hotel and the zoo, providing a 
safe and visible separate space for children to play. The dense 
green part next to it leads toward the explorational route 
over water and into the ‘woods’ around the lake towards the 
open park. East of the park is also a route through the ‘woods’, 
providing a secluded and serene path with only green, towards 
the south of the park. In the open park is space to sit, wander 
around, recreate with friends, or do other things. The central 
part of the part is bordering to the sports part of the park 
and more focused on active recreation and can be used for 
activities such as sports and festivals. This again notes the multi-
usability of spaces, as this space can be used for both sports, as 
well as other activities such as festivals. 

Next to these scenic settings for the pedestrian, the design also 
pays attention to the problem of flooding and lack of parking 
spaces. In terms of climate resilience, multiple locations in this 

Figure 279. Private and public space [scale 1:7500] Figure 280. Parking plan [scale 1:7500]
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area are located on lower levels, causing floods to happen in 
this area. The flooding is controlled through an extension of 
the central pond to be able to safely overflow, and through 
lowered parking spaces on a semi-paved material to allow 
water to infiltrate naturally over time. The lack of parking 
opportunities has been researched for all different functions 
and their divers or overlapping time-slots of busy moments. 
The design provides for the zoo the same total of parking 
spaces, although half of their parking lot has been transformed 
into buildings or public spaces. The new parking garage should 
architecturally become a green building, themed with jungle 
animals, as the parking spaces are already recognized through 
animal signs. The volume of this new building not only offers 
space but also blocks the noise of the highway A13 and 
functions as a strong border typology to close the area in the 
north instead of a busy road. The parking garage offers about 
350 parking spaces to the zoo. Furthermore, the parking space 
in from of the pet hospital and the Van Der Valk Hotel offers 
about 130 parking spaces, and the parking space of the fitness 
club of David Lloyd remains around 70 parking spaces. The 
total amount of parking spaces centralized between the two 
sports clubs is around a total of 370 parking spaces. Together 
with this building of the parking garage, four other buildings are 
added to the location, namely the pet hospital, which has been 
relocated, the pavilion along the lake, the swimming pool, and 
the gymnasium complex.

The core of buildings in the center of the area is functioning 
as the heart of the open spacious location as a strong space 
of indoor recreational functions and opportunities for social 
gatherings. With that, it also completes the recreative area 
by being the centralization of liveliness in the inner circle of 

Figure 282. Building ensemble as heart of the area

Figure 281. Design sketches of lowered parking spaces,

sound buffers, and the central heart volumes
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these three buildings. The built volumes are a continuous and 
unite ensemble in their totality while providing a cozy and 
introverted inner circle, which is almost totally enclosed. The 
strong geometrical concept is finished with the additional 
third building of the swimming pool. This new building is an 
intermediate connection between the social connection to the 
heart and the peaceful and quiet space along the lake. With 
the lake as an outdoor swimming opportunity, this becomes 
the first location in Rotterdam to swim in natural water. The 
function of a swimming pool adds to the other two popular 
sports of baseball and hockey.

Lastly, the new location of the entrance into the park and sports 
areas is marked through the new building with the gymnasiums. 
As the other entrance into the park for cars is already burdened 
with the traffic towards the zoo, the entrance to the sports 
area is most fit to become the new entry into the park. A 
building of two gymnasiums bridged by a volume is designed 
as an imposing gate into the area. As this building functions as 
an indoor training opportunity for both the baseball and the 
hockey club, the area remains lively throughout the whole year. 
The clubs do not have to change the location of their training 
in the winter anymore due to the lack of an indoor training 
opportunity. The two gymnasiums both could be around 
1056 m2, and the overhead volume provides space for a small 
bar, as well as some meeting or clubrooms. Passing through this 
gate, the large parking space for the sports functions directly 
forces people to leave their car and continue as a pedestrian 
to their destination or to wander into the park. The park is 
entered through the small hill, providing a first glance over the 
total area.

Figure 283. New entrance into the sports area and park

Figure 284. Design sketches of the height differences

and the new entry into the area
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4.5 Conclusions on the evolution process

The total process of analyzing, criticizing, and evolving both 
the understanding of the two locations, as well as becoming 
acquainted with their categorical elements, have resulted in a 
better understanding or even mastering the skill of designing 
a decelerating space on two different locations. These two 
different locations represent the two contrasting urban types 
of the high dense versus the low dense urban environments. 
However, the total process, featured in this chapter, did 
not only expose these contrasts, but also the similarities. A 
comparison between the two types of environments was to 
research the different effects of the tools or guides to applicate 
deceleration. Conclusions can be made from this comparison, 
as well as the usability and application of all guiding variables of 
the five categories.

Through the analysis and design process, it became clear how 
for both locations it was most fitting to start the foundation of 
the design concept not literally from the categorical variables 
themselves, as this would force the design into an unnatural 
or unrealistic form that would not fit in the environment. 
For both locations, it seemed to be the best option to build 
the design concept up from a strong feature in the area that 
already contains less stimulation and is already perceived as 
a decelerating feature. By using a location-specific feature as 
the starting point for setting up challenges and aims for the 
development of this specific location, the location bound value 
of a plan is ensured and the risk of disconnection, or a design 
which is not fit for its environment, is avoided.

