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1. Background
Exposure to particulate matter (PM) and nitrogen dioxide (NO 2) has been linked with adverse health effects including aggravation of respiratory diseases and
reduction in lung function [1]. Vehicle emissions are of the major sources of air pollution in metropolitan cities including Hong Kong. There is an increasing
trend around the world with tightening emission control and larger scale of transport policy intervention in urban cities to control the traffic pollutants and
reduce public health risks, such as low emission zone and congestion charging etc. In order to investigate the impact of traffic on the roadside air quality and
pedestrian exposure, an experimental study was carried out in Central, one of the most developed business districts in Central, Hong Kong. The objectives of
the investigation are:


To investigate the impact of roadway traffic volume and composition on roadside air quality in
Central, especially for busy districts with street canyon effects.



To identify the contributing vehicle fleets to the air pollution and pedestrian exposure safety in
different streets.

2. Experiment methodology
The experiment took place on Wednesday 31 July, Saturday 3 August, Monday 27 October and
Sunday 28 October, 2013 covering three very busy streets – Connaught Road, Des Voeux Road
and Queen’s Road showed on the map below in Figure 1. During the measurement campaign,
total of 8 sampling periods were successfully conducted in which 6 from weekdays and 2 from
weekend. Both street canyon and open roadway configurations were covered in selection of
streets. Mobile platform and suitcase based measurement techniques were deployed to monitor
both on-road and roadside pollutants concentrations at different time of a day and different days of
a week. Multiple traffic counting points were also deployed concurrently to collect the traffic volume
and fleet compositions in individual streets, and used to link with the measured pollutants
concentrations.
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Figure 1 Sampling routes and nine traffic counting
points. Red dash line is the on-road route and blue solid
line is the roadside route. The traffic volume and
composition were recorded at nine counting points.

Air quality data was collected with two sets of equipment to evaluate both on road street level and roadside pedestrian level pollutant concentrations. One set
was the On-road Plume Chasing and Analysis System (OPCAS) that CityU has developed for vehicle emission testing and its route is described as red dash
line in Figure 1. The roadside pollutants measurement was performed by Mobile Exposure Measurement System (MEMS), which is a wheel-equipped
suitcase configured with portable air monitors and data acquisition system to simulate a pedestrian’s exposure to the pollutants while walking along the
streets. Additionally, traffic counting was conducted along the three targeted streets: Connaught Road Central (CRC), Des Voeux Road Central (DVRC) and
Queen´s Road Central (QRC), using the EMFAC 16 Vehicle Classes System (Private cars, motorcycles, taxis, light and heavy goods vehicles, public and
private light buses, franchised single and double decker buses and non-franchised buses). A video camera was also synchronized with the same time stamp
to ensure the accurate interpretation of the data stream.

3. Results and discussions
8000

Figure 2 shows the weekday traffic volume and fleet composition of CRC, DVRC and QRC
streets at different time periods, each representing the average of traffic count from three
counting points on the individual street. Consistent traffic pattern was observed on the three
streets, in which CRC has the highest hourly total traffic count from 5500 to 7000, while
DVRC and QRC have only 550 to 720 vehicles per hour. There was no substantial diurnal
variation observed in the traffic volume for all the streets suggesting the typical business
district nature of the study area. The dominant fleets in the streets are petrol private car or
LPG vehicles (mostly taxi) for CRC (34 to 46%), diesel franchised bus for DVRC (36 to 43%)
and petrol car or LPG vehicles for QRC (24 to 46%) as shown in Figure 2.
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On-road air pollution
The traffic related pollutants concentrations of black carbon (BC), PM 2.5, particle number (PN)
and NOx showed dramatic difference between different streets. Although CRC has
substantially higher total traffic flow, the pollutants concentrations peak at less trafficked
3
street of DVRC, especially for section of CC2 with concentrations of 67.8 (μg/m ), 60273
3
(#/cc), 53 (µg/m ), 542 (ppbv) for BC, PN, PM2.5 and NOx, respectively, because of the
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Streets and Time Period

Figure 2 Traffic volume and fleet composition in the streets
during different time periods.

