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II

In the last decades a trend can be witnessed of transforming car-
based cities towards pedestrian-friendly cities. The transformation 
focuses on the restoration of streets and sections in the city that 
are designed for cars. An important aspect is tearing down or 
substantially modifying major car roads, which tear directly into 
old city centers, towards a scale and proportion based on the 
dimensions of the pedestrian. 

In Eindhoven, the trend of transforming major car roads that tear 
directly into the old city center is temporarily only recognizable 
in recent policy documents. The car scale is still ubiquitous in 
Eindhoven and especially in Central Business District ‘Fellenoord’. 
‘Fellenoord’ is a car-based environment with parking islands 
surrounding high-rise occe buildings. The area also has the hotel 
‘Holiday Inn’ and cultural amenities such as the exhibition centre 
‘Beursgebouw’. In addition to these functions ‘Fellenoord’ also  
serves as a public parking area because ‘Fellenoord’ has a very 
favorable position, close to the old city and bus and train station. 
Car accessibility at ‘Fellenoord’ is really important for the lettability 
of the occes and for the economy of the inner city of Eindhoven. 
However, in the existing situation it is clear that the complete 
domination of cars on the ground level of ‘Fellenoord’ is not 
conductive to the lettability of the occes and the economy any 
longer. The separation of tracc causes an unsafe and unpleasant 
public domain for slow tracc, dark and dank tunnels and long 
walls, which actually hinders the lettability of the occes. 

Despite the quality of the public domain in the station area, 
Eindhoven is still seen as an important location for nationwide 
cooperative services. As center of Brainport Eindhoven, and 
especially ‘Fellenoord’, has the potential to grow. However, 
because of the economic crisis cities cannot aTord to invest in 
large scale projects of which the outcome is unsure. This means 
that there has to be looked closely to the desires of the actors, 
and that transformation of existing built structures has to be 
opted instead of demolishing them. These problems lead to the 
research question: How to revitalize Eindhoven’s Central Business 
District Fellenoord’s public domain?

All actors in the area have the same interests and urgency 
to create an attractive public domain for the pedestrian and 
bicyclist. Since the introduction of ‘The New World of Work’ the 
exterior of the building, location, accessibility and quality of the 

environment is increasingly more important. To tackle the car 
dominance on ground level a plan for the whole area is needed 
which draws outlines for the public domain and oTers individual 
actors iexibility to transform or extent towards the new public 
domain. 

In the concept, ‘Fellenoord’ becomes a destination for the car 
user instead of a junction for car tracc to choose where to go. 
The existing major car roads will lead to the parking garages. 
The proHle of the ‘Fellenoord’ road will be reduced  towards one 
car road and a parallel road for busses and as destination street 
to the parking garages. The space which is gained on ground 
level by reducing the proHles will be used for the pedestrian 
and bicyclist. They are placed on the same level as the car 
tracc. The network of tunnels is re-used as parking garage and 
as connection between the parking garages. By placing the 
pedestrian and bicyclist on ground level and re-using the tunnels, 
the current lack of connection between the frontages of the 
occe building and the slow tracc disappears. As a result several 
locations can develop.

Summary
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Background

This graduation project is about modern junctions, the crossing points in the city. At the 

junction of trade routes, the center of the traditional city, the marketplace emerged. 

With the emergence of the car and the train as modern means of transportation, these 

crossing points became congested. Breakthroughs in the traditional city structure for car 

tra>c, such as the creation of squares for parking, lead to multiple urban nodes spread 

around the city.

Since the introduction of cars the understanding of proportion and scale has changed. 

Cars and the tra>c they cause have been a pressing problem in urban planning for more 

than Dfty years. The sense of proportion and scale in urbanism have become increasingly 

more car oriented over time. The car greatly confused the relationship between the two 

distinct disciplines, the human scale and car scale. The ability to walk, cycle and meet 

others in shared urban spaces was not part of the modernism agenda (Gehl, 2010, p. 55-

56).

Modernism and the introduction of cars meant the deDnite break of the traditional city 

structure based on streets and squares (Gehl & Svarre, 2013, p. 39). The traditional city 

had to be replaced by functional, hygienic ideals. Modernism introduced huge distances, 

tall buildings and fast architecture. This resulted in the widespread tall city between 

freeways (Gehl, 2010, p. 55-56).

<< Figure: Woenselse Overweg 1938 | Source: Eindhoveninbeeld.com

1 INTRODUCTION
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city. The historical North-South route is situated through tunnels below the car roads of 

the road ‘Fellenoord’. 

The car scale is still ubiquitous in Eindhoven and especially in ‘Fellenoord’. The Central 

Business District ‘Fellenoord’ does not only function as a location for o>ces. It also serves 

as a public parking area because ‘Fellenoord’ has a very favorable position, close to the 

old city and bus and train station.

Location

In Eindhoven the clash between the car scale and the human scale comes together in 

the Central Business District ‘Fellenoord’. The area has several o>ces, hotel ‘Holiday Inn’ 

and cultural amenities such as the exhibition centre ‘Beursgebouw’. Historically, the area 

classiDed as ‘Fellenoord’ has been the junction of trade roads in the direction Amsterdam-

Maastricht and the direction Tilburg and Antwerpen to Venlo. The construction of railroads 

caused a barrier for tra>c aows in the city of Eindhoven. 

After World War II the reconstruction plan appointed the area of ‘Fellenoord’ as an area 

for spatial structure of tra>c aows and cityvorming (Toelichting Wederopbouwplan 

Eindhoven, 1946). Cityvorming replaced the residential functions of the inner city for 

public functions such as shops, o>ces, administrative buildings and cultural amenities 

(Architecturalia, n.d.) As a solution for the barrier caused by the railroads, and to gain 

space to extent the city center a ‘Hoogspoor’, elevated railroads, was constructed seventy 

meters North from the trace of the Drst railroads (Trommar, 2010). The replacement of the 

railroads pushed the station area out of the traditional urban fabric into ’Fellenoord’. 

‘Fellenoord’ was designed as the essential junction of major roads coming from 

‘s-Hertogenbosch, Nijmegen and Helmond. The inner ring had a subsidiary role in the 

tra>c aows (Beekman, 1993, p. 269).The combination of majors roads and cityvorming 

torn the urban fabric in Eindhoven apart while transforming Eindhoven in a car-based 

ShopsO>ces Entertainment Hotel Station buildingMap: Functions Fellenoord | Scale: 1 4000 | 
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Conclusion

Despite the quality of the public domain in the station area, Eindhoven is still seen as 

an important location for nationwide cooperative services. Because Eindhoven is the 

center of Brainport the city, and especially ‘Fellenoord’, is one of the only o>ce locations 

in the Netherlands which has the potential to grow. Also, nationwide services such as 

the national police sees Eindhoven as central area to cluster its services. The national 

police chose Eindhoven as one of the three locations to cluster its management services 

(ICT, acquisition and personnel department). The existing police head station, situated 

adjacent to ‘Hoogspoor’ at Mathildelaan 4, is too small to house the new employment. In 

this particular case, ‘Fellenoord’ would be the best location for these services.

‘Fellenoord’ is more than an o>ce location and junction of major car roads in the city 

of Eindhoven. As well as connecting diberent ways of transport it also connects urban 

spaces. Therefore, the context of the study area is going beyond the physical boundaries 

of ‘Fellenoord’ itself. To get a comprehensive overview of the issues of ‘Fellenoord’ its 

context is considered in three diberent scales: regional, city and location (actors).

Regional scale

Brainport Eindhoven is the economic center of gravity of Southeast Netherlands. 

Characteristics of the region are the concentration of manufacturing industry, high 

tech industry, knowledge institutes focused on research and applied science and the 

related corporate services. The regional economy is largely based on the industry and it 

is oriented internationally. The Gross Regional Product (GRP) of the region Eindhoven has 

an above average development in comparison with the Gross Domestic Product (GDP) 

of the country. Southeast Netherlands (the provinces Noord-Brabant and Limburg) is 

responsible for 20 percent of the nationwide GDP, 30 percent of the industrial employment 

and 40 percent of the added value of manufacturing in the Netherlands. The challenge 

for the region of Eindhoven is to increase the e>ciency of knowledge by building bridges 

between technology/knowledge and application /added value (Brainport Eindhoven, 

2004, p. 16).

Next to the fact that Eindhoven is well known for its knowledge, the region was awarded 

as ‘most intelligent community of the year 2011’, the cooperative businesses have also 

grown the last decades. Currently Eindhoven is one of the Dve most important businesses 

districts of the Netherlands (Gemeente Eindhoven, 2012, p. 10).

Brainport needs prime sites for innovation and cooperate businesses. The station area, 

‘Fellenoord’ is part of it, is the best location for those nationwide services. The proximity 

of the University of Technology Eindhoven, presence of technological top institutes and 

‘Kennispoort’ makes the station area and its surrounding the center of the cooperate 

businesses of Brainport (Gemeente Eindhoven, 2005, p. 21). The station area of Eindhoven 

is the entrance of Brainport for travellers by railway and busses. Because of its strategic 

position in the city of Eindhoven it forms an infrastructural node between public 

transportation, fast-tra>c, and slow-tra>c. Currently the station area does not have the 

exposure matching its economic power. As part of Brainport the station area in Eindhoven 

has the potential to grow into an international competitive businesses environment for 

cooperative services. Transformation of the station area will strengthen Eindhoven its high 

urbanized character and center function of Eindhoven (Buck Consultants International, 

2009). 

Problem statement

Map: Eindhoven as center of Brainport
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Conclusion

Because of the economic crisis cities cannot abord to invest in large scale projects 

of which the outcome is unsure. A top-down planning approach of the municipality is 

unfeasible due to the Dnancial situation. As a reaction contemporary planning methods 

have a growing inauence on participation of the community. In this particular case the 

community consists of the actors in the area. This means that transformation of existing 

built structures has to be opted instead of demolishing them.

The intention of the city of Eindhoven to close the roads ‘Keizersgracht’, ‘Wal’ and ‘Vestdijk’ 

for ongoing tra>c can be a huge boost for ‘Fellenoord’. O>ce locations adjacent to these 

former canals  will become less interesting for tenants. ‘Fellenoord’ has the ability to proDt 

from this because it is strategically better situated: it will remain connected to major car 

roads and of course it is closer located to the train and bus station. It currently seems like 

the obstacle for o>ces to move towards ‘Fellenoord’ is the ageing of the o>ce buildings 

in combination with the poorly public domain.

City scale

The station area is a car-based environment where the tra>c is not interwoven with the 

urban structure. The fast tra>c forms a huge barrier within ‘Fellenoord’ for the slow tra>c. 

Fast-tra>c is given priority and the slow tra>c crosses the fast-tra>c in tunnels and is 

guided along backsides of the built structures. 

In 2005 the municipality of Eindhoven appointed the station area as one of its focus areas 

for redevelopment because of its strategic position within the urban fabric. According 

to the vision ‘Verbinden en Verblijven’ the public domain is missing quality and is 

characterized as desolate and unsafe. To make the spatial vision tangible the municipality 

wrote the vision in 2005 to give insight in the developments for the next 20-30 years. The 

vision built on the idea of ‘inverse Fellenoord’. The vision proposed the creation of one 

ground level for Fellenoord at the same level as the city center. In that scenario the slow 

tra>c would no longer be crossing the car roads by tunnels but would be lead over the 

fast-tra>c by a network of several bridges. This would restore the historic North-South 

axis of Eindhoven. Those interventions would contribute to the creation of a high-quality 

public domain. The addition of a new program with o>ces, shops, housing, leisure and 

cultural amenities and parking were planned adjacent to the public domain. (Verbinden en 

Verblijven) Due to the economic crisis in combination with the large expected expenses 

the plan was put on hold. 