The continuation into evolving these design concept bases 
did also result in differences between the two types of 
environments. As Leuvehaven its location is more an urban 
assignment where the designing of spaces and volumes is more 
focused on the micro-scale aspects of very detailed or subtle 
design aspects. The basic, already decelerating, quality of the 
Leuvehaven was the featured waterscape with its historic 
theme of ships and maritime harbor elements. This quality has 
been featured and strengthened in the design as the concept 
of the blue park. It comes down to the creation of an accessible 
structure to provide the opportunity for people to experience 
this decelerating feature of water and historic ships up close. 
Meaning that the design of this decelerating space itself did not 
need large gestures, but it needed more subtle design choices 
to preserve and cautiously strengthen this space. However, the 
edges of the design, that frame the decelerating space of the 
blue park, have been designed louder and less subtle compared 
to this inner space on the water. These framing spaces or 
volumes indicate the urban contrast of the highly dynamic and 
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intensive city against this lower, more introverted, and delicate 
oasis of the waterscape. These design fragments, therefore, 
become more like the contextual city texture and integrate 
with the contrasting urban context.

Continuing to the other environmental type in the Blijdorpse 
Polder, the differences between the two environmental types 
are exposed, where the design in this low urban environment 
becomes more of a landscape and scenic assignment than 
an urban assignment. As the location itself and its context 
consist of merely natural landscape with masses of buildings 
and road through it, the methods of systematically planning 
and structuring the total landscape are more fit in developing 
a design. The basics of this environment are the decelerating 
aspects of high urban space. But with the absence of a 
contrasting form, the total landscape becomes one endless 
floating void in which the definition of decelerating space is not 
the same as it would be for the high urban spaces. This is where 
the state of habituation returns and causes the perceivers of 
this environment to be overruled by boredom. To create a 
decelerating space in this context, there is a need for more 
large design gestures instead of subtle gestures, as these subtle 
gestures will not be strong enough to change perception. 
Therefore, the foundational quality of the Blijdorpse Polder is 
featured through the central park and sports park. The design 
for its development is based on a quite influential method of 
reorganizing the spaces and adding elements to complete 
a new unite, but unique park. The design challenges future 
users to be lured out of their boredom, through the more 
extraverted, noticeable, and grand gestures of designed spaces 
or volumes. Another, last note on the perception of Blijdorpse 
Polder is that on a larger scale the location does provoke 
deceleration when perceived through moving from the inner 
city of Rotterdam into the Blijdorpse Polder. Through this 
macro scale perception, the contrasting atmosphere is noticed 
and the Blijdorpse Polder becomes a decelerating oasis with 
the knowledge of being in a two-kilometer range of the high 
urban city center.

Altogether, it can be concluded that the two different types 
of environments do follow a different path towards a design. 
The path to designing, in the end, is very specific, based on the 
strengths and weaknesses of a location, as well as its contextual 
environment. For the process towards the final designs of the 
Leuvehaven and Blijdorpse Polder, a combination of a local 
basic feature and the most relevant categorical variables have 
to lead to design. The table in figure 285 shows an overview of 
the intermediate conclusions on the categories per location. 
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First, the categories were analyzed and assessed in the current 
situation of both locations, concluding on the strongest or 
weakest variable in terms of being decelerating. Second, the 
categories were used to evaluate and improve the design, and 
some of them proved to be more or less important for the 
specific location. In the end, the conclusions show how the 
second category of open space typologies came out as a basic 
feature for the design concept in both locations. Furthermore, 
the different categories have different importance, or weight 
factor, on the different locations, meaning that the most 
important categories provide the most important variables 
which should be used to guide and perfect the design for a 
decelerating experience.

Next are conclusions on the categories of variables, which 
were theoretically set up to be used as guiding tools towards 
less stimulative spaces and more decelerating experiences of 
spaces. As already clarified, the different categories do not 
possess the same importance. There is no uniform theory 
on how to implement a variable and how to decide on which 
categories are most important. Through analysis and the 
skill of understanding urban situations, a location-specific 
choice can be made on the use of the categorical variables. 
The variables are meant to help to extend a design with basic 
spatial guidelines towards a more decelerating design. Another 
conclusion, which has already been exposed, is also confirming 
the statement on different importance of categories, namely 
the counter categories of open space typologies and the isovist 
field. The variables of these categories guide towards opposite 
factors of built or unbuilt spaces, and therefore cannot both be 
important in the same location. The only exceptional variable 
in this counterstrike, is the open space typology variable of 
the green ratio, as this does not per se imply dense volumes. 
Furthermore, the design study seems to point out that the 
category of open space typologies, with exception of its green 
ratio variable, is most of the time not usable as a tool, but 
rather as the foundation for a design concept. In both the cases 
of Leuvehaven and Blijdorpse Polder this is what happened with 
this category. However, there are situations thinkable where 

Leuvehaven Blijdorpse Polder

Analyse Design weight Analyse Design weight

1. Contextual factors Strongest Less important Strong Less important

2. Open space typologies Average Most important (basis) Strongest Basis

3. Urban form Strong Important Weak Most important

4. Isovist field Weakest Not important Weak Not important

5. Environmental factors Weak Important Strong Less important

Figure 285. Table of overview of the intermediate conclusions on locations and categories



195

open spaces could be used as a tool, but this concerns a very 
large scale design where a whole city is decelerated through 
a new implementation of open space types. With all these 
complexities, of categories that contrast, together with open 
space typologies being less of a tool or guiding principle, the 
other categories become more usable and clear. The variables 
of the contextual factors, urban form, and environmental 
factors are very user friendly as they are clear in their spatial 
urban factors. However, these three categories should on the 
other hand also not be seen as ‘holy’ measurements. For all 
variables counts, that the location-specific elements are most 
important in guiding the concept. The variables are based on 
theoretical research into perception, which assumes an average 
type of perception for any human being. This would mean 
that everyone acts the same way in terms of perceiving and 
reacting, but as unfortunate as this is, people did not become 
robots meanwhile this study, and therefore remain individuals 
who, as well as a location, obtain differences. An environmental 
design, therefore, should be sensitive, as the development 
of and design for urban spaces is a delicate, fragile, and very 
influential task, as it forms the setting for the total art of living, 
working, recreating, and using space.

