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13. KEY FINDINGS continued

Depth from Entrance, Visibility (Figures 21 to 23)

Figure 21 illustrates the depth of the routes within the 
scheme from the surrounding streets that form the 
entrance routes into block.  Each axial line represents a 
step.  All axial lines are one step away from the 
surrounding streets in the existing layout.  In all schemes 
the north south routes coloured blue are the deepest 
routes within the block at two steps (changes of 
direction) from an entrance street and are likely to 
experience less movement than streets that are one step 
from the entrance routes. The layout is fairly shallow 
from the entrance streets with most of the streets 
reached within one change of direction from the 
surrounding streets.  Visibility of these routes from 
entrance and the activities along these routes will 
determine whether people will move from the 
surrounding streets into the block. 

Visibility
Figure 22 illustrates what can be seen of the internal 
workings of the block as a person moves along the 
surrounding streets.  Each view is overlaid on top of the 
other so as to build up a pattern of visibility.  The darker 
the layer the more likely a building or street is seen from 
more than one street edge.  

Most of the decision points (intersections of north south 
east west routes) are visible from at least two streets for 
all schemes it is at these points that people will cluster 
and mingle about as they make decision as to where to 
go.  Scheme 1 has four points at which pedestrians may 
make the choice to walk on or change direction. Scheme 
2 has three decision points, the middle one stretching 
across the face of a building to the east of the public 
square. The visibility of this façade makes it important. 

Scheme 3 has two points the one to the north being 
larger and abutting the public space.  
Important facades within the scheme are lined in black. 

Spaces that are not visible from the street edges in all 
the schemes are the internal courts and the north south 
route to the east of the block.   These spaces are 
unlikely to receive much through movement.  

In Scheme 3 the view along the Beyers Street link thins 
to the north of the Erfthuis and barely gets around this 
building to the south.  This is similar in all the schemes 
where the routes channel view with only a small hint of 
the connections beyond.  The views across the block 
tend to end at right angles on a building; this does not 
encourage movement across the block, as the route 
appears to go nowhere - like a dead end.     

Figure 23 analyses the views seen from a point within 
the public spaces and figure 24 looks at the views seen 
from the most accessible route into the block.  The 
primary activity of those who stop to sit in a public space 
is to watch others.  The optimal space for this is close to 
but not on the lines of main movement.  Scheme 3 has 
the largest visual field, however the edge thereof is very 
close to the main direction of movement.  It may be 
necessary to pull this building back a little so that those 
wishing to pass through the space do not encroach upon 
static activities.  The primary direction of view in Scheme 
1 and 3 is eastward toward Van Ryneveld Street.  
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13. KEY FINDINGS continued

Visibility (Figures 21 to 23)

The extension of Beyers Street in Scheme 1 the visual 
field to the east and the north of the triangulated building 
are similar.  The potential to activate the edges of the 
square buildings to the south and the angle of the 
building itself could serve to draw moment across the 
square and out to the east.  Scheme 2 is similar to this 
with the visual field ending in a square.  As one moves 
further along the Beyers Street link in Scheme 3 the 
visual field opens up more to the southeast than the 
northeast, which is the intended direction of movement.  
The potential for users to ‘slip’ out of this space and not 
pass between Erfthuis and the buildings to the north of it 
should not be overlooked.  

Land Use Mix
In terms of land use mix certain there are certain givens 
that have been gained by an understanding of land use 
location and accessibility in Stellenbosch.  

Only Scheme 3 will be analysed in terms of its land use 
mix, as this scheme is the most resolved. 

The busiest streets surrounding and through this block in 
terms of movement rates and accessibility is Andringa 
Street and the Beyers Street link.  It is along these 
routes that retail facilities should be placed.  This is 
reflected in all the schemes.  Commercial businesses as 
in other locations in Stellenbosch (Land use map Figure 
16) need to be in accessible and visible locations.  The 
ideal position for this is on the ground and upper levels 
along Andringa and Beyers Street.  Possible locations 
within the block could be where there is high visibility 
from the surrounding streets as expressed in the visibility 
model (see Figure 22). 

Locations suitable for residential use would be off the 
main circulation routes along less accessible routes such 
as the two north south routes that are in all the schemes. 
Residential accommodation has been provided in the 
upper floors to the west of the north south route. 

The museum set back from Van Ryneveld Street 
appears to be accessed and activated off a deep space 
to the west of the building that is neither visible nor 
accessible from the surrounding street let alone from 
within the block.  Movement within this deep street is 
likely to be very little on a weekend when the offices are 
closed.  

Work in Progress
Further studies need to be done on the land use mix 
based on the user groups in the area and how the 
current land use can relate to weekend and weekday 
variations in pedestrian movement flows especially along 
the edges of the block.  
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The resulting pattern of intersecting lines is then digitised 
and the inter-relationships amongst the lines are analysed 
using a bespoke software package. Through this process 
an understanding of the essentially spatial structure and 
features of an area is built up.

Integration values can then be calculated from the axial 
map by first selecting a line, then calculating how many 
other lines must be used wholly or in part to reach every 
other line in the whole axial map. When this calculation is 
made for each line in the map it turns out that some lines 
require fewer changes of direction than others in order to 
cover the rest of the axial map. We call these lines ‘more 
integrated’ because they are more accessible within the 
axial map. 