In the vision ‘Eindhoven op Weg’ the city council draws a future vision for diberent 

mobilities, ways of transportation, in the city. The opportunities for pedestrians, cyclists 

and the use of public transportation are high on the agenda to make the city more 

attractive. The creation of space for pedestrians and cyclists obers the change to improve 

the quality of the public domain. On the contrary, the city should remain accessible 

by car for the inhabitants and the economy. (Eindhoven op Weg, voorwoord) Since 

the city center expanded outside the historical footprint over the ‘Keizersgracht’, ‘Wal’ 

and ‘Vestdijk’ these roads form a barrier between the districts and historical inner city. 

Therefore the vision ‘Eindhoven op Weg’ proposes closing of these roads for ongoing 

tra>c. (Eindhoven op Weg, p20)
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concentrates especially in the most dense populated areas where many independent 

contractors work from an o6ce at home or a cooperate space adjacent to their home. 

External locations o;er the opportunity to share facilities which are often di6cult to 

realize at home such as spaces for meetings, teaching courses and an ICT-infrastructure. 

Especially the sectors ICT and building and construction have a demand for external work 

locations. Working at an external location has the beneFt to balance work and private. The 

principle of working from an external location is also integrated in the ‘Now World of 

Work’ (De Vries, Deijl & Bruins, 2012, p. 7).

In 2008 the concept of coworking space was introduced in the Netherlands. The concept 

was originally established in the United States in 2005. The di;erence with renting an 

external location is that independent contractors rent a Xexible workspace in an open 

space. Everyone is able to work at a table with his own laptop. De space is shared with 

other independent contractors. The basic of coworking is creating a community where 

everyone is open to others to exchange knowledge. Conducted research states that 

coworking could lead to the following advantages: increase in productivity, exchange 

of knowledge with other independent contractors, increase in innovation and a larger 

network. These advantages will result in an increase of income. The majority of the 

coworkers is young, higher educated and mainly active in the cooperative services (De 

Vries et al., 2008, p. 9-10).

Location (actors)

The lettability of the existing o6ces is under pressure. As a consequence the quality of 

the public domain is decreasing in the area. This presses the area in a downward spiral 

(Eindhoven, 2007). Also the other functions in the area such as hotel ‘Holiday Inn’, for 

which the connection with the station and inner city is important, face the consequences 

of the decreasing quality of the public domain. 

Since the introduction of ‘The New World of Work’ the boundaries between the o6ce 

building and its surrounding, the public space, are diminished. ‘The New World of 

Work’ is based on the accessibility of digital information anytime, anywhere. This digital 

revolution changed the way workplaces are formed. Open, Xexible Xoor plans lead to a 

reduction of square meters of workspace, and thus costs. As important as the furnishing 

of the building is the exterior of the building, location, accessibility and quality of the 

environment (DeZwarteHond, 2012). 

While the amount of large businesses in the Netherlands decreased in 2014, the group of 

independent contractors has kept growing with 50.000 to 888.000 people. In comparison 

with Fve years ago the group of independent contractors has grown with 51 percent 

(NOS, 2015).

The desire of independent contractors to work at a location other than their living homes 

Corporate real estate MunicipalityPrivate real estate: joint venture Private real estateMap: Ownership Fellenoord | Scale: 1 4000 | 



10

Conclusion

In the area ‘Fellenoord’ existing actors have adapted to the trends such as the ‘New 

World of Work’. For instance: Fellenoord 130 is home to the coworking concept Regus, 

Fellenoord 200-240 has restructured their o>ce aoors and Bogert 1 is also using a 

coworking concept. Despite of these developments the relation with the public domain 

has not been improved. ‘Fellenoord’ is still the car-based environment with parking islands 

surrounding high-rise o>ce buildings. These buildings have entrances at the disorderly 

parking islands. At the locations ‘Eindje’ and ‘Schimmelt’ the problem is the worst. The 

pedestrian/bicyclists public domain has no relation with the o>ces at all. 

Based on interviews with actors of ‘Eindje’ and ‘Schimmelt’ it can be stated that the feeling 

of danger in the public domain for the pedestrian/bicyclists, in the winter, has lead to 

resignation of tenants. Notable are the new tenants such as Open Universiteit Eindhoven 

(Fellenoord 360) and Fontys (Schimmelt 22). As a rule those actors do not need all the 

available parking spaces. Because of vacancy, increase in use of public transportation, 

this also applies to the other aoors. The actors are willing to give up parking spaces for a 

safer public domain. 

� � � � � � �� � �	 
	 �� � 	 � � � �� � � �� � �� � �� �  	 �

Figure: Summary interviews actors Fellenoord
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Evolution of Western urban public space

The Greek polis (5c. BC) and the Roman city (3c. BC) are the earliest types of urban public 

space. In both ancient civilizations the urban public space functioned as places for social 

interaction (Carmona et al., 2008, p. 23). The center of gravity of the Greek polis was the 

acropolis, built as a hilltop fortiDcation. Over time the acropolis evolved into a public space 

for religious and secular assemblies and commerce (Kitto, 2000, p. 33). Developments of 

Greek civilization ensured a shift of the public space to the agora. The agora had less 

emphasis on fortiDcation and religion and evolved into a market place, open to all. The 

market space was the place where citizens could meet for ‘daily communications and 

formal and informal assembly’. In the Roman city, far larger than the Greek polis, the forum 

functioned also as the heart of the city. In fact, it was a combination of the Greek acropolis 

and agora. The larger forums had primarily a formal character but also functioned as 

places for markets and informal meetings. The construction of forums for single informal 

functions lead to ‘vast spaces for walking, business and pleasure’ (Hall, 1998, p. 625). 

The Romans used a planned approach of urban public space; it was carefully integrated 

into the urban fabric of the city. The presence of a downtown area with social spaces, 

cultural space, shopping space and spiritual space is comparable with Western cities 

today (Carmona et al., 2008, p. 24).

After the fall of the Roman Empire (5th century) city life declined. Medieval urban public 

space was controlled by the church. The church was in charge and its inauence extended 

within the fortiDcation walls which were left from the Roman cities. Before, the church 

was the only planned public space which served as accommodation of people entering 

and leaving the city. Markets used the same public space on a weekly cycle. The use of 

the controlled space within the walls limited settlements which meant a decline in urban 

public space (Carmona et al., 2008, p. 25).

Industrialization ensured that during the 19th century many people moved from rural 

areas to urban areas which made the boundaries of fortiDcation walls disappear. This shift 

stressed the old traditional cities which could not meet the requirements of industrial 

society. Since the Renaissance, straight lines and symmetry, the meandering streets of 

medieval cities were under pressure (Gehl & Svarre, 2013, p. 39). 

In the beginning of the 20th century diberent embraced the new technologies and the 

possibilities of mass production. Especially architect Le Corbusier was fascinated by the 

technological developments in the automobile, airplane and steamship industry (Denzer, 

2013). Modernist architects such as Le Corbusier and Siegfried Gideon felt the necessity 

to combine forces against the traditional architecture. Le Corbusier and Gideon were the 

initiators of the congress named Congrès International d’Architecture Moderne (CIAM) in 

Research question

How to revitalize Eindhoven’s Central Business District Fellenoord’s public domain?

Social and scienti=c relevance

During the last years the concern of the role of public spaces in urban life has gotten 

increasingly more attention amongst academics. This is a huge contrast with the last 

decades of the twentieth century, which can be characterized as a period in which the 

policy community where disinterested in the role of public spaces in urban life (Carmona, 

de Magalhães & Hammond, 2008, p. 3).

In general a dissatisfaction about the stage of urban environment can be witnessed 

all over the world. Reasons emphasize the poor quality of design that many new 

public spaces have: ‘spaces are typically dominated by parking, roads infrastructure, 

introspective buildings, a poor sense of place, and which in diberent ways, for diberent 

groups in society, are often exclusionary’. (Carmona, p3)

Despite of the fact that many contemporary and historic spaces are well designed 

they experienced often a decline in quality due to neglecting maintenance. One of the 

reasons are budget cuts which makes it impossible to retain a continuing quality. This is 

also the case with the public services, which are constantly shifting in modes of provision. 

These issues deDne the management of the public space. They have positive or negative 

impact on the activities that constantly deDne and redeDne the characteristics and quality 

of a space (Carmona et al., 2008, p. 3).

The majority of the academics recognize a general decline in the realm. Brieay, two 

perspectives for the decline of public space are shown by literature: over-management 

public space and under-management public space. Over-management public space 

is described as the ‘commodiDcation and homogensisation of space’ while under-

management public space is pictured as ‘rubbish-strewn, poorly designed and insecure 

public realm’ (Carmona et al., 2008, p. 6).

The decline in the realm was already witnessed in the 60’s. Several people, including 

Jane Jacobs, Jan Gehl, Chritopher Alexander and Willem H. Whyte, criticized the 

inhuman modernistic scale and the lack of qualities which can be found in older urban 

environments, these qualities were built layer by layer over time (Gehl & Svarre, 2013, 

p. 47). The lack of qualities encourage uncivil behavior and a heightened fear of crime 

according to Jacobs and Oscar Newman (Carmona et al., 2008, p. 6).

Aim
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was not fully considered leading to a lack of social activity and function. This resulted in 

vast expenses of space which had little or no connection with other spaces in the city. 

The space was designed from the top of freestanding high rise buildings or from the 

car. The ‘life’ of the city did not take place anymore on the ground but took place in the 

buildings. The role of public space on the ground as a central stage within urban block 

systems shifted to object buildings because in these buildings ‘life’ took place (Carmona 

et al., 2008, p. 38). These principles lead to the ‘fracturing of space’. This disordering of 

elements tore the urban fabric apart (Lefebvre, 1991, p. 303).

In the postmodern era a general return to traditional urban spaces can be witnessed. 

The ability of traditional urban spaces to support a range of complimentary social, 

economic and physical characteristics is the main reason. Recent urban design has, 

similar to traditional urban space, embraced the principle of buildings as background. 

This background deDnes object spaces, such as streets and squares. Because of this shift 

the modernistic separation of vehicles and pedestrians is crumbling apart. The ability of 

public space to connect and social activity ensures that it only should separate vehicles 

and pedestrians when absolutely necessary (Carmona et al., 2008, p. 39-40).

 

1928. The 28 most prominent architects of that time were invited in a castle in La Sarraz, 

Switzerland. After the Drst congress their intentions for architecture and urbanism were 

ratiDed by the signing of the ‘Statement of La Sarraz’, which established the organization 

of the CIAM in 1928. Their objective was to spread the principles of the Modern Movement, 

focusing on all the main domains of architecture by series and congresses. In fact, 

architecture became linked with economic planning and therefore it should use the new 

possibilities of technique used in the industry. According to this statement, urban design 

should depend on functional requirements instead of esthetical considerations (Mumford, 

2000, p. 9+25).The CIAM held 11 congresses, the Drst one in 1928 and the last one in 1959. 

Especially, the Drst four congresses had a big impact on architecture and urbanism. 

The second congress, held in Frankfurt am Main in 1929, was about social houses and 

minimum dwelling. One year later, in 1930, was the third congress in Brussel about rational 

buildings. This third congress is seen as the breakthrough for high rise buildings and row 

housing (Poulain, 2006, p. 5-6). Undoubtedly, the most important congress for several 

projects was the fourth congress. This congress started on a steamship in the harbour 

of Paris which sailed to Athens and returned after a week to Paris. This congress in 1933 

about the functional city meant the transition from the period classiDed as German to 

the period classiDed as French (Mumford, 2000, p. 73). Before this congress the German 

oriented architects of the ‘Neue Sachlickeit’ were leading. But, from the fourth congress 

on especially Le Corbusier and his French sympathizers became leading. During this 

fourth congress Dve functional zones of the city were deDned: living, recreation, work, 

transport and historical parts. Ten years later, in 1943, Le Corbusier published together 

with Cornelis van Eesteren and Walter Gropius an edited version of the resolution 

made during the fourth CIAM congress, entitled ‘La Charte d’Athènes’. According to this 

document there was only one building typology desirable: high rise building blocks with 

in between green spaces for the increasing population. In general, this document largely 

inauenced the reconstruction after World War II (Poulain, 2006, p. 5-6).

