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Abstract

Within the framework of the “City-Hub” European easch project numerous interchanges have beeredtudi
nine countries in Europe. We examine their roléotal, regional, national or international trangpagtworks.
This article seeks to show the links between trarispolicies aiming at developing interchanges arian
policies creating development around these statidfes show that urban changes can occur in the xbofe
integrated transport and land planning linking camcial development, new business offices and nawsihg.

Keywords: City-Hubs ; transport policy ; economic impactand use impacts ; interchange multimodal poles.

Résumé

Dans le cadre d'un projet de recherche européeityd{Dib » de nombreux péles d’échanges ont étéyagaal
dans neuf pays en Europe. Nous examinons leur déies les réseaux locaux, régionaux, nationaux voire
internationaux de transport. Cet article chercheantrer les liens entre les politiques de transp@ant a
développer ces grands pdles d’échanges et leggpett urbaines de développement autour de cesrstatlous
montrons que cette transformation urbaine peugabser par une planification intégrée de I'amélimm des
fonctions de transport avec celles liées au dépelo@nt commercial, a I'implantation de nouveauxebuk et

de nouveaux logements.

Mots-clé:.City-Hubs ; politique de transport ; impacts émmigues ; impact urbains, pbles d’échanges
multimodaux.
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1. Introduction

Public transport hubs in many European cities éenalesigned for different scale functions. Thap provide
new functions and determine new roles for natisadland road network accessibility, creating neardrchies
within cities well connected by high speed trainsrmtorways. They can have a very important fumctigthin

the regional planning context providing new ceiitieed for cities. For instance the Lille metropoltkat was
previously at the end of the French networks, i ptaced at the crossroads of the Northern higledpein
network has changed its role, becoming more cemtithlin the French transport network, with conneat
between different sub-regional areas with accesgetponal trains, intercity buses and even access t
international services. These multimodal poles @s® integrated into urban and local land-use pitapn
Interchanges can induce urban regeneration or alivaiion and be developed within transport orignte
development (TOD) policy. Their role is often délsed in urban travel plans.

This paper is based on work undertaken in the Bitlp- European project of thé” framework programme
research. It will present the results from varigase studies. It first analyses the place, andntpertance, of
multimodal city-hubs in town and country plannirtgdiferent scales. This depends on their transfuorttion,
the number of transport modes and the number ofp@t services present in the hub, including lprthate
and public modes, and the combination and eassenbfisoft modes, such as walking and cycling. Mipaality

of integration and the possibility of different letholders' cooperation is then observed. The effmy of
multimodal transport poles also depends on therudoad economic environment in which the multimodal
station has been or is being implemented. This papserves urban development linked to the reaisaif
multimodal poles, such as retail and commerciatresn the construction of additional housing, neffice
space, employment and job attractions around thiss.

2. Methodology

As part of the work undertaken in the City-HUB Epean project, various transport and/or planning
practitioners have been asked their views on ihtarges and their role in nine different Europeanntes.
Harmer et al. (2013) report the findings from sixtepractitioner interviews. These practioners waitber
transport planners from transport authorities, gpamt operators or in charge of business developnidey
were questioned about the role of interchangesdalleconomies and their potential impact. As péaithese
interviews the following interchanges were discds$&ppéavaara Station in Espoo in Finland; Lillastrstation
and bus terminal in Lillestram and the Bekkestuarthange in the Beerum Municipality in Norway; flaza
Castilla Interchange and the Mendez Alvaro (Soutls Btation) in Madrid, Spain; New Street Station in
Birmingham, Reading Station and the Kings CrosB/&tcras Underground Station in London for the UWhite
Kingdom; the Main Train Station in Leiden, Nethedsa; and the Main Train Station in Den Bosch in the
Netherlands; the Erd Intermodal Terminal in ErdHangary; the Lille Europe and Lille Flandres Raijwa
Stations in Lille in France; the Praha-Dejvickéeinthange in the Czech Republic; the Intercity ceachf
Magnesia in the city of Volos, the Macedonia Coaelnminal in Thessaloniki and the KTEL Kifisou busda
coach station in Athens in Greece.