Figure 3 Traffic volume and fleet composition versus street level NOx
and black carbon, particle number and PM2.5 concentration.

difference in roadside environments. Previous studies have shown that street
canyons in urban areas may trap traffic induced pollutants within their boundaries
and increase the pollutant concentrations signiﬁcantly within the immediate areas
around the roadway. Due to the difference in traffic volume, the on-road pollutants
concentrations in the same street also vary. Section CC2 in DVRC has 4.2, 1.8, 1.9
and 1.4 times higher concentrations than section AA2 for BC, PN, PM2.5 and NOx,
respectively. Compared to DVRC with consistent street canyon features, although
QRC has similar total traffic volume, the pollutants concentrations were much lower.
A further look at the traffic composition shows dominant fleets in DVRC are diesel
franchised buses with an average fraction of 39%, followed by petrol and LPG
vehicles, while QRC is dominated with LPG and petrol vehicles, each representing
40% and 34%. Our earlier work on the Hong Kong on-road vehicles has shown
diesel fleets are the major contributor to the mobile PM emissions especially black
carbon, and to a lesser extend for NOx emissions [2]. Additionally, the street canyon
in DVRC and QRC significantly restricts the dispersion of traffic emissions. The
speed of street level wind during two sampling days, 27 and 28 October, showed
the similar pattern in which the wind speeds in DVRC and QRC were substantially
reduced compared with QRC. Significant difference in the observed on-road
pollutants concentrations is a clear indication of the impact of diesel fleets on the
street level air quality and the contribution may be further enhanced by the effect of
street canyon.

Weekend observations
Figure 4 shows the comparison of traffic volume
and fleet composition on Sunday and Monday for
both morning and noon time periods. The total
traffic volume in the morning of Sunday decreased
by 45% compared with that of Monday from 9035
to 4970 vehicles/hour due to the regular day-off of
the commercial and business activities that lowers
the volume of public transport by buses, daily
commuting traffic by private cars and commercial

Figure 4 Comparison of traffic volume and composition between Sunday, 27th, Oct, 2013 and Monday,
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28th, Oct, 2013 for a) Morning and b) Noon periods.

goods delivery service with diesel vans and trucks during regular morning rush hours. The traffic pattern during Sunday noon time, however, showed a very
different trend, in which the total traffic volume remained almost the same (-4% reduction from Monday to Sunday), while the fleets composition recorded a
dramatic change with only volume of commercial diesel vans and trucks decreased by 59% and all other fleets increased by different extent, i.e., diesel bus
for 10%, petrol vehicles for 14% and LPG vehicles for 3%, because of increased typical weekend commercial activities in the central business district
attracting passenger volume via private and public transport.

Figure 5 shows the on-road pollutants concentrations (NO x and BC) measured in different sections of streets and corresponding traffic volume and
composition. Significant decrease in traffic volume during Sunday morning period compared with Monday showed consistent trend with the on-road pollutants
concentrations with an average reduction of 41%, 40% and 18% for NOx, and 52%, 39% and 36% for BC as measured on CRC, DVRC and QRC
respectively. On the other hand, although noon time total traffic volume had only slight change by 4%, the on-road pollutants concentrations recorded a
significant reduction on Sunday compared with Monday. Sunday noon time traffic was characterized by increased private and public transport via buses and
passenger cars, the documented difference in
measured pollutants concentrations is likely due to
the less traffic of commercial diesel vans and trucks.
Vehicle emissions, being major source of pollutants
in metropolitan cities, have attracted much attention
and various policy measures have been implemented
worldwide to reduce their impact on urban air quality,
for example, congestion charging to passenger cars
and low emission zones to limit traffic in city centers
[3] with different extent of success [4, 5]. The findings
also suggest the potential impact of controlling fleet
based vehicles on the improvement of urban air
quality.

Pedestrian exposure to roadside air pollutants
Figure 6 shows on-road and roadside concentrations
of black carbon and ultrafine particle number
measured in the different streets from the concurrent
measurements.
Compared
to
the
on-road
concentrations, roadside BC and UFP pollutants
showed dramatic contrast with ratios of about 50-70%
and 90-120% between roadside and corresponding
on-road concentrations. The remarkable reduction of
BC concentration as evidenced by the roadside to
Figure 5 Comparison of weekend (Sunday, 27 Oct, 2013) and weekday (Monday, 28 Oct, 2013) traffic
pattern and on-road pollutants concentrations at different time periods: a) Sunday morning; b)
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Monday morning; c) Sunday noon; d) Monday noon.

