
Summary
Transportsektoren udgør en af de væsentligste udfordringer i den grønne omstilling, og Danmark har forpligtet sig til ambitiøse mål for
reduktion af CO2-udledninger. For at realisere disse målsætninger er det nødvendigt at fremme aktive transportformer og samtidig reducere
afhængigheden af privatbilisme. Aarhus Kommunes nye Grønne Mobilitetsplan (2024) betoner betydningen af transitnær byudvikling,
og er et eksempel på initiativer for at realisere klimamålene. Det rejser samtidig spørgsmålet: Hvordan kan byplanlægning understøtte
udviklingen af en sammenhængende og helhedsorienteret bystruktur, der faciliterer denne grønne omstilling af transportsektoren? Det er
dette spørgsmål, der danner grundlaget for nærværende artikels forskningsfokus.

Artiklen tager afsæt i en kritisk behandling af det eksisterende koncept Transit-Oriented Development 2 (TOD2), som jeg tidligere har
arbejdet med i en akademisk sammenhæng. TOD2 er skabt som en videreudvikling af det oprindelige Transit-Oriented Development (TOD)
koncept og har til formål at kombinere transitnær byudvikling med menneskeskala, multimodal infrastruktur og bylivskvalitet. Konceptet
introducerer en integreret planlægningsmodel, hvor mobilitetsknudepunkter ikke alene ses som tekniske transitplatforme, men også som
levende og tilgængelige byrum, der understøtter modale skift.

Den oprindelige TOD tilgang, som blev formuleret i 1990’erne, fokuserer primært på tæt, blandet og transitnær byudvikling, særligt
i storbykontekster. Det er blevet kritiseret for sin stærke forudsætning af byfortætning som løftestang for bæredygtig mobilitet. Dette
ensidige fokus på forøget densitetsudvikling medfører, at modellen ofte mister sin relevans i mindre urbaniserede områder, hvor sådanne
strategier ikke er politisk, socialt eller fysisk realiserbare. Derudover er TOD modellen i stigende grad blevet kritiseret for at overse sociale
og oplevelsesmæssige dimensioner af mobilitet, såsom beskyttelse mod dårligt vejr og andre usikkerheder, samt brugernes oplevelse af
byrummet.

TOD2 søger at imødekomme disse udfordringer ved at udvide planlægningsperspektivet til også at inkludere stedsspecifikke forhold,
brugeroplevelser og sociale hensyn i form af et designperspektiv. Dog afdækkes det i denne undersøgelse, at også TOD2 modellen har
væsentlige begrænsninger i relation til mindre urbaniserede områder, hvor høj byfortætning ikke er en ønsket eller mulig planlægningsstrategi.
I denne henseende kritiseres TOD2 for at mangle tilstrækkelig sensitivitet overfor den lokale kontekst og for ikke i tilstrækkelig grad at kunne
operationaliseres på kommunal skala grundet divers bysammensætning, hvortil planlæggere er forpligtet til at sikre mobilitetsretfærdighed
og lige adgang for alle borgere, uanset geografisk placering.

Formålet med denne undersøgelse er derfor at udvikle en metodisk værktøjspakke, der gør TOD2 anvendeligt i et bredere spektrum
af urbane kontekster, med særligt fokus på lavt befolkede og mindre urbaniserede områder. Ved at analysere transportbehov og mo-
bilitetsmønstre i disse områder, søger undersøgelsen at identificere både barrierer og potentialer for at fremme en mere bæredygtig omstilling
af transportsektoren.

Undersøgelsen baserer sig på en etnografisk, empirisk tilgang og kombinerer flere kvalitative metoder. Feltstudier, herunder deltager-
observation, gennemføres i udvalgte lokalområder i Aarhus Kommune med særligt fokus på de eksisterende mobilitetsknudepunkter og
deres samspil med det omkringliggende byliv. Derudover suppleres feltarbejdet med kvalitative interviews, som foretages med eksperter fra
den kommunale forvaltning og det regionale trafikselskab, samt uformenlle samtaler med lokale borgere, for at indfange både de strategiske
planlægningsperspektiver og de situerede brugeroplevelser i de konkrete cases.

Valget om at inddrage etnografi i et byplanlægningsprojekt begrundes i et ønske om at bringe planlæggerens blik tættere på den levede
hverdagsmobilitet, som til tider overses i top-down styrede planlægningsmodeller. Etnografien bidrager med dybdegående indsigt i, hvordan
borgere oplever og navigerer i byens rum og mobilitetstilbud, og gør det muligt at identificere relationer mellem den fysiske infrastruktur
og de sociale praksisser. Herved skabes et grundlag for at udvikle planlægningsstrategier, der ikke blot er funktionelle, men socialt og
kulturelt forankrede i den lokale kontekst. Grounded Theory danner det metodiske fundament for både dataindsamling og analyse. Denne
tilgang muliggør en induktiv og situeret udforskning af planlægningspraksis og bidrager til udviklingen af en kontekstsensitiv tilgang til
TOD2-planlægning, der kan tilpasses de sociale og rumlige forhold i en kommunal kontekst som Aarhus Kommune.

Resultaterne peger på, at bæredygtig mobilitetsplanlægning forudsætter en lokal forankring og en socialt inkluderende tilgang, hvor
planlæggere aktivt påtager sig ansvaret for at forstå og agere i den specifikke kontekst. Undersøgelsen munder ud i en konceptuel model
for en kontekstsensitiv planlægningsproces, der opererer inden for rammerne af TOD2-konceptet og understøtter udviklingen af mo-
bilitetsknudepunkter, som er tilpasset forskellige urbane situationer. Modellen tager afsæt i en analyse af situerede interaktioner mellem
menneskelige og ikke-menneskelige aktanter, og fremhæver betydningen af stedsspecifikke sociale og fysiske dynamikker.

Herudover suppleres modellen af fire typologiske idealtyper for Mobility Hubs, som er inspireret af eksisterende forskning. Disse
tilbyder et analytisk værktøj til at identificere og differentiere mobilitetsknudepunkter på tværs af kontekster, og styrker dermed modellens
anvendelighed i praksis. Samlet set bidrager undersøgelsen med et planlægningsredskab, der kan understøtte mere retfærdige, effektive og
stedssensitive mobilitetsstrategier i kommuner som Aarhus med divers sammensætning af urbane kontekster.
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ABSTRACT
Urbanisation and the historical car-centric planning have con-
tributed to global urban challenges such as CO2 emissions, air and
noise pollution and tra�c congestion. In response, urban plan-
ning discourse has increasingly embraced sustainable mobility
paradigms that prioritise sustainable modes of transport. This paper
explores how to apply Transit-Oriented Development 2 (TOD2), as
an expanded, human-scale version of the traditional TOD frame-
work, in the means of a context-sensitive planning strategy to pro-
mote a modal shift away from private car use while ensuring equal
accessibility across diverse urban environments. Using Aarhus Mu-
nicipality as a situated case study, the research investigates how
the TOD2 concept can be translated into adaptable interventions
within both high- and low-density contexts. Grounded Theory and
ethnographic �eldwork form the methodological basis for develop-
ing a grounded conceptual framework, which integrates relational
analyses of human and non-human elements having impact on mo-
bility behaviour. Furthermore, the article introduces a typological
tool for interpreting Mobility Hub characteristics, challenges, and
development potential, enhancing the operationalisation of TOD2
across varying spatial scales. The �ndings underscore that sustain-
able urban mobility requires a planning logic that is both adaptable
and locally informed. Requiring a framework that recognises the
complexity of place, supports modal shift, and enables equal access
to sustainable mobility options. The proposed framework aims to
guide planners in integrating urban identity, infrastructure, and
socio-cultural dynamics to strengthen the transition toward carbon-
neutral and inclusive cities.
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1 INTRODUCTION
Urbanisation presents a critical challenge for urban infrastructure,
as studies reveal that urban areas are expanding at a pace that
exceeds population growth, particularly driven by increasing mi-
gration to metropolitan cities, in conjunction with the escalating
impacts of climate change and a range of qualitative social issues
[12]. These trends place signi�cant pressure on urban infrastruc-
ture, conjunction with rising global temperatures, which intensify
environmental stress, and increase levels of social segregation and
urban con�ict [12]. They therefor highlights the urgent need to
facilitate urban structures that can accommodate social diversity,

ensure access to a�ordable housing, provide su�cient critical in-
frastructure, and deliver a transport system capable of meeting the
increasing demand for capacity [12].

A major factor contributing to these infrastructural capacity is-
sues, is the historical �predict and provide� approach, which has
shaped car-oriented urban planning for decades [47], reinforcing car
dependency and contributing to congestion [13]. However, contem-
porary urban planning strategies are increasingly shifting towards
reducing reliance on car-centric development while ensuring acces-
sibility and e�ciency in prioritising sustainable mobility [33, pp.
13-15].

Beyond environmental consequences, car-centric infrastructure
also poses signi�cant public health risks. The greenhouse gas emis-
sions contribute to air pollution, a leading cause of respiratory
and cardiovascular diseases [10]. Additionally, transport-related
noise pollution and inactive lifestyles linked to car dependency
have been associated with increased risks of obesity, diabetes, and
mental health issues[11]. Encouraging active modes of transport,
such as walking and cycling could thereby signi�cantly improve
public health while reducing urban emissions.