In addition, five pilot case studies were studiaddepth to provide a model for the city-Hub projethey
represent major interchanges such as Moncloa inriflaith Spain; Ilford Railway Station, in London the
United Kingdom; the Railway Station in ThessalonikiGreece; Kamppi, in Helsinki in Finland; and Kilya-
Kispest, in Budapest in Hungary. These five intargfes are fully described by Christiansen and Aseder
(2013).

First, we describe and examine the role of eadrdhange within the city and the region, and weifsidas a
national or international function within the trgost network. This can be seen by the importancehef
transport modes present at the interchange. Theameadyse the interchange to see if it was partwidar urban
integrated planning program that links the transgonction to land uses, such as urban developroent
regeneration. Finally, we consider if there wereeotdevelopments associated with it, such as lecahomy
and commercial development or housing construction.



Heddebaut, Palmer/ Transport Research Arena 20a4sP

3. Description of the interchanges and their impomnce in the transport network

The description of the sixteen interchanges casdiest and their role in the transport network, asdd on
Harmer and al. (2013), as part of the City-Hub D&liverable. The description of the five pilot eagudies is
based on Christiansen and Andersen (2013), a®pmt deliverable D2.3 of this European project.

3.1. Description of the sixteen case studies

The Leppéavaara station is located in the most mysudlistricts of Espoo, the second largest citlyiimand. It is
located at an intersection of the ring road arodedkinki, and a railway. The original station waplaced in
1999 by a new railway station and terminal. In kEeby 2003, the first part of the Sello Shopping B=n
located next to the station, was opened. In Oct@b6b, the rest of the shopping centre opened,girayover

160 shops and services. The interchange, the tpwernelopment and the shopping centre were planned
together as an integrated development.

Lillestram Railway Station and Bus Terminal aredtt close to the centre of the city. It is thedHargest
interchange of Norway. Lillestram is a growing citythin the Oslo conurbation. The first bus terntiopened
in 1924, with the existing one opening in 1998 hgvbeen developed as part of an infrastructureadmywhen
Oslo airport was moved to the North of Oslo. Therchange is designed for transport purposes.

The Bekkestua local interchange is found in theuBaevunicipality south west of Oslo, Norway. Origllyathe
station opened in 1924, with redevelopment occgriml990 and it was refurbished in 2011. There ®litical
agreement and a plan covering the period of 20@8-20r investment in Oslo enhancing public transpibris
financed by state grant and the main funding soisre@ the toll road around Oslo.

The Plaza Castilla Interchange is part of the fartsinterchange plan in the city of Madrid. It hago
terminals. The underground terminal receives th&apelitan bus lines using the A-1 motorway and ¥h&07,
while the surface terminal is for the urban bugdirthat service the new urban development in thehNuf
Madrid. The interchange station also has a pulaicpark with capacity for 450 vehicles. A new urgdeund
terminal opened in 2008. Buses enter and exit ¢hmihal through tunnels, whose entrances were ddcat
approximately 1km from the plaza. It is dividedoithree main levels, the levels -1 and -3 for bweigls a total
of 30 bus bays and level -2 for interchange witdarground lines 1, 9 and 10. The surface termoyaned in
2009 has been remodelled for urban bus use withitiefs presently located in the Plaza.

The Praha Dejvicka terminal, Prague, Czech Reptigictits original development (1978) coordinatethwle
entire area redevelopment and it opened alongthéttopening of the new green metro line A. After piolitical
change in the year 1989, some shops were builiénisie metro passage which gives its current sHagbe
future an extension of the metro line (currentlydavelopment) is planned and after that the busatipa will
be moved into another location.