The following step from these conclusions is to come back 
to where the study started, namely the experience and 
perception of the areas. To narrow the focus of the study and 
dive deeper into the details of a designed plan, one of the two 
locations is chosen to be elaborated. The design of this location 
is working out in its urban details and with an architectural start 
for the newly designed built volumes. This extensive design will 
be used to explain the practical details of the plan, as well as 
the impression of entering and experiencing the total design 
area. The location of Leuvehaven has been chosen because 
this location is more about urban planning instead of a design 
based on landscape planning. The urban spaces represent the 
intensifying dense spaces, which most require deceleration. 
The following, and last chapter, will provide this detailed plan 
for the design of Leuvehaven, including a functional approach, 
as well as an impression and experience-based approach.

Figure 286. Chosen elaboration location: Leuvehaven
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a decelerating product



Hall, 2019
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D1
Decelerated Leuvehaven
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As Leuvehaven allows a decelerating element of water into 
the inner-city life of Rotterdam, the design of the blue park 
takes advantage of this quality. But does this design specifically 
strengthen the feeling of deceleration? And is the design 
spatially strong, as well as functionally feasible? In the following 
pages the details of the design of Leuvehaven, together 
with its form and dimensions, will be elaborated. Different 
circumstances, as well as different perspectives, will be 
elaborated and presented in visual form. This first subchapter 
introduced the overall design concept and the differences in 
circumstances. Furthermore, the step towards the following 
subchapters is introduced through dissecting the total design. 
Altogether, this chapter aims to embody the feasibility of the 
project, as well as the resulting perception when experiencing 
these newly developed spaces.
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1.1 Design Leuvehaven

Returning to the basics of the concept for the design of 
Leuvehaven, the main space to develop and perfect in its 
decelerating quality is the water. The design, therefore, 
revolves around creating and supplementing the concept of a 
blue park. The central blue park is the space on the water, which 
is a more extraverted space. However, the more introverted 
spaces in between the fingers of the Wijnhaven island are also 
part of the blue park, including the docks of the island. The 
island frames the spaces of the blue park, however, the west 
and south side of the park remain undefined. Therefore, the 
design also contains two newly designed docks that should 
strongly frame the park. First, the Schiedamsedijk dock where 
the busy street should be divided from the park. Second, the 
Terwenakker dock which needs a new connection for more 
accessibility and spatial communication. 

Figure 289. Right page: Top view design Leuvehaven [scale 1:3000]

Figure 288. Conceptual overview of design (Google, 2020)
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1.2 Water levels

The observations at different times of the year have noted 
the very strong height difference of the water level when 
comparing the winter versus the summer. In the observations 
of the summer of 2019 and the winter of 2019 to 2020, a 
height difference of two meters was found. In the design, this 
led to different circumstances of space usability. And as the 
design is about the blue park, which revolves around the water, 
the design also uses the water as a strong element. On many 
docks, the water becomes accessible through sloped grass, or 
stairs into the depth of the water. The water is within reach of 
the urban users, for recreation and as a decelerating element 
through the rippling waves. Through the level change of two 
meters, the urban space becomes a changing space, leading 
to surprising experiences. In the winter, the water is at its 
highest level, while in the summer the water decreases to a 
level that opens up the public space for outdoor relaxation and 
recreation.

Figure 291. Schiedamsedijk dock in the winter

Figure 290. Schiedamsedijk dock in the summer
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Figure 293. Rederijhaven in the winter

Figure 295. Terwenakker dock in the winter

Figure 292. Rederijhaven in the summer

Figure 294. Terwenakker dock in the summer
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1.3 Three fragments

Many design choices go into a deeper level of scale, with 
more detailed choices on spaces and volumes. Therefore, a 
division of the total design is made for three fragments. The 
first fragment involves the blue park and the docks of the 
Wijnhaven island, which are integrated into the park itself. 
This fragment revolves around the park network with paths, 
clusters, and hot spots. The second fragment is the framing 
edge on the west side of the park on the Schiedamsedijk dock. 
The design for this fragment revolves around the newly built 
volume of residential spaces, public functions, and a museum 
pavilion. The third fragment is the other framing edge on the 
south side of the park on the Terwenakker dock. The design for 
this fragment revolves around the redevelopment of this dock 
and the connection to the blue park.