Modernism and the introduction of cars meant the deDnite break of the traditional city 

structure based on streets and squares (Gehl & Svarre, 2013, p. 39). Traditionally historical 

city centers were built on the junction of regional tra>c. The enormous rise of cars, in the 

Netherlands in 1955-1960, changed the position of the historical city centers. They had to 

compete with other cities and new suburbs. This resulted in breakthroughs for car tra>c 

and the demolition of buildings, and creation of squares with the purpose of parking lots 

for cars (Architecturalia, n.d.).

The use of a uniform aesthetic vision/principle produced homogenous space that was not 

related anymore to its historical- and cultural users. Modernism was highly committed to 

functional ideals as light and ventilation for health reasons. The presence of public space 
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2 MORPHOLOGY

cityvorming

The area ‘Fellenoord’ clearly has a di6erent scale and proportions than its surrounding areas. 

This makes ‘Fellenoord’ an exception in the urban fabric of Eindhoven. Several major roads 

for car traAc come together at ‘Fellenoord’ which ensures that the car dominance is highly 

noticeable at ‘Fellenoord’. To understand how the introduction of the cars inCuenced policy 

makers and architects in Eindhoven the structure of the city, named morphology, is analyzed 

in chronological overview. The focus of the research is the development of the area known 

nowadays as ‘Fellenoord’.

The radial structure of Eindhoven has its origins set in the geographical situation. The 

geographical situation consists out of sand ridges and lower streams valleys. The 

inhabitants built the houses and infrastructure on these sand ridges: ribbon development. 

Behind the buildings lay vacant wet and swampy plots leading to the stream valleys. This 

land was suitable for hayMelds but remained vacant until far in the 20th century because 

building on it was expensive due to foundations that speciMcally had to be designed for 

the wet land (Beekman, 1993, p. 242).

The station area is located in a swampy area situated North of where originally the river 

‘Gender’ met the ‘Dommel’. The area belonged until far in the 19th century to Woensel. 

The ‘Vestdijk’, part of the canal system, was the original boundary between Woensel and 

Eindhoven. There was only one North-South route through Eindhoven and many trade 

routes from Woensel, Strijp, Oirschot, Son and Den Bosch merged in the area as we know 

today as station area (Gemeente Eindhoven, 2005, p. 30).

The area ‘Eindje’ was one of the last parts of the trade route Eindhoven-Oirschot. It was 

located on the sand ridge ‘Hoogeweg’ and part of the loamy area of the small stream 

‘Lijmbeek’. This stream met the ‘Gender’ before reaching the ‘Emmasingel’ to then ^ow 

into the city canals. The ‘Gender’ was closed from the ‘Gagelstraat’ and streamed parallel 

with the trace of the railroads behind ‘Eindje’ to Mnally stream into the ‘Dommel’ (van Oers, 

n.d.).

Landscape
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In 1855 the cigar company ‘Mignot en de Block’ settled in Eindhoven, which contributed 

to the rise of the cigar industry. In just six years Mfteen cigar factories emerged in the city 

(Eindhoven: Bedrijvigheid in Eindhoven, 2008).

The construction of the railroad line through Boxtel, Venlo and Hasselt gave Eindhoven 

the possibility to build its own station in 1866. Because of the new station the ‘Nieuwstraat’ 

was made on the trace ‘Markt’ to ‘Vestdijk’. The purpose was to connect the ‘Markt’ with 

the station surrounding: ‘Dommelstraat’, ‘Stationsplein’ and the new station. The horse 

tram to Geldrop, established in 1888, also used the trace of the ‘Nieuwstraat’ until it was 

eventually replaced in 1906 (Regionaal Historisch Centrum Eindhoven - Elkaar kruisende 

verbindingswegen, n.d.).

In 1891 Philips was established in an old textile factory situated at the ‘Emmasingel’ and 

started to produce the light bulb. Philips grew quickly and expanded at the fallow terrain 

at the other side of the ‘Emmasingel’. Philips became the largest employer of Eindhoven 

and had an active ground policy. It quickly acquired the area between the ‘Emmasingel’, 

‘Willemstraat’, ‘Vonderweg’ and the railroad (Urban Fabric, 2007, p. 20). 

In 1800 Eindhoven already had dozens of small factories, largely operating in the textile 

industry. These small factories were often several houses. Since the introduction of the 

steam engine in 1819, the industry moved to larger factories where the whole process 

was clustered. Those bigger factories arose on the banks of the river ‘Dommel’ because 

of the water supply. The water stream was also used as an electricity source (Eindhoven: 

Bedrijvigheid in Eindhoven, 2008).

In the mid-18th century Eindhoven was poorly connected via water. The realization of 

the ‘Zuid-Willemsvaart’ in 1828, the waterway from Den Bosch to Maastricht, did not take 

Eindhoven into account but travels via Helmond. The existing rivers which connected 

Eindhoven, the ‘Dommel’ and the ‘Aa’, were too narrow, shallow and sinuous for (cargo) 

vessels. As a reaction, the city of Eindhoven decided to borrow money to build a connection 

to the ‘Zuid-Willemsvaart’ itself. This resulted in the 14 kilometer long ‘Eindhovensch 

Kanaal’, built between 1843 and 1856. In 1862 the Mrst steamship enters the canal. Due to 

the limited budget the canal is quite small and skimpy but the ‘Eindhovensch Kanaal’ lead 

to the Mrst industrialization of Eindhoven and stressed Eindhoven as small city with a big 

ambition (Kantelberg, 2013, p. 144).

Industrial city (-1920)

Figure: Philips industry at Emmasingel | Source: Eindhoveninbeeld.com
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by the Garden City movement by Ebezener Howard. The structure had a central core 

(Eindhoven) with Mve adjacent villages with each their original own core along the radials. 

In between those radials were green zones. Due to the annexation new amenities such as 

a town hall and police station were planned in the central core Eindhoven. The plan Mtted 

well into the existing situation. The underlying thought of the plan was that it would bind 

the interlocutors of the villages on administrative problems which arose by an annexation. 

A strong city council was also needed to increase power, to be more resilient against 

Philips (Beekman, 1993, p. 242-243+245).

The rumors of the annexation lead to a huge sale of ground positions. Especially Philips 

beneMted from this: Philips bought terrains from individuals, the Catholic Church and the 

municipality of Strijp. The terrains of Philips formed a 5 kilometer long area along the 

railroad to Boxtel (Urban Fabric, 2007, p. 9).

In 1920 the six villages Tongelre, Stratum, Gestel, Strijp, Woensel and Eindhoven were 

merged into the city of Eindhoven. Due to this annexation the population of Eindhoven, in 

fact the smallest village, grew from 6.392 inhabitations devided over 75 acres to 45.620 

inhabitants spread out over 6.305 acres (Eindhoven: Het ontstaan van Groot Eindhoven, 

2008).

In 1900, Mennen, a manufacturer of matches, decided to build his weekend house at 

the ‘Parklaan’ in Tongelre. Other industrialists also discovered the quiet residential area 

and soon followed. For instance, Anton Philips built ‘villa de Laak’ to live permanently in 

1907. From that moment the area developed further and a construction partnership of 

in^uential industrialists lead to the Mrst paved road named ‘Parklaan’ (Regionaal Historisch 

Centrum Eindhoven - De Parklaan: van wonen naar werken op stand, n.d.).

A rail road connection to Weert and Zuid-Limburg was made in 1912. The extension of 

railway yards result also in the construction of a new station (Gemeente Eindhoven, 2005, 

p. 30). In front of the new station the ‘Dommelstraat’ developed itself as the Mnancial 

center of Eindhoven. Companies such as De Cooperative Boerenleenbank (Rabobank), 

NV Gelderse Credietvereniging and Incassobank (both ABN Amro) were situated 

in the ‘Dommelstraat’ (Regionaal Historisch Centrum Eindhoven - Elkaar kruisende 

verbindingswegen, n.d.).

The space between the radials of Eindhoven was becoming more and more built upon 

and therefore the municipality borders became less clear. To facilitate the expansion 

of Eindhoven, boosted by the industry, consultation was needed between the villages 

(Urban Fabric, 2007, p. 9). For that reason ir. Joseph Cuypers was given the task in 

collaboration with city architect L.P.J. Kooken to make an extension plan for ‘Groot 

Eindhoven’ as introduction for the upcoming annexation in 1916. In the extension plan 

‘Groot Eindhoven’ was presented as the model of a traditional concentric city, inspired 

Figure: Plan Cuypers Kooken 1916 | Source: SteenhuisMeurs
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Figure: Map Eindhoven and villages in 1865  | Source: Eindhoveninbeeld.com
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(Beekman, 1993, p. 245-246).

The circumstances in Eindhoven were bad in the 20’s: the unemployment rates were 

high, poverty was common and there was an enormous housing shortage. According 

to the city, housing had to be arranged by the industry. Philips grew enormously since 

their establishment and in combination with their active ground acquiring policy Philips 

became more in^uential than the municipality. Kools tried to gain support for his 

plans by involving extern experts of the ‘Nederlands Insituut voor Volkshuisvesting en 

Stedebouw’. The advice commission is lead by ir. P. Bakker-Schut and gives a positive 

advice regarding the plans to realize the small ring and the construction of the town 

hall. The city council follows the advice and introduces a building freeze on the trace of 

the small ringroad. However, the city council is unable to expropriate and buy-out the 

owners. The reason is that the city did not have an active ground acquiring policy for 

years. Therefore improving the infrastructure by making new rings was not feasible, as 

there were many diierent land owners. Despite of this the city invested as much as they 

could in infrastructure in order to support the growth of the industry, even in favor of 

social services such as a hospital (Beekman, 1993, p. 247-248+250-251). 

With the annexation, Eindhoven became one of the larger municipalities in the 

Netherlands (Beekman, 1993, p. 245). The realization of the ‘Lichttoren’ in 1921 was 

symbolic for Eindhoven. The Mfty meter high Philips building represented Eindhoven 

as a city focused on the future. Before the realization Eindhoven had the image of a 

farming village. At the highest ^oor of the ‘Lichttoren’ were the test rooms for lighting; 

therefore there was always light shining out of the tower. On top of the building are the 

letters of Philips. The ‘Lichttoren’ remained the icon of Eindhoven until far in the 20th 

century (Kantelberg, 2013, p. 25). 

The director of the new established ‘Dienst Gemeentewerken’, G.C. Kools, is ordered 

to make a Extension plan ‘Uitbreidingsplan ingevolge art. 28-1 van de Woningwet’ in 

1920. According to Kools the radials should remain the backbone of Eindhoven. Kools 

proposed diagonal streets between the radials to oier the trakc the possibility to 

change between radials. Furthermore, two rings are planned to lead ongoing trakc 

around the center and to connect the old village cores. During that time the barrier of 

the railroads is already an issue and Kools proposes a tunnel connecting the ‘Boschdijk’ 

with the ‘Vestdijk’. Kools also mentioned the displacement of the station to the North 

Center of Groot Eindhoven (1920-1944)

Figure: Woenselse Overweg forms a huge barrier in Eindhoven | Source: Eindhoveninbeeld.com
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The rapid industrialization after World War I led to a rapid rise of bicycle usage. Figures 

of was of transportation being used in Eindhoven show that 85% of the movements, 

without pedestrianism taken into account, was by bicycle in 1935. In addition, the public 

transportation (10%) and the car (5%) were responsible for the other 15% of movements 

(Bakker-Schut, 1933).

In the mid-20s the terrains between the ‘Emmasingel’, ‘Willemstraat’ and ‘Vonderweg’ 

were completely Mlled with buildings and Philips started to expand further. In 1927 

Philips used a part of the ground acquired just before the annexation for the realization 

of Strijp S, which had to be the heart of the production of transistor radios. In 1942 ‘Strijp 

S’ is already completely constructed (Urban Fabric, 2007, p. 20).