on-road ratios in the study indicates the dilution of exhaust emissions from on-road to roadside environment dominates the dispersion of BC. On the other
hand, during dispersion, the exhaust particles may undergo physical and chemical transformation depending on the aerosol dynamical processes, such as
condensation, evaporation, nucleation etc. The dramatic difference of the particle number concentration ratio (90-120%) compared with black carbon (50-70%)
as observed in this study clearly indicates the role of nucleation in forming ultrafine particles from on-road to roadside. The process may be further enhanced
by the street canyon effect in which higher concentrations of traffic emissions of semi-volatile species may be present and contained inside the canyon that
facilitate the nucleation formation of ultrafine particles. From the pedestrian exposure point of view, ultrafine particles may pose a greater health risk due to
their small size and ability to penetrate deep in the lungs [6]. The result from the present study shows high roadside concentration and ratios with on-road
levels by pedestrian exposure inside urban street canyon, where large volume of pedestrian flow often occurs.

Figure 6 On-road and roadside pollutants concentrations of BC and ultrafine particles number

4. Conclusion and implication
We have identified high association between the volume of diesel fleets and street level pollutants concentrations although they constitute only a fraction of
traffic flow, while total traffic volume is not necessarily the driving factor to the air quality. This finding implies traffic control strategy targeting total volume
reduction may not be a cost effective approach since small fraction of dirtiest vehicles actually contribute a disproportionally high fraction of total emissions.
Given the fact that vehicle emission has become the major pollution sources in urban areas, many governments have implemented local transport policy to
improve urban air quality on top of tightening vehicle emission standard, such as low emission zone in European cities [3, 4], congestion pricing in New York
[7], restriction of odd/even license of private cars in Beijing [8] etc. The benefits and cost-effectiveness of such transport policies in reducing urban air
pollution concentrations need careful evaluation, and relation between pollutant concentrations and trafﬁc volume/ﬂow is the key factor.
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On the other hand, this study also documented strong street canyon effects and its impact on the increased NO x and BC concentrations and elevated ultrafine
particles formation inside streets. Although there is nearly ten times of traffic volume in a wide and open roadway (CRC in this study), its on-road and
roadside pollutants showed much lower concentrations than the adjacent streets with canyon effects (DVRC and QRC). The strong contrast observed in the
study suggests the necessity of urban air quality management through more integrated urban planning strategy with consideration of their impact on traffic
related air pollution and pedestrian exposure to the pollutants. Much more efforts are still needed not only by better understanding the integrated costeffectiveness, but also by more bureaucratic cooperation in policy making processes.
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Figure 1: Des Voeux Road Central within our scope of design

The Hong Kong Institute of Planners
is championing a vision to transform
Des Voeux Road Central (DVRC)
(Figure 1) from an unwelcoming,
congested, vehicle-oriented and airpolluted urban street; to a place that
is welcoming, spacious, people-oriented, and with good air quality. This
urban design proposal is prepared by
the Young Planners Group Committee, under the Hong Kong Institute of
Planners. This has allowed the group
to contribute to this grand vision, by
exploring the urban design opportunities and potential of DVRC. Opportunities will arise when the traffic
measures are completed on DVRC,
and a lot more space would be available to turn the road into a place for
pedestrians, where it would be lively,
safe, convenient and healthy. This
proposal will showcase some of the
preliminary analysis of the existing
conditions, and then the possible urban design that could be carried out to
form a framework for future engagement and consultation with community stakeholders.

LOCATION PLAN
1

BACKGROUND
Hong Kong’s urban streets are both compact and crowded. Overall there are
few examples of pedestrianized street environments, and where these occur, they
are generally in the form of older street markets or avenues that are inaccessible
by vehicles. Certain streets have been subject to traffic calming measures to
create space for pedestrians, while others such as Sai Yeung Choi Street South
and Chater Road are closed to traffic on certain days of the week to hold public
events. These offer contrasting forms of pedestrian street environments and urban
character (please see the following sketches). There is clearly a desire and need
by the community for street pedestrianization, which has created vibrant street
environments that benefit the local community and bring about the sustainable
development of our city environment.
1

2

3

Public events like “HSBC Community Festival” held at Chater Road are lively
and entertaining for the community, where the road is closed off to vehicles and
becomes a pedestrian precinct.
The historical Pottinger Street (also known as Stone Slab Street) is a pedestrian avenue with street-stalls on the side. Many tourists come here to buy gifts
and costumes for festivities.
The vibrant part-time pedestrianized Sai Yeung Choi Street South in MongKok, with electronic store fronts and hanging billboards.