The transition towards a sustainable mobility system in the trans-
port sector is essential for addressing the intertwined challenges
related to urbanisation and widespread car dependency. While the
expansion of the electric vehicle industry contributes to reducing
pollution, it is not su�cient in itself. A broader transformation is
still necessary to tackle the sector's signi�cant contribution to con-
gestion and public health issues, also to improve quality of life [3].
The transport sector is one of Europe's largest contributors of CO2
emissions, accounting for approximately 25% of the total output [2],
yet progress on emission reduction remains slower than in other
sectors [2]. This highlights the urgent need for a fundamental shift
to meet the European climate targets, which require a 90% reduction
in greenhouse gas emissions by 2050 compared to 1990 levels [2].
Private vehicles remain the largest source of emissions within the
sector, responsible for 71% of the total emissions [2], with private
vehicles accounting for 71.6% of the passenger-kilometers traveled
in the EU-27 in 2019 [4]. This reliance on fossil-fuel-powered cars
also poses a major challenge to Denmark's sustainability objectives,
as private vehicles cars accounts for 82,3% of passenger-kilometers
traveled in 2019 in Denmark [4]. To address these challenges, the
Danish government has committed to a range of policies and ini-
tiatives that align with broader EU and global climate agreements,
entailing sustainable mobility.

As a signatory to the Paris Agreement (2015), Denmark has com-
mitted to signi�cantly reducing its carbon footprint, with transport
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playing a critical role in achieving national targets [2]. The EU's
Fit for 55 package (2021) reinforces these commitments by setting
ambitious targets, including the transport sector, as an joint initia-
tive aimed at reducing greenhouse gas emissions by 55% in 2030
compared to the level in 1990 [5], [2]. Additionally, Denmark's
Climate Act (2020) sets an even more ambitious goal, mandating
a 70% reduction, necessitating transformative changes in mobility
infrastructure [20]. Furthermore, the United Nations Sustainable
Development Goal 11 emphasises the need for inclusive, safe, and
sustainable urban mobility, setting the course for national strategies
on urban development towards 2030, which commits all the united
nations to work towards the same sustainable goals [9].

One example of how these commitments translate into local
action is the case of Aarhus, Denmark's second-largest city and an
important metropolitan in the Central Denmark Region. In its Green
Mobility Plan (2024), Aarhus Municipality aims to operationalise
sustainable transport through the integration of Transit-Oriented
Development (TOD) principles in its most recent mobility plan,
Grøn Mobilitet [6], [16]. Transit-Oriented Development was origi-
nally introduced in 1993 as an urban planning concept designed to
promote compact, sustainable communities centred around high-
quality public transport [16]. TOD aims to reduce reliance on pri-
vate vehicles by prioritising accessible public transit and promoting
sustainable modes of transport, such as walking, cycling, and public
transport. It focuses on the development of mobility hubs, mix-use
of urban space, and reduced travel distances as strategies for facili-
tating a modal shift away from car dependency [16]. This approach
supports sustainable urban growth by encouraging public transit
use, while also helping to reduce congestion, air pollution, and the
spatial fragmentation associated with car-oriented development
[42].

In response to shifting planning paradigms increasingly con-
cerned with urban quality and human-scale principles, the TOD
concept has recently been re�ned into a more comprehensive frame-
work � Transit-Oriented Development 2 (TOD2), re�ecting current
priorities in urban mobility planning [33, pp. 13, 21]. TOD2 brings
together the original TOD-standard [35] with Jan Gehl's 12 quality
criteria for human-scale urban design [25, p. 241], and operates
across multiple planning scales, balancing strategic goals, such as
reducing car dependency and promoting sustainable mobility net-
works, but notably it enhance a great focus on livability of public
spaces [33, p. 60]. While the framework aims to support carbon-
neutral and improve equal accessibility, it faces notable limitations
in low-density contexts due to its strong emphasis on urban densi-
�cation and transit proximity.

Aarhus is experiencing signi�cant urban growth, necessitating
a planning approach that balances the needs of both metropolitan
inhabitants and inhabitants in the peripheral [7]. With a popula-
tion of approximately 372,962 residents, only 37% reside lives in
the city centre, while the majority lives in surrounding suburban
and village contexts [1]. This spatial distribution presents both in-
frastructural and social challenges, particularly in delivering equal
mobility services across the municipality.

In response, Aarhus' Planning Strategy 2023 outlines a spatial
vision that prioritises development of outskirts, rather than further
densifying the city centre [8, pp. 14�15]. The strategy advocates

for strengthening local communities outside the urban core by sup-
porting place-speci�c identities, enhancing accessibility, and recog-
nising context-speci�c potentials and constraints. This represents
a clear departure from previous densi�cation oriented approaches,
instead promoting a polycentric model of urban development that
aligns with broader ambitions for climate neutrality and spatial
justice.

Figure 1: Population distributed across local communities
and districts in Aarhus Municipality (01-11-2024). The darker
the blue is, the higher the number of inhabitants is [1].

Furthermore, Aarhus Municipality's Green Mobility Plan 2024
serves as a guiding framework, with a set of ambitious goals of
transforming Aarhus as a whole into a city with greater urban mo-
bility, where the municipality are integrating the Transit-Oriented
Development principle to support a more accessible and sustainable
transport system [6]. In alignment with Denmark's climate com-
mitments, Aarhus Municipality aims to reduce its CO2-emissions
by 270,000 tones by 2030, ultimately achieving carbon neutrality
[6]. A central component of this strategy is the promotion of high-
quality public transport and "station-oriented development", re-
ducing reliance on private vehicles and fostering greener mobility
choices. Investments in infrastructure for cycling, walking, and
electri�ed public transport are seen as crucial steps in creating
a well-functioning, low-carbon transport system for the region
[6]. This transition is thereby both an environmental necessity but
also a broader vision for urban quality, social sustainability, and
equitable mobility. By integrating mobility planning with urban
development, the municipality seeks to enhance livability while
addressing long-term mobility challenges [6], [8, p. 15].

This article examines how a context-sensitive planning approach
can support a transition towards sustainable mobility, with the
contemporary urban development challenges, such as carbon neu-
trality, car dependency, pollution, and public health conditions, and
within the framework of Aarhus Municipality's Green Mobility
Plan. The aim is to develop a qualitative and strategic framework
for applying the TOD2 concept in a grounded and adaptive way.
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Figure 2: Aarhus Municipality borders, photo from Google
Maps (26-02-2025).

Aarhus Municipality serves as a situated case for investigating how
urban planners can translate local mobility dynamics into e�ective
TOD2-based interventions. Through an ethnographic and iterative
research approach, the research seeks to contribute to a more nu-
anced understanding of how TOD2 principles may be adapted to
diverse urban settings, thereby enabling planning processes that
better support modal shift and promote equal accessibility across
varied spatial conditions, particularly with a focus on low-density
village contexts.

1.1 Research Design
The increasing pressure on urban infrastructure, combined with
the urgent need to meet ambitious climate goals, in the context of
an evolving urban planning paradigm with emphasis on quality of
life and livability, has led to the following research question:

How can TOD2 as a context-sensitive planning strategy, support the
shift of commuters from car dependency to sustainable modes of

transport, meanwhile ensuring equal accessibility in spatially diverse
municipal contexts?

This article will take form as it is illustrated in �gure 3 - a research
design, structured in regards to a central research question and four
supporting questions to structure the research processes [22].

The research design of this article follows a step-by-step pro-
gression, illustrated by the series of guiding arrows. Each step is
structured around a supporting question. To the left of each sup-
porting question there is a designated box outlining the speci�c

objective that drives the corresponding section. To the right, a cor-
responding box presents the methodological approach employed
to address the question.

The �rst supporting questions are intended to structure a litera-
ture review to frame the conceptual and theoretical lenses through
which the research is conducted. These are further supported by
methodological considerations aligned with the ambition to de-
velop a context-sensitive approach through Grounded Theory, to
investigate the planning concept that forms the foundation of this
research; TOD2. Hereby, the literature review will provide a crit-
ical groundwork for understanding what planning opportunities
arise when Transit-Oriented Development is adapted to greater
sensitivity on diverse urban contexts.

To investigate the situated case of Aarhus Municipality, rele-
vant planning documents will be examined through a structured
document analysis. This will provide insight into how the munici-
pality conceptualises and facilitates the implementation of Transit-
Oriented Development as a leading strategy within the their re-
gional mobility planning paradigm. Initial expert interviews will
inform and nuance the analytical focus, particularly through pro-
fessionals' perspectives on the diverse urban landscapes for which
they hold a planning responsibility, with speci�c attention to the
challenge of ensuring equal access to sustainable mobility solu-
tions in light of broader goals for reducing carbon emissions in the
transport sector.

Following the establishment of the theoretical and conceptual
framework and the collection of empirical material, the data will
be analysed with the objective of developing a context-sensitive
application of TOD2-based planning in varied urban contexts, with
a particular emphasis on low-density areas. Grounded Theory will
serve as the overarching methodological framework, guiding both
data collection (e.g. site visits) and the subsequent analytical pro-
cesses.

The fourth supporting question frames the discussion of the
analytical �ndings by critically re�ecting on how these insights
can inform planning practice. It further serves as a basis for eval-
uating the methodological and conceptual framework developed
throughout the article.

Finally, the article concludes by addressing the research question,
which re�ects on the analytical �ndings and the purposed model for
the establishment of the context-sensitive TOD2 planning strategy.
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Figure 3: Research design of the articles content.

2 LITERATURE REVIEW
The question framing this chapter is:

What planning opportunity does context-sensitive transit-oriented
development o�er through the integration of Mobility Hubs, in

facilitating a modal shift towards sustainable modes of transport?