With the plan of De Casseres ‘Algemeen Uitbreidingsplan’ in 1930 and ‘Streekplan voor 

het Zuidoostelijk deel van Noord-Brabant’ in 1931, Eindhoven tried to distinguish and 

present itself within the region. The city was an urban core connected to the surrounded 

villages by rings. Future Philips factories were planned along the ‘Beatrixkanaal’. 

However, Philips was already expanding on the location along the railroad, exactly 

where De Casseres planned a ring road. This made the plan of De Casseres 

unrealizable before the plan was even able to get an okcial condition. These con^icts 

ensured that Philips and the city were no longer on speaking terms (Beekman, 1993, p. 

252-253).

Until 1929 Eindhoven had a system of canals. The canals streamed from the ‘Wal’ via 

the ‘Keizersgracht’, ‘Emmasingel’, ‘Demerplein’ and ‘Vestdijk’ to the ‘Dommel’ , which 

oiered water alongside with the ‘Gender’ to the canal system. From 1929, the canals 

were closed in favor of broader industrial streets. In 1954 the last part of the canal 

between ‘Stratumseind’ and ‘Vestdijk’ was muted (Regionaal Historisch Centrum 

Eindhoven - Keizersgracht, Grote Berg, Kleine Berg: aan de Eindhovense grachten, n.d.). 

As a consequence of the muted canals the ‘Hooghuisstraat’, connecting ‘Keizersgracht’ 

with ‘Rechtestraat’, was constructed to create an East-West connection in the center in 

1930. The street was not entirely completed; the part towards the ‘Keizergracht’ fulMlled 

a function as loading and unloading for the Market and shops (Regionaal Historisch 

Centrum Eindhoven - De Hooghuisstraat: de stille kracht in het roerige centrumgebied, 

n.d.).

The railroad between Eindhoven and Woensel formed a huge barrier. The only paved 

connection between Weert and Boxtel crossed the ‘Woenselse overweg’. From 

7 o’clock in the morning until 7 ‘clock in the evening this passage was closed for 

approximately 5 hours. Already in 1928 this was a point of discussion in the board of 

the municipality of Eindhoven, which tried to convince the Nederlandse Spoorwegen 

to elevate the train tracks: ‘Hoogspoor’. However, the Mnancial crisis in the 30’s and the 

World War II put these plans on hold (Trommar, 2010). 

Figure: Plan Kools 1921 | Source: SteenhuisMeurs
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Figure: Algemeen Uitbreidingsplan voor Eindhoven by De Casseres  | Source: NAi.nl
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plan. The reconstruction plan contained the elevation of the railroads, ‘Hoogspoor’. In 1943 

the city of Eindhoven asked architecture okce Verhagen, Kuiper en Gouwetor to make an 

extension plan which would form the context of the reconstruction plan (Beekman, 1993, 

p. 257-258). Van der Laan divided his reconstruction plan into two parts. One part, named 

‘Plan Noord’, focused on the spatial structure for optimal trakc ^ows and cityvorming. 

The other part, named ‘Plan Zuid’, outlined the desirable character of the inner city 

(Toelichting Wederopbouwplan Eindhoven, 1946).

World War II highlights the transition in philosophy about inner cities from urbanism based 

on traditionalism, to cityvorming based on modernistic principles. Cityvorming entails 

the replacement of the residential functions of the inner city for public functions such 

as shops, okces, administrative buildings and cultural amenities. Before World War II 

cityvorming was already on the agenda but the existing inner cities made it impossible to 

act that rigorous. The situation suddenly changed because of the bombardments during 

World War II inner cities, which obstructed cityvorming before, were now destroyed. 

Reconstruction plans based on cityvorming have the purpose to rebuilt the area in one 

go (Architecturalia, n.d.). 

In World War II Eindhoven was heavily bombed during ‘Operation Oyster’ on December 

5th 1942. The bombings had the goal to destroy the Philips factories in the center of 

Eindhoven and Strijp. The consequences were dramatic, De Admirant and Witte Dame 

were set on Mre. The neighboring ‘Demer’ and ‘Fellenoord’, including ‘Eindje’, were also hit 

hard. This lead to 138 casualties and resulted in a huge open terrain between Eindhoven 

and Woensel (Trommar, 2010). Because of the fact that ‘Hooghuisstraat’ was not entirely 

completed it oiered the opportunity for shop owners who lost their shops at the ‘Demer’ 

to create emergency stores over here. The Mrst of these stores were Mnished in 1943. It 

was not until 1968 that the last emergency store was demolished (Regionaal Historisch 

Centrum Eindhoven - Hooghuisstraat: de stille kracht in het roerige centrumgebied, n.d.). 

On September 18th 1944 Eindhoven was liberated by the Americans who reoccupied the 

inner city. After this event the ‘Demerplein’ was renamed to ‘18 Septemberplein’. However, 

the joy was short-lived because one day later 19 September 1944 the German tried to 

stop the progression of the allies with bombings (Kantelberg, 2013, p. 27).

During the war the city of Eindhoven was already busy with the reconstruction of the city. 

Shortly after ‘Operation Oyster’ ir. J van der Laan started to work on the reconstruction 

Reconstruction WWII (1944-1960)

Figure: Construction Hoogspoor in 1951 | Source: Eindhoveninbeeld.com
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The idea of cityvorming have its origins set around the 20’s after World War I (Architecturalia, 

n.d.). Plan Voisin is one of the Mrst and most well-known modernistic urban plans, drafted 

out by Le Corbusier between 1922 and 1925. The principal ambition of Plan Voisin was to 

raise public attention for the shift of traditional urbanism to a new discipline of urbanism. 

According to Le Cobusier, the new discipline had to deal with housing, business and trakc 

(van Moos, 1982, p. 180). Plan Voisin, which was never realized, was meant for the renewal 

of the Northern part of the historical inner city of Paris. After World War I newspapers 

described the state of Paris as: ’The human and social misery in the capital at the time 

when post-war parades were marching through the great avenues‘. The city had to deal 

with fog, dust & air pollution, tuberculosis and slums. Therefore, Le Corbusier considered 

demolishing the historical inner city in favour of his new contemporary city (van Moos, 

1982, p. 179). By demolishing the historical inner city Le Corbusier wanted to make a 

new start without taking the existing context into account. The theoretical name for this 

approach is ‘tabula rasa’. In fact, it was the Mrst time that the ‘tabula rasa’ approach was 

used in urban planning. Le Corbusier his ‘tabula rasa’ approach was eventually imitated 

in innumerable ‘tabula rasa’ projects in Paris and elsewhere (Ingersoll, 2006, p. 83). Plan 

Voisin was based on Le Corbusier his concept of ‘Ville Contemporaine’ which he made in 

1922. The intention of ‘Ville Contemporaine’ was that it would be applicable in all modern 

societies as a response to immediate post-war needs such as housing, okce buildings 

and a new trakc system (VAN MOOS, 1982, P. 179). The center of the plan consisted out 

of 24 glass okce towers of approximately 60 ^oors for the heads of the industry. All 

these towers were situated in a continuous open green area. Beyond the towers, which 

were the business center of the city, would be residential neighbourhoods for those who 

worked in the towers (Gans, 1987, p. 181-182). The reason that Le Corbusier advocated a 

dense city was to increase access to nature. The high rise building typology would oier 

space for parkland, which brings the ‘joies essentielles’ light, air and open space into the 

modern city (Mumford, 2000, p. 34).

The biggest intervention of the reconstruction plan of ir. J. van der Laan was the 

replacement of the railroads towards the North. By this intervention the Southern part of 

Woensel, which was a large open site because of the bombings, was added to the inner 

city. The goal was to gain more space for cityvorming: a new station, okces and shops. 

Three tunnels, one between the planned shopping mall named ‘Demertunnel’ and two 

next to it, named ‘Boschdijktunnel’ and ‘Vestdijktunnel’, were built to solve the barrier 

between the center and Woensel. This was a huge improvement (SteenhuisMeurs, 2012, 

p. 22-23). The road structure of the Southern part of ‘Oud Woensel’ was demolished in 

favor of the ‘Hoogspoor’ and the realization of ‘Fellenoord’ (Spijkers, 2005, p. 2).

Figure: Wederopbouwplaan van der Laan | Source: NAi.nl
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After the war an emergency council was in charge. The goal of this temporary council was 

to realize the reconstruction plan (‘Hoogspoor’). The emergency council dissolved itself 

after the city council accepted the design for the ‘Hoogspoor’ in August 1946 (Beekman, 

1993, p. 257-258).

Architect Koen van der Gaast designed the new station of Eindhoven. The station had a 

contemporary expression and was the symbolization of the future, a vital city, and opened 

in 1956 (Regionaal Historisch Centrum Eindhoven - Een nieuw station, n.d.). The railroad to 

Valkenswaard, to Hasselt and Liege, closed in 1945. The line was mainly used for freight 

transport and eventually solely for freight. During the last period there was a two daily 

train to the Philips factories and back. After World War II the trace was changed and 

diverted to Geldrop (Regionaal Historisch Centrum Eindhoven - Op een klein station, n.d.). 

In 1952 the municipality started to demolish ‘villa Hermanus Boex’ and the small tower 

house to link the ‘Markt’ with the ‘18 Septemberplein’. This intervention ran synchronously 

with the development of the new station which was Mnished in 1956 (Regionaal Historisch 

Centrum Eindhoven - Elkaar kruisende verbindingswegen, n.d.).

Industrialists Remy Mignot and Frits Philips criticized the ‘Hoogspoor’ plan. In their opinion 

it was too similar to the ‘Hoogspoor’ plan of 1929. The critique against the plan was that 

the barrier between Eindhoven and Woensel remained, this would negatively aiect the 

growth of the city, especially the city center. Also the ^ow of trakc would continue to be 

a problem in the plan. Mignot and Philips established “het Eindhovens comité inzake het 

overwegvraagstuk te Eindhoven” and came up with an alternative plan to solve the rail 

tracks barrier. The two in^uential industrialists asked engineering okce v/h J. van Hasselt 

& De Koning to research the possibility of a headstation in Eindhoven. The existing rail 

road structure between the station and Acht would disappear in favor of new railroads 

planned as a large curve through vacant parts of Woensel to the headstation. This 

intervention would solve the North-South trakc problems in Eindhoven. Furthermore, it 

oiered a great possibility to make new connection roads to Tilburg and Den Bosch from 

a new station square. A concentration of rail tracks was planned in Tongelre to make 

the headstation possible. Tongelre was given a new function as recreation area. The 

city council of Eindhoven supported the plan, but was not able to contribute Mnancially. 

This was also the case for the “Algemeen Gemachtige voor den Wederopbouw en voor 

de Bouwnijverheid’ in Den Haag, the authority comparable to a Minister nowadays. The 

lack of Mnancial support made the committee decide to approach the stakeholders who 

would beneMt from the plan, the entrepreneurs of Eindhoven. A subscription list with 

a commitment of ^. 105.000 was the result. The plan was oiered to the Nederlandse 

Spoorwegen on 3rd April 1944. During that meeting Mignot critized the ‘Hoogspoor’ plan 

and emphasized that the ‘Algemeen Gemachtigde’ was impressed by the headstation 

plan because it oiered a good solution for the future cityvorming. However, the 

Nederlandse Spoorwegen was not convinced. The realization of a headstation meant 

that the ongoing connection was disrupted. According to the Nederlandse Spoorwegen 

the disruption was such a bottleneck that it was doubtable if Eindhoven could be part of 

an electriMed rail road grid in the future. Therefore the Nederlandse Spoorwegen decides 

on 10th October 1945 to build the ‘Hoogspoor’ plan. Attempts to increase the height of 

the ‘Hoogspoor’, to avoid tunnels at the passings, failed for Mnancial reasons. Although 

attempts to move the ‘Hoogspoor’ 70m to the North to extent the city center succeeded 

(Trommar, 2010).

Figure: Plan Kopstation Eindhoven  | Source: rhc-eindhoven.nl
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After the war the relationship between the city of Eindhoven and Philips improved. The 

city understood that they needed Philips because of their ground positions, in order to 

be able to build roads, housing and the creation of extension plans (Beekman, 1993, p. 