The Mendez Alvaro (South Bus Station) interchamgé/adrid was opened in 1997 and is the biggestitoac
station in Spain. Its main function is to proviae fong distance bus services, covering servicas/fio Madrid

to most Spanish cities and also some internatibnatlines. It also provides links with suburbannsa the
metro and urban buses. The interchange is locatetel southeast of Madrid at a strategic area diitbct
access to the M30 motorway ring road, which feaiis the entry and exit of all vehicles, with mialnmpact

on the city’s traffic. It has a surface area of0B®, nf and is divided into five levels in which there &# bus
bays and a connection with the metro and subuntzémst There is also a public car park with cagyaftit 292
vehicles and a nearby commercial area.

Birmingham New Street Station is located in Birntiag city centre, the second biggest city in the UKe
new station had sold its air rights, leading toabastruction of the Pallasades Shopping Centreeatiee station
between 1968 and 1970. Also above the station waisestorey office block called Ladywood House and
multi-storey car park dating from the 1970s. In 208 second major re-build of the station commenBbdse

1, completed in April 2013, involved the developmef a new concourse and some refurbished platforms
Phase 2 will be completed by summer 2015 and wilbive the re-development of the old concourse. New
Street station will also become the terminus of Khieland Metro extension through the city centre,be
completed by 2015. The new tram stop will be alafgthe new main station entrance on StephenseetStr

Reading Railway Station is located in Reading toeemtre, within five minutes of the main retail and
commercial centre. The station is currently beiegewveloped with the main work completed in East32
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Some work is still on-going in the station andhe surrounding area, which is due to be complet&Di5. The
re-development will provide five new platforms, newtrances to the north and the south, a new subwdgr
the station, a new passenger footbridge with eswaland lifts.

Kings Cross/St Pancras Station Underground Stagidocated in central London,. It is a very busstisin, with
two main line railway termini (King’s Cross and Bancras International) above. The latest undergroun
redevelopment has been phased over 12 years ionsspo the arrival of the Channel Tunnel Rail Liekminal

at St Pancras International, the redevelopmentinf’& Cross mainline terminal and the re-developtrahn
King's Cross Central (271,134 mz2 of former railwapd). In the underground station this has involwed new
ticket hall, new interchange passageways and nénareres to street level including to a new publjusse due

to be completed in September 2013.

The Main Train Station in Leiden in The Netherlaigl$ocated near the city centre and connects keigional
buses. The station is important in the busy Raddstea, being located between Amsterdam and the
Hague/Rotterdam. The station first opened in 18#Pwwsas last renovated in 1996. It is consideredrgrortant
walking route between the city centre and Westesasa

The main train station in Den Bosch is locatedhie tity centre and connects with regional buseba#t an
important location in the city and connects the tess parts with the city centre. The station waiginally
opened in 1868. The most recent redevelopmentsptame in 1998, which saw the construction of akwaly
connecting the western parts of the city and the a@éntre and the platforms (the so called Padsgrahd in
2011 that saw the construction of double tracks wiflyover and new platforms.

The Erd Intermodal Terminal is located in the aitiy Erd in Hungary, that has 65,000 inhabitantsthe
Southwest of Budapest. It is linked to the cagitakail, road and bus links. The construction @ thtermodal
terminal interchange was part of the restructudghthe town centre. The intermodal terminal wastlas a joint
investment between the state owned regional bugpanynand a private investor (Stop Shop) next tailaway
station (state owned). It was the first of thegees/of projects in Hungary, hence it is considéoebe the first
modern intermodal interchange in the country. Quicsion of the shopping centre and the new busiterimvas
completed in 2005. The shopping mall has 500 pgrgiaces which are free of charge and they carsbd for
Park and Ride. The connection to the railway stati@as completed in 2007.