Hereby, the article will examine literature on the traditional con-
cept of Transit-Oriented Development (TOD), as well as research on
typologies of Mobility Hubs, in order to establish a foundational un-
derstanding of how contextual conditions shape the requirements
and characteristics of di�erent types of Mobility Hubs. Within an
ethnographic research design, the research will adopt Grounded
Theory as its theoretical methodology. Grounded Theory will be
explored as a scienti�c approach for generating empirical insights

and will serve as a methodological lens through which theoretical
concepts in urban and mobility planning are interpreted. Following
the literature in the �eld of urban planning, the premises of mobility
planning and the traditional Transit-Oriented Development (TOD)
concept are increasingly being challenged by the trend towards
human-scale planning and the integration of mobility planning
with urban development plans. The changing paradigm foster a
stronger emphasis on sensitivity and integration of human-scale
design, when approaching TOD as a planning concept.
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2.1 What are the Core Principles of TOD?
Transit-Oriented Development emerged in the early 1990s as a
response to the growing environmental, spatial, and social conse-
quences of car-oriented urban development. Formally introduced as
a planning concept by architect and urban planner Peter Calthorpe
in his work The Next American Metropolis(1993) [16], TOD is rooted
in the New Urbanism movement, which marked a paradigm shift
in urban planning away from functionalist, car-oriented growth
and towards compact, mixed-use, and walkable neighbourhoods
[34]. TOD is de�ned as a mixed-use community located within
approximately 600 metres (2,000 feet) of a transit stop and commer-
cial centre, and it is designed to encourage sustainable mobility;
walking, cycling, and public transit use over private car dependency
[16].

TOD is conceptualised through three foundational principles;
density, diversity, anddesign, commonly referred to as the "3 Ds"
[37, pp. 1�2]. This framework has since been expanded into the
more comprehensive "5 Ds" and occasionally "7 Ds" [37, pp. 1�2],
[34], as principal objectives to pursue the implementation of TOD
planning, being:

� Density : population and employment intensity near tran-
sit.

� Diversity : a mix of residential, commercial, and civic land
uses.

� Design: pedestrian- and cycle-friendly urban design.
� Destination accessibility : ease of access to key activities

and services.
� Distance to transit : proximity to reliable and frequent

transit stations.
� Demand management (6D): policies to discourage car

use.
� Demographics (7D): consideration of socio-economic pro-

�les a�ecting mobility choices.

[37, pp. 1�2]
The Institute for Transportation and Development Policy (ITDP)
operationalised these principles in its frameworkTOD-Standard,
which outlines measurable criteria across eight dimensions [35].

This framework both serves as a planning tool and an evaluation
framework for sustainable urban development, in a point score
system up to 100 points across the eight principles, wheretran-
sit counts for zero points, because it is the central core for even
considering a case as Transit-Oriented [35, pp. 8�10].

A central element in the implementation of TOD is the node-
place model [52], which evaluates Mobility Hubs based on two
factors of the 'node', indicating how well the area is connected
through various modes of transport, and the 'place', referring to the
surrounding land use characteristics [52, p. 282]. Balancing the in-
terplay between these aspects is essential for creating e�ective and
well-integrated transit areas. As such, Mobility Hubs are becoming
focal points in TOD planning as places where multimodality and
spatial coherence should facilitate modal shift.

Despite the bene�ts associated with TOD, such as contributing
to sustainable urban development by limiting car dependency and
urban sprawl, its application in practice is not without challenges:
TOD models often fall short when applied without sensitivity to
local conditions [33, p. 18]. The absence of contextual adaptation

Figure 4: The framework of the TOD-standard [35, pp. 7].

risks producing uneven development outcomes, as place-speci�c
social, economic, and physical characteristics must be integrated
into planning processes to ensure equitable and inclusive outcomes
[33, p. 17]. A critical concern is the potential for displacement of
low socio-economic groups. As accessibility and urban amenities
improve in TOD areas, housing prices tend to rise, thereby threaten-
ing the residential stability of populations who are most reliant on
a�ordable public transit options [37, pp. 4�7]. This gentri�cation
dynamic directly undermines the core objective of sustainable mo-
bility planning: to promote equal accessibility for all social groups,
regardless of income, background, or geographic location. Moreover,
the spatial concentration of development around transit nodes often
increases pressure on public infrastructure such as schools, health-
care facilities, and public spaces [53]. If this additional demand is
not adequately addressed, it may reinforce existing socio-economic
disparities in access to essential services, and further challenge the
evolving urban planning principle of equal accessibility and quality
of life across urban contexts [33, p. 17].

A key limitation in the traditional TOD framework lies in its
strong emphasis on transit networks, with limited consideration
of how users perceive and experience their journey environments,
an aspect increasingly recognised as essential in in�uencing travel
behaviour and supporting modal shift [50, pp. 134-135].

While TOD o�ers a strategic concept for aligning urban form
with sustainable mobility, these limitations underscore the need to
critically assess its application in practice and to emphasise inclu-
sive planning around Mobility Hubs to ensure both functionality
and social justice:

As mobility hubs become more widespread, cities should consider and
design them as a network, where each node is adapted both to its

function in the network and to local parameters. Mobility hubs are
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also part of a wider urban and regional context, which needs to be
considered for a comprehensive understanding of the impacts.

[27, pp. 3503]

2.2 Mobility Hub Typologies
The empirical understanding of sustainable mobility planning has
undergone a historical shift, re�ecting the broader transition from
a `predict and provide' approach that focuses on accommodating
future tra�c volumes, to a `decide and provide' paradigm, in which
planners proactively shape urban environments to promote sus-
tainable and equal mobility [33, pp. 13-15]. As a result, Mobility
Hubs has emerged as a concept that perceive a transit node as a
experiential urban space, and no longer as purely functional [33, p.
24].

While various typologies of Mobility Hubs exist in the literature,
this research focuses on three central contributions [28, 46, 54] that
aim to develop analytical and conceptual frameworks rather than
practical planning tools. These sources are selected due to their
emphasis on creating transferable typologies that enable theoreti-
cal re�ection, comparative analysis, and contextual understanding
across diverse urban settings. Particularly for this research, the
focus will be on low-density settlements in order to explore the lim-
itations of TOD in relation to density, and to investigate alternative
approaches to evaluating the role of Mobility Hubs within diverse
urban contexts.

Hereby, an establish for how to understand the Mobility Hub
phenomenon will be relevant in this situated research of Aarhus
Municipality, to get a foundation of how Mobility Hub can di�eren-
tiate in regards to their local context. Multiple studies on typology
of Mobility Hubs will therefor be reviewed, and outlining di�erent
typologies as the research aims to approach the �eldwork with a
structured understanding of site-speci�c conditions and identify the
essential factors required for each location to function e�ectively
as a Mobility Hub.

The most widely recognised typology is based on the size of the
hub, as the size determines the service level within an urban con-
text. Another typology is found in the book chapter "Mobility Hubs,
an Innovative Concept for Sustainable Urban Mobility?" published
in Smart Cities(2024)[28]. This source outlines a comprehensive
presentation of Mobility Hub typologies, with multiple classi�ca-
tion strategies, each re�ecting di�erent thematic perspectives. In
Smart Cities, Mobility Hubs are categorised by their structure (e.g.,
regional, community, neighbourhood), their role in the transporta-
tion network (e.g., Anchor and Gateway hubs), and their urban
context (e.g., city centre, suburban node, historic town) [28, pp. 251-
256]. In addition, hubs can be distinguished based on user group
(residents, professionals, tourists), as well as temporality (tempo-
rary or permanent), scale and size, and the multimodal range of
mobility services o�ered [28, pp. 251-256]. This multifaceted typol-
ogy underscores the idea that Mobility Hubs are not one-size-�ts-all,
but must instead be tailored to the socio-spatial characteristics and
strategic objectives of their speci�c locations.

While the typology fromSmart Cities[28] provides a rich palette
of thematic perspectives,Transport Geography's"Towards a typol-
ogy of mobility hubs" (2023) [54] synthesises these into a six-part
typology structured around scale and service provision, in their

article on the Dutch planning experience by a Grounded Theory
approach. The six-part typology is framed as Community, Neigh-
bourhood, Suburban, City Edge, City District, and City Centre hubs
[54, pp. 5-6]. These types of Mobility Hubs are primarily de�ned
by the quality and quantity of transport modes and services, thus
linking spatial scale with multimodality and functionality in a more
systematic way [54, p. 5]. Their work addresses a clear academic
gap by o�ering a conceptual model for practical application, and
they explicitly advocate for further research into user behaviour
and transport justice, thus adding a normative dimension to the
typological discourse.

Together, the two sources;Smart Cities[28] and Transport Ge-
ography[54], show how Mobility Hub typologies are shaped by
di�erent thematic perspectives, encompassing urban morphology
and infrastructural role to equity, governance, and user needs. While
the typology fromSmart Cities[28] allows for �exible application
across di�erent types of urban environments,Transport Geography
[54] contribute with a framework that is particularly useful for
empirical studies and planning analysis.

In addition to these contributions, the paper in the journalSus-
tainability "An Analysis of the Emerging �Shared Mobility Hub�
Concept in European Cities: De�nition and a Proposed Typology"
(2023)[46] presents a multi-dimensional typology speci�cally aimed
at shared mobility systems. Responding to the absence of a uni�ed
de�nition, the paper proposes �ve key classi�cation dimensions:
urban context, spatial scale, hub size, transportation function, and
the role within the transportation network [46, p. 8]. A central
element in this typology is the matrix-based framework that com-
bines hub types, such as neighbourhood, business, transit, district,
city, regional, and private, with speci�c urban contexts to assess
mobility needs and guide the design of a speci�c hub [46, pp. 6-8].
This framework is structured in a table [46, pp. 6-9], which shows
how the di�erent types of hubs are assessed against the urban con-
text to determine local needs and spatial structures. Moreover, the
typology is designed to work as a decision-making tool supported
by multiple spatial criteria to identifying optimal hub locations
and functions of Mobility Hubs as a conceptual understanding for
mobility planning.

To compare the analytical scope and thematic focus of the re-
viewed typologies, the following Table 1 provides an overview of
the three central contributions with a strong focus on less urbanised
contexts:
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Source Typology Focus Hub Types Classi�cation Dimensions Analytical Use

[28] Broad typological framing
across urban contexts, includ-
ing low-density areas through
categories like Community
and Neighbourhood hubs.

Community, Neighbourhood,
Suburban; includes functional
di�erentiation.