257-258). Because of the lack of a general comprehensive extension plan there were 

several non-coherent smaller plans which could not be proofed to a structure plan. This 

situation lead to a ‘gentlemen’s agreement’ to trade ground between Philips and the city 

of Eindhoven in 1954 (Urban Fabric, 2007, p. 18).

The demand for material goods increased tremendously after the war. People wanted 

goods such as cars, fridges and washing machines. In order to make this possible a 

growth of the industry was needed. To avoid an impending shortage of engineers, the 

industry proposed to establish a second ‘Technische Hogeschool’ next to the existing 

one in Delft. The Southern provinces collaborated in ‘Stichting Technisch Hoger 

Onderwijs in het Zuiden’ which concluded that Eindhoven was the ideal place for the 

new Technische Hogeschool. The industries Philips and DAF supported Eindhoven. In 

1953 the Dutch Senate voted for Eindhoven to establish the ‘Technische Hogeschool’. 

The city of Eindhoven provided a 40 Acres site of ‘Dommeldal’ to build the university 

campus. Despite of its favorable position close to the inner city and to the train station 

the ‘Dommeldal’ location had always remained unbuilt. On the site ‘Dommeldal’ it was 

possible to combine the central location with the creation of a green campus site. The plan 

was made by S.J. van Enden in 1954 and three years later the ‘Technische Hogeschool’ 

welcomed its Mrst students (Urban Fabric, 2007, p. 7+26). 

The area adjacent to the ‘Hoogspoor’ which is situated lower than the surrounding roads 

in the North got a car parking function (Gemeente Eindhoven, 2005, p. 33).

Figure: Aerial picture Fellenoord 1961 | Source: Eindhoveninbeeld.com >>
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of other parts of the city with the purpose to gain optimal accessibility for the region. 

To realize this plan many existing buildings in the area had to be demolished in favor 

of the ring road and the East-West tangent. In 1960 the trakc discussion came into a 

momentum through regional collaboration. Spatial planning became the policy of the 

government which tried to solve issues in regional context. The ‘Eerste Nota Ruimtelijke 

Ordening’ is the result of this new policy in 1960. In this document Eindhoven was 

appointed as city of ‘D-niveau’, this means that the city center was seen as center for the 

region. This designation of Eindhoven was the result of the input that heavyweight prof. 

Feuchtinger had in government and provincial plans. In 1961 prof. Feuchtingers’ employee 

Schaechterle presented the Feuchtinger plan, the namer died one year earlier. Eindhoven 

adopted the plan as guideline for the urban policy of Eindhoven. Due to enormous costs 

of demolishing houses between Gestel and Strijp the city council decided not to build the 

East-tangent. To summarize, only the West-tangent was realized according to the plan 

(Beekman, 1993, p. 265+267-269+297). A system of tunnels for slow trakc was planned 

to cross the new planned car roads. The trace of the historical North-South axis was 

restored with the planned construction of the ‘Kruisstraatunnel’ which would become the 

axis for slow trakc (Gemeente Eindhoven, 2005, p. 25). 

The bicycle remained the main way of transportation until the 60’s. The decline of bicycle 

use is especially caused by changing commuting modes. To emphasize, in 1961 79% of 

the Philips employees was commuting by bicycle while 9 years later the amount declined 

to 37% because of the increased usage of the car as transportation mode (Gemeente 

Eindhoven, 1976 & Schaechterle, 1961).

The ‘Hoogspoor’ did not solve the trakc issues of the city center. The tunnels were 

situated too close to each other to solve the trakc trap. Under pressure of the industry 

and shop-keepers, several trakc plans were discussed between 1954 and 1959, without 

an uniform solution. This changed when the city of Eindhoven attracted the German trakc 

engineer prof. Feuchtinger in 1958. In the 60’s the car is seen as the motor of the economy 

which brings the people and its money to the inner city. Therefore, car accessibility of 

the inner city is the main objective of the trakc policy of the city of Eindhoven. Under the 

in^uence of Prof. Feuchtinger Eindhoven abandoned the idea of a radial urban structure 

and chose for a trakc engineering solution. Prof. Feuchtinger introduced an East-West 

tangent for the ongoing trakc which he lead around the center. Ongoing trakc had to 

repel of the tangent to reach the city center. These tangents separated the city center 

TraDc planning (1960-1980)

Figure: Schimmelt and Eindje function as parking islands in 1970 | Source: Eindhoveninbeeld.com
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At the time of the release of the ‘Tweede Nota Ruimtelijke Ordening’ in 1966 the 

expectation were that Eindhoven would be the center of the region with more than 1 

million inhabitants in the year 2000. The desire to transform the inner city is the main 

priority from the new established city council the same year. The council of Eindhoven 

demanded the architectural okce Van den Broek & Bakema to make a plan for the inner 

city as vision for urban expansion. A strong concentration of functions in the inner city Mts 

the era. A elongated high-rise North-South building formed the spine of the new inner 

city. Tall okce towers were planned on the outline of the inner city to express the volume. 

In total 4.500 parking lots were planned, of which 3.000 in a parking garage below the 

ground (Beekman, 1993, p. 298-299).

The cityplan conMrms the planned car roads expansion of Feuchtinger. The plan is in line 

with the contemporary vision at that time to bind car mobility with a dense inner city. This 

period can be characterized as a period of growing mobility, increasing consumption and 

gloriMcation of technical workmanship (Beekman, 1993, p. 299).

The cityplan was not well received by Eindhoven’s bourgeoisie because of the demolition 

of existing buildings. For the construction of Plan Feuchtinger already dozens of houses 

were demolished. The Eastern side of the ’Markt’ and ‘Nieuwstraat’ were planned to be 

demolished. Regardless the resistance the city council accepts the zoning plan in 1969. 

However, the Council of State never accepted the plan and restrains approval in court in 

1974. In their opinion the plan was not ^exible enough and they disputed the estimated 

costs and the planned demolition (Beekman, 1993, p. 299+301).

After this debacle for the city council the period of planning large scale plans for the inner 

city was over. As consequence ‘Fellenoord’ was more and more seen as the location for 

new okce developments. It had the advantage of better construction conditions than the 

inner city. In addition, the huge investments in roads made the highway locations outdo 

the location of the inner city (Beekman, 1993, p. 301). 

Since the early 70’s the ’18 Septemberplein’ is part of the discussion about how to make 

the area more attractive for the pedestrians. In 1973 ‘honingraatwinkeltjes’ (honeycomb-

shaped shops) were placed to enliven the square and to stimulate pedestrian movement 

in the area (Regionaal Historisch Centrum Eindhoven - De Boulevard., n.d.).

In Plan Feuchtinger, the ‘Noordplein’, was the essential junction of major roads coming 

from ‘s-Hertogenbosch, Nijmegen and Helmond. The inner ring had a subsidiary role in 

the trakc ^ow (Beekman, 1993, p. 269).. The ‘Montgomerylaan’ was planned as the new 

connection road to Nijmegen. However, the trace was changed and replaced to the East 

which made the new ‘Kennedylaan’ the central axis to Nijmegen. The ‘Montgomerylaan’ 

became the central axis of Woensel. Shortly before 1960 the Mrst apartments arose along 

the ‘Montgomerylaan’ (Spijkers, 2005, p. 2-3).

In 1962 the Mrst building, the headquarters of ‘Rabobank’, was built in the new okce district 

‘Fellenoord’ (Gemeente Eindhoven, 2005, p. 33). Before that period the ‘Dommelstraat’ 

was the Mnancial center of Eindhoven but from that moment it lost its function to 

‘Fellenoord’. The ‘Dommelstraat’ transformed to an entertainment spot with functions 

such as restaurants and disco’s (Regionaal Historisch Centrum Eindhoven - Elkaar 

kruisende verbindingswegen, n.d.). At ‘Fellenoord’ the hotel ‘Holiday Inn’ was built in 1970 

and the ‘Fellenoordcomplex’ was realized in 1973. During this period the construction of 

the new roads of plan Feuchtinger were Mnished.

At the other side of the ‘Hoogspoor’ a Swiss real estate developer bought the ground 

between the ‘Demerplein’ and ‘Hoogspoor’ to build a shopping mall. In 1963 the plan was 

sold to the ‘Bijenkorf which opened in 1968’ (SteenhuisMeurs, 2012, p. 22-23).
Figure: Aerial picture Fellenoord 1980 | Source: Eindhoveninbeeld.com >>

Figure: Plan Feuchtinger 1961 | Source: SteenhuisMeurs
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The nota ‘Zienswijze op Eindhoven’ in 1985 is the Mrst step towards the compact city. 

The nota states that Eindhoven has everything to be the central position in Southern-

Netherlands, but the city center absolutely does not fulMll this expectation at the moment. 

Before the nota Eindhoven saw the city center as an independent unity part of a big 

network of car roads. The nota states that the city center should be the core of the whole 

city area between the inner ring, this includes the residential areas (Beekman, 1993, p. 

274).

In 1988 the ‘Vierde Nota Ruimtelijke Ordening’ classiMes Eindhoven as ‘Stedelijk 

Knooppunt’ which boosted ideas and plans for the inner city of Eindhoven. The region 

Eindhoven-Helmond is seen as the ‘Stedenring centraal Nederland’ and Eindhoven is 

classiMed as ‘Internationaal Stedelijk knooppunt’, the same position as the Randstad. The 

task of Eindhoven is to increase the quality of the existing amenities, in cooperation with 

Helmond. Urban expansion will be in this region. There are two inner cities Eindhoven and 

Helmond, last one will serve supplementary regional services (Beekman, 1993, p. 275). 

In 1991 the zoning plan ‘Structuurschets gebied binnen de Ringweg’ presents area 

between the inner ring as the ‘core of the city’, the city center is part of it. In total 3 zones 

The sacriMce of residential areas between the ring in favor of trakc and parking lots 

for the inner city leads to resistance of the remaining inhabitants. In 1976 the ‘Derde 

Nota Ruimtelijke Ordening’ underlines this feeling of displeasure by stating that the 

suburbanization has gone too far. The population growth took place in the residential 

villages of the agglomeration of Eindhoven and at the same time the quality of life in the 

inner city declined. The nota proposes the (re-)creation of residential areas in the cities is 

the recipe. Trakc breakthroughs which leads to demolition of housing and coherence of 

residential areas, belong to the past (Beekman, 1993, p. 271).

The ‘Verstedelijksnota’ of 1976 states that the agglomeration of Eindhoven will exceed its 

footprint by future sprawl which causes infestation of valuable landscapes and an even 

further increase in mobility. IntensiMcation by densiMcation is the answer to the sprawl and 

will make cultural and recreational amenities in the inner cities proMtable. Policymakers and 

designers used the term ‘compact city’ to describe this new philosophy. Characteristics 

of the compact city are: high quality and appealing city center, which includes areas for 

higher educated people and good accessibility from the inner city to the workplaces 

(Beekman, 1993, p. 271-273).

Compact city (1980-2015)

Figure: Construction Kennedy Business Center in 2000 | Source: Eindhoveninbeeld.com
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In 2013 reconstruction works of the train station started. The expectation that in 2020 

115.000 passengers per day would use the station lead to a plan to improve its capacity. 

The plan has a new 13 meter width ongoing tunnel with passenger amenities. This is 

twice the capacity of the existing tunnel. The existing tunnel will be connected to this new 

ongoing tunnel with passages. The expectation is that the project will be Mnished in 2016 

(NS Stations, n.d.).

Rabobank started in 2013 with the Mrst phase of a two-phased project to redevelop its 

okces on ‘Fellenoord’ to meet the existing and future needs of its employees. The central 

location was decisive for Rabobank to rebuilt at the same location. According to the 

planning the Mrst phase will be ready in 2016. The redevelopment of the second phase is 

planned to start one year later in 2017 (Rabobank, 2013).