Figure 296. Division of the design concept into three fragments
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Figure 297. First fragment of blue park and the bordering docks on the Wijnhaven island

Figure 298. Second fragment of the Schiedamsedijk dock

Figure 299. Third fragment of the Terwenakker dock
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D2
Blue park
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2.1 The Blue Park

While walking on the water, a landscape of historic ships, harbor 
features, and green intermissions, appear one by one. The 
floating piers as a quietly rocking floor, the floating bridges as a 
moment of reflection and gazing around, and the connections 
to the mainland of the docks. On the narrow docks, a view over 
and into the blue park is offered, and an attraction into the park 
is launched. From here, the network over the water is clear, 
but down there, the experience is bound by the single path to 
follow. Down there, on the water, the observer becomes part 
of the network, in its downward position and its dependence 
on the safe routing. But the experience does not become 
alienated, as the new layer of the water becomes a landscape 
on its own. This landscape acts apart from its urban context 
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Figure 300. Impression over the blue park

and holds its infrastructure. A landscape of historic ships, with 
different functions, private and public together, chained along 
the nerves of the floating paths. This landscape remains framed, 
through the higher docks, which are sometimes softly sloped 
and sometimes formed as a hard border. The diverse spatial 
vocabulary forms the space and guides the focus of attention, 
or on the other hand, hides it. Following the path, wandering 
along the docks, and statically gazing around, all form the total 
experiences of the park into a decelerated state of mind.
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2.2 Water network

The total network on the water exists out of floating piers as 
the basic structure of paths on the water, connection through 
different types of bridges. As two different infrastructural 
networks overlap each other, the network has been designed 
optimally for both parties. Namely a pedestrian path network 
for the park and accessibility to ships, as well as the pervasiveness 
for ships in the harbor itself. For example, in Rotterdam, there 
are water taxis that also go into the Leuvehaven. There are 
different types of zones on the water, with a central zone that 
is accessible for all lower boats, without the need of opening a 
bridge, such as these water taxis. The other zones as linked to this 
central zone, but instead are locked by lower bridges that can 
be opened. In the Leuvehaven there is already a harbormaster 
who should always be informed at least 30 minutes in advance 
to open these bridges, which can be done by hand for most 
bridge types. These other zones are the places for settling ships 
and are therefore not part of the central dynamic zone.

Figure 302. Ship plan designed situation [scale 1:10000]

Legend:

Maritiem Museum ships
Historic ships up to 25m
Historic ships up to 40m
Modern ships up to 40m
STC ships
Other ships
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Figure 303. Total set of floating piers and bridges

Floating pier ((cannot open)

Bridge connection to dock (cannot open)

Small bridge of 4 meter (opens vertically)( p y)

Low pontoonbridge of max. 14 meter (opens horizontally)

High pontoonbridge of max. 20 meter (opens horizontally)

Large pontoonbridge of max. 34 meter (opens horizontally)
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2.3 Use of space on the water

As mentioned, the water becomes a new urban landscape within 
the already existing landscape. Different types of temporal 
functions fill, diversify, and interchange the landscape. The docks 
frame the landscape but join it in its functional form through 
sloped grass or stairs into the water. These docks spatially 
communicate with the water and create spaces for relaxation. 
On the other hand, there are also more hard docks with a 
height difference of level. For example, the inner dock on the 
island is already used as a very narrow terrace and is extended 
in the design. Such social functions are perfect on these ‘dead 
ends’ on the blue park, as these spaces become very cozy and 
intimate. With these more intimate and introverted spaces 
within the park itself, the contextual background features of 
the highly urban high rises form a utopian contrast where the 
contextual world remains visible but becomes also like a dream. 

Figure 305. Section A island and blue park [scale 1:1000]Figure 305 Section A island and blue park [scale 1:1000]

Figure 306. Section B island [scale 1:1000]Figure 306 Section B island [scale 1:1000]Figure 304. Narrow terrace at the Rederijhaven

A
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Sections
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Figure 307. Elevation A Wijnhaven island towards the east

Figure 308. Elevation B Bierhaven towards the north
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Furthermore, the water itself hosts many options of functions 
and with the dynamic aspects of functions on the water, the 
functions can easily be temporal. Examples of already present 
functions are restaurants, or Airbnb addresses, as well as 
recreational activities of floating around in a hot tub, a private 
concert on a small boat, or even an orchestral symphonic 
concert on the water. Next to these existing functions, other 
ideas for functions are shown through the sketches above. The 
blue park could house ships with restaurants, hotels, or even 
office functions. The private part of the park could provide an 
outdoor cinema for the museum. Or a large vessel could be 
used as outdoor swimming for the warmer days in the summer.

The following pages provide a total of eight impressions on this 
first fragment of Leuvehaven, the blue park.

Figure 309. Sketches for options of recreation on the water
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Figure 310. Floating hottub in the Leuvehaven named the ‘HotTug’ (Kok, 2019)

Figure 311.  Sailing on a ‘Luisterbootje’ through the Leuvehaven (Joha, 2019)

Figure 312. Sinfonia Maritiem Festival (Sinfonia Rotterdam, n.d.)
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Figure 313. The private pier of the Maritiem Museum along all historic ships and

Figure 314. The intersection of many paths and the central node of public and

machines that belong to the museum

private piers on the water with both their own routing
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Figure 315. The central junction on the water, seen from the dock on the

Figure 316. A look into the intimate zone in between the spaces of the

Wijnhaven island

Wijnhaven island, with on the right side a hard dock transition and on the left

side a soft dock transition
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Figure 317. The inner space of the water inside the Wijnhaven island, with both

Figure 318. The opening of the intimate space on the water in between the

a stairs dock and a sloped grass dock

spaces of the Wijnhaven island, with a vision towards the more extraverted

spaces in the blue park
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Figure 319. The blue park in its contrast of introversy to extraversy into the

Figure 320. The green clusters on the headings of the Wijnhaven island

new developments of high-rises



Hall, 2019
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D3
Schiedamsedijk
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3.1 The Schiedamsedijk dock