4

Narrow pedestrianized avenues and streets, like Wing Wo Street, with shops
and restaurants, provide a refuge from the adjacent busy traffic roads like Des
Voeux Road Central.

5

The Ladies Market (at Tung Choi Street in MongKok) is a popular street for
tourists, with hundreds of stalls selling clothing, accessories and souvenirs.

6

Bowrington Street Market is a part-time pedestrianized street in Happy Valley.
At night, it transforms into a pedestrianized street with market stalls lining the
sides, where locals and tourists come here to shop and walk leisurely along
the busy street.

2
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EXISTING CONDITIONS
We first looked at the existing conditions by carrying out a general survey. Our observations are presented below from the perspective of a pedestrian walking along the
road on a typical weekday.
Date: 6 May, 2013 (Monday afternoon)
- We noticed a unique urban characteristic of DVRC is that the historic tram way runs
along its entire length, which is an important and convenient way for locals to travel
on Hong Kong Island.
- Throughout the entire length of DVRC, there were no trees, aside from planters
hanging on railings. There was also no benches or form of seating for people to sit.
Instead, we saw elderly and other people sitting on staircases and window ledges. 1
- We found while walking along the DVRC, that there were just too many vehicles
that clogged the road. In particular, at cross-walks, the vehicles would spew polluting
fumes that smelled awful and suffocating. In fact, there were not enough cross-walks
at certain road junctions, because we saw a lot of jay-walking by people that were
dangerous and caused vehicles to slow down and worsen the traffic congestion.
- When we went up to the foot bridges at Pedder Street, we looked back into the
road and took this photo 2 that shows the whole congested environment there. The
buildings along the side of the road also towered very high, so you can see there is
this canyon effect that may trap the pollutants from vehicles.
- There were many different types of vehicles and even workers with servicing trolleys,
all competing to use the road space. 3
- The whole urban environment of DVRC felt constricted and congested. Along the
footpath pavements there were just too many people. Even though on the Central
end, the footpaths were wider, but there were too many other competing activities,
such as long line ups for bus stops, line ups outside of restaurants to go in for food,
and just people lingering around at MTR exits and offices.
- Over at the Sheung Wan end, the pavements were narrow and during lunch time,
many parts of the pavements became clogged by people. The design of the pavements
obviously did not consider disabled individuals, elderly or wheelchair users, because
there were many curbs and different levels of pavement.

4
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4

1: Staircase with someone sitting, at Wing On Centre.
2: DVRC urban environment, viewed from Pedder Street footbridge.
3: Servicing trolley by worker
4: Street activities in Wing Wo Street

WESTERN SECTION

CENTRAL SECTION

- A number of side streets or lanes are
accessible to pedestrians only, such
as Lei Yuen Street East and West,
where they had a diversity of hawker
stalls selling accessories, clothing,
stationery, food and more. There were
a lot of activities in these streets and
interaction between the stall owners
and customers, through bargaining
and chatting with each other. Some of
the restaurants in these side streets,
like the one at Wing Wo Street 4 ,
had portable tables and chairs put on
the streets that created an alfresco
dining environment. What we found
lacking was that even though all these
streets could be accessed from DVRC,
they felt like cocoons of activity and
disconnected from whatever happens
outside of its boundary. DVRC felt too
congested anyway for pedestrians to
walk comfortably from one street to the
other.

- We found DVRC had three distinctive landmarks or activity nodes: The
Pedder Street Junction that becomes a
gateway to the financial district, Central
Oasis as a major commercial and leisure hub, and the Western Market as
a heritage and local businesses hub.
FINANCIAL SECTION
However, there was nothing in between
that connected them. There was no
overall design that could be found that
defined the DVRC. The pavements
and railings were designed in a piece(Above) The existing three activity nodes are meal fashion where there were an excessive number of designs at different
disconnected
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1: Pavement at Pedder Street
2: Pavement at Infinitus Plaza
3: Pavement at Theatre Lane
4: Government-designed pavement near Sheung Wan end
5: Pavement at Western Market
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6: The pavement and railing designs at Infinitus Plaza
7: The pavement and railing designs at Theatre Lane
8: The pavement and railing designs at Morrison Street