In 2014 Eindhoven decided to redesign the Eastern part of the inner ring. Currently the 

municipality of Eindhoven is researching the possibilities to close the ‘Vestdijktunnel’ 

for ongoing trakc. The poor air quality in the center is one of the reasons Eindhoven 

suggests this measure. On 1st January 2015 Eindhoven is obligated to meet the European 

standards of air quality in its inner city. Part of the plan to close the ‘Vestdijktunnel’ for 

ongoing trakc is to make a better pedestrian crossing between the ’18 Septemberplein’ 

and the station area (Eindhovens Dagblad, 2014).

are distinguished in the ‘core of the city’: the city center, work and activities zone (industial 

site Strijp) and a green recreational zone (Dommel and its surrounding) (Beekman, 1993, 

p. 276-277).

Since the 80’s the approach of favorable locations close the inner city changed. This was 

also the case for the area located between the ‘Hoogspoor’ and the car road ‘Fellenoord’ 

which functioned as a parking site because of the diierence in height with its surrounding 

(Gemeente Eindhoven, 2005, p. 32). Over here a new parking garage for the ‘Bijenkorf’ 

was made underneath the ground. On top of it three identical okce buildings and the 

‘Beursgebouw’ were built. At the location of the ‘Eindje’ area three volume identical okces 

were built around 1990 with large parking decks in between them. 

In 1996 the ’18 Septemberplein’ became a pedestrian zone. Around 2000 the car 

roundabout adjacent to the ‘18 Septemberplein’ was replaced by a T-junction to make 

a pedestrian connection between the square and the station area. In addition, the 

‘honingraatwinkeltjes’ were removed (Regionaal Historisch Centrum Eindhoven - De 

Boulevard., n.d.).

In 2004 the ‘Kennedy Business Center’ was realized. It consists out of a modern cluster of 

okces. Between those okces is a oblique axis, the walkway, guiding pedestrians towards 

the campus site of the ‘Technische Universiteit Eindhoven’ (Gemeente Eindhoven, 2005, 

p. 35).

In recent years the ’18 Septemberplein’ has been redesigned by Fuksas. A new bicycle 

garage underneath the square was constructed and the BLOB was realized on the square.

Future projects (2015-)

Figure: 18 Septemberplein seen in direction of Emmasingel >>
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3 ANALYSIS

experience of 
space

In the last decades a trend can be witnessed of transforming car-based cities towards 

pedestrian-friendly cities. The transformation focuses on the restoration of streets and 

sections in the city that are totally designed for the car. An important aspect is tearing down 

or substantially modifying major car roads, which tear directly into old city centers, towards 

a scale and proportion based on the dimensions of the pedestrian. Before the cars invaded 

the city, the traditional city structure was also based on these dimensions: the human scale. 

In the 60’s and 70’s these roads were constructed based on the fascination for the car and 

its economic prosperity (Marshall, 2014). In Eindhoven, the trend of transforming major car 

roads that tear directly into the old city center is temporarily only recognizable in recent policy 

documents. ‘Fellenoord’ is still the junction of major car roads going through and around the 

inner city of Eindhoven, as designed after World War II. These major roads can not be closed 

because of the large traPc volume which they still handle. Therefore, transforming these 

major car roads results in a clash between the proportion and scale of fast traPc, the car, and 

the slow-traPc, the human. The separation of these two forms of traPc is analyzed from the 

perspective of the slow traPc. The analysis focuses on the consequences that the car has 

on the experience of the pedestrian and bicyclist space and how to overcome such barriers.

At ‘Fellenoord’ the car is ubiquitous on ground level. Large car parking decks around the 

buildings makes the area as convenient as possible for the car user. The large amount 

of parking lots are not only for the oBce users but also for visitors of the inner city. The 

area fulClls an important public parking function. As consequence of the car-domination 

at ‘Fellenoord’ the walking rhythm is interrupted by underground tunnels, built with 

the purpose to not interfere on ground level with the prioritized car. The interruption of 

walking rhythm creates islands in the urban fabric. The historical North-South connection 

Woensel-Eindhoven between the ‘Kruisstraat’ and ‘Demer’, which was the main North-

South connection before the realization of’ Fellenoord’, is completely lost because of the 

enormous amounts of tunnels in the area. The same applies to the connection in East-

West direction between bus station ‘Neckerspoel’ and the ‘Philips Stadion’.

Separation of tra,c

Figure: Separation of traBc by the use of tunnels for slow traBc

<< Figure: Tunnel for slow traBc between Schimmelt and Eindje
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Figure: Clay model Fellenoord separation of traBc
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Car roadsPlinth to car Ongoing traBcMap: Use of space car | Scale: 1 4000 | Parking level 0 Parking level -1
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Map: Use of space pedestrian | Scale: 1 4000 | Pedestrian zonePlinth to pedestrian Bicycle path Parking level 0 Parking level -1
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75.0 30.0 10.1 13.0 6.7 2.0 4.0 22.0 10.0 60.0

Section Fellenoord East-West: Eindje - Boschdijktunnel - Schimmelt - Vestdijktunnel -  Bus station Neckerspoel | Scale: 1 1000 

Section Fellenoord North-South: Rabobank - Fellenoord road - Busstation Neckerspoel - Hoogspoor | Scale: 1 1000 
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Section Fellenoord North-South: Hotel Holiday Inn - Kruisstraattunnel- Lardinoisstraat - Demertunnel - Piazza  | Scale: 1 1000 

Section Fellenoord North-South: Fellenoordcomplex - Fellenoord road - Schimmelt parking decks - Demertunnel - Piazza  | Scale: 1 1000 
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we have to do such as walking to school or waiting for a bus, optional activities which we 

choose to do if the time and place are conducive such as making a stroll and window 

shopping and Cnally there are resultant (social) activities which depend on the presence 

of others in public space such as conversations and casual greetings. The social activities 

occur spontaneously as a resultant of the two other types of activities. Gehl linked 

these three activities to the quality of the environment. Necessary activities are that 

important that they happen almost independent of the state of the physical quality of the 

environment. Optional activities only happen when the conditions are optimal and have 

the egect of making a place more ‘liveable’ in the perception of people. Social activities 

are not dependent on the physical context. The number of people in a space, and to 

the extent in which a space encourages users to linger, are decisive for the quality and 

intensity of these activities (Carmona et al., 2008, p. 11).

The presence of people in the public space indicates that a place is good and safe. 

Therefore, an increasing amount of people that spends their time in the public space will 

lead to a an increased feeling of safety. An increased use of public space goes hand in 

hand with more “eyes on the street” and “eyes in the street”. As a consequence the public 

space gets more importance, and thus valuable, for people which as a result makes them 

care about the street. This leads to a safer city (Gehl, 2010, p. 98+99).

Conclusion

Despite of the low quality of the physical environment the area is still heavily used for 

necessary activities such as travelling from North to South. The strategic location of 

‘Fellenoord’ in the urban fabric of Eindhoven ensures that it is almost unavoidable for 

pedestrians and bicyclists to not use the environment of ‘Fellenoord’. For pedestrians, 

there has been tried to restore the historical North-South connection ‘Demer ‘- ‘Kruisstraat’ 

by creating a continuous line of stores from the ‘Piazza’ towards the ‘Lardinoisstraat’. 

Part of this continous line of stores are the shops integrated below the ‘Hoogspoor’ in 

the ‘Demertunnel’. Despite of the good intention the high vacancy rate of stores in the 

‘Lardinoisstraat’, ‘Demertunnel’ and ‘Piazza’ in combination with the unpleasant small 

and dark proCle of the ‘Demertunnel’ ensures that the connection at eye-level is lost: 

the walking rhytmn is interrupted. Between the ‘Lardinoisstraat’ and the ‘Kruisstraat’ 

the connection already did not exist because of the long dark tunnels to overcome the 

‘Fellenoord’ road. As a consequence the ‘Lardinoisstraat’ is a separate shopping street in 

the city which viability largely depends on the pedestrian kows coming from and leading 

to the entrances and exits of the public parking garages at ‘Fellenoord’. The graBti, 

littering, feral vegetation and car burglaries below the open parking decks show that the 

area encourages uncivil behavior because of its physical quality. Especially in the winters 

and hours after sunset the area feels unsafe and is vulnerable for vandalism. 

The choice to create underpasses for pedestrians had a downside for the experience of 

that space. Walking has become more diBcult and less attractive. Pedestrians start to 

feel insecure in dark and dank pedestrian underpasses when they are unable to see far 

ahead (Gehl, 2010, p. 91+131).

Frontages buildings

The frontages of buildings are decisive in the experience of life in city space. The frontages 

are the places where indoor life and outdoor life can interact. The speed of transportation 

is crucial for the intensity of that experience. Pedestrians are able to study the details of 

buildings close up as well as survey events in further distance whereas people who travel 

by car at greater speeds than walking speed move to fast to do so as well. Thus at greater 

speeds the understanding of what we see is greatly diminished. A Cne human scale at 

eye-level contributes greatly to the experience of a city space for the slow traBc (Gehl, 

2010, p. 43-44+75+81).

Conclusion

‘Fellenoord’ is designed for the car and has its scale and proportions based on the 

dimensions of the car: introvert buildings surrounded by car parking decks connected to 

major car roads. As a consequence the scale and proportions based on human dimensions 

are completely lost for the slow traBc. This has a great inkuence on the experience of 

the space. The separation of traBc causes that the majority of the building frontages are 

not in sight of the pedestrians and bicyclists. Instead, the frontages face the upper level 

of the car parking decks where the entrances of the oBce buildings are situated. The 

slow traBc has to move along closed walls or messy open parking decks because of the 

height digerences caused by the separation of traBc. The connection of the buildings 

with the slow traBc can be characterized by a lack of doors and unpleasant stairs to the 

upper level of the parking decks. The use of sun rekective glass as material for the oBce 

buildings makes it impossible to catch a glimpse of the upper levels of the buildings. 

Furthermore, at the locations where the city edges the frontages are on the same level 

as the slow traBc, such as ‘Beursgebouw’ and ‘Stroomhuis’, but the area in front of these 

frontages is heavily used by cars for loading and unloading. To summarize, there are 

enough reasons for the pedestrian/bicyclist to not feel welcome and safe in the area.

Activities

Based on a vast amount of research conducted in Copenhagen, architect Jan Gehl states 

that public space activities are particularly important in perceptions of public space. The 

type of activity is also particularly sensitive to the physical quality of the environments. 

According to Gehl there are three types of outdoor activities: necessary activities which 

Experience of space
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sidewalk bike path sidewalk

4.50 m 4.70 m 3.20 m

Section Schimmelt East-West: Experience at building Beursgebouw | Scale: 1 100
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bike path sidewalk

7.55 m 4.55 m

sidewalk

2.15 m

bike path sidewalk

5.10 m 3.65 m

sidewalk

9.50 m

Section tunnel East-West: Experience between bus station Neckerspoel and Schimmelt | Scale: 1 100

Section Kruisstraattunnel North-South: Experience in the last part of the tunnel | Scale: 1 100
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bike path green bike  path sidewalk greensidewalk

4.50 m 4.70 m 3.20 m 1.00 m 4.35 m2.80 m

Section Eindje East-West: Experience at parking decks | Scale: 1 100
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To understand how the walking rhytmn can overcome large barriers of infrastructure, 

it is wise to look at examples elsewhere in the world. Most Western examples in 

urbanism which use overpasses or underpasses face the same problem as Eindhoven: 

deterioration of the underpass and overpass environment. Oddly enough, this seems not 

to be the case in Asian cities. So it would be wise to look at one of the most expressive 

Asian cities: Tokyo. Tokyo has obviously far more heavy traBc and tall buildings but can 

still be regarded as a pleasant area for pedestrians. This makes Tokyo one of the places 

where separation of car traBc and pedestrians actually seems to work. 

The reason can be found in the paradox that although Japanese mega cities have a 

focus on quality, highly developed and sophisticated designs, they also contain the Asian 

tradition for detail and small scale interactions. This seems to be decisive in giving the 

highly urbanized environments a Cne human scale (Bjørsted, 2014).