The old, low, and weary pavilions of the museum have made 
space for a new volume where both mass and void, private and 
public, and the building and public space become interwoven. 
Walking on along the road of the Schiedamsedijk, the volume 
acts as a separating volume that hides the park. The public 
functions open up and it is clear that the towers hold private 
residential spaces. The volume acts as the opposite residential 
block, but it subtly hints a special feature of the balustrade along 
the edge of the roof of the lower block. And when entering the 
other side of the volume, a completely new landscape opens 
up and clarifies this hint. The dock along the park has been split 
into different levels of routes, where the main route meanders 
on the three-meter lower level compared to the dike level. 
Parallel branches of this main route allow walking on the higher, 
or lower levels. With the façades opening up on different levels 
too, the roof sometimes becomes the new ground, and with 
that, the public space is extended on top of the built volume. 
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Figure 321. Impression over the Schiedamsedijk dock

On the southern lower block, the opportunity is created to walk 
up to the upper edge of the roof, where the hinted balustrade 
is placed. This location provides a view over the road of the 
Schiedamsedijk, but when looking back, it opens up a total 
view over the blue park, as well as other iconic architecture of 
Rotterdam. The leveled landscape of this dock provides many 
different options for public functions façades, as also applied 
at the museum pavilion. Where the lower façade gives a peek 
into the working spaces of the ateliers of the museum, while 
the upper floor, along the road, hosts the more public function 
of expositions. The lower levels of the landscape along the park, 
slowly slope into the water. Providing spaces for relaxation, 
recreation, and an overall green look through the grass and 
green roofs. Altogether, the public space of the narrow dock 
becomes visually extended and space is experienced as being 
larger and more diverse.
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3.2 Volume evolution

For the final design of the volume on the Schiedamsedijk dock, 
a process of many different concepts and ideas of the spatial 
form of the building was formed. It started with a clear single 
lower block with one tower but evolved into a single lower block 
which became integrated with the public space of the dock, and 
three towers. The tree tower refers back to the multiplicity of 
three on the island and the Terwenakker buildings. The layout 
of rising levels, in both the public space of the dock from the 
east to the west, as well as the south to north rise in roof 
levels, contributes to contextual orientation and is determined 
by the position of the sun. The form of sloped landscape 
and roofing refers back to the optimal use of space and the 
creation of relaxation spots along the water. The final volume 
provides a total of 91 apartments for mid-income households 
ranging from 60 m2 up to 93 m2, as well as 3 penthouses around 
150 m2. The ground levels both house up to 12 spaces for public 
functions ranging from 200 m2 up to 300 m2. Furthermore, 
the pavilion for the museum provides around 1300 m2 of space, 
of which 900 m2 is on the lower floor for the workspace of 
the atelier. Lastly, a two-level parking garage is planned below 
the total volume to provide round 125 parking spaces for all 
previously mentioned functions.

Figure 322. First serie of volume (one lower block with one tower) evolutions

Figure 333. Second serie of volume (one lower block with three towers) evolutions

Figure 335. Dock inspiration: Siegen by Atelier

Figure 334. Dock inspiration: the Four Harbour

Roof Park in Rotterdam (Buro Sant en Co, 2014)

LOIDL Landschaftarchitekten (Grosch, 2017)
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Figure 336. Final design of the volume with its multiple levels of public space

Figure 337. Accesibility and functions of the

Figure 338. To the right: all different fragmential sections of the Schiedamsedijk dock design

Musseum

Lowo er e
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Resesidential

pavilii on:

buiu ldid ng 

building
blooock:k
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Legend:
Parking garage
Public function
Residential
Museum

different fragments in the volume
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Figure 339. Section A on the volume of the Schiedamsedijk [scale 1:1000] Figure 340. Section B on the volume of the Schiedamsedijk [scale 1:1000]

A



Figure 341. Section C on the volume of the Schiedamsedijk [scale 1:1000] Figure 342. Section D on the volume of the Schiedamsedijk [scale 1:1000]

Figure 343 Elevation of the total Schiedamsedijk dockFigure 343. Elevation of the total Schiedamsedijk dock

B C D
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Figure 344. The road of the Schiedamsedijk from the north, with the museum

Figure 345. The road of the Schiedamsedijk from the south, with the entrance

pavilion on the left with its sloped roof contrasting to the other sloped roofs

into the parking garage and the subtle hint of the balastrade
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Figure 346. The Schiedamsedijk dock with multiple levels of routing

Figure 347. The upper level along the Schiedamsedijk dock, providing a view

over the blue park
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Figure 348. The edge of the roof along the balustrade, with a view over the

Figure 349. The view over the Schiedamsedijk dock from the lower level on the

road of the Schiedamsedijk, as well as the blue park and iconic architecture as

the Erasmusbrug and the Rotterdam

sloped grass landscpe, that touches the water
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Figure 350. The lower level to the museum pavilion with its lower façade of 

Figure 351. A look back into the blue park, along the Schiedamsedijk dock and

the workspace ateliers, and the upper floors of expositions

the new volume, that guides the focus over the park towards the Terwenakker

and beyond to the Erasmusbrug



van den Berg, 2020
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D4
Terwenakker
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4.1 The Terwenakker dock