Urban context, user type (e.g.,
local residents), accessibility,
multimodality, functional role
in regional transport.

Useful for identifying �exible
hub typologies adaptable to
village conditions and socio-
geographic variation.

[54] Empirically grounded typol-
ogy speci�cally distinguish-
ing Community, Neighbour-
hood, and Suburban hubs as
part of a six-level hierarchy
based on service provision.

Community, Neighbourhood,
Suburban � de�ned by trans-
port service level and spatial
scale.

Service quality, spatial scale,
transport supply level, popu-
lation size, surrounding area.

Supports evaluation of mini-
mum requirements in size, ac-
cessibility, and service level
for rural mobility hubs.

[46] Five-dimensional framework
combining hub type and ur-
ban context in a matrix, in-
cluding lower-density areas
through categories like Neigh-
bourhood and Private hubs.

Neighbourhood, Private, and
Business hubs � adjusted ac-
cording to context-speci�c
needs in rural or semi-urban
settings.

Contextual suitability, prox-
imity to key functions (e.g.,
housing, local services), and
operational �exibility across
rural and semi-urban settings.

A practical framework for
evaluating and selecting hub
types based on spatial data
and real-world context; sup-
ports decision-making on lo-
cation and hub size in low-
dencity areas.

Table 1: A table on literature of Mobility Hubs typologies, established for an case analysis in a low-density contexts [ 28, 46, 54].

This comparison illustrates how each typology contributes dif-
ferently in understanding the role and function of Mobility Hubs.
While some emphasise adaptability to local urban contexts [28],
others o�er structured, scalable frameworks that support planning
decisions and spatial analysis [46, 54]. Importantly, the selected
typologies are particularly relevant for analysing Mobility Hubs
within diverse urban contexts. In the table, the focus is placed on
their applicability to village settings, as they o�er valuable insights
for low-density areas, peripheral settlements, and small-scale ur-
ban environments. The selected sources all include hub types such
as Community, Neighbourhood, and Suburban hubs�typologies
that are essential for capturing the diversity of needs and spatial
conditions in urban villages settings. Together, these perspectives
provide a robust theoretical foundation for classifying and assessing
Mobility Hubs in the context of Aarhus Municipality.

In contrast, other typologies found in the literature [21, 38, 45]
have primarily been developed to support operational planning and
policy implementation. These frameworks often serve as context-
speci�c guidelines, addressing practical concerns such as station
design, land-use coordination, or modal integration in mid-sized or
rural areas. Examples from the reviewed literature include frame-
works focusing on transit optimisation at smaller nodes [38], policy-
driven hub concepts in Dutch planning [45], and design-oriented
guidelines for station areas [21]. While valuable for informing plan-
ning decisions, such practice- and policy-driven typologies are
typically limited in their capacity to provide broader theoretical
insights. As they are closely tied to speci�c policy agendas or infras-
tructure systems, they fall outside the scope of this research, which
aims to investigate how typologies can be used as conceptual tools
to understand and compare the role and function of Mobility Hubs
across urban contexts.

Importantly, as highlighted inSmart Cities, the concept of Mobil-
ity Hubs remains �exible, with no single author having established
a de�nitive understanding [28]. Therefore, a shared de�nition must
be developed collaboratively among stakeholders for each project,
ensuring contextual relevance [28, p. 269].

To investigate the relevance and service needs of Mobility Hubs
in village contexts, this research applies an iterative and construc-
tivist scienti�c approach inspired by Grounded Theory. This method-
ological choice supports the exploration of how local planners can
strategically upgrade transit nodes to promote a shift towards more
sustainable modes of transport. Therefore, the research seeks to
contribute to developing context-sensitive strategies for enhancing
Mobility Hubs in di�ered situations of TOD planning.

2.3 Grounded Theory and Situational Analysis
Grounded Theory, originally developed by Glaser and Strauss (1967)
[26], was introduced as a research method for sociologists, em-
phasising an inductive, qualitative approach to conducting and
analysing empirical data with the aim of generating theory. Rather
than testing hypotheses through a deductive framework, Grounded
Theory involves building theory from the ground up, ensuring that
�ndings emerge directly from the data [26, p. 34]. This approach
is particularly suited to studies exploring complex social phenom-
ena where existing theoretical frameworks may be inadequate.
Furthermore, it will clarify how this Grounded Theory approach
o�ers a valuable methodological foundation for examining context-
sensitive approaches to mobility planning.

Grounded Theory has been expanded by theorists who have
shaped the approach in response to historical and scienti�c devel-
opments. Kathy Charmaz is a well known author in the �eld of
Grounded Theory, who in 2006 introduced a constructivist perspec-
tive on Grounded Theory in her book textitConstructing grounded
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theory: a practical guide through qualitative analysis [15]. In her
constructivist perspective, Grounded Theory is reframed as an ap-
proach to understanding the social world through co-construction
of meaning, challenging the notion of theory and data as objec-
tive realities existing independently of the researcher [15, pp. 188,
191]. Charmaz argues that grounded theories are interpretative
constructions, shaped through interaction between the researcher
and participants, and deeply in�uenced by the researcher's engage-
ment, positionality, and the situational context of the research [15,
p. 188]. She advocates for an approach that enables the researcher
to explore a �eld from the ground up, with minimal biased assump-
tions. This forms a valuable methodological foundation for how
this article is designed and conducted, supporting the planning sen-
sitivity in regards to the design of Mobility Hubs in various settings.
In her article "The Power of Constructivist Grounded Theory for
Critical Inquiry" (2017) [17], Charmaz highlights re�exivity as a
key element in ensuring the validity of research. She emphasises
the need for researchers to remain critically aware of how their
interpretations and social position shape knowledge production
and in�uence both data collection and analysis [17, pp. 36�37]. In
this way, Charmaz provides methodological tools and re�ections
that emphasise the researcher's need to remain critically aware of
their own positionality in relation to the interpretation of empirical
data and the production of knowledge. Re�exivity is also embraced
by Adele Clarke in her alignment with Donna Haraway's concept of
situated knowledge, which propose that all knowledge is embedded
within a speci�c context and location [18, p. 368]. Recognising the
situated nature of knowledge, is thereby strengthening the integrity
of the research's �ndings by the researcher being transparent to-
wards the conditions under which it is produced. Re�exivity will in
this article be articulated through the use of �eld notes and analyti-
cal memos, capturing ongoing re�ections on observational insights
and methodological choices in the �eld.

Clarke's approach to Grounded Theory involves a recognition
of multiple realities and emphasises that knowledge is situated
and constructed, rather than assuming the existence of a single
objective truth [18, pp. 367-368]. Building on Charmaz's construc-
tivist Grounded Theory, Clarke further develops the methodology,
which she presents as Situational Analysis [18]. This model will
constitute the main foundation of the analysis, particularly when
capturing insights into how a context-sensitive planning framework
can be structured. Situational Analysis expands the analytical scope
of Grounded Theory by shifting focus beyond individual human
actors, to also include non-human elements as institutional dis-
courses, infrastructures, technologies, and broader spatial elements
that shape the research situation [18, pp. 363-370]. This provides
an opportunity to integrate a social science perspective into urban
planning, particularly given the centrality concern of non-human
elements within this �eld. Furthermore, Situational Analysis makes
use of situational maps to visualise complex relational dynamics,
thereby enabling the researcher to systematically examine the mul-
tiple, intersecting forces that in�uence a particular phenomenon
[18, pp. 370-377]. The construction of situational maps is inspired
by Clarke's situational matrix, visualised on the following �gure:

Figure 5: The matrix of the situational map by Clarke [ 19, p.
365].

This mapping technique is not constructed as a checklist to be
followed, but rather as an inspirational setup of elements for the an-
alytical orientation and engagement with empirical material. In this
sense, the situational matrix will shape the interpretative mindset
of the research during the analysis following the initial grounded
coding process. The situational analysis thus serves to foreground
the complex phenomenon of the research, enabling the researcher
to identify and articulate the interplay between various actors, and
contextual conditions. Within Clarke's situational matrix, elements
like the non-human elements, institutional elements, and spatial
elements will particularly in�uence the mapping of actors and ac-
tions, as these are essential for understanding how infrastructur,
organisational structures, and spatial characteristics are impacting
mobility behaviours within the focus on Mobility Hub's in�uence
in the context-sensitive planning.

Within this transit-oriented framework, and viewed through a
constructivist lens, the traditional TOD concept is being challenged
in terms of its e�ectiveness and relevance for sensitive urban plan-
ning in the 21st century. As planning discourses continue to evolve,
the extended concept of TOD, referred to as TOD2, will be exam-
ined as a more holistic and integrated urban planning approach,
aiming to facilitate a shift in the transport mode hierarchy towards
sustainable modalities in a human-scale development [33].

2.4 What is TOD2 and How does it Focus on
Mobility Hubs?

Transit-Oriented Development 2 (TOD2) represents a conceptual
framework, expanding from the original TOD concept [35] and
Gehl's 12 quality criteria for human-scale planning [25]. The con-
cept is developed in response to critiques of TOD's limitations, e.g.
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regarding lack of contextual sensitivity and pressure on infrastruc-
ture [33, p. 17], but especially its relevance in current planning
discourses with a growing demand for human-scale planning and
better integration of mobility planning and urban planning. As
planning paradigmes have evolved, TOD2 has become the modern
version of Transit-Oriented Development, o�ering strategic plan-
ning and development of Mobility Hubs, as a pivotal instrument in
achieving carbon neutrality. By integrating multimodal transport
services with human-scale urban design, TOD2 positions Mobil-
ity Hubs as critical nodes that not only enhance accessibility but
actively support behavioural change towards sustainable mobility
choices [50]. The expansion of the concept thus lies in a broader
interpretation that integrates mobility planning and urban planning
to promote a modal shift.