The area around Ueno is a good example of how public space continues kuently 

underneath large barriers of infrastructure. There are many small scale interactions at 

eye-level in the built structure to overcome these barriers. The development of the linear 

streets with small scale interactions named shotengais was based on private investment 

and private collaboration. 

A shotengai is the unplanned development of station-front shopping districts near 

national and private rail lines. It is the Japanese equivalent of the shopping mall. Every 

shotengai has a wide variety of stores and restaurants with its own atmosphere and 

products. The ownership is highly dispersed. These areas grew spontaneously in existing 

built-up areas between residential areas and railway stations. Growing amounts of 

commuter traBc going to and coming from the adjacent stations, in a largely rail traBc 

community, led to the increased use of the commuting corridors. In the successful 

districts the shop owners united in associations (shotenkai). Investments for beautiCcation 

of the shotengai such as street lighting, special paving, bicycle parking spaces, cleanup 

needs and seasonal decorations were normally funded by the contributions of the shop 

owners. Major expenses such as arcades were funded with the help of some municipal 

support (Sorensen, 2004, p. 195). The fact that the shotengais are an integral part of most 

residential neighborhoods makes them the place where people can meet each other. 

In Japan it is common to buy groceries every day instead of stocking up provisions. 

Because of the small scale stores the shopkeepers and storekeepers naturally get to 

know each other. The shotengais traditionally also host festivals throughout the year for 

the residential community. These events create a sense of neighborly intimacy. This is 

probably the key of survival for most shotengais, threatened by urban centers (Kikkoman, 

n.d.).

Reference: Ueno Shotengai

<< Figure: Ueno shotengai
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Situation 2: Establishment shotenkai. 

More shops arise in the plinth of the houses and underneath the rail 

tracks. Those individual shops unite in a shotenkai (association). Two arcs 

are placed to mark the area of the shotengai (shopping street).

Situation 1: First shops arise in plinths.  

Because of the stations the residential street is becoming the commuting 

corridor of the neighborhood from/to the stations. In the plinths of the 

houses small shops arise, this also happens underneath the rail tracks.

Situation 3: BeautiCcation street/Commitment to area.

More shops arise on both sides of the street. The shotenkai grows and 

is involved with the management of the street. BeautiCcation and clean-

up of the street is done by the shotenkai. The shotenkai allows small 

shop owners to do investments for improving the attractiveness of the 

street. The association also organizes festivals to gain commitment of the 

residents.
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Isometric: Situation shotengai in Ueno between infrastructural barriers
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Conclusion

The shotengai is exemplary of how the frontages on ground level greatly contribute to the 

experience of a space. This is similar to the theory about the experience of space by Gehl. 

Furthermore, the transformation of the public space from a residential street between 

two stations towards an attractive, almost semi public space with activities, stimulated by 

small shop owners greatly contributes to the liveliness of the area.

The viability of the shotengais is based on the speciCc context of Tokyo: the dense 

urban fabric , the social behavior to shop groceries everyday and the commitment from 

inhabitants to these shops. Despite of all the large contrasts with Eindhoven the spatial 

structure of the shotengai is interesting for ‘Fellenoord’. The shotengais function similar 

to large parts of the slow traBc network of ‘Fellenoord’ as commuting corridors for 

pedestrians and bicyclist going to and coming from the station. As mentioned before the 

small scale interactions at eye-level contribute greatly to the experience and livability 

of the shotengai. It shows that only a limited space is needed to create an attractive 

environment for slow traBc. 

The spatial similarity between ‘Fellenoord’ and the shotengai in ‘Ueno’ is that the 

pedestrian is situated below large infrastructural barriers, but the digerence is that at 

the shotengai the slow traBc is on the same ground level as the building plinths. This 

allows building plinths to transform. At ‘Fellenoord’, except from the ‘Lardinoisstraat’ and 

the oBce building ‘Fellenoord 100’, the building plinths are facing one level above the 

ground level of the slow traBc. Transformation of the decisive existing built structures 

at ‘Fellenoord’, the parking decks and the tunnels, is utopian. Firstly, there is no need for 

these small shops in Eindhoven and secondly there are no plinths to transform so there 

should be large investments upfront. The creation of oBce building plinths in basements 

of the buildings facing the slow traBc public domain would not solve the problems. Beside 

of the technical construction diBculties it would only locally contribute to the experience 

of the space. Therefore, the key in transforming the public domain of ‘Fellenoord’ is to 

Cnd a way to get the pedestrian and bicyclist on the same level as the building plinths, 

which then have the possibility to transform. 

The commitment of actors to the area is worthwhile to mention. It seems that the lack of 

residential housing at ‘Fellenoord’ contributes in making the area vulnerable for uncivil 

behavior and thus unsafe. A solution could be a semi-public managed space where a 

collaboration of actors in the area are responsible for the space.
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4

All actors in the area have the same interests and urgency to create an attractive public 

domain for the pedestrian and bicyclist. In the existing situation all individual actors are limited 

to their own individual islands. However, to tackle the car dominance on ground level a plan 

for the whole area is needed which draws outlines for the public domain. Within the plan 

the individual actors need >exibility to transform or extent their individual island towards the 

new public domain. First, the context of the concept is discussed followed by a translation to 

a spatial strategy. Secondly, the urban plan and distinctive proBles of the public domain are 

shown followed by elaboration of speciBc locations.

CONCEPT AND 

DESIGN

Pedestrian on 
ground level

Car accessibility at ‘Fellenoord’ is really important for the lettability of the o9ces and for 

the economy of the inner city of Eindhoven. However, in the existing situation it is clear 

that the complete domination of cars on the ground level of ‘Fellenoord’ is not conductive 

to the lettability of the o9ces and the economy any longer. The separation of tra9c 

causes an unsafe and unpleasant environment for slow tra9c, dark and dank tunnels and 

long walls, which actually hinders the lettability of the o9ces. In recent years, connections 

between the o9ces and the public domain, including connections to the station, have 

become more and more important for the lettability. Pedestrians and bicyclist travelling 

through the area, North-South and East-West face the same problems. 

In the concept ‘Fellenoord’ becomes a destination for the car user instead of a junction 

for car tra9c to choose where to go. To achieve this the ongoing tra9c will be led to the 

inner ring instead of going through ‘Fellenoord’ and the inner city. The existing major car 

roads will lead to the parking garages.

Concept

Map: Concept Fellenoord as destination |

Historical axis Destination tra9cOngoing tra9c
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The concept of reducing the ongoing tra9c is in line with the latest plans of the municipality 

as described in ‘Eindhoven op Weg’. An earlier vision, named ‘Verbinden en Verblijven’ 

tried to overcome the barriers of fast tra9c by a network of bridges and by rebuilding 

large parts of the existing o9ce areas. Given the economic situation such large plans are 

unfeasible. Therefore, it is needed to look more closely and carefully to the existing built 

structures of the diUerent actors and roads. By re-using and transforming the present 

situation, the involvement of actors in the area is gained. The involvement of existing 

actors is crucial for the feasibility of the project. The urgency of the actors to improve 

the area is growing and therefore re-using and transforming instead of demolishing 

is desirable. This will also be cost-saving and the shared urgency among actors oUers 

possibilities to spread Wnancial costs 

Step 1: Reduce proWle car roads

The Wrst step is to reduce the proWles of the car roads. The ‘Fellenoord’ road transforms 

from two lanes for ongoing tra9c, each 3 strokes in each direction, towards one lane, 

each 1 stroke in each direction. The other former ongoing tra9c lane will function as a 

parallel road, 1 stroke in each direction, for busses and as destination street to the parking 

garages.

Step 2: Pedestrian to ground level

The space which is gained on ground level by reducing the proWles of ongoing tra9c will 

be used for the pedestrian and bicyclist. They are placed on the same level as the car 

tra9c. The network of tunnels is re-used as parking garage and as connection between 

the parking garages of ‘Schimmelt’ and ‘Eindje’. A tunnel for reduced car tra9c between 

the major roads restores the historical North-South connection on ground level. 

Step 3: Public domain buildings

By placing the pedestrian and bicyclist on ground level and re-using the tunnels, the 

current lack of connection between the frontages of the o9ce building and the slow 

tra9c disappears. The parking lots on the parking decks will be sacriWced to connect 

the buildings with the public domain. The sacriWced parking lots will be replaced below 

ground level.
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Isometric: Concept

Isometric: Existing situation
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Spatial strategy

The following diagrams show how the concept is translated into a spatial strategy for 

‘Fellenoord’. The sequence of the strategy is in line with the development of the area. 

Situation 0: Islands

The ground level of Central Business District ‘Fellenoord’ is dominated 

by car tra9c. The separation of fast tra9c and slow tra9c causes 

islands at ‘Fellenoord’ because of the height diUerences.
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Situation 1: Reduce car roads

The ‘Fellenoord’ road reduces to one road for car tra9c and a parallel 

road for busses and as a connection street to the parking garages.

Situation 2: Public promenade

A public promenade will connect the areas station, bus station 

‘Neckerspoel’, ‘Schimmelt’ and ‘Eindje’. The pedestrian and bicyclist 

will be placed on the same ground level as the car. 
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Situation 3 Public life

A line of trees creates continuity of the public promenade. Along the 

public promenade benches, including bicycle parking, are placed to 

oUer the possibility to linger.

Situation 4: Parking

The parking entrances are connected to the parallel road to avoid 

car tra9c on the public promenade. The existing pedestrian and 

bicyclists tunnels will be re-used as the connection between the 

parking garages ‘Eindje’, ‘Schimmelt’ and a central entrance. To create 

one ground level the ‘Beursgebouw’ gets one extra level of parking 

on top of the existing supporting construction. 
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Situation 5: Secundary connection

On top of the re-used tunnels a secondary connection links several 

urban spaces in front of the existing buildings.

Situation 6: North-South connection

Distinctive North-South directions such as the historical axis ‘Demer’-‘Kruisstraat’, ‘Rabobank’ and ‘Emmasingelkwadrant’ are 

linked to the public promenade. To make the historical connection on ground level hotel ‘Holiday Inn’ is partly demolished . 

In addition, the shops below the ‘Hoogspoor’ are demolished to improve the connection with the inner city.

 

Stationsplein

18 Septemberplein

Philips corner

Rabobank

Kruisstraat
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Situation 7: Plots

The leftover space is Wlled with extensions of existing plots and several new 

plots diUerent in shape and size. These new plots form the background of 

the new public space.

Situation 8: Buildings with human scale at eye-level 

At eye-level the new buildings have elements, such as terraces and 

entrances, interacting with the people in the public domain. 
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Existing building New buildingMap: Urban plan | Scale: 1 2000 | 
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In total 152 parking spaces for cars on ground level disappear and are replaced below 

ground level in the parking garage. An additional 229 parking spaces is created in the 

parking garage. Next to the parking spaces for cars there are also two public bicycle 

parking garages in the former pedestrian and bicylist tunnels and partly below the new 

building volume of ‘Schimmelt’. In total there is 2870 m2 new bicycle parking garage, 

which is about 1350 bicycles divided in a large parking garage with 1100 spaces directly 

to the bus station ‘Neckerspoel’ and one smaller with 250 spaces. Both are accessible 

from several directions. Next to the bicycle parking below ground level there are several 

possiblities to park the bicyle on ground level close to the buildings and spaces to linger.