While wandering through the blue park, a connection opens 
up to the dock of the Terwenakker. The island connects 
through a pontoon bridge towards the water square along 
the Terwenakker. While entering this bridge, the square 
lures as space the sit, or even place terraces in the summer. 
The square moves with the dynamics of the water, changing 
its position concerning the dock. In the summer it connects 
towards the lower dock, where a route, parallel to the upper 
dock, is located. The construction of the dock and the STC 
educational ships can be experienced up close on this lower 
dock, meanwhile, in the winter, this dock is flooded and 
unusable. The water square also provides an upper connection 
to the upper dock, where the main pedestrian path is located. 
The public space, however, continues the upward movement 
that was already introduced in the water square. The public 
space grows through its stairs and the pavilions move along 
with it. When entering the top level of this elevated public 
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space, the hidden road behind it is revealed. The elevated 
public space continues along with the pavilion, over the road, 
towards the dike level of the Boompjes street. Opposite from 
this perpendicular movement is the parallel movement over 
the dock itself. As the first movement already suggested, there 
are different levels of public space in the design, causing a total 
of three parallel routes on different levels along the dock. 
The main route is three meters higher and passes along the 
new pavilion for the STC educational functions, the stairs up 
to the elevated landscape with its pavilions, all the way to the 
monumental building of the Scheepsbrug. This building now is 
situated between two elevated landscapes of the new public 
space and the dike level of the Boompjes, causing it to take 
place in a lower, introverted, but the special location on the 
rounded bulge of the dock. Lastly, this route continues into the 
tunnel towards the green and sunny Leuvehoofd and the dock 
along the Nieuwe Maas.
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4.2 Public space evolution

The dock of the Terwenakker was redeveloped in 2006 when 
a large parking garage with 623 parking spaces was built. The 
public space on the dock resulted in a paved dock with repetition 
through trees and the small glass blocks rising from the ground. 
These staircases into the parking garage, as well as the entries 
for cars, disturb the open public space. The space on the dock 
is used as an access point to the garage and becomes an 
empty location with no other attached functions. The design, 
therefore, hides these functional access points and reconnects 
the pavilions horizontally over the elevated landscape. New 
functions of a café or restaurant in the pavilions could boost 
the liveliness on the dock, together with a connection over 
the water to strengthen the public space. The openness and 
unendingness of the dock are subtly stopped by the small 
pavilion for the STC education in the east. The pavilion is a 
two-level building for a permanent spot of STC, with a total of 
600 m2. The extension of the dock on the west is continued 
through the tunnel towards the dock of the Boompjes with the 
Leuvehoofd park along the Nieuwe Maas.

Figure 354. Terwenakker dock from the east (Gemeente Rotterdam, n.d.)

Figure 353. Construction of parking garage in dock Figure 355. Terwenakker dock from the west (Gemeente Rotterdam, n.d.)

Figure 357. Dock inspiration: Siegen by Atelier

Figure 356. Dock inspiration: the Chicago

LOIDL Landschaftarchitekten (Grosch, 2017)

Riverwalk (Rivas, 2018)

(01-10 Architecten, 2019)
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Figure 360. Accesibility and functions of different sections

STC pavilion:

Elevated landscape and entry to parking garage:

Horizontal extended pavilion:

Elevated path over the road:

Figure 359. Terwenakker dock designFigure 358. Terwenakker dock design concept

Legend:
Parking garage
Public function
Residential



240

Figure 361. Section A with the STC pavilion on the Terwenakker [scale 1:1000] Figure 362. Section B of the horizontally extended pavilion over the total dock

of the Terwenakker [scale 1:1000]

A B



Figure 363. Section C of the elevated landscape on the Terwenakker dock, Figure 364. Section D of the elevated pedestrian route over the street

hiding the road in between the public space and the tower [scale 1:1000] towards the Boompjes [scale 1:1000]

Figure 365 Elevation of the total Terwenakker dockFigure 365. Elevation of the total Terwenakker dock

C D
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Figure 366. The introduction of the Terwenakker when entering it from the

Figure 367. The lower dock that connects to the water square underneath the

blue park on the island

protecting pipe of the construction for the parking garage in the dock
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Figure 368. The main route over the dock seen from the west side of the

Figure 369. The elevated landscape together with the pavilions that move over

Terwenakker

the hidden street and provide new public spaces on their roofs
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Figure 370. The hidden street for functional acces to the parking garage

Figure 371. The elevated route along the extended pavilions towars the

entry points, underneath the horizontally extended pavilions and behind the

elevated landscape

Boompjes dock along the Nieuwe Maas
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Figure 372. The east side of the Terwenakker dock, seen from the water

Figure 373. The sight towarsd the blue park and the Schiedamsedijk dock, seen

square, showing the parallel routes on the lower dock, the mean dock, and

the elevated landscape

from the roof of one of the extended pavilions
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Figure 374. Synthetical deceleration in Leuvehaven
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Conclusion

Returning to the start of this total study, the foundation was 
started with the question on the creation of intermediate 
spaces which are characterized by deceleration and slowness, 
instead of speed and deceleration. The meaning of this 
characterization was analyzed and multiple studies composed a 
better understanding of the concept. As the concept cannot be 
expressed in a single and clear definition, the total composition 
of these multiple conclusions regarding the concept forms the 
basis with which this project has been performed.