The concept of TOD2 is fundamentally linked to the �rst/last
mile principle, which addresses one of the key challenges in mul-
timodal transport: connecting the gap between a journey's origin
(�rst mile) and its �nal destination (last mile) via a central transit
node [39]. Research highlights that these �rst/last mile connections
are critical to the success of multimodal travel, signi�cantly shaping
public perceptions of its e�ciency and convenience [45, p. 2]. In the
context of transit-oriented development, strengthening �rst/last
mile connections is essential for making sustainable modes of trans-
port more attractive alternatives to private car dependency. This
requires a cohesive mobility network centred around Mobility Hubs.
The �rst/last mile challenge is particularly relevant in low-density
areas, where public transport is often limited and the infrastructure
tends to favour private cars, making active modes of transport less
appealing. Moreover, the role of Mobility Hubs di�ers signi�cantly
from their function in high-density urban areas [45, p. 10].

Hereby, the TOD2 concept adapts an extended formate of the
node-place model, which balances a third dimensions, known as
the design-index [52]. This third index re�ects on urban design
conditions which in�uence accessibility of the station areas for
pedestrians to shape urban development [52, p. 282]. This third
design dimension is a central and in�uential element in TOD2 plan-
ning, as it facilitates the integration of urban and mobility planning.
The focus lies in shaping the surroundings of the Mobility Hub to
create an inviting and vibrant urban environment that encourages
sustainable mobility choices. Thereby, it wants to emphasises, that
the build environment of the surrounding space of a Mobility hub
should "guide users to the `right' choice� [33, p. 23].

As a planning concept, TOD2 represents a synthesis of the TOD
Standard and Gehl's 12 quality criteria for designing liveable urban
spaces. Its conceptual framework is structured around �ve overall
themes, each consisting of three criteria to navigate the success for
network planning of Mobility Hubs [33, pp. 35-51].

Figure 6: The conceptual framework of the TOD2 concept,
divided into �ve themes where each have a set of criteria to
achieve the conditions of the themes [33, p. 44].

The TOD2 framework address both the spatial infrastructure
and users' perceptual experience by examening Mobility Hubs
across the �ve thematic categories: Navigation, Protection, Liv-
ability, Experience, and Transit [33, pp. 44-51]. The associated 15
supplementary criteria are operationalised through distinct work
packages, each comprising a set of guiding principles to support
e�ective planning within each thematic area [33, pp. 46-50]. These
are intended to assist planners in either evaluating existing Mobil-
ity Hubs or structuring new development projects. However, the
themes are not designed to be applied in a �xed sequence, they
should rather be engaged with selectively, depending on the speci�c
needs and contextual conditions of each individual case [33, p. 45].

At its core, TOD2 seeks to integrate Mobility Hubs in a manner
that aligns with everyday mobility patterns and responds to the
lived needs of users. Rather than limiting its focus to multimodal-
ity at the station area (node-index), and land use characteristics
(place-index), the framework extends its scope to include experi-
ential dimensions, ensuring that design supports human-scale and
quality of space [33]. It guides planners in promoting active modes
of transport, ensuring equal access, and enhancing user experi-
ence, supporting a strategic modal shift towards sustainable urban
mobility [33, p. 51].

A particular challenge of the TOD2 concept lies in its strong
emphasis on dense urban areas, combined with its strategic focus
on the local scale [33, p. 60]. The absence of regional-scale planning
has been identi�ed as a critical limitation, as it may result in spatial
gaps between Mobility Hubs that are not addressed in local mobility
planning [33, pp. 52�58]. These gaps become even more profound
when considering planning at the scale of an entire municipality
or region, where ensuring equal accessibility is challenged by sig-
ni�cant variations in urban context, particularly in terms of the
criteria Density to succeed the important theme of Transit.

With this approach, TOD2 facilitates planning of Mobility Hubs
as the central elements in an integrated transit network, thus the
de�nition of a Mobility Hub within the TOD2 framework is not uni-
versal. A de�nition must be established for the individual projects
among the stakeholders regarding the development [28]. For this
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research, such an establishment will take place across the planning
concept and planning policies related to the case study.

2.5 Summary of the Literature Review
This literature review identi�es the opportunity to evolve from the
traditional Transit-Oriented Development (TOD) concept, that is
rooted in the principles of density, diversity, and design, which
has proven e�ective in fostering compact, mixed-use, and walka-
ble urban areas near transit. However, the TOD concept is being
criticised for neglecting the social and experiential dimensions of
mobility, such as protection from weather conditions, perceived
safety, and the overall quality of urban space. In response, the TOD2
framework places central emphasis on the design of Mobility Hubs,
not merely as transit nodes, but as livable urban spaces, and is
structured within a conceptual framework of �ve planning themes:
Navigation, Protection, Livability, Experience, and Transit. Further-
more, the literature reveals critical limitations in both concept's
application across varied urban contexts, particularly in low-density
areas.

Moreover, it o�ers a new planning opportunities for context-
sensitive Transit-Oriented Development, through the TOD2 frame-
work, by positioning Mobility Hubs as both functional transit nodes
and lived urban places. The reviewed typologies emphasise the need
for �exible, context-speci�c hub design across varying urban den-
sities to support modal shift. Importantly, by applying Grounded
Theory and Situational Analysis, the research frames context not
merely as a background variable, but as an active element for un-
derstanding the situated mobility behaviours. This methodological
approach enables planners to interpret situated mobility patterns,
spatial needs, and social dynamics. Thereby supporting the devel-
opment of Mobility Hubs that are both multimodal and socially
embedded, and capable of guiding users toward sustainable modes
of transport.

3 DOCUMENT ANALYSIS
The question framing this chapter is:

How is the integration of Mobility Hubs situated in the current
planning strategies in Aarhus municipality?

As outlined in the introduction, Aarhus Municipality serves as
a case study in this research, as it is required to ful�ll interna-
tional, national, and local commitments concerning CO2 reduction
goals. This chapter examines di�erent planning documents and
strategic planning frameworks for Aarhus, with a particular focus
on how the municipality is addressing the development towards
a greater sustainable transport infrastructure that shift people's
modal choice.

3.1 What Policies and Planning Frameworks
Guide Sustainable Mobility in Aarhus?

Aarhus Municipality presents a particularly relevant context for
exploring the applicability of the TOD2 framework. It is the second-
largest city in Denmark, situated in Eastern Jutland, with a popula-
tion of about 372.962 residents in 2025 and it continues to grow by
approximately 4.000 new inhabitants each year [1],[7, p. 16]. This
growth is expected to expand the population to 450.000 by 2050,

which will intensify the pressure on the municipality's mobility
systems, infrastructure, and spatial environment [6].

The urban challenges that put pressure on Aarhus, such as car-
bon emissions, car dependency, air pollution, and transport-related
public health risks, align with the city's ambitious climate com-
mitments. Locally, Aarhus has committed to achieve carbon neu-
trality by 2030, in alignment with both national legislation and
international climate goals [8, p. 24]. To meet the reduction goals
for the transport sector, which accounts for more than half of the
municipality's total CO2 emissions, a key objective of Aarhus Mu-
nicipality's mobility strategy is to enable a signi�cant modal shift
towards more space-e�cient and zero-emission modes of transport,
including public transit, cycling, and walking [6, p. 24]

3.1.1 Municipal plan 2017.
For several generations, Aarhus municipal planning strategies has
been inspired by the Copenhagen �nger plan principle, where ur-
ban development follows selected growth axes extending from the
city centre and out [7, p. 16]. This pattern has given rise to a series
of smaller, detached local communities outside the central area,
each with its own identity and largely separated by green corri-
dors. These green landscapes have been, and will continue to be,
preserved in order to maintain clear boundaries between urban
and less urban areas, ensuring residents' access to nature and recre-
ational spaces, and to serve additional purposes such as climate
adaptation [7]. The outcome is a municipality characterised by great
spatial contrasts. In the city centre, one �nds a dense and vibrant
urban centre, while many of the surrounding settlements are more
dispersed and de�ned by lower building density. The green areas
in between, not only enhance the city's recreational qualities but
also highlight the diverse composition of the municipality, ranging
from metropolitan to small village environments within a relatively
short distance.

The Municipal Plan 2017 has laid the foundation for a more
integrated and purposeful use of urban space, setting a strategic
direction that priorities e�cient infrastructure use, compact devel-
opment, and sustainable everyday mobility. A guiding principle in
this plan is the notion that "urban spaces should be designed around
the life they are meant to support, city life before urban space, and
urban space before buildings" [7, p. 7]. The plan emphasises local liv-
ability and social balance, calling for a compact urban form where
everyday destinations such as shops, institutions, cultural services,
and green areas are accessible by foot or bicycle [7]. This urban
density is seen as a way of reducing transport demand and promot-
ing sustainable mobility patterns. Additionally, the plan calls for
more e�cient use of existing infrastructure and a careful alignment
between land use and mobility, where every square metre is to be
used meaningfully, whether for housing, recreation, or transport
[7].

While the Municipal Plan 2017 set the foundation for compact
and sustainable urban development, the evolving demographic and
environmental challenges necessitated a more re�ned and adaptive
approach. This shift is articulated in the Plan Strategy 2023, which
rea�rms many of the earlier goals but also introduces a stronger
emphasis on decentralised development and social sustainability.

3.1.2 The Plan Strategy 2023.
Building on the ideas from the Municipal plan 2017, the Planning
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Strategy 2023 represents a practical focus for new development.
Here, the political ambition is to create �a good city for all � also
for the future� [ 8, p. 5]. The strategy embraces Aarhus' polycen-
tric character and spatial diversity, highlighting the importance of
strengthening local communities in the municipality's edge zones
rather than focusing on growth from within the city centre and
out. It calls for planning that begins with the identity and qualities
of each area and promotes strong and sustainable local communi-
ties as the basis for future development [8, p. 14�15]. It re�ects a
broader emphasises on sustainable mobility to be not only a means
to reduce emissions but also a pathway to enhancing urban quality,
and the overall livability of all inhabitants in Aarhus [8]. Such a
decentralised approach makes the strategic positioning of Mobility
Hubs particularly crucial, as they must serve not just as transit
nodes but as anchors for sustainable local communities.