The two interchange railway stations of Lille Eueopnd Lille Flandres, are located at the northewh & the
French TGV network, in the Metropolitan area ofldiknown as the Paris-London-Brussels triangleh wit
around 1.2 million inhabitants. They are very cléseone another, being just 500 metres apart aadvail
connected to the urban public transport network witderground lines 1 and 2, two tramway lines ragpllar
bus routes. Lille Flandres is an old station ingltecity of Lille. It serves the regional townsthviegional trains
named TER (Express Regional Trains), while alskirign Lille to Paris with direct TGV trains. It alsuifers free
access bikes named V'Lille and a bike garage, whichee for public transport passengers. The LHigope
Railway Station is a modern railway station consted to host the Northern TGV trains on the highesp
railway network. It opened in 1994 and connectselBrussels and London with the Eurostar trainsaldb
serves the other French regions to the south,asastvest by TGV. Lille Europe is part of the newdiie
neighbourhood.

The Intercity Coaches of Magnesia interchangedatkxd in a suburb of Volos, which is the capitathaf county
of Magnesia. The interchange is very close to ¢lwallbus terminal (50 metres away) and the campoistse
City’s university (100 metres), while the railwataton and port are also fairly close at 1-1.5 arf+2.0 km
respectively. The interchange first opened in &0k, with a full redevelopment occurring in th&Qas.

The Macedonia Coach Terminal is one of the largestch terminals in Greece. The terminal opened in
September 2002 and is located in a suburban ars efty of Thessaloniki, 5km West of the city tenlt is at
a strategic location between three main arteriadiso

KTEL Kifisou is located in Athens and is one of thergest coach terminals in Greece for interurban
transportation of passengers and goods. The telropesed in 1971 and underwent some general retuniént

in 2003. This included replacing of the roof cowerithe buses, repainting the building, some intediesign
work and providing facilities for people with mabylissues and special needs.
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3.2. Description of the five City-Hub pilot casésdes

Moncloa Transport Interchange Station is situatetthe northern edge of Madrid and was built in 1986the
same time authorities expanded Metro line 6 to Nmmcmaking it the busiest Metro station on thewoek.
Opening of the Bus-HOV (High Occupancy Vehicle) &ne bus-only lane for the A-6 motorway, resultedui
significant reduction in the total number of canjoeys and a resulting increase in the demanaferurban bus
journeys. Passengers do not have to travel tmetath the outskirts of the city to use interurlbas services, as
it is located in the centre of the city and congalitectly to Metro line 3 and 6 which link to afi the key points
on the Metro network. There are 56 interurban mes| 3 urban bus lines, 2 metro lines (line 3 lam@6) and 1
long distance bus line. No private car parkingrisvided.

lIford Railway Station is located in the centre Itfbrd in East London. The existing station is te be-
configured to serve Crossrail trains from 2019.sThill provide more than twice the current frequen€ trains
from liford to central London. The station improvembs will provide a new ticket hall layout with gter gate
line capacity, longer platforms and a realignedi@taentrance and elevation to the street. Thadhtnge is
situated on the Great Eastern Main line and haslaedocal train services (from Essex) to Liverp&iteet
station in central London. More than 10 bus staeslacated within walking distance of the stationth the
town being a hub of the London Buses network, mlog buses to central London and various suburbs. T
station is considered to be a major public transipberchange by Transport for London (TfL).

The New Railway Station Thessaloniki is the cenpassenger railway station in Thessaloniki, whigthie
second biggest city in Greece and the capital ef ghriphery of Central Macedonia with a populatafn
approximately 1,000,000 residents. The stationitisated close to the city business distinct, alluyvithe
movement of travelers all around the city. Theistats also close to the port of Thessaloniki, emlireg the
attractiveness of the interchange. A bus line cotn¢he railway station to the International Airpaf
Thessaloniki “Macedonia”. A metro station is undenstruction and will enhance the connection betweban
and interurban travelers and will provide a modszdiintegrated bus railway station.

The Kamppi terminal interchange is located in cnittelsinki. It was developed as part of a townnplag
including the construction of the interchange anfl & large shopping centre. The area of the
interchange/shopping centre is approximately 4drest In addition to the shopping centre therealse offices
and flats in the same complex. The main modesawisfyort at the interchange involve local, regionatjonal
and international buses, metro and tram. The Kanmerchange is also well connected to the cem#idvay
station which is located 500 meters away.