A study based on personal experience and the encounter of 
the feeling of slowness in different environments, as well as 
memories of different environments, concluded on three 
different spatial features causing the slowness. Namely the 
feature of open spaces or lee spaces conveying some form of 
peacefulness, the feature of surprising or distracting elements 
dragging people out of boring routines, as well as the aspects 
of framing and routing to manipulate types of movement. 
Another study based on the literature on the perception of 
slowness in architecture concluded on slowness as both being 
related to physical and mental space. Between these two 
aspects, the experience of deceleration is a subjective and a 
relative mental state, which is not completely dependent 
on just the environmental surrounding spaces. Also, the 
characterization of slowness is not per se the anti-definition 
of fastness, as the concept is not only speed-related but also a 
mental state of mind. In the end, a better understanding of the 
concept of slowness can be concluded as it being an opposite 
experience from the now overstimulated urban spaces. With 
all new developments in cities, the rapidly changing intensity of 
new and fast stimuli overrule the urban spaces in which many 
live their lives. The characterization of decelerating or slow 
spaces can, therefore, be seen as a countermovement against 
this overstimulation of the urban spaces.

This is where the study arrives at the aim of this project, finding a 
constructive way to apply deceleration in urban environments. 
Through a study into perception, its ways, and its results, it 
has been found how the highly urban environments affect the 
human state of well-being. The overstimulation can result in 
becoming indifferent because of George Simmel’s concept of 
the Blasé Attitude, or it results in adaptation and habituation, 
or the overstimulation causes stress and further aftereffects. In 
general, a new hypothesis can be put up on decelerating spaces, 
being spaces that are less stimulative compared to the everyday 
urban spaces that are characterized by acceleration. These 
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decelerating spaces with a lower amount of stimulations are 
experienced as a less stressful and more pleasant environment. 
And with this understanding, the research question of the 
study is:

‘Are we able to find common variables that influence the perception 
of stimuli intensity, and compose a strategic plan to evolve the 
local variables of an environment towards an increase of perceived 

slowness?’

For the first part of this question, the study into perception 
and environmental psychology has provided an answer. The 
study towards already existing rules or tools on environmental 
factors that influence the intensity of perceived stimulations 
has found clear variables that do influence perception. These 
variables have all been proven, by different literature pieces, 
to either be influential in an environmental stress ratio or 
the intensity of pleasantness. The found variables have been 
organized into five general categories of variables concerning 
contextual factors, open space typologies, urban form, isovist 
field, and environmental factors. The variables have been found 
to be useful in adjusting environmental development plans into 
deceleration approved plans.

However, the variables cannot just be applied the same way 
in any situation, as the experience of deceleration is strongly 
influenced through both physical and mental aspects, as well as 
everything in between these two. This intermediate-level refers 
to the different types of environments of the more rural versus 
the more urban environments. The design study was executed 
on both a location with lower built density, the Blijdorpse Polder, 
and a location with a higher built density, the Leuvehaven. The 
different environments showed to need different approaches to 
the experience of deceleration. Most important was the notion 
of a different proportion of importance of the categorical 
variables per different location. For both environments, it 
was most successful to start a design based on the strengths 
and weaknesses of the area, without considering the specific 
categorical variables. In both environments, a strong quality 
that already provided deceleration in itself was used as the base 
of the design. Through analyzing the categorical variables, this 
basic design was supplemented and perfected with the most 
important variables, based on the local features. Resulting in 
different types of designs, as the low urban design revolves 
more around the total planning and program, while the high 
urban design revolves more around the atmospherical aspects 
and subtle factors influencing it. The low urban design of 
Blijdorpse Polder shows this in its rigorous reorganization of 
spaces towards more efficient use of spaces and therefore a 
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new factor of attraction for the area. While the high urban 
design of Leuvehaven shows this in its development of the 
central blue park and all subtle design choices around it that 
contribute to this qualitative decelerating space.

The final product of the design for Leuvehaven contains some 
strong characterizations of deceleration. To the question of 
what does deceleration looks like, there is no exact answer 
as the concept cannot be defined through limited spatial 
typologies. But the final product of Leuvehaven does give 
examples of a decelerating design. Such as the wandering path 
throughout the new landscape on the water, which is an original 
and unique experience within the bustling city of Rotterdam. 
Meanwhile, the unique and surprising new functions on the 
water cause the experience of astonishment and arousal. 
And not only the specific space on the water of the blue park 
holds characteristics of deceleration, as the newly designed 
docks join with decelerating characteristics too. As both the 
Schiedamsedijk and the Terwenakker introduce a leveled 
landscape where an unexpected overlap occurs with built 
volumes and the landscape of the public spaces. This playful, 
but complex composition of multiple functions and interwoven 
spaces creates a unique and still fitting environment. The 
different levels offer different perspectives, and the option to 
pick a most fitting position per person. As all levels provide 
a new view, the total experience of the location can be 
different again every time. From a voyeur perspective to the 
flâneur perspective, all can be chosen intentionally, or even 
accidentally come about. With these examples of decelerating 
characteristics in the design for Leuvehaven, there could be 
even more within this design itself. A different person could 
be experiencing different characteristics, or different persons 
could not notice specific characteristics, as the experience of 
deceleration does work subjectively. In the end, it is impossible 
to become aware of the complete set of all environmental 
variables that influence the perception of deceleration.