5

Figure 3:
Surrounding
Activity Nodes

6

OVERSEAS CASE STUDIES
We looked at three overseas case studies demonstrating design features that are important in
making DVRC a people-oriented place. These case studies are:
Green Tramways in Europe , demonstrating a good urban design example on urban
ecological improvement:
Background
Green tram tracks are commonly found in Europe. In Germany alone, there were more than
425km of greened single tracks that equals a green space of more than 106ha, or 1.06 million
m2 by the end of 2011.
Good Urban Design Features
By reducing sealed road surface, green tracks can improve urban water retention and achieve
microclimatic effects such as urban cooling through evaporation. On the other hand, the low heat
storage capacity of soil when compared to concrete and asphalt will help alleviate the heat island
effect. Vegetation along the track can facilitate urban fine dust mitigation by trapping pollutants
on the relatively rough plant cover.
In addition to its many environmental benefits, green tracks can yield significant visual
enhancement from an urban design perspective (Photos 1-10). The improved urban environment
attracts people to stay and consume, benefiting local shops and in the long run property values.
Green tracks can also improve the image of a city and gives a place a new character.
The species, height and density of the vegetation cover of each green track should take into
account local factors such as microclimatic, ecological, traffic and aesthetic concerns.

1
3

2 1&2: Tracks before and after greening in Berlin
4 3&4: Tracks before and after greening in Düsseldorf

5
8

5: Sedum Track
6: Grass Track
7: Vegetation system up to the foot of the rail
8: Vegetation system up to the foot of the rail up to the top of the rail
6 7 9: Vehicular Bypass in Green Tracks to promote accesibility in Basel, Switzerland
9 10 10: Green Tracks alongside carriageway in Brussels, Belgium

Applicability to DVRC
Given the scarcity of land for large scale greening in Central, green tracks can provide an
important source of much needed green space in the city core. A 1km tram track can provide
considerable mitigation to the urban heat island effect. It will also serve as a visual relief to the
hard concrete structures in DVRC. The green tracks together with the pedestrianization scheme
would transfer DVRC from a commuting space into an appealing public open space, upgrading
the image of our CBD from a hustle business area into a place truly owned and enjoyed by its
people.

7

Southbank London, demonstrating a good urban design example of Place branding.
Background
Located along River Thames in central London, the Southbank area was once perceived as a
hostile area with little street level activities in the 1990s. Yet with its rich cultural heritage, the
presence of prestigious national and international corporations as well as a growing residential
population, the Southbank Employers’ Group commissioned a study on the urban design
strategy for the area, aiming to capitalize on the development potential of this area and turn it into
“a desirable destination for cultural pursuits, business and pleasure”. Instead of a masterplan to
recreate the area, the urban strategy aimed to “repair” the area into an attractive district for both
workers and visitors. Today, Southbank London is a significant tourist, arts and entertainment
destination in the heart of London, attracting 25 million visitors a year.
Good Urban Design Feature
Strategic improvements proposed include: upgrading the physical environment especially along
the riverside walkway; enhancing accessibility through public transport and pedestrian linkages;
and most importantly, proposals on place branding were put forward. To induce a new character
for the area, appropriate retail was introduced; the area’s identity was reinforced through street
furniture; dead frontages were reactivated thus introducing street level activities; management
and maintenance of the public realm was improved; greater interaction between major corporations and the public was encouraged and the temporary uses of buildings, public events and
activities for identity building.
Applicability to DVRC
Place branding of Southbank London involved a series of comprehensive improvement measures to the place ranging from hardware enhancement (such as environmental improvements
and installation of street furniture) to software upgrade (such as installing active frontage and
improving public realm management), that are essential to successful place branding. The public
space reclaimed from pedestrianization at DVRC offered valuable opportunities for the rebranding of our CBD.