The interchange atdbanya-Kispest was created as part of the congtructi the southern sector of Metro line
M3 of Budapest and linked the mainline railwaysribg the second part of the 2000s, the local distduncil
decided to refurbish the area around interchange.pfans involved the refurbishment of the metrmieal, the
bus terminal and the Park and Ride and a brandstepping mall. In 2011 the new interchange wadlyota
renewed and its functions were extended with a waage of shopping and services. Building a nevitiodge
connecting the metro terminal, the bus terminal #rel shopping mall enhanced intermodality betwden t
transport modes. The bus terminal was relocatetietcloser to the metro station. Pedestrian routee w
simplified and all transfer facilities were covered

4. The interchange transport functions at differentscales

The transport modes at the interchanges describgddie: walking, cycling (with cycle parking), cgchire,
motor cyclists (also scooters and mopeds), buses tlistance coaches, metro, light rail/ tram, keaail,

private cars (with car parking), private cars (witlop off or Park and Ride), taxis, other suchigsoat shuttles
and international coaches. We report the numb#raoport modes that characterise the differeerdhianges
studied; the number of transport modes at eaclcimi@ge was between 4 and 13 (see Table 1).

« For all of the interchanges, walking is cited agmportant transport mode for accessing or trageimthe
interchange, connecting the different transport @sod

« 14 interchanges offer cycling facilities, eithergmpviding cycle parking or cycle hire like V'Lilla Lille.

» 11 interchanges are on heavy rail networks andgpertant nodes on the regional, national and ¢ven
international railway network.



Heddebaut, Palmer / Transport Research Arena 2Badis 6

« 10 interchanges offer long distance coaches.

« 7 interchanges connect with a metro station andafithbem have a metro station under constructiod (E
Intermodal Terminal in Budapest and New Rail Stafithessaloniki.)

All the interchanges play an important role atlteal and regional level. They all represent imanttnodes on
the regional network and, for 18 cases of 21, emtiitional network. They all link urban buses artdrurban or
regional buses and give good access between thest dfl them correspond to a national hub on thesprart
network and have national links by train or longtaihce coaches. Eight of them are on internatiwaabkport
networks by long distance international coache$ st Mendez Alvaro (South Bus Station) and the Néanc
station in Madrid, Macedonia Coach Terminal in T™asniki, Kamppi in Helsinki with the link to St.
Petersburg, Russia and the Kébanya-Kispest in Begtapith the link to Romania. This internationalerean
also be provided by heavy rail international lirdisch as Kings Cross St Pancras Underground Station
London with Eurostar trains, the Lille Europe antleLFlandres Railway Stations in Lille with Eurasttrains,
Belgium trains and international coach lines askoes.

Table 1: Number of transport modes, daily passenaed role within the network

Interchange Case Study Covering Role Local Regiondllational International Number of  Daily
transport passengers
modes

Leppavaara Station, Espoo, Finland Yes Yes Yes No 8 25,600 (0)

Lillestrgm station and bus terminal, Lillestrgm, Yes Yes Yes No 7 -

Norway

Bekkestua Interchange, Baerum Municipality, Norway esY Yes No No 7 4,600

Plaza Castilla Interchange, Madrid, Spain Yes Yes No No 5 199,544 (1)

Mendez Alvaro (South Bus Station), Madrid, Spain sYe Yes Yes Yes 7 180,238 (2)

New Street Station, Birmingham United Kingdom Yes esY Yes No 9 140,000

Reading Station, Reading, United Kingdom Yes Yes esY No 9 52,000

Kings Cross St. Pancras Underground Station, Londgas Yes Yes Yes 10 80,0004(3)

United Kingdom

Main Train Station, Leiden, Netherlands Yes Yes esY No 10 60,000

Main Train Station, Den Bosch, Netherlands Yes Yes  Yes Yes 9 59,000

Erd Intermodal Terminal, Erd, Hungary Yes Yes Yes No 7 18,600 (9)