Underlining the need of a cohesive sustainable mobility system,
it is considered important to strengthen connections both within
and across the East Jutland region, with Aarhus as a central mobility
node [8, p. 17, 24]. Key goals include reducing car dependency, in-
tegrating public transport with spatial development, and enabling
short, sustainable everyday journeys through a well-connected,
multimodal transport system [8, p. 24]. Emphasis is placed on trans-
port as not just a functional necessity, but also as a driver of social
cohesion �where people of all backgrounds meet on the cycle path, at
the bus stop or on the light rail� [ 8]. In this planning strategy much
of the values is linked til social justice and sensitivity towards local
identity.

Recognising Aarhus' expanding role within the East Jutland
urban and business corridor, the strategy place a clear regional
responsibility on the municipality of Aarhus. With a projected pop-
ulation of over one million by 2050 across the 12 collaborating
municipalities in Business Region Aarhus, there is increasing pres-
sure to coordinate urban and economic development [7, p. 16]. In
the Planning Strategy 2023, Aarhus is described as a regional �pow-
erhouse�, as it is expected that it contributes actively by improving
the integration of public transport systems across municipalities
and strategic investments in regional rail infrastructure [8, p. 6, 16].

Building upon these strategic visions, the Green Mobility Plan
2024 translates ambitions into concrete projects, with Transit-Oriented
Development playing a pivotal role.

3.1.3 The Green Mobility Plan 2024.
The principles and ambitions culminate in the Green Mobility Plan
2024, a long-term political agreement that outlines a concrete and
operational path for transforming Aarhus' mobility system. As out-
lined earlier, Aarhus Municipality aims to become carbon neutral
by 2030, with the transport sector being a key contributor to CO2
emissions, primarily from private fossil-fuel cars. This objective
frames the development of all mobility strategies. Central to this
plan, is the prioritisation of the establishment and re�nement of
Mobility Hubs in conjunction with high-class public transport sys-
tems such as the light rail, Bus Rapid Transit (BRT), and A-bus
networks [6]. Particularly, the strategy of �Stationsnær og trans-
portorienteret byudvikling� [ 6, p. 25] aligns explicitly with classic
TOD principles and serves as a key action in realising the modal
shift. Moreover, it presents mobility not just as movement, but as
a tool for achieving broader societal goals: climate action, spatial

equity, and urban quality. It explicitly calls for integrated planning
of mobility and urban development, structured around the concept
of the �door-to-door journey� [6, p. 7]. In doing so, the plan lays the
groundwork for a comprehensive, multimodal system that supports
everyday accessibility across the municipality and enables a more
sustainable urban lifestyle [6].

A a central partner in ful�lling these plans and as the metro-
politan in Eastern Jutland, the regional public transport company,
Midttra�k comes in play. Midttra�k takes on a service and mediat-
ing role regarding public transport services across municipalities in
the Central Denmark Region, and its ability to plan, coordinate, and
deliver high-quality transit services is directly shaped by Aarhus'
urban and mobility strategies [36]. In this sense, Aarhus' policy
decisions, such as the focus on transit-oriented development, the
expansion of Park and Ride facilities, and investments in last-mile
infrastructure, have direct implications for Midttra�k's operations
and regional public transport planning [6].

In an interview with the mobility planner, Line Ellesøe Jarl-
holm from Midttra�k, Jarlholm underlined how Aarhus' strategic
plans in�uence the expectations and responsibilities of their role as
provider of public transport services [36]. Jarlholm emphasised the
need for contextual sensitivity when designing Mobility Hubs, as
an important link for keeping and win passengers over. Further, she
also highlights that safety and equal access must be understood in
light of local demographics and geography [36]. Jarlholm mentions
a user experience survey from 2024, that reveals a signi�cant varia-
tion in needs and experiences of urban users, especially between
those living in more low-density areas [40]. For example, while
some areas in the outskirts continue to depend on private vehicles
due to longer distances and less frequent public transport service,
the passengers focuses most on needs that entails last-mile sen-
sitivity and bene�cial prices [40]. Whereas, other users prioritise
convenience, comfort, and real-time information. Aarhus' planning
documents recognise this diversity and seek to accommodate it,
by providing di�erentiated solutions, for example, Park and Ride
facilities along major access routes, investments in regional cycle
infrastructure, and coordination of public services with transit de-
velopment in growth areas [6]. These ideas aim to o�er sustainable
alternatives for shorter journeys and to facilitate equal access to sus-
tainable mobility, tailored to the speci�c needs for di�erent urban
contexts that make sense [6, p. 28].

3.2 How does Aarhus' Green Mobility Plan
Integrate the TOD Principles?

The urban complexity of Aarhus with its spatial duality, is acknowl-
edged in both the Planning Strategy 2023 and the Green Mobility
Plan 2024, where a decentralised planning approach is increasingly
prioritised. Rather than pursuing further densi�cation from the city
centre, the municipality aims to strengthen the identity and sustain-
ability of local communities, particularly in the less urbanised areas
[8]. However, applying transit-oriented planning concepts at a re-
gional scale presents notable challenges, particularly in spatially
diverse contexts such as in Aarhus. Traditional transit-oriented
planning approaches tend to focus on local planning within dense
urban environments, making them less suited to municipalities
characterised by a polycentric structure and varied urban forms.
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Nevertheless, Aarhus represents a compelling case for exploring
the TOD2 framework as a planning strategy, as the municipal-
ity clearly prioritises station-oriented development and aims to
strengthen and densify existing local communities [6]. This is pur-
sued through integrated urban and mobility planning that places
quality of life and the residents needs at the core of new develop-
ment initiatives, which aligns with the human oriented planning
focus in TOD2. Furthermore, the case of Aarhus Municipality be-
comes especially relevant when considering the diverse roles of
Mobility Hubs, as both transport nodes and local urban places. As
outlined in the Green Mobility Plan 2024, these hubs are intended
not only to facilitate modal shift but also to function as attractive
and multifunctional transfer points [6, p. 30]. They are envisioned
to integrate various transport modes with supportive facilities such
as Park and Ride infrastructure, secure bicycle parking, and carpool-
ing options. Combined with local services like retail, these hubs
are intended to enhance green mobility, enable seamless modal
transitions, and contribute to vibrant urban life [6]. This aligns
directly with TOD2's emphasis on the balance between node, place,
and design qualities, and supports the goal of facilitating equal and
sustainable everyday mobility. In addition, the Table of Mobility
Hub Typologies 1 from section 2.2 will serve as a supporting tool
to contextualise the analyses within the TOD2 framework, thereby
enabling a context-sensitive approach for multiple urban contexts
when planning for Mobility Hubs.

Furthermore, the plan is complemented by other planning mod-
els that support TOD2's multidimensional framework. One such
concept is the 15-minute city, which emphasises proximity to essen-
tial services such as work, education, retail, and recreation within
a 15-minute radius by foot or bicycle [41]. This approach supports
the TOD2 planning by strengthening smaller villages to be mature
for a transit-oriented development that emphasises human-scale
design, liveable environments that contributes to reducing the need
for long-distance trips and thereby lowers the resilience on cars [6,
pp. 36-37].

Figure 7: Illustration of the 15-minute city principle for shap-
ing neighbourhoods and local urban areas [8, p. 37].

This model (�gure 7) is framed within the Green Mobility Plan
as a external supporting strategy to the TOD planning, so that the
overall network is not relied upon to the same extent in order to
ensure equal access to critical functions and a sustainable life for
all inhabitants.

Another key element is the expansion of Park and Ride systems,
to support infrastructural transition nodes along primary mobility
corridors (see �gure 8). These hubs are designed to encourage modal
shift by enabling car users to switch to other sustainable transport
services [6, pp. 13-14]. When integrated with collective transport
corridors and local services, these Mobility Hubs re�ect how the
TOD2 concept must operate across scales and typologies of Mobility
Hubs.

Figure 8: Illustration of the designated Park and Ride projects
planned along major access routes [6, p. 14].

To summarise, the Green Mobility Plan 2024 integrates the foun-
dational logic of TOD, while acknowledging the need for di�er-
entiated and locally adapted solutions. Its multi-scalar structure,
focus on quality transit infrastructure, and emphasis on integrated
mobility systems form a strong policy basis for exploring TOD2
in practice. Yet, its limitations in addressing mobility needs in less
urbanised areas underscore the necessity of this research, that will
investigate how TOD2 can support modal shift, livability, and mo-
bility equity in divers urban contexts to accommodation planning
on di�erent scales to enhance inclusive mobility solutions within
and beyond Aarhus.

3.3 How does Aarhus Municipality Perceive
Mobility Hubs?

As it was argued in the literature review, the Mobility Hub de�ni-
tion varies for each speci�c project. Thereby, this research adopts
the de�nition established inTransit-Oriented Development 2; A con-
ceptual framework of holistic planning[33], while incorporating
elements from Aarhus Municipality's Green Mobility Plan [6] to
situate the research within Aarhus' strategic mobility framework.
In Aarhus' Green Mobility Plan, it distinguished between hubs that
facilitate public transport and park-and-ride hubs that facilitate
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(a) Station town hub (b) Village hub (c) Rural hub

Figure 9: Typologies of Mobility Hubs across di�erent contexts, by Midttra�k [36].

private cars, active modes of transportation, and carpooling regard-
ing the extensive population that lives in low-density areas. This
distinction has therefore in�uenced the de�nition of Mobility Hubs
of this research [6]:

A livable urban space designed to integrate multiple modes of
transport. Beyond serving as a transit node, Mobility Hubs aim to

enhance urban livability by incorporating features that attract
people to use sustainable transport options over private vehicle or
supporting a park-and-ride system. To be e�ective, a Mobility Hub
should be planned with attention to its role as node and place, and
design in mind to guide users towards the `right' choice. A cohesive

system of Mobility Hubs serves as the foundation for
Transit-Oriented Development 2 in all urban contexts.[33], [6]

This de�nition underscores the trinity of Mobility Hubs as func-
tional transit nodes and urban spaces, as well as the third dimension
[52] - design quality that contribute to livability, accessibility, and
multimodal connectivity. Within the TOD2 framework, the design
and programming of Mobility Hubs are critical to enabling a modal
shift away from private car dependency [33].