Concluding on the total set of studies towards deceleration and 
its application into environments, there are guiding standards 
that could help to develop urban spaces to be perceived as less 
stimulative. However, it is very important to understand that 
there is no general truth on the development of substantial 
deceleration. The categorical variables found in this study, for 
example, provide more understanding of how spatial factors 
could influence perception concerning these stimulations. But 
the process in this study has also shown how these variables 
obtain a different weight of importance per location, as the 
location-specific features distinguish the important variables. 
The concept of slowness, and the application of substantial 
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deceleration, cannot be bound or framed into a complete 
rule of thumb. Coming back to one of the first conclusions 
on the concept of slowness, this sensation cannot be defined 
theoretically. As the environment itself, as well as the humans 
living in it, do not systematically follow protocols as if they 
are robots. They need more than a theoretical statement, 
concerning the addition of sensitivity, intuition, skills, and other 
unfathomable techniques. Furthermore, within the contrast 
of environments, the conclusion on the concept of not being 
an anti-definition is also again confirmed. As the decelerating 
characteristics in its core aim to lower the number of 
stimulations to decrease the stressfulness of an environment, 
this does end somewhere. Through simplifications and uniting 
the urban spaces and their volumes, the environment does 
become less stimulative. But in an already low stimulative 
environment such as the low dense spaces of Blijdorpse Polder, 
the addition of these decelerating standards causes the risk of 
under-stimulation. This results again in the state of habituation, 
where the observer becomes adapted to the total over-
decelerating environment, and enters into a state of boredom. 
This state causes the observer to be focused on its own agenda, 
which in these times is over-planned with all sorts of activities, if 
not the need to be present online. Altogether, the importance 
is noted of the need for understanding of the deceleration 
concept and the entire set of variables and influencers.

Altogether, the process of this study towards deceleration 
results in a synthesis between the theoretical approach of the 
concept, and an approach based on experience and sensitivity 
of the concept. Where many studies have been consulted on 
environmental psychology and those variables that influence it, 
these studies lack the sensitivity for the atmospherically factors 
in the environment. Although this study only included a few 
of these many studies, all studies keep noting the difficulty 
of developing hypotheses on influencing human perception 
and reactions through changing urban environments. This 
also happened in the process of this study, where it is easy 
to search for structured and measurable variables, it becomes 
difficult to work with the intangible and qualitative variables. 
However, the reality is that the world acts according to both 
types of variables, and therefore the creation of deceleration 
becomes a synthesis of these two too. Next to the theoretical 
understandings of a location, the skill of general spatial feeling or 
intuition is also required to achieve the quality of deceleration. 
As figure 374 shows how the total image is constructed on the 
theoretical model of the design, but together with its position, 
the atmosphere, and some empathy, the specific characteristics 
of deceleration turn into a dream on a piece of paper.



251

Figure 375. Synthetical deceleration in Leuvehaven
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Final decelerating word

Looking back on this graduation project, some important 
lessons have been learned. Such as the importance of the task 
to shape urban environments, which influence the daily lives 
of many. Through shaping urban spaces, not only movement 
and use are manipulated, but also the deeper social and 
psychological layer of humans. The relation between the act of 
shaping and designing environments and the human results in 
mental well-being has been elucidated.

The project could have been expanded with other case-studies, 
next to the studies of Blijdorpse Polder and Leuvehaven. These 
locations have been quite safe choices as their contrast to 
environmental density has been quite mild. Another location in 
a more extreme version of a highly urban environment would 
have been an interesting addition to the study. For example, 
a situation of a packed building block, surrounded by other 
packed building blocks or even high-rises, as this could be the 
situation for future cities.

Furthermore, the understanding of, and description of the 
concept of deceleration have led to a new question, whether 
this term of ‘deceleration’ is still the best term for this less 
stimulative characterization of spaces. Did the concept 
become something new throughout the study, as the focus 
shifted from slowness towards a degree of stimulations? As 
stimulations are something identifiable, the notion of slowness 
remains something intangible.

And in times like these, does the provision of these decelerating 
spaces cause people to slow down? Lives become more planned, 
and every activity needs to be useful, as we are responsible 
ourselves for what we do and what we become. Are we aware 
of our environmental surroundings and do we consciously 
choose to engage with it? How can the mental well-being be 
influenced through decelerating spaces, if the overstimulated 
people do not engage with it? A very actual and strong example 
is the current times in the Corona Crisis. Where most of us 
have to work from home, and our lives become mixed in the 
place where we eat, rest, study, work, and sleep. With all these 
activities mashed together in the same space, the necessity 
to consciously take a break and step away from everything 
has been clarified. People massively go out for walks in their 
neighborhood and nearby parks, while of course keeping a 
distance of at least one and a half meter. The intensification of 
all daily activities within a restricted environment has resulted 
in the unknowingly choice for slowing down and to decelerate.
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De esthetiek van vertraging

Het medicijn van vertragen,
in deze hectische dagen,

geeft een nieuwe beleving,
in de stedelijke omgeving.

Daar waar de onrust pauzeert,
en de stilte terugkeert,
is een nieuwe ervaring,

een figuurlijke aanvaring.

Geen nieuwe prikkels,
niet over gestimuleerd,
geen continue stroom,
die zich tegen je keert.

Een nieuw bewustzijn,
van het gaan en staan,

de dingen groot en klein,
die aan je langsgaan.

Een mentale stilte,
een visuele rust,

een fysieke verfrissing,
maakt je bewust.

Beleven is meer dan je begeven,
het bestaan wordt langzaam,
de tijd wordt een kwaliteit,
en gevoel een nieuw doel.

Leef geen leven dat je uitput,
neem de ruimte om te dwalen,

even los van het dagelijkse onnut,
en de poging het leven in te halen.

Germa Jansen
April 2020
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