Lille Europe & Lille Flandres Railway Stations, k&)  Yes Yes Yes Yes 13 88,600 (4)

France

Intercity coaches of Magnesia, Volos, Greece Yes s Ye Yes No 8 (5)

Macedonia Coach Terminal, Thessaloniki, Greece Yes Yes Yes Yes 4 25,000

KTEL Kifisou, Athens, Greece Yes Yes Yes No 5 ,0BD

Praha — Dejvicka, Prague, Czech Republic Yes Yes es Y No 7 175,000 (6)

Moncloa, Madrid, Spain Yes Yes Yes Yes 8 582,00

lIford Railway Station, London, United Kingdom Yes Yes No No 6 (8)

Railway Station Thessaloniki, Greece Yes Yes Yes No 6 160,601 (9)

Kamppi in Helsinki, Finland Yes Yes Yes Yes 8 84,000 (10)

Kobéanya-Kispest, in Budapest,Hungary. Yes Yes Yes Yes 7 80,000 (11)

(0) Train + Buses, (1) Buses + Metro, (2) Busesetrdl+ Coaches, (3) at 3 peak hours , (4) oniy tpaissengers, (5) a total of 309,359
passengers in 2012, (6) Metro + Bus + Tram + Regip(7) Metro + Buses + Coaches, (8) 6,721,486qmaers in 2012, (9) Buses and
Train, (10) Metro + Busses + Tram, (11) Train + 8us Metro

Source: City-Hub European Project, Harmer et all8Q0 Christiansen and Andersen (2013), European
Community (2009), Cole (2010)

The number of passengers that use an interchangalsa measure its importance. Nevertheless, the da
concerning passengers necessitate them being mecisqly defined (see Table 1). Indeed, the nundber
passengers is expressed either in daily passeagarsiual passengers (lIford Railway station, kitgrcoaches
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of Magnesia, Volos). In some places the number axfspngers is given for a period at peak hours &ing
Cross/St Pancras). Moreover it covers either thed tmumber of passengers passing through the aity-&hd
using different transport modes, such as trainranétamway coaches and buses or the data onlyrtrép®
number of rail passengers, as in the Lille statidiiee busiest are the three Spanish interchangesdligha,
Plaza de Castilla and Mendez Alvaro interchang@ladrid and the King’s Cross St Pancras statiohandon
and the New Street Station in Birmingham. In altle# cases the interchanges are located at stratedes on
the transport network. Effectively, they are eitla¢rmain road and rail crossroads or are well cctenkeby
transport networks places into city centres. Filiod Kramer (2012) have stressed the importanceabising
transport investments at particular nodes linkimg planning principles and transportation projectd land-use
proposals in order to achieve sustainability andarsngrowth objectives. The main reason for develgpi
interchanges on these nodes is to reduce car depeydmprove accessibility and increase publingpert use.
It also can increase urban density, as was thefoashe Kamppi terminal area and King's Cross 8hd?as.
Interchange development can also even create ctahpleew neighbourhoods, like in the Lille internadd
transport node inside the Euralille developmeniguto

5. City-hubs planned within urban and economic deMepment policies or urban regeneration policies

The relationship between transport infrastructarestment and development has been studied fangatime.
The direct causality is discussed and even rejdayddlassard (1977) and Offner (1993) has eveitized the
“structuring effect” of transport investment. Nethmless, the combination of different public paiias
transport, urban and economic ones can coordimatdraluce some development. As highlighted by Banis
and Berechman (2001) three conditions must be préseorder to induce economic development. Trartspo
investment such as a new interchange must beighdisant size in order to provide new accesdipiind new
connections between transport modes. The econamiext must reach a high quality labour force arebsent
underlying dynamic economic externalities at thealp regional or national level. The third conditics the
existence of political willingness to implement qaementary policies in order to provide a betteriemment
and to boost the transport investment to geneaaanic development. These complementary policeshbe
to implement a transport hub as the part of an aldarger integrated policy and/or plan aiming at
(re)developing linked economic activities and urbfanction (re)development. Moreover they conclutlat t
“policy design also has a crucial role in influemgiand strengthening the potential impact of trartsp
infrastructure investment on local economic develept (Banister and Berechman, 2001).” In the césmly
two paired conditions such as large-scale transpwestment and complementary public policy buthaitt a
good economic context or large-scale transportsiment without political complementary policiesperomic
development would not occur. Many interchanges ritest in the City-Hub project only enhance accekfsib
and connectivity between transport modes, withetegating local economic development.