To complement the frame of the Mobility Hub de�nition for this
research, the public transport operator Midttra�k has also produced
three visual representations which re�ect their interpretation of
how they distinct the needs present within each of these spatial
contexts.

3.4 Summary of the Document Analysis
The integration of Mobility Hubs in Aarhus' planning policies is
shaped by a growing need to balance urban growth, sustainabil-
ity, and regional responsibility. While the Municipal Plan 2017
established a foundation for compact development, the Planning
Strategy 2023 introduces a more decentralised and socially sensi-
tive approach, which also positioning Aarhus as a regional actor
responsible for enhancing public transport integration and mobility
equality.

This shift is operationalised in the Green Mobility Plan 2024,
where Mobility Hubs are central to achieving station-oriented de-
velopment and enabling a modal shift. The plan integrates concepts
such as the 15-minute city and Park and Ride with classic TOD prin-
ciples. Here, Mobility Hubs are framed as multifunctional spaces

that support sustainable transport and urban livability across di-
verse contexts.

To re�ect this, this article adopts a de�nition of Mobility Hubs
grounded in both the TOD2 framework and Aarhus Municipality's
planning documents. This is further substantiated by Midttra�k's
visual typologies, which illustrate the di�erentiated functional re-
quirements of hubs across varying urban densities.

This analysis underscores the fundamental responsibility of ur-
ban planners to secure equal accessibility as a core principle of
TOD2 - "accessibility for all" [33, p. 42�43]. To implement this in
practice, a clearly de�ned typology of Mobility Hubs is essential, as
it enables a context-sensitive application of TOD2 across multiple
urban and regional scales. In Aarhus, such an approach is particu-
larly critical to ensure that station-oriented development supports
inclusive access to sustainable mobility, regardless of settlement
density or geographic location.

4 METHODOLOGY
This article is an urban planning research that takes a point of
departure in a ethnographic approach and other qualitative meth-
ods. The article explores the interdisciplinary potential between
planning as a strategic and normative discipline, and ethnography
as a qualitative and interpretive approach to knowledge production.
This interplay is especially relevant when planning seeks to inter-
vene in contexts where established norms and everyday behaviours
are about to transform.

The aim is to develop a qualitative and strategic framework of a
context-sensitive planning approach to the TOD2 concept, that can
inform how planning projects more e�ectively can support a modal
shift from car dependency to sustainable modes of transport, and
thereby contribute to a broader transition towards a sustainable
and climate-neutral urban development.

Aarhus Municipality has been selected as the case study due
to its political agenda to improve infrastructure in a sustainable
direction, with the explicit aim of encouraging a modal shift and
addressing future challenges related to urbanisation and climate
change. In order to critically examine the transit-oriented plan-
ning's limited focus on density, two low-density villages; Hjortshøj
and Harlev, located in the outskirts of the municipality, was chosen
for a comparative case study with an in-depth analysis [23]. Both
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cases are situated within a low-density village context and are com-
parable in terms of size and distance from Aarhus' urban centre.
This enables them to be treated within a single, comparative ana-
lytical framework. At the same time, the analysis remains sensitive
to the context-speci�c conditions that distinguish them, allowing
for a nuanced exploration of how contextual di�erences shape the
applicability of TOD2 principles.

As a point of departure, this research seeks to gain insider knowl-
edge on how mobility planning is currently being articulated in
Aarhus. This is initiated through expert interviews with profession-
als working within the �eld and followed by the closer examination
of strategic planning documents that shape the municipality's cur-
rent mobility paradigm and in�uence the urban development. To
explore the context-speci�c conditions, the researcher engaged in
participant observations during site visits, through which various
forms of qualitative data was collected.

4.1 Initial Expert Interview
Interviews are conducted as a starting point for the research, to
gain a better understanding of the situation of mobility planning
in Aarhus Municipality. They lead to an evaluation of the research
question to capture the essential problem and not as directly em-
pirical material for the analysis.

An interview was done with the experienced tra�c planner from
Aarhus Municipality, Jesper Frandsen [24]. He provided valuable
insights into the process and rationale behind the Green Mobility
Plan, as well as the planners and politicians considerations regard-
ing transit-oriented development.

The interview primarily o�ered perspectives on a mata level
about the strategic direction of mobility planning within the mu-
nicipality, rather than on speci�c ongoing projects. Conducted as
a loose semi-structured interview [51], the format allowed him to
explain aspects of planning for what he found most relevant, which
in turn enabled me to critically challenge and re�ect on the focal
points and assumptions of the political planning agenda. As such,
the interview contributed to a critical interpretation of the prac-
tices behind Aarhus' progressive mobility policies. It inspired the
research's emphasis on grounded, qualitative examination into the
often overlooked dynamics that shape equitable and sustainable
mobility planning.

Furthermore, an interview has been conducted with Line Jarl-
holm, a mobility planner at Midttra�k � the regional public trans-
port authority serving the Central Denmark Region [36]. Jarlholm
provided valuable insights into how Midttra�k works with the
design and development of Mobility Hubs, as she also provided
me with their design of low-density Mobility Hub typologies in
�gure 9. She explained that Midttra�k has a particular focus on
attracting more users to shift from private cars to public transport.
She also highlighted how Aarhus, as the most in�uential metropol-
itan centre within the region, plays a signi�cant role in shaping
Midttra�k's planning practices [36]. The municipality's policies
are therefore not only locally in�uential, but also impacting re-
gional transport development. From this perspective, the article
contributes to a broader agenda of meaningful and socially relevant
planning practice.

4.2 Methods of the Document Analysis
A document analysis of planning and policy reports was conducted,
including the Municipal Plan 2017 [7], the Planning Strategy 2023
[8], and the Green Mobility Plan [6]. These documents re�ect the
evolving values and strategic directions guiding Aarhus Municipal-
ity's development as an growing metropolitan area. This systematic
evaluation of the documents provide an in-depth understanding
of the municipality's current policies aimed at promoting socially
sustainable urban development while enabling a future green mo-
bility system [14]. It is important to note that all quotations used
in the document analysis have been translated into English by the
researcher, as the original documents were written in Danish.

The document analysis supports the article's conceptual engage-
ment with Transit-Oriented Development orientation, by o�ering
insight into how planning discourse in Aarhus is shifting to accom-
modate integrated, sustainable mobility solutions, and mentioning
the transit oriented city as a goal [6, p. 25]. Furthermore, the doc-
ument analysis o�ers a contextual foundation for understanding
the municipality's recent urban development and future challenges,
which this research builds upon.

4.3 Participation Observations at Site Visits
Participant observations serves as the primary method through
which all grounded empirical material are generated, forming the
foundation of the analysis [49]. However, the format and collection
of this empirical data took place through multiple formats.

Undertaking site visits in this research involves experiencing a lo-
cation with all senses. To experience, in this regard, entails engaging
with one's journey; noting techniques, observing social behaviour,
spatial characteristics, and material artefacts encountered along the
way. This process is conceptualised as a user journey.

Consequently, the majority of the empirical data were collected
through the researcher being present in the respective villages.
At these sites visits, participant observations involved not only
observing but also actively re�ecting on how I, as a researcher,
interpret what was seen and sensed. Crucially, this was guided by
an explicitly de�ned theoretical lens established in advance. In this
way, participant observations were approached with an open mind
� but not an empty head � drawing on the consolidated theoretical
framework that shapes the interpretative viewpoint [15].

Furthermore, in preparation for the site visits, a small set of
questions were developed to support interactions with the local
residents. These serve as a �exible guide for informal conversations
and help facilitate data collection. Question were:

� Why do you use this particular stop, and how do you use
it?

� Your journey � what is it part of, and do you combine it
with other activities? (e.g. do you make other stops along
the way?)

� Are there any services or options you would like to have
available on this journey?

� What do you think about this place, and do you believe
it in�uences your transport choices � either positively or
negatively?

Additionally, on the site visits printed copies of the TOD2 theoretical
framework and the table for Mobility Hub typologies was brought
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(see 6 and 1). These informed the empirical material, which took
form as �eld notes on the observed space as well as methodological
re�ections.

In this way, the �eldwork was prepared ahead of the site visits
done in week 14, followed by a return visit to Harlev in week 18. The
�rst excursion went to Hasle and served as a pilot study [30]. Hasle
represents a somewhat di�erent context compared to Hjortshøj
and Harlev, as Hasle are in close proximity to Aarhus centre and
thereby more integrated with the urban core.

The pilot visit provided an opportunity to re�ect on choices
and actions in the �eld in order to acquire the necessary empirical
material. In particular, it helped to consider strategies for initiating
conversations with local residents in public space, leading to the
following methodological re�ection recorded at Hjortshøj Station:

"It works remarkably well to sit down at a bus stop
and let others settle beside you. Here, I can spend
about a minute doing something else... before initiat-
ing a conversation, either by addressing the research
purpose directly or by starting with some small talk"
[31].

However, this approach proved less e�ective during the subsequent
visit to Harlev;

"It is clearly more di�cult to engage with people
at this particular stop, as very few individuals are
waiting for the bus, and notably, there is no bench on
the one side" [29].