1 2
3 4
5 6
7

1&2: Environmental enhancement with appealing street furniture
3: Ubberbelly, a pop-up event space in Southbank London providing free entertainment for visitors
4: Frequent Public Events - Festival of the World at SouthbankCentre
5: Seasonal Installation on Queen’sWalk
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Las Ramblas, Barcelona, Spain, demonstrating a good urban design example with diversity
of street activities
Background
Las Ramblas is a street in central Barcelona that stretches about 1.5km long and is, on average about 20m wide. The entire length of the street is walkable and comfortable for people to
stay. It is popular with tourists and locals alike as a vibrant pedestrian corridor that is lined with
a variety of eateries, shops, markets and cultural institutions. The street is alive 24-hours a day,
with attractions and a mixture of activities for everyone. A large number of enterprises are in
operation here, such as traditional retail, kiosk sales, bazaars and markets, fairs and exhibitions,
shoe-shining, eateries and pubs, museums and cultural institutions. The walking environment
is comfortable as it is landscaped with trees, lots of space, and has plenty of seating for people.
Good Urban Design Feature
A combination of factors has come together to make Las Ramblas a successful pedestrian
street; however, the two characteristics that stood out were the diversity of activities and abundant seating. (photos below) The mixed-use of retail, eating, entertainment areas with artists,
musicians and performers, all help to promote social interactions. The abundant seating allowed
people to stay on the street, enjoy the environment and feel comfortable. (photos below)
Applicability to DVRC
DVRC would have a diversity of activities that would attract people to stay. The three activity
nodes, including the financial market, central oasis and western market would have their unique
character, street activities and programs. It would be designed to have space for street performances, music, fairs and exhibitions, markets, eateries, retail and shopping. We would also
provide lots of seating on the street that would encourage people to stay and enjoy the environment and activities there.

1
2 1: The La Boqueria is a popular market on Las Ramblas
3 4 5 2: Art shops
6

7

3: Street musicians and dancers performing
4: Comfortable walking environment with rows of a variety of shops and retail
5: Seating and tables outside of restaurants and eateries
6: Seating that can be moved around
7: Adhoc seating around fountains

9

City of Amsterdam
The city of Amsterdam is popular for itssuccessful pedestrian-friendly street environments. It has created tram and pedestrian precincts that are vibrant, convenient and safe for the community and visitors.
The tram routesform part of the pedestrian spaces, but as the trams move through the streets, they
do not hinder the pedestrian movements, but instead work naturally together to encourage freedom of
movement by pedestrians. This harmony of the tram and pedestrians could be created along DVRC.
1

10

1: Vibrant, convenient and safe pedestrian and tram movements on street.
2: Street side stalls and activities along street.
3
3: The efficient shared-use of spaces by pedestrians and trams in Amsterdam.
2

URBAN DESIGN PROPOSAL: “CENTRAL’S WALKWAY”
The concept behind “Central’s Walkway” is that DVRC would become the
ideal leisure destination where nearby residents and office workers would
feel safe, comfortable and relaxed outside buildings at street level, and
away from other traffic congested and air-polluted streets. The Walkway
would put people first, allowing pedestrian freedom of movement and activity. It would be a place to breathe good air at the heart of the city, to enjoy
the outdoor street life with many street activities, performances, and shopping alongside.
It is the intention of the study to build on the three existing activity nodes
along DVRC and create a street character that would define the placemaking at these nodes. At the eastern end would be the Financial Market,
a place that would reflect the financial and business sector. The middle
portion would be anchored by the Central Market (location of future Central
Oasis), a commercial hub with performances and exhibitions, and a
gateway to the attractions on Central Mid-levels escalators. At the western
end would be the Western Market, a place where you can see the lifestyle
and local culture with small shops and businesses. Certain passive
activities (like sitting out and resting spaces) are envisaged at the eastern
end, and designed for more active activities (such as performances, street
activities and festivals) at the western end, to reflect the urban character at
these nodes. (Figure 4)
The tramline is a unique feature that we wish to capitalize on by accentuating its presence with a grassed carpet running along its tracks. (Figure
4) This would become the major place-making element linking the three
nodes together. The existing tram stations would be reconstructed and designed to reflect they are part of the location or node character. Two rows
of trees would be planted throughout the DVRC as a major greening effect.
These trees would add to aesthetics to liven up the place, bring environmental benefits, and provide shading for convenience.