The development around interchanges describedrisample is the same type of development as desthip
Cervero et al. (1996) that around rail (heavy ghtli nodes, plans are often concentrating offibesnes and
shops to achieve more sustainable patterns of ramt travel. Cervero and Duncan (2002) and Ry8aqjL
find that properties near heavy rail or light rsthtions can raise land values; moreover, Cervaedouncan
(2002) add that living near services and publicsuse&h as restaurants, pubs and child care cais@énflated
commercial land values in Santa Clara County.

In the interchanges examined within the City-Hulbj@ct nine presented integrated development plauds a
strong willingness that aimed to link together transport function with local economic and urbamedlepment
policies and /or urban regeneration policies. Thabd say they seem to fulfil the three conditiofi®anister and
Berechman (2001). Effectively, some of the interajes are part of a bigger plan aimed at economic
development with new shops, housing or offices ¢p@irovided at the interchange. Planning with a apalitan
scope is a “condition to achieve measurable effectthe transport—land-use relationship” (Filiord d¢ramer,
2012). Nevertheless very few direct jobs or assediandirect jobs were reported except in the adddendez
Alvaro and Kébanya-Kispest. In addition, the Liltansport interchanges attribute all of the newsjoleated in
the new Euralille neighbourhood as an effect ofititerchange presence but probably only a patteitare to
be taken into account (see Table 2). Figure 1 shbais12 city hubs that had no special economic waban
development policies register new shopping areasbyeor in the city-hub and new housing and orcefiin
their vicinity. It questions the effectiveness tiese policies and their degree of integration. Mahythe
practitioners interviewed for example did not #tiite changes in local economic development to itiyeHub
implementation
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12 city-Hubs with no urban or
economic development
policies

9 city-Hubs with urban and
economic development policies

¥

4
14 Nearby
shopping area
around the city-
Hub

k

7 Shopping mall
inside the city-Hub

7
& ¥

12 New housing|
andfor offices |

Figure 1: The city-Hubs and economic and urban ldpweent policies

For instance, while the international railway siatbf Lille Europe was planned, a political deaisiwas taken
to create a new neighbourhood named Euralille. sentilet al. (2001) report that it was seen as goitant
factor in the new social and economic policy foe thlle Metropolis. This new neighbourhood was tfirs
developed as a “complex of economic functions rath&n a neighbourhood”. But different developmetmses
have been realised providing this new neighbourhaadith housing for local population, local culture,
conviviality, etc. A shopping mall named Euralillas created between the two intermodal railwayiostat
New office buildings and new housing have been tooged in the vicinity of these interchanges. New
coordinated planned actions are undertaken to ntlise development within the further development of
Euralille within the CIAG (Centre International dfaires des Gares) international centre for busiessiear the
railway stations. To link transport and land-usanping, all of the planning stakeholders are ingdiin a
Metropolitan development view (i.e. the regionalical in charge of the regional planning and regiaxpress
trains development, the city of Lille, the Départar the LMCU - Lille Métropole Urban Communityhat is
the urban transport authority, the SNCF and Tralesfiee transport operators and Euralille SPL inrgbaof
developing this area). This has provided 14,00® jabd 2,400 homes for 4,000 inhabitants. It als® 2&
hectares of green space, and major cultural anidlsattractions such as the exhibition centre, eoncentre,
and casino.