Parking garage

Existing New bicycle parkingMap: Parking garage | Scale: 1 2000 | New New parking
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Illustration:Bus station ‘Neckerspoel’ bicycle parking and stairs to public promande
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Illustration:Public promenade in direction of bus station ‘Neckerspoel’
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Pro3le: Public promenade + parallel road

13.6 10.1 23.1 13.414.913.411.137.86.7

food

13.6 7.7 18.0 6.5 13.44.82 32510.011.13.437.86.7

Existing situation | Scale: 1 500

New | Scale: 1 500
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17.5 15.0 8.0 20.0 15.0 18.0 13.4

Pro3le: Public promenade + parallel road Kruisstraattunnel

13.6 68.0 13.6 16.7 13.4

Existing situation | Scale: 1 500

New | Scale: 1 500
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Pro3le: Rabobank - Bus station Neckerspoel

30.0 10.1 13.0 6.7 2.0 4.0 22.0 10.0

30.0 10.1 13.0 6.7 98.0

Existing situation | Scale: 1 500

New | Scale: 1 500



76

Pro3le: Demertunnel

14.0 32.032.0

14.0 32.032.0

Existing situation | Scale: 1 500

New | Scale: 1 500
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Pro3le: Vestdijktunnel

18.3 26.5 LM N 18.0 22.7

18.3 26.5 21.0 19.5

Existing situation | Scale: 1 500

New | Scale: 1 500
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Pro3le: Boschdijktunnel

35.1 13.3 22.5 25.1 9.0 50.8

28.8 13.3 22.5 25.1 9.0

New | Scale: 1 500

Existing situation | Scale: 1 500
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The co-working spaces at Bogert 1 have to be supported. Bogert 1 is closed in by larger 

buildings of the ‘Fellenoord complex’. The ‘Fellenoord complex’ is designed as enclave 

which has the main entrances ooutside and parking islands on the inside. These parking 

islands are surrounding Bogert 1. By reducing the amount of cars the space surrounding 

Bogert 1 can be transformed in to a green inner court. The structural vacant former ‘ABN 

Amro’ building is particularly interesting to transform to dexible lofts for housing. Housing 

at Fellenoord will strengthen the liveliness of this part of the area during non-working 

hours. The reduction of ongoing tra9c on the ‘Fellenoord’ road also ensures that the main 

entrances and its stroke public space on ground level can develop.

Location: Fellenoord complex

Scale: 1 1000 | 
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The acute problems of the bus station will be solved by adding the desperately needed 

extra bus platforms for loading and unloading for the upcoming years and by reorganizing 

the bicycle parking. In the proposal, the current footprint of the bus station is used more 

intensively by relocating the entrance/exit for buses to the parallel road. The existing rain 

cover is extended in line with the new bus platforms. The solution does not hinder further 

developments of, for instance, a bus terminal. 

Location: Bus station Neckerspoel

Scale: 1 1000 | 
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13.5 37.5 13.9 35.1 13.3 22.5

20.7 9.5 20.2 28.8 13.3 22.514.0 14.0

Existing section Eindje East-West: parking decks between o9ces | Scale: 1 500

New section Eindje East-West: o9ce square and green between o9ces  | Scale: 1 500
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The top-level of the parking decks will transform into a central o9ce landscape and two 

green areas. The existing o9ces between the parking decks can be extended to create 

door Welds of 800 m2. The ‘Stroomhuis’ remains a place where a theater, restaurant and 

art meets but will be more open to its surrounding. The parking space next to the building 

disappears in favor of a square. The square binds the surrounding urban spaces, green 

park and amphi theater, and can be used as outer space of the ‘Stroomhuis’. The amphi 

theater is integrated as landscape element in the public space.

Location: Eindje

Scale: 1 1000 | 
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O9ce and transfer zone Flexible space BeursgebouwFood service Toilets

Restaurant

Reception

Exhibition space

Map: Schimmelt ground level | Scale: 1 500 | 

Waiting space
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At ‘Schimmelt’ three existing individual o9ce buildings and a new building volume are 

connected by a large atrium. The new building volume is based on the existing supporting 

construction of the ‘Beursgebouw’. One extra layer of parking garage is added to create 

one ground level at the same level as the top of the existing parking decks, situated 

between the individual o9ce buildings. The parking lots on top of these parking decks 

are replaced in the extended parking garage and additional parking spaces for visitors 

of the inner city are created. The parking garage has a pedestrian entrance facing the 

‘Demertunnel’, escalators connect the ground door with the atrium space. The atrium is 

a semi-public space with several public functions such as food courts, a restaurant and 

toilets. The space between the new building volume is used as exhibition space for the 

‘Beursgebouw’. In the plinth of the new building volume are dexible spaces which can 

function as extension of the exhibition space. Both spaces are dexible to use for o9ce 

meetings or workspaces during the week. For the convenience of the o9ce users the 

o9ce buildings are connected by a pedestrian bridge one level higher than the atrium 

ground door.

Location: Schimmelt

Scale: 1 1000 | 
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13.4 93.2 14.0

food food food food

6.5 13.4 93.2 14.0

Existing section Schimmelt North-South: parking decks between o9ces | Scale: 1 500

New section Schimmelt East-West: Food service and terraces between buildings covered by atrium | Scale: 1 500
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9.0 50.8 7.5 66.8

9.0 125.1

New section Schimmelt East-West: Public domain covered by atrium between open Beursgebouw and terraces | Scale: 1 500

Existing section Schimmelt East-West: Public domain between introvert Beursgebouw and shops | Scale: 1 500
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Map: Schimmelt-Piazza | Scale: 1 1000 | 
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1

2

Connection Schimmelt-Piazza

As mentioned before the location ‘Schimmelt’ will be restructured (situation 1). The 

reconstruction of ‘Schimmelt’ ensures that the area gets similar to the ‘Piazza’ a center 

core (situation 2). The shops in the ‘Demertunnel’, the majority is vacant, are demolished 

to broaden the connection between ‘Schimmelt’ and ‘Piazza’. The corners of the ‘Piazza’ 

close to the tunnel are also demolsihed on ground level (situation 3). The introvert ‘Piazza’ 

opens to its surrounding by using the West-facades as well as shopping front (situation 

4). In front of the new facade facing the ‘Boschdijktunnel’ the public domain is improved 

by broadening the sidewalk and the implementation of trees and restructuring of the 

bus platform. This concept Wts well in the existing developments of the ‘Piazza’. Currently 

several smaller shops are merged to create larger shops  (situation 5).

Diagrams: Schimmelt-Piazza as one machine | Scale: 1 2000 | 

Situation 1 Situation 2 Situation 3 Situation 4 Situation 5
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Discussion and Re-ection

There are two aspects that need to be researched further:

1 The plan uses the principle of re-using and transforming as much as possible 

to reduce costs. This is cheaper and easier to implement than proposals from 

previous plans such as ‘Verbinden en Verblijven’. It would be interesting to see 

a Cnancial calculation.

2 The strategy is based on the fact that all actors have the same urgency to 

develop. There is a task for the city of Eindhoven to initiate this process because 

of their strategic ground positions at ‘Fellenoord’. It would be interesting to see 

how the city can initiate this process. 

The plan Cts in the discussion about how to transform major car roads which run 

through the inner cities and tear the urban fabric apart, to a pedestrian friendly 

city. Hopefully my contribution will be part of future discussions what to do with 

Central Business District ‘Fellenoord’..

The goal I set for my graduation project was to revitalize the public domain of 

the Central Business District ‘Fellenoord’. During the research I found out that 

the complexity of the area is unique in the Netherlands. The spatial structure 

of the pedestrians and bicyclists in tunnels to cross the railways is common, 

but that they also have to cross major car roads which make the urban fabric 

unique. In most cases the cars cross the pedestrians in tunnels running below 

the pedestrian. The dominance of car roads on ground level makes ‘Fellenoord’ 

one of a kind. Especially the parts of ‘Fellenoord’ which are situated between 

the network of tunnels face the consequences: the height diRerences ensure 

that the building plinths are not facing the space for the pedestrian and bicyclist. 

Cheap and easy to implement bottom-up initiatives, which are often seen in 

deteriorating areas, would not improve the public domain because they would 

be facing the car islands instead of the pedestrian and cyclist .

From the beginning I had the feeling that the existing actors would be crucial 

in a new plan. Therefore I started to contact them to see which problems they 

are facing and what their situation is. It turned out to be diScult for a student 

to speak with actors in the area. It took a few months before I could arrange 

a meeting with one of the actors. Fortunately, from that moment it was easier 

to meet other actors as well. During several meetings with diRerent actors I 

saw the potential of the area and the urgency to improve the public domain for 

the lettability of these oSces. This participation really inTuenced the design of 

my project, in fact it made the plan realistic. I started to focus on the re-using 

of large parts of ‘Fellenoord’. Finally, this also lead to re-using of the majority 

of the public domain itself by simply changing the position of the car and the 

pedestrian and bicyclist. 



91
OP Q R STU QTV P W X S WY Z[ W \ \U P] ^ Q RV T_ `Y Z ab cd e fg hi i b jk b hb l m k d no[U U \p W q_ rY sY Z t fi ci m k d n ud b ci i b e fv c e m i e fd d g[ wx P yTU z {Y Z[ P W S q | } P T ~ S q z R } �U qY Z

[ P W S q | } P T zU �U X } | p U qT Y Z � g v hb � k g f � � � � �� �d h c k k e f� � i ci g � v b c� k g l f

� g v hb � k g f � hb c � k �i b �� � � � k b i os W P p } q W_ �Y_ zU � W � W X R �U y_ sY_ � � W p p } q z_ �Y Zc h� i b e h k b o�U q �U P_ OY ^Y Z�U �P SU y_ �Y_ �U S w X_ sY � [ PV S q y OY Z�U �� W P TU � } q zY Z � i f � h i d n i ji g ui b~ S q z R } �U q y � W � � X W zY Z
� W q y_ �Y Z�U p U U qTU ~ S q z R } �U qY Z�U p U U qTU ~ S q z R } �U qY Z

�U p U U q TU ~ S q z R } �U qY Z
�U p U U q TU ~ S q z R } �U qY Z�U p U U q TU ~ S q z R } �U q Z � i f k b f e fv v b � v b   g k k f � hb c � k � i b�U p U U q TU ~ S q z R } �U qY Z ¡v b f k g i b e fg v fi l hi � hb c � k �i b¢ � � � �£ � � � ��U p U U q TU ~ S q z R } �U qY Z � hb c � k �i b k � n i l£ cd d g � v v � �i g m hb ci b � v b � i b e i b i b�U R X_ {Y Z�U R X_ {Y_ �̂ � W P PU _ [Y Z� W X X_ rY �Y_ � ¤ WV p | X W qU P_ ^Y Z¥ q �U P y } X X_ ¤Y Z¦ W qTU X �U P �_ OY Z � i f n k b ci g � v b � hb c � k �i b o¦ S \ \ } p W q Z

�U §U � �PU _ �Y Z� W P y R W X X_ OY Z�V p § } P z_ ~Y Z

Reference list



92

�U zU P X W q z yU ^ | } } P � U �U qY Z¨© ª© «©� ¬̂ Y Zr }V X W S q_ �Y Z  � i b¤ W � } � W q \Y Z¤U � S } q W W X � S yT }P S y Q R sU qT PV p ~ S q z R } �U q Z¨© ª© «©¤U � S } q W W X � S yT }P S y Q R sU qT PV p ~ S q z R } �U qY Z¨© ª© «©¤U � S } q W W X � S yT }P S y Q R sU qT PV p ~ S q z R } �U qY Z¨© ª© «©e f v b c o¤U � S } q W W X � S yT }P S y Q R sU qT PV p ~ S q z R } �U q Z¨© ª© «©¤U � S } q W W X � S yT }P S y Q R sU qT PV p ~ S q z R } �U qY Z¨© ª© «© � � uv v g u g d h e i b ci �i g m hb c hb l e n i l i b o¤U � S } q W W X � S yT }P S y Q R sU qT PV p ~ S q z R } �U qY Z¨© ª© «©¤U � S } q W W X � S yT }P S y Q R sU qT PV p ~ S q z R } �U q Z¨© ª© «©^ Q R WU Q RTU P XU _ ¦Y �Y Z^ } PU q yU q_ OY Z^ | S w \U P y_ OY Zv b v �® e i o

^TU U q RV S y �U V P yY Z
¯P } p p W P_ r Z° P � W q ` W �P S QY Z° P � W q ` W �P S QY Z¨© ª© «©� } q � } } y_ ^Y Z