The Western Market

The
Central
Market

The
Financial
Market

Figure 4:
Overall Layout Plan with
Activity Nodes
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1

Looking towards Central from Jubilee St. (before)

THE FINANCIAL MARKET
The Financial Market at Pedder Street to Pottinger Street is located at the luxury shopping district and financial banking institutions of Central, in a fast-paced and high-rise office building
environment. Our proposal is to inject passive activity spaces here, with seating, tables and resting spaces to encourage the busy white-collars and executives to get out of their offices, and relax
and enjoy the street environment. The frontages of coffee shops and eateries would extend out onto the street for an alfresco setting, to take advantage of a people-oriented environment. Hightech LED display panels would be installed on top of tram stations and building facades for convenience of the business workers there and as a design element to reflect the modern CBD character.
Information such as the stock index, financial news, public announcements, weather and advertisements can be displayed. Interactive display booths would be erected close to street corners or
coffee shops, which would help visitors to find information or navigate around the area. Within these passive open spaces, a cooler color scheme is proposed for the street furniture, pavement
and other design features, echoing with the surrounding glazed, modern-looking buildings. Visual design elements with simple geometry, such as linear seating, would help relieve the pressure of
life of the people actively walking through the area.
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Looking towards Central from Jubilee St (after)

13

3

The Eastern Section of DVRC, Pedder Street junction

Within these passive open spaces, a consistent color scheme is proposed for the street furniture, pavement and other design features, echoing with the surrounding glazed, modern-looking
buildings. Visual design elements with simple geometry, such as linear seating, would help relieve the pressure of people and adjoining building walls.
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The Eastern Section of DVRC, Pedder Street junction (after)
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The Middle Section of DVRC (before)

THE CENTRAL MARKET
The Central Market activity node at Pottinger Street to Rumsey Street contains a large space on DVRC that sits between the Hang Seng Bank Headquarters and the Central Oasis (formerly the
Central Market) building. Our proposal is to turn this space into an exhibition, performance and seating place. It would embrace the current revitalization plan of the Central Oasis, where the
exhibition area inside the ground floor is designed to span out to the open space on DVRC. This would create a mix of outdoor and indoor exhibition gallery space, and allow the public to either
view the artworks and/or performances at the ground level or from the two existing elevated walkways above. In terms of visual design elements, it is proposed to respect the change in local context
from Central to Sheung Wan, with a color theme that gradually changes from cooler in the east to warmer in the west. The urban texture also becomes more diversified at the western end with the
introduction of landscape features and clear pedestrian connections to existing open spaces at “The Centre” and the “Grand Millenium Plaza Piazza”.
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The Middle Section of DVRC (after)
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Western Market, existing context (before)

THE WESTERN MARKET
The Western Market at Rumsey Street to Morrison Street is in the Sheung Wan area that showcases more local street culture, small business shop fronts, and contains the Western Market building.
Our proposal is to turn this space into a civic square to hold public events, performances, festivals and street activities. There would be benches for seating, alfresco dining for the restaurants on
the side of DVRC, and landscaping elements to soften the urban environment and create a welcoming street environment. Some of the planters are designed to provide seating as well . The
potential for closing off the tramline section from Morrison Street to Hillier Street would provide a large venue space to host market festivals and public activities.The paving pattern and street
furniture are proposed to have a warm color, with wavy and curvy design to create a more casual walking ambience.
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Western Market (after)
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Looking towards Western Market at Hillier Street (before)

10 Looking towards Western Market at Hillier Street (after)
4:
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Our urban design proposal would improve the quality of the urban environment at DVRC
and would transform it into a unique, and vibrant pedestrian-street, free of traffic for
the people in Central District, and as an embodiment of a new image for Central. The
community benefits that our urban design proposals would bring include:

CONCLUSION

• Improved pedestrian safety/walking environment;
• Creating a large public space for the people to relax and enjoy the urban
environment;
• Opportunities for diverse street activities, performances, festivals, etc… to
encourage social interaction and bring vibrancy to the district;
• Reduced stress for office workers when they can have a place to relax, have a
coffee and rest;
• Landscaped street that would make environment more comfortable to walk;
• Reduced heat island effect;
• Better health of people nearby with improved air quality and resting places;
• More business opportunities for small enterprises;
• Enhanced image and branding of the Central Business District as a walkable,
vibrant and healthy environment;
This is a preliminary urban design proposal and we look forward to the comments
from community stakeholders to refine and improve the ideas. We believe through
collaborative effort and dialogue we will be able to devise an urban design proposal that
would maximise the benefit to the community.
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CENTRAL’S WALKWAY
The ideal leisure destination at the heart of the city...
Pedestrian freedom of movement and activity...

Good air quality... more efficient public transport system...
A new image of Central Business District ...
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