Leppéavaara Station in Espoo, New Street StatiomdRe station, llford Station, Erd Intermodal Tenatj
Kamppi in Helsinki and Kébanya-Kispest, in Budapeste integrated development plans aimed at dewejop
economic and commercial activities, transport #gtiy and in some case housing development. Effelgti
some of them have a commercial centre or shoppialh) @3 an integral part of the transport city-Htor
example, Kamppi has a 43,000 m2 shopping mall aed a 6,000 m?2 of housing above the interchange.

Plaza de Castilla Interchange and the Railway @tati Thessaloniki also have commercial centreglénsr
partly inside the interchange. A number of intemaes reported that new offices and new housinglesh
developed near the interchange but without beimg Bow to attribute this development to the presesfcthe
transport city-hub. For instance, near Plaza ddil@asour skyscrapers were finished one year beftre
transport interchange. These house internatiordlnational business headquarters, high qualitylfidiet no
housing.

Nevertheless, interviewees declared that it waficdif to attribute this new land use developmenttie new
interchange existence. The practioners interviediddnot provide much information on the evolutiohtloe
value of properties linked to the development af thterchange. They only provided the number of new
developments in housing or commercial centres or affices.
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Table 2. New developments near City-Hub’s 16 casdiess and 5 pilot projects

Interchange Case studies and pilot projects latedr  Integrated Nearby New New offices  Direct
development shopping shopping  housing jobs
plan mall Indirect

jobs

Leppéavaara Station, Espoo, Finland Yes - 102,000 Yies - -

170 shops

Lillestrgm station and bus terminal, Lillestrgm, No - Yes Yes Yes -

Norway

Bekkestua Interchange, Beerum Municipality, Norway o N - - Yes Yes -

Plaza Castilla Interchange, Madrid, Spain No Yes  Yes No Yes 74

Mendez Alvaro (South Bus Station), Madrid, Spain No - Yes - - 350

1,000

New Street Station, Birmingham United Kingdom - Yes Yes No - -

18,508 m? 55
Reading Station, Reading, United Kingdom Yes - Yes No - -
1,000

Kings Cross St Pancras Underground Station, Londovies - Yes Yes Yes 100

United Kingdom 46,451 m? 315,867 m2

Main Train Station, Leiden, Netherlands No No sYe Yes - -

Main Train Station, Den Bosch, Netherlands No No - Yes Yes -

Erd Intermodal Terminal, Erd, Hungary Yes Yes - Yes - 57

2,300 m? 70

Lille Europe & Lille Flandres Railway Stations, k6]  Yes No 67,000 m? Yes Yes -

France 124 shops 357,000 m? 14,000

Intercity coaches of Magnesia, Volos, Greece No No Yes No No 200

Macedonia Coach Terminal, Thessaloniki, Greece No No - No No 100

KTEL Kifisou, Athens, Greece No No Yes No No -

50,000 m?2
Praha — Dejvicka, Prague, Czech Republic Yes Yes No No -
2,000 m?

Moncloa, Madrid, Spain Yes No Yes No No 69

lIford Railway Station, London, United Kingdom Yes No Yes Yes Yes 20

Railway Station Thessaloniki, Greece - Yes No No No 48

1,500 m?2
Kamppi in Helsinki, Finland Yes Yes - Yes Yes
43,000 m?2 6,000 m?
170 shops
Kobéanya-Kispest, in Budapest,Hungary. Yes Yes oe¥mz - Yes 68
150 shops 7,000 m? 1,000

Source: City-Hub European Project, Harmer et al80Christiansen and Andersen (2013)

6. Conclusion

We have seen that the link between multimodal @hi@nges and their impacts on land use is not dirdwtre is
not a strong integrated development plan associatgublicy makers’ involvement (Banister and Beraelm,
2001). Some cities have jointly developed housing eommercial and businesses to develop their gahs
interchange. Cervero and Murakami (2009) suggest ithcould be interesting to use the selling aida
properties to develop the transit intermodal hult @&shas in Hong Kong. Further research couldtdranalyse
the integrated land-use plans offering new urbailiies commercial, housing or businesses and ttedated
value due to the evolution of the transport cityphu
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