Do the two di�erent contextual situations, the same method was
not equally e�ective, and caused a second site visit to Harlev. At
the second visit:I sit in the bus stop shelter until a bus has passed
and observe what happens. Once the bus has moved on, I walk over to
the other side to be ready to meet some waiting passengers going out
of Harlev."[29]. This change in strategy helped a little, but it was
still di�cult to get in touch with residents.

Additionally, a substantial amount of photographic material was
generated as part of the �eld notes [43]. This material was compiled
into a photo gallery, which serves to visualise connections within
the text-based empirical data and, in particular, to guide the anal-
ysis by tracing observed actions, as projected through the photo
sequences. This visual dimension thus became a signi�cant compo-
nent of the empirical foundation that will subsequently undergo a
grounded coding process in section 4.5.

Furthermore, the journeys with public transport were also em-
ployed as empirical material. Initially, these were intended as a
means to recruit users of multimodal journeys, with the aim of
supplementing the dataset through visual documentation of their
actions and interactions with both human and non-human actors
encountered during their trips [18, pp. 363-370]. To support this,
an illustrative example of a user journey was developed to serve as
inspiration for participants. However, the approach was unsuccess-
ful, as only one out of four users, who expressed interest, actually
submitted some material. This was despite the task being designed
to be simple and require minimal e�ort, only asking the partici-
pants to send the documentation after completing a journey. Given
this outcome, the researchers own experience was instead used
to situate the application of multimodal public transport journeys,

serving as an analytical entry point for a situated understanding of
the system as a whole.

4.4 Application of Grounded Theory and
Situational Analysis in this Research

The data analysis will follow the iterative coding process outlined
by Charmaz [15] in relation to the situational matrix [19]. The
analysis will begin by uncovering �ndings that emerged through
the iterative coding process, in which text-based and visual data
are examined to identify key themes and concepts constructed
through the conceptual lenses embedded in the TOD2 concept [15,
p. 189]. Subsequently, focused coding is applied, where the most
analytically signi�cant codes are selected, re�ned, and sorted into
broader conceptual categories [48]. As part of the analytical process,
�eld notes and extensive memos will be employed to encapsulate
the exploration of relationships between codes, and re�ne cate-
gories in the data material [15, pp. 189�190]. By documenting the
researcher's own interpretations throughout the process, memo-
writing becomes an integrated element of the analysis, supporting
a transparent link between the data and the knowledge constructed
from it [15, pp. 189-190].

By integrating Situational Analysis, this research moves beyond
the iterative coding process to map out the broader socio-technical
landscape of mobility planning [19]. For this part of the analysis,
the lenses to interpret the empirical data are highly in�uenced by
the prior grounded coding process, to focus the categories that are
interrelated in a broader discourse, and spatial dimension of the
situation. Thus, the situational matrix facilitate an iterative analyti-
cal process, ensuring that theoretical insights emerge dynamically
from the empirical research (�gure 5), and will culminate in a map
of key elements shaped by actions and their interrelations. Method-
ologically, this is done by close examination of a code-board of
focused coding [48], reading through the �eld notes and writing
memos of my thoughts behind the series of pictures. Then, I revisit
my personal experiences as a newcomer to the public transport
system in Aarhus, which contribute as a re�exive approach of how
I, as the ethnographic researcher interpret the mobility system. By
following the actions examined in the data material, the �nding
leads to an understanding of the local situation and how elements
that in�uence mobility behavior are intertwined. Ultimately, ap-
plying Grounded Theory and Situational Analysis aim to ensures
that �ndings are deeply rooted in the empirical data while remain-
ing sensitive to the exploration on complex social phenomenon
when investigating Mobility Hubs and transit network planning in
Aarhus.

The following section presents a �rst-person narrative descrip-
tion of the grounded coding process, outlining its structure and the
rationale behind its progression.

4.5 The Grounded Coding Process
Drawing upon my background in ethnography and planning, I
adopt an ethnographic approach to communicate how urban plan-
ners can operate in a more grounded manner when integrating
mobility planning and urban planning. In this methodological con-
text, the structure of the grounded data processing will be presented
and later on, throughout the analysis, you will read through the
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analytical re�ections on what has been observed during my data
collection, alongside the conceptual lenses that has been applied
while producing knowledge.

The process of working through all the data begins with an initial
coding, of the text-based and visual �eld notes.

4.5.1 Initial coding.
As I review my �eld notes, conversations from site visits, and per-
sonal memos, I begin to separate the material and organise it into
overarching categories by physically cutting it apart and sorting it
on a wall, which becomes my coding-board. These categories are
shaped by the analytical lens of the TOD2 framework and therefore
re�ect central themes such as Experience, Livability, and Naviga-
tion. In addition, themes such as Potential for Urban Development
and Culture also emerge from the data, as illustrated in the image
below.

Figure 10: Image of my coding process; Initial coding.

Subsequently, I print all photographs taken during the partic-
ipant observations and systematically examine each image to in-
terpret its narrative. The visual material is then being categorised
under overarching codes, aligned with the conceptual framework,
based on the elements of the urban environment or user behaviour
that each photograph uncovers (see �gure 11).

(a) Hjortshøj (b) Harlev

Figure 11: Images from my initial coding process of the visual
data.

4.5.2 Thematic coding.
I revisit the code-board that contains the preliminary text-based
codes and begin to explore connections between text-based and
visual data. In some cases, I integrate photographs with correspond-
ing �eld notes where a clear thematic overlap emerges. This is
especially encountered in infrastructural speci�cs and Transit, in
alignment with the TOD2 criteria. In others, the materials remain
distinct due to their di�ering contextual signi�cance, such as the
eco-community in Hjortshøj, which aids the understanding of the
local context and culture, but will remain separate to give it ex-
ternal focus. This iterative process leads to an expansion of the
coding-board, as illustrated in the image below (�gure 12).

Figure 12: Image of my coding process; Thematic coding.

Looking at the code-board, respectively of the codes for Hjortshøj
and Harlev, it becomes evident that the codes across both cases
reveal a shared thematic direction, encompassing similar types of
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data. An example of this is the similarity ofcultureand spatial
characteristics, both including pictures and notes about what the
space looks like and what artifacts in the urban environment that
frame the life in each of the villages. In the diagram below all of
the thematic codes are listed. This analytical convergence enables

Hjortshøj Harlev
Culture Local context
Transit Mobility characteristics
Navigation Transit
Livability Way�nding/Design
Experience Experience/Livability
Protection Switching
Way�nding/Design Potential for urban develop-

ment
Infrastructure Infrastructure generally
The Mobility Hub The Mobility Hub
The eco-community Mini-hubs
Sustainable mobility Cycle infrastructure
Opportunities at the square Car-oriented infrastruc-

ture/culture
Local context Spatial characteristics
TOD2 TOD2
Facilities/Functions Facilities/Functions
� Sustainable mobility choices
Table 2: Thematic codes identi�ed in the two cases.

a degree of generalisation in the next phase of the coding process,
allowing for the construction of a uni�ed framework that operates
across two distinct urban contexts. This leads to a more detailed
examination of the codes so fare, facilitates a deeper understanding
of the empirical material and enables the identi�cation of mean-
ingful connections across the data material when re�ning the data
into more speci�c categories.

4.5.3 Focused coding.
During a third review of the code-board, I decide to restructure
and eventually remove certain categories, such asOpportunities for
the Square in HjortshøjandOpportunities for Urban Development
in Harlev. Upon a closer examination, I �nd that the notes and
photographs associated with these themes could be meaningfully
integrated into other, more robust categories. Their analytical value
lies not in forming stand-alone themes, but in supporting broader
generalisable patterns already emerging elsewhere. This decision
also aligns with the purpose of the article, which aims to inform
urban planning decisions by creating a generalisable framework
rather than direct suggestions for interventions in the two cases,
as these speci�c categories tend to imply.

In contrast, the categoryinfrastructural techniquesappear consis-
tently across the themes and is supported by rich empirical material
in both cases, where the removed themes lack analytical weight to
stand independently.

In the process of distributing the codes across the coding-board,
new ways of identifying relationships within the material begin
to emerge. As illustrated in the image below (�gure 13), this leads

to the development of several core themes under each of the two
main categories; descriptive and interpretive, accompanied by six
main categories.

Figure 13: Image of my coding process; Focused coding.

This methodological processes will be further explained with
analytical lenses in the following chapter 5.2, outlining the progres-
sion of the grounded coding process.

5 ANALYSIS
The question framing this chapter is:

How can context-sensitive TOD2-based planning strategies be
developed and adapted to support interventions for modal shift
towards sustainable modes of transport in low-density settings?
This analysis will be outlined by the researcher as the direct me-

diator in the processing of knowledge, constructed from the ground
up through a constructivist research approach in an inductive data
analysis process. Moreover, all �eld notes and quotations from the
qualitative empirical material, originally produced in Danish as it
is the researcher's native language, have thereby been translated
into English.

As outlined in chapter 2 and 3, this article examines the ap-
plication of transit-oriented development in Aarhus Municipality,
by a context-sensitive approach to TOD2 planning in low-density
communities. It is within this context that a sensitivity to local con-
texts and the typologies of Mobility Hubs will address the TOD2
shortcomings, particularly with respect to spatial diversity.

Accordingly, this analysis will be grounded in my ethnographic
�eld investigations, focusing on two villages; Hortshøj and Harlev,
in Aarhus Municipality. Enabling a grounded examination of the
context-speci�c characteristics, with the goal of contributing with
an inspiring analysis for other urban planners to draw on as �rst
hand project task for development projects regarding transit-oriented
interventions. Based on the analytical approach and the situated
analysis, an examination of both case's Mobility Hub typologies will
guide the evaluation and interpretation of a more context-sensitive
TOD2 planning framework.

To o�er the reader a grounded insight into the two locations and
their contextual conditions, I will present insights from my ethno-
graphic �eldwork, informed by the site interpretations developed
through my role as the researcher.
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