In every processed axial map each line has an 
‘integration value’ assigned to it. This value reflects the 
complexity of routes from that line to all the others within 
the system. This complexity should influence movement 
in two ways. First, an integrated line is more easily 
accessible than a ‘segregated’ one because it can be 
reached by simpler routes from other lines – thus it 
should receive a high degree of ‘to’ movement. Second, a 
more integrated line should be more likely to be selected 
as part of a route between other pairs of lines: that is, it 
will attract more ‘through’ movement. It is the combination 
of their role in ‘to’ and ‘through’ movement that make 
‘integration values’ a reasonable measure to consider in 
estimating movement potentials. 
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APPENDIX 1: SPACE SYNTAX METHODOLOGY

Urban analysis and urban design must simultaneously 
engage with two key factors: first the activity – both social 
and economic – that takes place in towns and cities and, 
second, the physical form of the urban environment itself 
– the situational variable. What matters most in urban 
practice is the relationship between urban activity and 
physical form. These two factors have both quantitative 
and qualitative components. The space syntax 
methodology is unique in that it works to directly relate 
the effects of each factor on the other.

Space Syntax specialises in the analysis and design of 
urban environments and, in particular, the design of 
pedestrian linkages and public spaces. We make direct 
observations of pedestrian and vehicular activity patterns, 
identify the important factors that influence these 
patterns, and then use purpose-designed computer 
programs to incorporate these factors into models that 
forecast the effects of new developments. 

Spatial integration

An important measure that helps us understand the 
spatial structure of an area and its effects on pedestrian 
activity is called ‘spatial integration’. Integration is based 
on a map of spatial connections called an‘axial map’. 

The axial map is constructed on the basis of an accurate 
scale map, by drawing the longest and fewest straight 
lines, or ‘lines of sight’, that pass through all the 
accessible space in an urban area.
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The problem of so many design schemes on the boards 
today – is that they have/had the wrong kind of 
permeability. First they were insufficiently integrated, 
second insufficiently structured and third insufficiently 
activated by building entrances/active frontages. It is 
difficult to anticipate the difference between useful 
connections that have the spatial potential for activity 
and poor links that would be little used, without the right 
tools. The measure of spatial integration allows an 
organised and structured evaluation. 

Accessibility is achieved by providing simple and 
visually direct links with the surrounding urban area. 
However, there are frequently features of the urban 
fabric that obstruct these links. Common causes of 
obstruction are features like large urban blocks, roads 
with vehicular traffic moving in high volumes or at high 
speed or infrastructure (such as a rail yards or bus 
stations) and, at a different scale, natural interruptions 
in the urban fabric (such as rivers). Attempts to address 
the problem of obstructions in the urban grid – for 
example, by building footbridges or subways – often fail 
to remedy the problem because the links they create 
are typically complex and ‘invisible’. This results in 
pedestrian journeys that are difficult and dangerous. 
People often choose unsafe, direct routes over safe, 
circuitous ones. 

APPENDIX 2: NOTE ON WELL-USED URBAN 
AREAS

Key results from recent Space Syntax studies 
demonstrate the pivotal role that spatial layout plays in 
generating and sustaining accessible, well-used urban 
areas – places where people want to live, work, and 
spend their leisure time. 

One key finding is that the majority of informal space use 
in urban areas is movement, and that the majority of 
movement is through-movement: to be successful, 
urban areas must be well integrated into the global 
movement network of the surrounding city.

Improving an urban area thus becomes a process of first 
understanding its current relationship to the global 
movement network and then assessing the effects of 
proposed developments on this relationship. In order to 
encourage multi-directional through-movement, the 
primary concern is generally that an area be accessible at 
the large scale. 

Permeability / Accessibility

Planners and designers make a great play out of the 
importance of making connections/linkages. Accessibility 
is seen as a means to encourage movement and make 
place safety. Yet, many housing and cultural projects 
dating from town planning’s last high point in the 50s and 
60s are being removed and remodelled because there 
are too permeable. 
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It is essential that proposed developments do not create 
new obstructions to an area’s accessibility, and it is 
desirable if they can help overcome existing ones. 
However, there is also the danger of a design creating 
too much accessibility for an area. Proposed 
developments should be fine-tuned to provide a level of 
accessibility appropriate to the level of activity already in 
the area (the higher the existing levels, the more 
accessibility can be introduced without diluting activities) 
while at the same time reflecting the aspirations of the 
brief (different land uses thrive on different levels of 
footfall). 

Once a layout has been achieved that appropriately 
‘stitches’ the site into the existing urban fabric, the design 
focus can then shift to the finer-scale issues of the site. A 
more intensified fine-grained spatial network should 
preserve ‘intelligibility’ (the ease with which people find 
their way around) and a balanced interface between local 
and global movement patterns. Strategies can take 
advantage of through movement and create locally 
distinct pieces of the urban fabric through the design of 
individual routes, spaces, landscaping, signing, street 
furniture, and individual buildings. 

Trying to work the other way around – designing the 
individual places and then expecting them to act 
themselves as attractors – will not work nearly as well as 
establishing the large-scale accessibility of the site first 
and letting it help to shape and form the individual 
spaces.

Designing a layout that is both globally integrated and 
locally distinct will bring to the area a mixture of space 
users – residents, workers, and occasional visitors – and 
with them an essential ingredient for urban vitality, social 
cohesion and investment surety.


